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INDIAN RAILWAY ENQUIRY COMMITTEE, 1936-37.

CHAPTER 1.
Introductory.

1. Appointment of Committee—The Indian Railway Enquiry Com-
riittee was appointed on October 20th, 1936, the appointment being made
public on the same day by the Secretary of State in London, and by the
Government of India in India. ,

2. Terms of Reference—The terms of reference were as follows :—
¢ To examine the position of Indian state-owned railways and to
suggest such measures a8 may, otherwise than at the expense
of the general budget,

(3) secure an improvement in net earnings, due regard being
paid to the question of establishing such effective co-rodi-
nation between -road and rail transport as will safeguard
public investment in railways while providing adequate ser-
vices by both means of transport ; and

(ii) at a reasonably early date place railway finances on a sound
and remunerative basis.’’

3. Qonstitution of Committee—The Committee was constituted as

tollows :—
Sir Ralph L. Wedgwood, C.B, C.M.G. ; Chief General Manager,
London and North Eastern Railway ; Chairman.

Mr. W. A. Stanier, MI1.Mech.E., M.LLoco.E.; Chief Mechanical
Engineer, London, Midland and Seottish Railway ; and

Mr. H. Cheadle, D.S.0., M.C.; Chief Traffic Manager, South African
Railways.

The Committee was assisted by Mr. A. Forbes Smith, Assistant (Rates
and Statistics) to the Chief General Manager, London and North Eastern

Railway.

The Commitjee, who had no previous knowledge of Indian condi-
tions, were accompanied during their tour round India by Sir Ragha-
vendra Rau, then Financial Commissioner of Railways, Mr. A, E.
Tylden-Pattenson, Traffic Member of the Railway Board, and Mr. B, M.
Staig, C.S.I, 1.C.S., who has since succeeded Sir Raghavendra Rau as
Financial Commissioner of Railways. °

4. Tour of Committee—Sir Ralph Wedgwood, Mr. Stanier and
Mr., Forbes Smith reached. Bombay on November 19th, 1936, and pro-
ceeded at once to Delhi where they remained some days collecting
preliminary evidence and arranging the Committee’s procedure and
programme. On December 1st they left Delhi for Lahore and thereafter
visited Bombay, Secunderabad, Madras, Calcutta, Lucknow and Cawnpore,
Special visits were paid to the metre gauge section of the Eastern Bengal
Railway and to the Bihar coalfields. The Committee also took the
. IATRB :
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opportunity of visiting important passenger stations,
marshalling yards lying on or near their route,
Bombay on December 12th and accompanied the
Committee from that place onwards. The Commj
on January 25th, 1937, and were occupied, unti
the preparation of their report. They sailed for
20th and concluded their report in London. Dur

goods stations and
Mr. Cheadle reached
other members of the
ttee returned to Delhi
1 February 18th with
.Englal_ld on February

¢ his special
n the next paragraph.

5. Committee’s Activities - (a) Interveiws with Railway Board amd
Ratlweys—1It fortunately happened  that when the  Committee

reached Delhi the Indian Railway Conference Association were holding
their autumn session. The Committee were able to attend the opening
meeting when His Excelleney the Viceroy addressed the Association and
the President, Mr. H. N. Colam (Agent, Madras and Southern Mahratta
Railway), delivered his presidential address. All the Agents of Rail-
ways were gathered in Delhi for this occasion and the Committee thus
had an opportunity of holding an informal preliminary discussion with
them, when they were given an idea of the information which the Com-
mittee would require at later individual interviews, While at Delhi the
(‘ommittee interviewed the Railway Board and subsequently had more

detailed discussions with each of the Members. Thereafter the Com-

wittee interviewed the Agents and principal officers of the following rail-

ways at the places named —

North Western Railway at Lahore

Great Indian Peningnla Railway at Bombay

Bombay, Bar:)da and Central India Railway at Bombay
Madras and Southern Mahratta Railway . .
South Indian Railway
East Indian Railway

Eastern Bengal Railway

.
it

Madras
at Madras
at Calcutta

at Caleutta

Bengal Nagpur Railway .. .. at Caleutta
Assam Bengal Railway .. .. at Calcutta
Bengal and North Western Raiiway .. at Lucknow.

While in Delhi the Committee received an invitation from the Gov-
ernment of His Exalted Highness the Nizam to visit Secunderabad and,
feeling that much useful information could be obtained there in regard
to the road transport services run by His Exalted Highness the Nizam’s
State Railwayv, decided, with the coneurrence of the Government of India,
to devote a day ty Secunderabad on their way to Madras. The time wag
well spent. thanks to Major B. W. Slaughter, M.B.E., Agent of His
Iixalted Hichness the Nizam’s State Railway, for he had prepared as
ihe basis of discussion with the Committee a valuable memorandum on
the subject of the motor transport services run by the railway. The Com.
mittee are grateful to the Government of His Exalted Highness the Nizgam

S
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it isiti derabad, and to Major

for giving them the opportunity of visiting Secun , 8
gﬁauggll‘l’gg and his officers for all they did to make the vigit both useful
and enjoyable. ‘

y 2 ) hops—During the

. Stamier’s Inspection of Railway Works

Comr(nbi’gtegl’: tou(;'/,n Mr. Stanier inspected the following workshops on the
dates shown :—

Railway Workshops at Date.

Nort%VWesteé'llxm I(’il)ocomotive, Carriage ar‘u‘l Moghalpura . December 7, 1036,

agon e .

, Baroda and Central India (Broad ber 9, 1636,

Bom(g:,?xge Ezoomotive Shops) .. .. Dohad .. .. December
Greaté hIndi)an Peninsula (Carriage and Wagon Matunga . Docomber 10, 1936.

ops . . .. .
Great Indian Peninsula (Loccmotive Shops) Parel .. .. December 10, 1936.

oda and Central India (Broad ‘

Bom(gi{,léga(}rarriage and Wagon Shops) .. Parel .. .. December 10, 1936

South Indian (Locomotive, Carriage and
Wagon Shops) . .
Madras and Southern Mahratta (Locomotive,

Golden Rock .. December 21, 1936.

Carringe and Wagon Shops) .. .. Perambur .. December 22, 1936.
‘ ' . , 1937,
East Indian (Carriage Frame Works) .. Tatanagar o d anuary 11,19
Bengald W%\;ag%guéhop(sl)‘ocommive. . Carrm.g .e Khargpur .. January 12, 1937,
an .. :
East Indian (Carriage and Wagon Shops .. Lilloah .. .. January 13,1937,
ti .
Eastérnrli;:;g :L&B\%(v):;on%i:%:) I'.f)como l.v.e Kanchrapara .. January 14, 1937,
arriag
East Indian {Lccomotive Shops) .. .. Jamalfur .. January 16, 1937.
East“India‘nSh(oII‘)(s);:omotive, Carriage an.c% Lusknow January 19, 1637,
yagon .. e

i i . Stanier proceeded to
hi Committee were in Bombay, Mr ¢
Bhus\if\:;lletgll?nspec-t the running shed at that _place. He:1 also inspected

'runni(n«r sheds and carriage and wagon repair lines as under —

Rail Running Sheds at

ailway.

North Western Railway o . La.hox:e. ]

South Indian Railway . .. Trichinopcly.

Eastern Bengal Railway .. .. Sealdah (Narculdanga Shed).

East Indian Railway .. . .. .. Jamalpur.

‘East Indian Railway .. L. .. Lucknow. .
Carriage and Wagon Repair Lines ab

North Western Railway . ..  Lahore. .

East Indian Railway .. . .. Moghal Sarai.

i Lucknow.

East Indian Railway .. .. .. ) . | o

i i jons Mr. Stanier was accompanied by the prineipal
gi)’fl‘xlcréfsg zgeﬁemsﬁ:g]%ical department of the railwgys concerned.
Mr. J. M. D. Wrench, C.LE,, Chief Controller of Standardisation with
the' Rs'xilway Board, accompanied Mr. Stanier on his visits to Ta_tana.gar,
Khargpur, Lilloah and Jamalpur. On the return of the (.)ommhlt tee to
Delhi, Mr. Stanier and Mr. Cheadle visited the ‘metre gauge shops at
Ajme’re of the Bombay, Baroda and Central India Railway.
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(¢) Interviews with Officials of the Government of India.—A% Delhi
the Chairman of the Committee was granted personal interviews by
Sir Frank Noyce, K.C.S.I, C.B.E., 1.C.8.,, Honourable Member for
Industries and Labour ; Sir James Grigg, K.C.S.I, K.C.B., Honourable
Member for Finance ; and Sir Muhammad Zafrullah Khan, K.C.8.I., Bar-
at-Law, Honourable Member for Commerce and Railways. The Com-
littee also discussed the question of co-ordination of road and rail
transport with Mr. K. G. Mitchell, C.LE. Consulting Engineer for
Roads with the Government of India.

(d) Interviews with Provincial Governments—The Committee were
anxious to obtain the views of Provincial Governments on matters related
to the terms of reference, and especially in regard to co-ordination of road
and rail transport. They accordingly addressed +the following Govern-
ments, inviting them, if His Excellency the Governor in Council saw fit,
tv nominate representatives to meet the Committee and give them the
views of Government :—Assam, Bengal, Bihar, Bombay, Central Pro-
vinces, Madras, the North West Frontier Province, Orissa, the Punjab,
Sind and the United Provinces of Agra and Oudh. It was, unfortunately,
impossible for the Committee to visit the eapital of every Provineial Gov-
ernment, and when this could not be done the Provincial Government was
asked to send representatives to meet the Committee at the nearest com-
mercial centre. The Committee had the opportunity of discussing matters
arising out of their terms of reference with the representatives of the
following Governments :—Assam, Bengal, Bombay, Madras, the Punjab
and the United Provinees. The Committee did not originally issue any
questionnaire in connection with these interviews, but subsequently found
it desirable to ask for information on the methods of regulation of road
transport adopted in each Province and for statisties of road traffic. In
addition to these discussions, the Chairman had the honour of being
granted interviews by Their Excellencies the Governors of Bengal, Bombay,
the Punjab and the United Provinces,

(e) Imterviews with Chambers of Commerce and other Commercial
and Industrial Bodies—The Committee felt that it was important to get
into touch with commerecial bodies throughout India, in so far as this
could be arranged during their tour. They accordingly invited the
organisations enumerated below to send a memorgndum of their views
and 4o supplement this by oral evidence at g subsequent interview :—

The Northern India Chamber of Commerece. . Lahore
The Indian Chamber of Commerce .. Lahore
The Bombay Chamber of Commerce . Bombay
The Passenger and Traffic Relief Association Bombay
The Indian Merchants’ Chamber .. Bombay
The Indian Road Transport and Development Bombay
Association,
The Madras Chamber of Commerce - Madrag
The South Indian Chamber of Commerce. . Madras

The Bengal Chamber of Commerce .. Caleutta

6

! The Bengal National Chamber of Commerce. . Culeutta -

The Indian Chamber of Commerce .. Calcutta
The Indian Mining Association .. .. Calcutta
The Indian Mining Federation .. .. Calcutta

The Indian Colliery Owners’ Association .. Calcutta
The Upper India Chamber of Commerece .. Cawnpore.

i i i i i ion for these
No questionnaire was issued by the Committee in preparation fo h
interviev%s as the Committee felt it was better to allow the organisations
to express their views freely on the problems included in the terms of
reference.

Activities on Return to Delhi—On their return to
Delhi( Q%epggszgqttee, with the concurrence of the .G0vernmt’3n-t of Indis,
interviewed representatives of the All India Railwaymen’s Federation.
They inspected the offices of the Indian Railway Conference Assoclatuin
and discussed with the General Secretary, Mr. Lawrence, the arrangemen-tu;
for wagon interchange. They visited the Railway _ Clearing Accoulxll
Office and the Central Publicity bureau, and interviewed the Cogtro e}'
of Railway Accounts. They had further consultations with Members o

the Railway Board.

irman also interviewed Sir Ernest Burdon, K.C.I.E., CS.I,
I.C.S?:hikgéliior General ; Sir James Pitkeathly, CM.G., C1.E, (ll\.IV:O.,
C.B.E.,, D.8.0., Chief Controller, Indian Stores Department ; andM agor-
General Sir Arthur Moens, K.C.B, CM.G., DS.O, %;aﬁer- as g-
General ; and was granted further interviews by Sir Fra oyce, r
James Grigg and Sir Muhammad Zafrullah Khan.

owledgments —The Committee wish to record #heir thanks to
all tg'osiclf)"‘éﬁcial gnd non-official alike, who accepted their mwtatlonfgo
an interview. Owing to the limited time available it was necessary for
the committee o curtail the number .of _p}aees visited ; %tewz.l;
equally necessary, at such places as they did visit, for the Comn; e -
appoint their own place of meeting, usually in the headquartersho one of
the railways. The Committee’s acknowledgments are due to the A.gen,
of those railways who placed office accommogiatlon at the Cgmmlttee ]
disposal. The Committee are well aware that in many cases this courtesy
must have oceasioned no little inconvenience,

ings of Committee—The limited time available made it
impo’;;;ilﬁzogidﬂgli O(J;mmittee to record_verbgtim the evidence :_Eurmx;?e:d
to them at the many interviews and discussions they had during their
tour, Nor was it possible to add as a_ppendlces to this report the numerous
mexi{oranda submitted to the Committee ; certain cha_xrgbers othommerce
and other commercial bodies have, however, given publicity to their memo-

randa in the press.

. v . _ . ithee
. 8. Unanimity of Recommendatwmg.——Thq repbrt,. which the Cgmxm
now %ave‘the hogour to submit, eontains their unanimous conclusions and

recommendations. - : : : .



6

9. Arrangement of Matter in Report-—The matter in the report is
divided into chapters, dealing with the subjects noted against each ag
under :—

Chapter I Introductory.

» 11 General Survey of Indian Railway Administration 1924—
1936.

»  1II Economies by Departments.

» 1V Further Possible Economies.

’ V Present Administration : Some Criticisms and Suggestions,
» VI Statistics.

»  VII Staff Discipline and Training,

» VIII Measures to increase Revenue: Development of Com-
mercial Department.

»  IX Rates and Charges.

’ X Co-ordination of Road and Rail Transport.

»  XI Road Competition : Counter Measures.

»» XII Public Relations.

» XIII Amalgamation and Redistribution of Railways.
» XIV Financial Qutlook.

» XV Federal Railway Authority.

s» XVI Summary of Conclusions and Recommendations : Ack-
nowledgments.

CHAPTER II.
General Survey of Indian Railway Administration, 10241936,

10. Event§ Immediately Freseding Present Enquiry—We begin this
survey of Indian railway administration by describing briefly the course
of events immediately preceding the setting up of this Committee.

The Government of India Aect, 1935, brought about a new financial
relationship between the Central Government and the Provinces, On the
6th April, 1936, Sir Otto Niemeyer submitted a report to His Majesty’s
Secretary of State for India upon certain provisions of the Aet bearing on
this relationship. In that report emphasis was laid upon the importance
of the contribution made by the state-owned railways to the general budget
and concern at the financial position of the railways was expressed in the’
following terms :— '

‘“ The position of the railways is frankly disquieting, It is not
enough to eontemplate that in five years’ time the railways may
merely cease to be in defieit. Such a result would uleo tenq 1o

7

Ty prejudice or delay the relief which the Provineces are entitled
' to expect. I believe that both the early establishment of
effective co-ordination between the various modes of transport
and the thorough-going overhaul of railway expenditure in
itself are vital elements in the whole Provineial problem.”

The importance of the railway contribution was further stressed in
the Report of the Public Accounts Cominittee on the Accounts of 1934-85
published on September 5th, 1936. After dealing with alternative mesdns
by which the financial position of the railways might be improved, the
Report proceeded :— ‘

AR even after allowing for a continuous if moderate trade
improvement, for all probable debt eonversions and for the effect
of the revised pay scales for new entrants we cannot see how,
at the end .of three years from now, the railways can be less
than 7 or 8 crores short of full commercial solvency. There
would moreover still be a substantial deficit if we regard it as
legitimate to go on making no provigion from revenue for
writing down capital and equally this would be the case if
credit is taken for the losses on strategic railways and for
charging Government Departments full public rates—changes
which we repeat we by no means recommend.

This is an alarming prospeet and in our view things eannot be left
where they now are. We would urge therefore that the Gov-
ernment of India should immediately obtain the services of an
acknowledged expert in railway management to conduet an
examination of the whole field and recommends steps which
will secure definite (¢.e., other than mere hopes of increased
revenue due to improving trade) improvements in railway
finances to the extent of something like 3 crores a year imme-
diately and ultimately of such imagnitude as is required to
maintain full solvency on a strict accounting basis. And to
avoid misconception we add that the terms of reference should
exclude the possibility of securing this end by a mere transfer of
liabilities to general revenues.’

~We have kept these statements in mind in interpreting the scope of

our terms of reference.

R ' I.——meqm. Survay,

11. Financial Position 1924—1936—We began our enquiry by making
4 study of the financial position of the railways since railway accounts
were separated from the general budget in 1924. .

A statement of the financial position of Indian state-owned railways
ubmitted to us by the Railway Board and is here reprodused: In

s the figures are not strictly comparable year hy year but
ently aecurate for thé purpose of the present broad survey.

o uf the adjustmeiitd fo be mads and their effett are '

4
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(See paragraph 11.)
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33,07
—4,95
72-5%
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3-59

770
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38,99
—87

T 38,12
27,27
10,85
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33,37
25,87
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5-19
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52,99
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34,09
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51,85

10,35
23,90 24,81

38,13
37,06
6,78
6,38

1024.25. 1925.26.71926.27. 1927-28. 1928-29. 1929-30. 1930-31.
13,16

26,985 27,090 27,664 28,086 29,111

—1,07
6-0%

.. 1,00,13

charges and surplus
@ross Traffic Receipts 6-9%

. profits payable to companies

Net revenue

Financial Statistics of Indian State-owned Raslways from 1924-25 to 1935-36.

.o

king expenses (ing¢luding Dep-

-Ratio of wor
: reciation Fand) to

- Ratio of Net Traffic- Receipts to capital at

miscellanecus

- charge

Ratio of working expenses (excludihg Dep-
Sociation Fund) to Gross Trafic Receipts 51-6% 03-6% 83-1% 61:3% 52:3% 541% 57-2% 86:9% 56:7% 55-8% 54-79% 54-9%

Net Miscellaneous r-eceipt.s after deducting
Paid as contribution to general revenues ..

Transferred to railway reserve ..

Capital at charge at end of year (in crores)

Gross traffic receipts

Opersting expenses
Net traffic receipts -

Depreciation Fund

Interest charges

Surplus

Mileage
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The statement covers the period of twelve years from 1924-25 to 1935-
86. In each of the first six years, after provision had been made for
depreciation and interest charges, there was a surplus of revenue ; in each
of the last six years there was a deficiency. The surplus was at its highest,
viz.,, Rs. 13,16 lakhs, in 1924-25. In 1930-31 the period of deficiencies
began and reached its lowest level with a deficiency of Rs. 10,23 lakhs in
1932-33. Since then there has been a gradual improvement until in 1935-
86 the deficiency was reduced to Rs. 3,99 lakhs. :

Taking the period as a whole, the total surplus revenue earned in the
first six years amounted to Rs. 52,64 lakhs, whilst in the second six years
the deficiency amounted to Rs. 41,63 lakhs. For the twelve years as a whole,
therefore, there was a net surplus of Rs. 11,01 lakhs, or rather less than one
crore of rupees per annum. :

Gross traffic receipts reached their peak in 1928-29 and dropped only
glightly in the succeeding year. It was in 1930-31 that the effect of
economic depression made itself seriously felt, and the next two years
shewed further successive reductions in earnings. From 1933-3¢ a
slight revival set in and the tendency has since been maintained.

In thg six years before the depression the gross traffic.receipts stood
" at approximately Rs. 100 crores, and in 1935-36 they were about 10 per
cent. below that figure. In the meantime the capital at charge had
increased substantially, and particularly so during the period from
1926—1930. The total advanced from Rs. 635 crores in 1924-25 to
Rs. 789 crores in 1935-36, and the interest charges from Rs. 23,90 lakhs
in 192425 to Rs. 31,39 lakhs in 1935-36.

_ The effect of increased capital and decreased earnings is reflected
in the ratio of net traffic receipts to capital at charge. The figure stood
at 6.0 per cent. in 1924-25 and fell to 2.7 per cent. in 1932-33. Since that
date it has shown some improvement and stood at 3.4 per cent. in 1935-36.
Both in the period of acute depression, and in the years of partial
recovery succeeding it, the railways of India showed more favourable
rpsqlts th'ap the railways of other countries which passed through a
similar crisis, such as Great Britain and the United States of America.
12. Comparison with British Ealways—The peak of post-war
prosperity for the British railways was in 1929, when gross railway
;ﬁeglgts ) 1:;.lmounte&l thto £182.8 million and working expenditure to
.9 million, and the net revenue of the whole undertaki ' .
a return of 4_.2 per cent. on capital. . rtakmgs represented
The year 1932 saw the British railways at the lowest ebb of their
forj;}:pes. Gryss.traﬂway £1iezceiptsmﬁad dropped to £145.3 million and
working expenditure to £121.3 million, and the percenta, tu
capital had fallen.to 2.4 per cent. ’ P 8¢ rg ™ on
In 1936 gross railway receipts had recovered to £156.9 million,
working  expenditure had risen to £126.7 million, and the return on
_caplat?fl I;adf m(:;_t:sseg to 3.%5pe5 cent. These figures exclude the disturh.
ing effect of credits due to the decision of the courts on rating
freight rebates. s . rating and r&ilvuy
13. Comgam ison with Boiways of U. 8. A—In 1929 the railws
earnings of Class I railways in the United States of America amo:gtg; t
6,280 million dollars and railway working expenses to 4;506 million dollars,

The net operating revenue represented a return i
4.8 per cent. P on capital at the rate of

1ATRB
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In 1932 the railway gross earnin
. gs fell t illi
reilway working expenses to 2,403 million dollar: 21,11&2 Zle?:)l o tglollars and
represented only 1.3 per cent. on capital. ’ Perating revenue

The position in 1936 was better i

. o ) . Railwa :

223’05?{ silion, dollars, railway working eXPen);esgl;?sz 931 mill amc;)uﬁlted
net operating revenue represented 2.6 Der cent. on capil lon dollars,

Ind.i&. Great Blit&in. U- S. A.

Grose Earnings (Lakhs of rupees.) (£ million,) (Million dollars.)
ng .o 1929/30 1,02,70 100 1929 182.8 100 1929 6,280 100
*

1932/33 84,43 82 1932 145-3 79 1932 3,127 50
erking Expeonss 11935/36 90,65 88 1936 156.9 86 1936 4:053 65
P . 929/30 68,18 100 1929 1439 100 1929 4,506 100
1932/33 62,85 92 1932 121.3 84 1932 2’403 b
1935/36 64,12 94 1936 126.7 88 1936 2:931 6:

Percentage Return ., 1929/30 4-5 1929 42 1929 4
1932/33 2.7 1932 2-4 1932 1 :
1935/36 3.4 1936 31 1936 2.6

In these figures full provision f, iati
1 r n for depreciation ig i i
;ra?ﬁtvlangs eézpenses of the Indlaq rallways. On the othell? li:x(il(;u‘zﬁd 113n'tt'he
railw a}; X v?hcl)llztitag xﬁosgsmfﬁ tprovision for depreciation, ang t;llxiligl
y that economi
at the expense of renewals and replacel?lgilmtﬁs va?lll?st;)ss:l?: ::ut:ngsge:ted
) 08

greater degree, of the railwa i
ee, y8 of th
not necessarily of each individual ra?lvgl;.t o States as o whole, although
Judged by the percentage r i
. _return on capital the raj] i
Z?ge :viagv e?u(;ugifn ;hfhec%n;ﬁzl;sg?.d Théy_ maintained tvﬁz{: ;fosxlil:g)ﬁ ca(;m:
epress i
have more nearly returned to the 1912)9ele;(;lll,oz‘ngr;:pgiiym%t recent year

IL—RerRENCEMENT OF STAFP,

16 per cent.

Excluding staff engaged on ne :
888,125 to 596,584, a reduction of Yoleffrgﬁti%n;;e cl;e&uetion vas from

Between the years 1929-30 and 1935.38"
s . 5-86 th
?e}ilpeed from Rs. 36,16 lakhs to Rs. 32,88 lakhs, :f:dtﬁttlcg;t of staff was
1 hese figures of cost mch;de staff engaged on new o " of 9 per cent.
--figures for cost of open line and construction staff are nmc;vozfl:glseparate
e.

- Ot the railways of Great Britain th
Mo in March 1930 waa 627,080. On the emmeeoey, Of St2f ot cengus

m the figure had been reduced to 569,356, & rMucﬁmf?m i:“t .
o ik 1 . ng, -
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Between the years 1930 and 1936 the total salaries and wages. bill of
the British railways was reduced from £110.7 million to £99.56 millien, a

reduction of 10 per cent. v
On Class I railways of the United States of America the total number
of staff in 1929 was 1,660,850. In 1936 this figure had been reduced to

1,065,000, a reduction of 36 per cent. The salaries and wages costs in the
corresponding years were reduced from 2,897 million dollars to 1,801

million dollars, a reduction of 38 per cent.

The following table summarises these figures and includes the inter-
mediate year when retrenchment had been carried to its furthest limit :—

India, Great Britain. U.8. A,
g A \ — A - e A —
Number of 1930 712,198 100 1930 627,989 100 1929 1,660,850 100
Staff. 1934 587,972 83 1933 539,278 86 1933 971,196 58
1936 597,306 84 1936 550,356 89 1936. 1,065,000 64
Lakhs of rupees. £ million. Million dollars.

Cost of Staff. 1929/30 36,16 100 1930 110-7 100 1929. 2,807 100
1933/34 31,77 88 1933 92-6 84 1933 1,404 48

1935/36 32,88 61 1936 99-5 90 1936 1,801 62

These figures should be interpreted in the light of the diminution in
gross earnings in each of the three eountries, since the volume of trafiie
carried is naturally the prime factor in fixing the limits of staff reduction.
The effect of the depression was most noticeable in the United States,
whilst it was less severe in India than in Great Britain. The reductions

effected fairly reflect this comparison.
IIT—LEevenL or CHARGES.

15. Our financial survey would not be complete without some reference
to the question of charges. The primary duty of the Indian railways is
to serve the public of India, and a comparison of the level of fares and
rates in India with the level in other countries is therefore appropriate at
this stage, and important. :

In the volume of statistics published by the International Union of
Railways for 1935 a comparative table is given showing the average charge
for passengers and for goods traffic respectively in all the more important
countries of the world. The figures are given, on a comparable gold basis,
in centimes per passenger kilometre and per ton kilometre. We extracet the

following :—

Average Receipt per
Passenger . Pom:
Ttaly) .. . . . . 434 . 488
Germany. . . . o 206 - 432 ‘
Great Britain . .. . .. o . . Cear o @8R 488 .
mnce v 1 v . "5;, s . o "ath N ‘2}41 Lty ‘0“ H
South Afriea .. . T L
. Ownade .o b G T 8 TR
’ USS‘A.” ! e .. " . e . . ' : L - 8‘” [ xl‘g‘ ;;':.‘L"iuk
Avgentine Republie .~ ~ul 0 Lo o LT TR0 iy
o U Tndie oL e e . . . 1-28 £:50
‘;w‘ Yoee LA . . b M l.m l'm :
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The statement shows that, as judged by average unit charges, the
railways of India compare favourably with those of any other country
with which a comparison can profitably be made.

IV.—STATISTICAL SURVEY,

16. We have carried out a broad review of the working of the Indian
state-owned railways year by year since 1924-25, and more particularly
during the period 1929-30 to 1935-36, as reflected in those statisties which
are regarded as the most useful indices of efficiency.

17. Operating Statistics—Coaching.
(a) Average time-table speed.

There is a general improvement under this head, and in the case of
some of the railways the improvement is substantial. Even so, the
highest average time-table speed for mail and important trains is only
32 miles per hour, and we are of opinion that there is room for considerable
aceeleration ; (see paragraph 59).

(b) Punctuality.

Here, too, there has been a consistent improvement. Statistically a
high standard of punctuality has been obtained. We believe that the main-
tenance of this standard is quite consistent with a higher general level of
speed.

(¢) Percentage of train engine hours to total engine hours.

(d) Light and assisting not required engine miles per 100 train
miles.

The trend of these statistics has on the whole been somewhat unsatis-
factory. They provide a case for a detailed examination with the object
of reducing the unproductive work of locomotives,

18. Operating Statistics—Freight.
(¢) Train miles per train engine hour.

Every railway, without exception, records an improvement under this
head, but, as in the case of passenger services, we consider there is room
for further acceleration ; (see paragraphs 60 and 62).

(b) Percentage of train engine hours to total engine hours.

(¢) Light and assisting not required engine miles per 100 train
miles.

These statistics show consistent improvements and indicate a pro-
gressive increase in the efficiency of freight operation.

(d) Average train load.

(¢) Average wagon load.

(f) Number of loaded wagons per train.

(g) Percentage of loaded wagons to total number of wagons.
(h) Net ton miles per total engine hour.

- All these statistics point to an increase in the loading of trains. The
statistic ‘‘ net ton miles per total engine hour ’’ is usually regarded as the
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gingle index of freight operating efficiency. On all railways, with
2;?; ?még exception, improvements are re_corded. W_e. are of opinion,
however, that too much attention has been given to loading to the detriment
of efficient and expeditious gervice ; (see paragraphs 61 and 188).

19. Rolling Stock Statistics—Locomotives.

(a) Percentage of average number under or awaiting repair daily
to average total number on line.

Certain railways record an improvement under this head and others
the reverse. We are of opinion that the number of engines under or
awaiting repair is, in general, too high ; [see paragraphs 37 and 47 (a)].

(b) Average number in use daily and maximum number in use on
any one day in relation to average pumber available for use.

(¢) Engine miles per day per engine.
() On line. ‘
(#) In use.
The trend of these statistics indicates that there is scope for improve-
ment ; [see paragraphs 38, 39 and 47 (c) and (d)]-
(d) Coal consumption.

. s L3 3 ﬂ
enerally speaking there has been a considerable improvement n co
consgmptionyas Il)neasured by pounds consumed per engine mile. This has
been effected in spite of the increased use of second grade coal. -

920. Rolling Stock Statistics—Carriages.

(@) Percentage of number under or awaiting repair daily to average
total number on line.

i vourable in the case of most railways. Judged by
otherT}slgafllt‘f;r%slstllll; ff*i"gures generally are too high ; [see paragraphs 41
and 47 (a)].

(b) Vehicle miles per vehicle day.
There is a general falling off which indicates inadequate user of
earriage stock ; [see paragraphs 42 and 47 (¢)].
91. Rolling Stock Statistics—Wagons. '

(a) Percentage of average nuqlber Qf unserviceable wagons to
average total number on line daily. i

These figures, because of their make-up, are ~valueless as a measure of.;;
the proportionate number of wagons out of service for repair ; [see pars 4
graphs 4 and 47 (b)]. :
(b) Wagon miles per wagon day. : ,
This statistic shows a falling off in wagon user ; {see paragraphs 456
and 47 (¢)]- :

. V.—GENERAL, COMMENTS.

929, Our general survey of the Indian state-owned railways from 1924

s {hat their financial resulis are better than those of other
?;n}zﬁal?ﬁ:?:ﬂwax systems, whilst their operating statistics indicate that
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there has been a substantial advance in efficiency and eeonomy of mangge-
ment since the depression began in 1930. At the same time the figures
suggest certain directions in which improvement might be effected, and we
deal with these in later paragraphs of this Report.

CHAPTER III

Economies by Departments.

23. Preliminary Remarks.—In the preceding chapter we examined
broadly the reduction effected in railway working expenses between
1929-30 and 1935-36. In making that examination we took the figures
as published in the Administration Report of the Railway Board, with-

out attempting to make adjustments so as to place the results on a
strictly comparable basis.

Our present purpose is to make a more particular examination of
the economies effected so as to reveal their incidence over the different
administrations both as a whole and by departments. With this object
In view we made preliminary abstracts of the results published in Volume
IT of the Administration Report and asked the Agents to suggest any
adjustments that should properly be made in order to make the figures
comparable.  These suggestions were subsequently passed on to the
Controller of Railway Accounts for scrutiny, and_were accepted by him
as fit and proper adjustments to be made for the purpose in view,

The principal adjustment is in respect of released materials, which
were dealt with by different accountancy methods in the two years, In
the figures which we have adopted the effect of ecredits from released
materials has been eliminated both from gross earnings and from working
expenses,

I.—ToraL WorriNG ExrPENSES.

24. The following table shows a comparison of the total working
expenses of the individual administrations. The figures for the state-
managed railways include appropriations to the depreeiation fund ; those
for the company-managed railways include actual expenditure on replace-
ments and renewals :—

(Rupees in Lakhs.)

As published in the Report (Vol, Adjusted Figures.
' 1I).
Railways. h A - r A —
1929.30. 1935-36. 1928.30. 1935-36.
Ra. Rs.  Percentage Ra, Rs.  Percentage
of 1929.30. of 1029.30,
A.B 1,43 1,40 08 1,46 1,41 97
B.N 7,80 6,10 78 7,79 6,00 71
B.B.&C.1 7,72 6,63 86 7,92 6,76 85
EB 4,77 4,67 06 4,83 4,60 93
E.L.. 12,43 11,80 95 13,03 11,81 91
G.LP, 10,52 9,23 88 10,91 9,23 85
M. &S.M, 4,08 4,68 92 5,07 ~ 4,566 20
N.w. 13,59 12,02 88 13,09 12,02 86
8.1 8,07 3,30 85 4,06 3,39 83
Total .. 67,21 59,70 80" 69,08 5968 84

n
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This tabls shows the trend of railway expenditure as a whole. It w
howezer, %:a more illuminating to analyse the figures into the pru.mvl?)ﬁ
abstracts, eliminating for this purpose the appropriations to depreciation
fund on state-managed railways and expenditure on replacements and
renewals on company-managed railways.

II.—ENGINEERING DEPARTMENT,

95. The following table shows the expenditure on maintenance of
structural works :—

Maintenance of Structural Works.
(Rupees in Lakhs.)

As published in the Report (Vol. Adjusted Figures.
1I).
Railways, P A N - A —_
1929-30, 1935-36. 1929-30. 1935-36. .
ta| Ra. Rs. Percentage
R R e on o, of 1929-30.
A.B. . .. 25 30 120 28 29 104
B.N .e . 72 94 131 98 94 96
B.B.&4C.I1. .. . 90 76 84 100 78 8
E.B. .. .. ¥l 72 94 83 656 78
E.1 . . 1,43 1,35 94 1,83 1,36 74
G.1.P. . .e 1,18 1,05 93 148 1,05 n
M.&8.M .. . 45 63 140 62 60 o7
N.W .o .e 2,06 1,72 84 2,38 1,72 72
8.1 . .. 39 49 126 44 49 111 .
Total .. 8,09 . 7,98 98 9,84 7,87 80

er-all reduction of 20 per cent. in this abstract may be regard-

od ”Age:; credlitable, and particularly so as the figures exclude the effect

of gny immediate economy brought about by the postponement of rgn:ivlv-

als. It is true that work on non-essential repairs was cut drgs lflad y

in the years immediately following the slump, and this had to edi tur:

ood in subsequent years, with consequential inflation of the expen e

{n 1934-35 and 1935-36. 'We.are assured, however, that arrears of th -
kipd have in general been overtaken. The reduction of 20 per cent. in

the total expenditure in this abstract may therefore be regarded as a

real economy,

.\ effected by various messures. ~ Gang strengths have
bednTliheiglulcl::('i Pelg:esﬂimve" been reclassified so as to permit ‘of lower
gtandard “of xz{aihtemneeloh Jess busy seefions ; unneces ‘,si‘d‘ings and
crossings have been removed ; old material has been reclaimed and rensed

“spatrolling has been discontinued where this has ptoved poasible withou

Giriment to safety ; and experiments have been made with the trolley

gystem of maintenance and with the use of welding for repair purposes.
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The results achieved by the indivi ini i
y the individual administrations
I;ZSi};)}ie bﬁgl:;giiecéu(;t;ed,fare u.nzi]lual, but a comparison of thi;} ?{Sinahocv:;
S 1 o far, owance should be mad
things, for increase in route mileage ; the Souti Indfénalf{(;?lgv:‘;yOtlle:
2

example, increased its i i i
example, incr route mileage by 8 per cent. during the period

26. Strength of Permanent Wa

? ‘ y @angs—As an additi
of measuring the economies effected we obtained from ealécllxoﬂ-zlilv?;eans
st?tement showing the number of permanent way staff employed Y i&
selected years. ~We have expressed these figures in terms of number IE
men per track mile, and summarise them below ¥

a1t o at th i indi-
cating the percentage variation from the 1929-30’ﬁgurese ;S_?me time indi

Statement showing number of men (mate
. s, keymen and gangmen
track mile om selected Class I Railwag;s for the yearg 1329?33 (fif(,i'

1935-36,
Railways
N 1929.30.
Broad Gauge.— No No 193;-3(;'
. . 4O

ox 1929.30.
B. B&C . 3-2 2-8 88
E. B 1L 2:9 2.8 97
E.I e 2-8 2.9 104
G.I.P 3-6 2:6 72
M- ‘B;S-M 30 2.7 90
N-W - M. 3:4 3-1 91
S.I .. 2:6 1-8 69
. L. 2:8 2-6 100
Total .. 3-0 2.5 83

Meter Gauge.—

A.B. ..

2.7 2.7 100

B.B.&C.1
oD &C.1 2-3 2.1 91
M- &-S-]:J 2-3 2-3 100
B.I .M. 2:5 2:5 100
L .e . . . .. 2:4 2-3 96
Total .. 2-8 2:8 100
g:N.W. .. .. .. . .. 2:4 2-3 ,06
. & K, . . . o 2.2 2-2 100

We have included in the above table the results of th
North Western and the Rohilkund and Kumaon Railway: ﬁﬁﬁ atllllg
widespread reputation enjoyed by these railways for economical work
ing lends special interest to the figures, The state-owned rail g
emerge from this comparison without discredit. ways
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The figures are interesting as supplying a rough coeffleient for .
measuring the effectiveness of permanent way labour on different systems,
and at different dates, but here again it is unwise to make too much of the
comparison between different systems, bearing in mind the wide varia-
tions which exist in climate, and soil, in traffic and type of labour employ-
ed. The results as a whole, however, indicate that a considerable saving
has been effected. The reduction in numbers of over 30 per cent. achiev-
ed by the North Western Railway is particularly noteworthy.

We have referred to the principal measures adopted in the engineer-
ing department to reduce expenditure, In the following paragraphs we
allude to questions relating to permanent way which have come to our
notice in evidence or through observation, and particularly to directions
in which it seems to us that the search for economies might be pursued
with greater vigour.

97. Standard of Track.—The permanent way is maintained up to
a reasonable standard. The main line track is solid enough to stand up

to the highest speed of the best expresses, and we see no oceasion to make

any higher demand. Both main line and branch line track could, in
fact, support a considerable acceleration of the slower passenger lrains,
and of freight trains generally.

98. Possible Reduction of Mainienance Gangs—Further steps should

‘be taken to reduce the number of staff engaged on ordinary maintenance :

(a) A detailed examination of each section of line should be made

‘on the basis of units of work done. If this is systematically carried out

we believe that certain sections at least will be found to be overstaffed, as
in fact was found to be the case in Great Britain. Several of the admin-
istrations admitted that they had an excessive number of men employed
but were unwilling to dismiss them, preferring to await a reduction in
numbers by normal retirement. Possibly the reduction might be accel-
erated by transferring some of the surplus men, temporarily at least, to
other forms of railway employment, If this cannot be done, there would
seem to be no choice but to discharge them, with an understanding as
to re-employment when vacancies occur.

(b) Some administrations have been able to economise by in_creas;
ing the lengths supervised without increasing the number of men in the
gang. The possibility of extending this should*be investigated.

99. Mobile Gangs—Both in Great Britain and in South Africa much
has been done to reduce the cost of permanent way maintenance by the

employment of large gangs with motor trolleys to cover lengths equal

to four or five times the norma)l length previously supervised by one

.gang.  This system not only saves labour, but makes it possible to put

a more skilled man in charge of the gang, and in Great’ Britain at least

it has made for a better standard of maintenance. The saving is con-
giderable and in the case of one British railway has am’gunted to the
equivalent of more-than 10 lakhs of rupees per annum., . ™ - R

" In South Africa the system has been applied with success to &

;‘ﬁ\imber “of lightly worked ‘branch lines.: '
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In spite of the difference in circumstances we see no reason why

economies similar in character, though perhaps less in amount, should not be
realised in India.

30. Fencing.—We notice that some railways do not fence their per-
manent way ; others apparently did so at one time but have abandoned the
fencing to decay, whilst others again maintain their fencing in first class
condition. ~ With all allowance for differences in density of pepulation,
there is no apparent reason why the cheapest practice should not be
adopted as the standard. We recommend therefore that, except in
suburbs and industrial areas and in the immediate neighbourhood of

important level crossings, the maintenance of fencing should be abandon-
ed.

31. Gatemen.—Some administrations appear to employ gatemen
much more freely than other ; in certain areas the numbers appeared to
us to be excessive. We appreciate that there are often special difficulties
in reducing their number and that it is necessary to secure the good-
will of the local authorities. We consider however that the question
should be followed up and that their employment should be limited in
principle to the more important crossings,

32. Reconditioning of Fishplates—Much progress has been made
in Great Britain in reconditioning permanent way material which would

at one time have been regarded as scrap. A notable instance of this is
the reconditioning of fishplates.

After a normal life in the track, these are frequently worn in the
centre. It has been found possible to recondition them for another life
by the use of suitable tools under a drop stamp. This represents a
very substantial economy and it is recommended that arrangements
should be made to carry out this work wherever drop stamps are installed.

Drawings of the type of tools used are available in the office of the
Chief Controller of Standards.

33. Welding—The Indian railways do not appear to have availed
themselves, to the same extent as railways elsewhere, of the economies to
be realised by the modern practice of autogenous welding,

TLe repair of bridges offers special scope for economy by this pro-
cess, which enables renewal to be postponed for a considerable period at
a very small expense. Some of the administrations are éxperimenting
with the application of the welding process to bridge renewals and re-
pairs but it has passed far beyond the experimental stage in other
countries and should be pushed forward much more boldly in India,

The use . welding in reeonditioni_ng and building up  permanent
way material is also long past the experimental stage and 1ts application
is becoming more general as engineers appreciate its flexibility and re-

liability, and the economies that can be affeeted by its use.

On of the most important uses to which welding is applied on per-
manent way work in Great Britain, South Africa and elsewhere iy the
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e . . e e le sucéess both
ditioning of erossings. In this diréction considerab ¢

;"::;7; 8 pracgical and economical point of view has peen_ attamed. It

is estimated that by this means the life of a crossing is extended by

50 to 70 per cent. at less than 25 per cent. of the cost of a new cross-

ing.

In South Africa some years ago short lengths of rail, varying from
21 to 24 feet and generally regarded as scrap, were welded into 69 and
72 feet lengths and used in the construction of a branch line.  The cost
of rails and fastenings worked out at aproximately ome-third of the
cost of new material.

tion in the number of rail joints is a subject of researca
by n’}l;l;:- ig,(iill::ays, Rail joints are the weakest point of the track and
their maintenanee occupies a large percentage of t_he labour necessari)i
for the upkeep of the track as a whole. The welding of alternate Ia
joints to give from 80 to 120 feet lengths has been successfully under-
taken on railways in America and in Europe, and the results. of these
experiments should be closely watched. The possibilities of reduction
in maintenance costs are considerable apart from other advantages.

‘ ’ 3 - . . lly re‘
South Africa minor tools and plant are being economica
ps,ireI(;.1 b;r) welding, and accessories such as speed boards, grade 530Sts
and whistle boards have been made by welding scrap plates to old rails. '

) ing—The signalling adopted in India has })eeq mors
expexivfmgh":rlll tlfe circumstances have justified. ~Consideration is belrég.
given to the possibility of simpler and cheaper methods and this mges 11:-
gation should be pushed forward. We believe that the systerlzll a op;
ed in South Africa would be found worthy of imitation. l’{.l‘ ééare, %»

asging places on singlé lines, a cer.ltra! cabin with wire-wor) poin
Et a considerable distance on each side is found adequate even on main
lifies. This should be substantially cheaper than the two-cabin system

prevalent in India. ‘

» itain large economies have been realised by the exten-
sion I:f Gpl(;:::r Eirgl'nalling, gbut this demands an intensity of tra‘ﬁlc_whlghv
is seldom found in India. Tt could therefore be recommended only in

‘exceptional cases. Even in such cases the saving to be realised should

arefully beforehand, and the work should be ander-
}:):er;?gr (:v}lﬁe;e?ﬁ eadequafl; return ‘on the eapital involved, say 10_ per
cent., is assured. ‘

Mhe same remarks apply to colour light signalling. We do not

: i India offers an extensive field for methods o:E ! kind,
{ lv)relﬁ:;eartg acfnly‘ suited to conditions of intensive ftra:lﬂc.

v o ; e
I11.—MzomaNToAL DEpARTMENT—RorLiNvg Sroc .

85, In doaling with the expPndituid of the Machanical Dépattment
o tuke lochmotives eatringes a5 Wagons separately as fur ss the fures

O D R



36. Maintenance and Supp}y of Locomotive Power—The following
table shows the cost of maintaining and supplying locomotive power in the

years 1929-30 and 1935-36 :—
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Maintenance and Supply of Locomotive Power.

Rupees in Lakhs,
As published in the
Report (Vol. II). Adjusted Figures,
Railways. — A \
1929.30. 1936.-36, 1929.30.  1935-36.
Rs. Rs. Percentage  Ras. Ras. Percentage
1923-30. 1928f30.
A.B. 33 29 88 33 30 91
B.N. 1,81 11,64 91 1,80 1,64 91
B.B.& L 2,32 1,86 80 2,40 1,95 81
E. B. 1,06 1,00 94 1,06 1,00 94
E. L 3,33 2,78 83 3,36 2,83 84
G.1.P. 3,15 2,05 65 3,17 2,06 65
M &.8. M. 1,76 1,45 82 1,70 1,456 86
N.w. 3,99 3,31 83 4,05 3,31 82
S.L , 1,26 1,10 87 1,26 1,10 87
Total 19,01 15,48 81 19,12 15,63 82
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for the London and North Eastern and the London Midland and Seot-
tish Railways at the end of the years 1930 and 1936.

Percentage of Locomotives under or awasting Repasr.

INDIAN RAILWAYS. 1929-30. 1935-36.
Broad Gauge
B.N. . . . .e . 21-3 20-1
B.B.&C.1I. .. . . . .e 18-3 18-4
E.B. . . ) 14-1 22-8
E.L .. 15-7 14-8
G.1.P. 17-8 18-4
M.&S. M. 25-9 23-7
N.W. 23:5 16-1
8.1 .. 15-56 21-8
Meire Gauge.
A.B. .. . .e .e 19-8 14:3
B.B.&C.1I. .. . .. .e .. 15-8 14-7
E.B. e . 16-0 14-1
M. &S M. 18-8 T 18-4
8.1. . . .. .. . . 19-7 20-3
SOUTH AFRICAN RAILWAYS e 16-4 12-2
BRITISH RAILWAYS. . .

31st Dee. 1930. 31st Deo. 1936,
L.N.E. . . .o . .o 17-3 . 13-1
L.M.S. .. . ) . 12-4 10-4

The percentage on the Indian railways is high and even where a
raduction is recorded there is room for further improvement.

38. User of Locomotives—The following table sets out the engine
miles per day per engine :—

Engine Miles per Day per Eng'me

This alstract shows a considerable reduction in expenditure, in which all
the railways have shared. The principal factor in bringing this about
was reduction in mileage ; train miles were cut by 8 per cent. and engine
miles by 10 per cent. on the broad gauge systems and by 8 per cent. and
13 per cent. respectively on the metre gauge lines. C

The coal bill has also been reduced. In spite of increased use of low
grade coal the consumption per train mile and per engine mile has been
brought down. There were incidental savings in the lower price of
coal and in the reduced freight charges with which the consuming rajl-
ways were debited. )

37. Availability of Locomotives.—The following table shows = the
percentage of locomotives under or awaiting repair in 1929-30 ang 1935.
86, with corresponding figures for the South African railways, and also

On Line. In Use.
Railways. ——A——— ———A———
1920-30. 1935-36. 1929-30. 1935-36.
Percentage Percentage
No. No. of 1929-30.  No. No. of 1929-30.
Broad Gauge. ]
B.N. .. 5 75 100 108 12 106
B.B. &C.I. 68 59 87 110 101 92
E.B. .. 75 82 109 107 119 111
I .. ! 67 094 97 103 108
a.LP. 64 72 113 118 131 13
M &S M 75 7 96 112 - 311 99
N.W... 71 63 89 102 106 104
8L .. 73 .M 105 101 115 114
Metre Gauge. N ‘
A.B, .. 72 64 89 100 90 80
B.B.&CI. .. - 66 88 88 97 99 102
. E.B. .. . 72 . 68 94 16 .. 109, 103
o L oMo oe sl ol 0 T 8
L PP e U TTUUOBTTTT T 98 HRER 7' AR 7 &



_ These figures must be interpreted with caution. The ‘‘ on line !’
columns show on the whole a declining tendency, which is to be regret-
ted, but their meaning is obscured by the fact that they reflect the
heavy percentage of locomotives under or awaiting repair. The “‘in
uge ”’ columns show a fairly general improvement which suggests that

the attention paid to locomotive user in recent years has produced good

results,

39. Stock of Locomotives—The total stock of locomotives is shown
in the following talbe :~—

Stock of Locomotives.

Railways. 1929-30. 1035.-36. Percentage of
1929-30.
No. No.
Broad Gauge.
B.N. . . . 608 672 96
B.B.&C.L . 378 361 96
E.B. . - . 327 302 02
E.L.. .. . . 1,685 1,678 100
G.LP. .. . 1,101 752 68
M.&8.M. .. . . B 302 102
NW. .. . v 1,284 1,239 96
s.I. . . . 148 154 104
5,818 5,360 )
Metre Gauge.
A.B. . . . 188 204 109
B.B.&C.I. . . 507 463 01
E.B. .. . . 221 213 96
M.&S.M. .. .. . 354 857 101
8.I. . .‘ . 401 391 o8
1,671 1,628 97

We are of opinion that this stock is excessive, This is bqii, ont,

not oaly by the exeestive number under or awaiting repair, but by the

M
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following table showing the number available for use in relation to the
maximum number in use on any one day :—

Locomotives. Number quailable for use and maxrimum number in use.

Maximum number
in Use on any one day.
Al

Average number
available for use.
A

1929-30. 103536, 1929-30. 1935-36.
RATLWAYS. —_—h— ——A | A
1 2 3 4 5 6
No. No. No. Percentage No. Percentage
Broad Gauge— of Col. 1. of Col. 2.
B.N. .. .. 549 637 519 94-5 476 88-6
B.B.&C.I. . 269 295 258 95-9 238 80-7
E.B 266 230 252 94-7. 228 99-1
EI .. .. 1,326 1,335 1,274 96-1 1,116 83-6
G.I.P. .. 908 615 717 79-0 464 75-4
M. &S. M. .. 222%* 231 206* 92-8 202 87 4
N.W. .. .. 983 1,040 937 95-3 792 76-2
8. L 125 120 125 100-0 112 93-3
Metre Gauge—
A.B. .. .. 151 175 149 98-7 153 87-4
B.B.&CI .. 427 395 360 84-3 305 77-2
E.B. .. .. 1717 182 169 95-5 143 78-6
M. &S. M. .. 288 291 - 267 92-7 243 835
8.1. 310* 312 308* 99-4 279 89-4

* Figures for year 1928-29.

With the exception of one railway the figures show an increase in
the margin between the number available for use and the maximum
number in use on any one day, This tends to confirm the inference
that the stock of locomotives is unduly high,

40. Maintenance of Carriages and Wagons—We cannot separate
the figures for carriages and wagons respectively, and therefore give
them together.

Maintenance of Carriages and Wagons (in terms of 4-wheelers).

) (Rupees in Lakhs.)

As published in the Report({Vol. II). " Adjusted Figures.

RAILWAYS—  1920-30, 193536, Percentage  1920-30.  1935-36. Peroentage

~ Rae. Rs.  of1920-30. . Rs. Rs.  of 1029-30.
A.B. 9 12 133 ) 12 133
B.N. .. U ] 83 108 7 83 108
B.B.&C.L 71 170 99 . 73 72 9
E.B. 41 45 110 4 45 110
E I 1,37 125 © 9l 1,42 1,25 88
@.1LP .. . 93 82 88 26 82 85
M. &8.M .. 43 39 o1 a . 39 95
NW. . . 1,32 L7 89 1,33 L17 88
8.1 . 23 23 100 23 23 100
. Total .. 6,26 5,96 05 635 598 94

L4TRB ’ 4 : o e e
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This abstract shows less economy than the other principal abstracts.
Keduetion in mileage has little if any effeet on the maintenance of
carriages and wagons, The figures suggest, however, that a further
saving should have been achieved, and this is borne out by more detailed
statistical examination. The statistics quoted relate to passenger
carriages, and not to total eoaching stock.

41. Availability of Carriages—The following table shows the per-
centage of carriages under or awaiting repair.

Percentage of Carriages under or awaiting Repair (in terms of 4 wheelers).

INDIAN RAILWAYS— 1929-30. 1935-36.
Broad Gauge.—
B.N. .. . . .. . . 11-0 14-7
B.B.&C1I1I .. .. .. .. .. 10-1 18-1
E.B. .. . .. .. . . 8-3 13-3
EL .. .. . .. . . 9-7 10-1
G. 1P . . . . . 7:1 11-6
M &S. M .. .. . .. . 8:2 9-4
N W .. .. . .. . 12:7 11-7
8. L .. . .. . . . 14-2 12-0
Metre Gauge.— _
A.B. .. . .. . .. . 9.2 11-7
B.B.&C L .. . . .. . 7:6 7.0
E.B. .. .. .. .. . o 8-8 9.’
M. & S. M .. . . . .- 94 91
8. L .. . .. .. .. .. 13-2 91
SOUTH AFRICAN RAILWAYS . . .. 11-82 67
BRITISH RAILWAYS . . .. .. 8lst Decem- 3lst Decem-
ber 1930, ber 1936.
L. N, E . . . . . 82 59
L M. 8. .. . . .. .. 71 52

These percentages show in a number of cases a marked tendency to
inerease, and are for the most part unduly high compared with the
standards reached elsewhere. There should be room for substantial
in;provement, ’
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49 Uuser of Carriages—The next table shows the vehicle miles
of carriages per vehicle day.

Vehicle Miles per Vehicle Day (in terms of 4-wheelers).

1929.30. 1935-36. Percen
No. No. of 1929-13;&0

RATLWAYS—

Broad Gauge.—
B. N. .. . . . .. 133 123 92
B.B. &C. I . .. - .. 133 114 86
E. B. . .. .. . .. 136 131 96
E. I . . . . . 145 133 92
G. L P. .. . .. .. .. 157 168 107
M. & S. M .. .. .. .. 123 106 86
N. W. .. .. .. .. . 125 120 96
8. I . .. .. .. .. 122 124 102

Metre Gauge—
A. B. .. . . .. 102 86 84
B.B.&C. L . . .. .- 99 92 93
E. B. . . .. . . 118 100 85
M. &S M .. . . .. 106 94 89
8. L .. . 107 102 95

The trend is almost uniformly downward. This result may be
largely due to the fact that in bad times passenger train mileage can
be reduced more rapidly than stock. In faet, however, stock has in-

creased, as the next table indicates.
43. Stock of Carriages—The Stock of passenger carriages is givem

in the following table : .
Stock of Passenger Carriages (in terms of 4-wheelers).
1929-30. 1935-36. Percentage of

No. No. 1929-30.
RAILWAYS—

Broad Gauge—
B. N. . . . . . 1,439 1,676 110
B.B.&C L . . .. . 1,001 1,083 108
E. B. . .. . . . 1,314 1,426 109
E. L .- . . .. .. 4,804 4,767 97
¢.LP .. .. . . . 2,170 2,276 105
M &8 M . .. . . 1,108 1,186 107
N. W. . .. . . .. 4,708 4,620 98
8. L . . . . . 510 639 125
17,142 17,582 103
I‘TBGWP .. . . . 1,020 1,188 116
B.B. &C. L .. .. . .. 2408 2,213 8
E. B. .. . .. . .. 1,172 1,338 = 114
M &8 M D 1388 1433 108
8 1 e 2,387 2436 102
: 8,468 8,588 101
IATRB ’ c2
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The stock generally shows an upward tendency.  This cannot be
Jjustified on traffic grounds, for passenger train mileage has been reduced
and the number of carriages per passenger train should also have dimi-
nished owing to the decline in traffie.

44. Availability of Wagons.—The following table shows the per-
centage of average number of unserviceable wagons to total number of
wagons on line daily :

Percentage of Average Number of Unserviceable Wagons to Totql

Line Daily (in terms of 4-wheelers). o

1929-30.  1930-31.  1931-32. 1932-33. 1934-35. 1934-35. 1935.34.

INDIAN

RAILWAYS—
Broad Gauge—

B.N. .. 86 8:2 12-4 20-5 203 9:5 10-9

B.B.&C.I1 27 2-8 36 4-0 3-1 5.1 4-7

E.B. . 3-4 4:2 6-5 8:9 31 3-6 13-2

E.L .. 6-6 3-9 8-7 145 13-3 14-2 13-7

GILP .. 53 5:1 6:2 10-6 5:4 4-9 3.9

M &S M 3-6 36 4-4 8-1 79 37 3-3

Nw. . 6-8 9-0 69 12-0 7-4 8-4 8:1

S. I .. 40 3-2 4-4 47 3-8 58 2-3
Metre Gauge—

A.B. . 2:4 3-7 50 5-4 2-5 2-1 25

B.B.&C.L 25 2.7 16 20 1.7 2-2 2-4

E.B. .. 58 3-2 27 59 30 4-0 4-8

M. &S.M. 4.1 2.9 1.7 1-9 2.1 1-9 20

S.L. .. 13-2 6-4 4-1 4-1 43 3-9 6-0
SOUTH AFRI-

CAN RAIL-

WAYS 3-8 3.7 4-5 5-0 4-5 3:4 3-2
B%{IK‘%E%IVAYS.M“ De«izr;(;)er 1931, 1932. 1933. 1934. 1935. 1936.
LNE .. 3-4 3-1 5-4 3-8 40 40 3-0
LMs. .. 3-5 34 3-8 4-4 3-1 33 2.7

We have included in this table the intervening years in order to
rev'eal the wide fluctuations in the figures and the surprisingly high level
whlcl} some of them have reached. The value of the figures is, however,
unpaired since, as we understand, they include not only wagons taken
out of traffic for repair in normal course but also so-called uneconomical
wagons which are in a state of disrepair and, being surplus to immediate
requirements, are stabled until such time as they may be needed for
increased traffie,

In order to keep proper control over the repair of wagons it is
desirable that accurate records should be kept of wagons taken out of
service for repair with the intention of being returned to traffic after
repair, '
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45, User of Wagons.—The following table shows wagon miles per
wagon day — ) g
Wagon Miles per Wagon Day (in terms of 4-wheelers).

RAILWAYS. 1929-30. 1935.36. Perce}ltagq
of

Broad Gauge— No. No. 1929-30
B.N. .. .. . . 31-7 35-5 112
B.B.&C.1. .. .. .. 30-9 33-1 107
E. B. .. .. .. . 25-7 22-9 89
E.L .. .. .. .. 40-4 34-6 86
G.1.P. . . .. .. 51-4 41-8 81
M. &S.M. .. .. .. .. 43-8 46-4 106
N.W. .. . .. .. 36-1 32-1 89
S. L .. . . . 32-2 33-1 103

Metre Gauge—
A B, .. .. .. . 27-7 25-8 93
B.B.&C.1. . .. . 39-9 38-6 97
E.B. . .. . . 25-5 - 253 99
M. &S M .. .. .. . 41-3 27-9 68
8.1 .. .. .. .. 21-6 23-2 84

These results are unequal, but the general tendency is downward.
The reduced mileage is undoubtedly in part a consequence of reduced
demand. We believe, however, that there are other factors to be con-
sidered and we comment later on the scope for improving the turn-
round of wagons (para. 64 ).

46. Stock of Wagons.—The following table shows the stock of
wagons :—

Stock of Wagons (in terms of 4-wheelers).

RAILWAYS. 1929-30, 1935.36. Percfentage
of
No. No. 1929-30.
Broad Gauge—
B.N. .. . . .. 23,985 22,575 94
B.B.&C.I .. .. .. 10,154 9,209 91
E.B. . .. .. . 7,619 7,091 04
E.L .. .. . .. 45,694 48,384 106
G LP . .. e .. 16,141 18,917 117
M&S. M .. .. . .. 5,549 5,787 104
NW. .. .. .- .. 27,086 28,318 105
8L . .. .. . 1,943 2,154 111
138,071 142,435 108
Metre Gaguge—

A B. . .. .. .. 5,055 5,410 107
B.B.&C.1 . .. . 10,991 9,895 90
E. B. .. .. .. .. 6,398 6,424 100
M&S M .. . .. . 7,482 7,803 104
S.L .. .. .. .. 7,624 7,158 04
37,550 36,687 98
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The stock of wagons seems to be somewhat excessive, having regard to
the decline in traffic handled.

47. Conclusions from Statistical Survey—We will summarise the
broad conclusions which we draw from this survey of the rolling stock
situation :—

(a) The percentage of locomotives and of ecarriages under or
awaiting repair is excessive, A reduction in the percent-
age will enable the stock to be cut down and will also
enable repairs to be carried out more economically.

(b) The percentage of wagons under or awaiting repair also calls
for investigation. A normal figure of 5 per cent. should
be aimed at, and something less than 3 per cent. should be
be obtained during peak periods of traffic. We note thut

the figures for some railways are consistently within these
limits.

(c) Better use as expressed by miles per unit should be obtained
from locomotives, carriages and wagons.

(d) The stock of locomotives is excessive and should be capable
of reduction. Even in the event of a substantial in-
crease in traffic we consider it unlikely that, for the pre-
sent at any rate, there will be need to face any consider-
able programme for the purchase of additional locomotives.
New types will admittedly be required from time to time ;
even §o, proposals for the purchase of additional loco-
motives should be closely examined and the Railway
Board should in particular statisfy themselves that all
practicable steps have been taken to make the best use of
the existing stock.  Surplus locomotives, if likely to be
required for further use, should be taken out of traffic and
tallowed down.

(e) The stock of carriages also is to high and should be more than
equal to the requirements of an increased traffic.  Pro-
posals for the purchase of new stock should be very care-
fully scrutinised.

(f) In the case of wagons the stock seems to be high though not
to so marked an extent as with locomotives and carriages.
In the absence of any large increase in traffic no substan-
tial purchase of stock should be necessary for some years.

(9) Locomotives, carriages and wagons which have become un-
economical should be’ serapped, however far they may be
from the end of their theoretical life,  Units so serapped
need not be replaced as long as stock is excessive. Rolling
stock scrapped and not replaced should be written off.

IV.—MecuANICAL DEPARTMENT—WORKSHOPS,

48. All the prineipal workshops were visited and as a vesult of thege
inspections we have the following comments to make :
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4. Workshop Organisation. The workshops generally are of ample size
and well equipped, but the methods of production are not uniformly good.
1t is important in connection with the heavy repair and periodical over-
haul of rolling stock that proper planning and progressing arrangements
should be adopted. The works are suitably equipped for this purpose.
We find, however, that the out-turn of rolling stock undergoing heavy
repair occupies too long. In the case of locomotives, for example, the
out-turn is based on a 30-day schedule. ~Even this is excessive according
to British standards, and a 20-day schedule should prove quite practi-
cable. In actual fact a reasonable schedule was to be found at only
one works, and in many cases the heavy repair of engines took 50 or 60
days to complete.

Time occupied in the havey repair of carriages and wagons could
also be substantially cut down.

50. Supervision.—Supervision is in many cases defective, parti-
cularly where modern machine tool plant is in service. The introdue-
tion of modern plant into workshops calls for men of experience in modern
machine tool practice to train the operators. Owing to the lack of experi-
¢nce in India such supervisory staff must at present be of Ffurop%n
extraction, At the few works where Eut:opean supervisors were still
employed, the use made of the modern machines was noticeably better.

eral the workmen in an Indian workshop have not the tradition
and g'laigneirxlfgr aoft the European operative, and they require gareful super-
vision by experienced men who do not hesitate to take the_lr coats off if
necessary to show how work should be done. We were 1n_formec71.1 that
a weakness in Indian supervisors up to the present hag been their unwi ling-
ness to take action of this kind, presumably from fear of losing their
status should they revert to any form of manual labour after they hahv'e
received promotion to a supervisory position. We do not regard this
gtate of affairs as other than temporary, provided that suitable action is
taken. . ' o

inced that the numbers of Kuropean supervisory

in thzvlglezll‘lznﬁg:lwworkshops have been reduced below the limit of prudence,
and this is reflected in the length of time taken to carry out repairs to loco-
motives, carriages and wagons. Experienced European supervisors 1are
still required.  The salaries offered and the prospect of contmuox;]s em;; oy-
ment must, however, be such as to induce the best men to .o.ffer themse Kes.
India cannot afford to take less than the best for these positions, since t e;y
will have the responsibility of imparting their skill and their traditions to
{be Indian supervisors of the future.

If, however, the railways, are to secure Indian supervisors of the
’

* right quality and in sufficient numbers proper steps must be taken to train

i te arrangements to
. t present only a few railways ;nake adequa '
?13:;:11 staé agd so create a pool from which men of expeneneehcan b;
gelected for the subordinate and superior grades in the workshops an
mechanical section of the running departments.

We add at the end of this chapter a Note of the various deserip-

tions of skilled work for which apprentices should be trained and the form

of training which they should receive. We regard some such form of

gelection and training as the only practicable way of providing the type-
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of Indian supervisor required if th i
. ' e railway worksh
standard of efficiency that is possible with the equip(ixll):;nltn';va'ft(i)lal:t:alaech the

51. Reduction of Staff.—If th
. e workshops are to b i
373112’1;1 thef Tlxlmbersl of the staff must be adjusted from tim: tlc‘)u‘?inf: 03)01'31;
o ea;))peafs W}?;‘ ;e e T};ls zvﬂl Involve reductions of staff at slack timels.
. , b r, to be some reluctance on the i
x:i}tl?mcal %%glngers to rgducg the staff for fear of polIi):izzl gfld Cillief
react ons. Red 1:_ I our view 1s.unfortunate and incompatible With0 ef?ir
clen );. . asut(f) 1:;15;;:}};&11 regulred_:b [should be made judiciously and ir:
€ least possible sense of grievance. The occagi
ghould not be recarded as an opportunity for getting rid of ?n(:fz‘gifég?

men. Inefficiency should be dealt wi i .
separate matter and at other times.WIth’ by discharge or otherwise, as a

52. Amalgamation of Sho ) Work.—We hav
: ton ps : Concentration o
-considered the possibility of amalgamating the shopie belz;ﬂ'ing eto %h:
2

\% aI‘l.OllS adn}.inls tI atiOnS and th on elli I al i()ll 0 W -
e ¢ C i

So far as repair and overhaul i

I work is concerned, we (. ink it 1
despdble. to take t.lus out of the hands of individual ,adrixii?s:lr%ttit)hlnk 1'lt‘ e
saving \x_oulq be inconsiderable and it would be difficult to’ ve o 136
satisfaction in carrying out such amalgamations, give general

In the matter of construetion the case is di ildi
of 'Ica”m-g% is the only form of construetion iagll-g?iregé;c ighfh bliﬂ(él'ng
::iii }rvagrdzgg}t):gznd q‘;‘if are of fopitnion that this work could be conceentrtl'a;;l:n

¢ . e manufacture of i s i i
centralised at the Tatanagar Works. Aflai)rtl}?egre v:rlcflrieﬁrag? eli' alrtaa_dy
Fheﬂ?ml«hng of new carriage stock should in our opinion be rcloflelt;)rrllltr'vtt:lll
;x'lwr;‘f’ze works—two for broad gauge stock and one for metre gauge 8;mvd
0% -tim'be%'wg?i stock. Such a concentration would release large qu;ntitieq
conéentrat?n .savwimlll plant. Probably the most suitable places for thi;
Ra‘ilway a;fdr.l glzugil?gaih%ignifa gorl}{ﬂsagtf ;hed_Great ihonan Peninsula

e ndi i
%m}gc lstock, and the Kanchrapara Works of the Ez;elxlmiéaifo;{a?f op, e
or metre gauge stock. The matter is, however, one for more detailed rloai

sideration and we do not think it i i
o oy it desirable to make a definite recommenda-

Most of the ecarriage and wagon works b i

. . 3 . . e i i i
2311321“15?%1%?{8 are equipped with drop stam;gflglageaﬁr 12%:;;1&1: l
pl10(;!%;500 tained if these stamps were concentrated at one place for ‘hye;
23 n in mass of standard parts for all the state-managed rail ;
We recommend the East Indian Railway Works at Tatanag eatre
for this purpose. wgaT s 8 centre

7 The efficiency of the organisation of th i
we are of opinjon that better use should be maf;ee 0?2}1;]:21 liz ﬁ: rlg{ble -
by concentrating certain work. They could be made the ¢ n: néectlons
‘manufacture of all items that are required in quantit fore e
wagon work for all the state-managed railways. They Iii“ht a(ﬁrri)age al'nd
gﬁoilh to manufacture an agreed percentage of bolts nuts andori: f al;ed
o ¢ state-managed ra-ﬂways so as to avoid the risk of a : being
up for lack of these items. ) ‘ ny work being
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V.—MECHANICAL DEPARTMENT—RUNNING MAINTENANCE.

53. Limits of Running Shed Repairs—On a number of the Indian
reilways the supervision of the work done in the running shed rests with
the Transportation Department and does not come directly under the
Chief Mechanical Engineer. We doubt whether this organisation makes
for cfficiencey, for it leads to the carrying out in the running sheds oi
repai's which should properly be done in the workshops. This was very
much in evidence at certain of the running sheds which were visited by
members of the Committee. In some of these plant has been installed
which eun be justified only on the assumption that it is required for manu-
facturing odd lots of stock items—work which should properly be done in
the i0ain workshops. On the other hand, certain necessary equipment for
dealing with running repairs was lacking.

54. Running Repair of Locomotives—It is necessary that the Traffic
Department should be provided with engines capable of working for a
week without further attention. To enable this to be done the work of
maintenance should be scientifically allocated amongst the running sheds
and one or more experienced mechanies should be employed at each shed to
pass out engines fit for work. Until this has been done, the pooling of
locomotives is impracticable and the opportunity for economy which

pooling affords is beyond reach.

Every effort should be made to obtain as much mileage as possible
bolween shed attention, but this’ cannot be achieved until the hot box
problem, to which we refer in the following paragraph, has been solved.

55. Hot Bores—The running of locomotives is very seriously affected
by the problem of hot boxes. At Lahore shed in the winter season there
were, we were told, on an average two cases of bt boxes daily, and in
the summer months this number rose to four or five. We were also informed
that in six months at Erode 300 engines had had to be lifted and examined
for the same defect. These cases seem to be typieal of the general condition
of affairs.

The causes of this shortcoming should be fully analysed and steps
taken to eliminate them ; the grade of oil supplied should also receive
special consideration. As an immediate step we recommend that at every
large works and shed it should be the specific duty of one man to examine
and make a report on each case so as to ensure that the repairs done are
up to standard and that the assembly is properly carried out. The matter
is of great importance from the point of view of economy since a reduction
in the number of cases of hot boxes would automatieally release more engines

for service.

56. Carriage and Wagon Ezamination—There are too many examining
points for both passenger and freight trains. It should be sufficient if
rakes working on branch lines were examined once a week by a visiting
inspector, and at similar intervals by men for brake blocking. Examin-
fng points for main line tsains, both passenger and freight, should be
more widely spaced. This should lead not only to improved user of

" yolling stock but also to reduction in the number of staff. employed.

57. Damage to wagon Bg'z]fers.—Tl}e damage to buffers is 80 gre#t
that practically every sick line has a’ special apparatus for repairing
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thewa and it is also a big item at the various wagon shops. The design
of the buffer should be examined and the possibility of strengthening
the headstocks of many of the existing wagons, when under repair,
should be investigated. Indeed we think it would be desirable that the
Stradards Organisation of the Railway Board should examine the matter
and prescribe standard methods of repair, with the definite intention of
strengthening these old type wagons. It should be pussible so to modity
the buffing gear that a great deal of the damage now experienced would
be avoided.

VI.—TRrArFIC DEPARTMENT.

58. Expenditure—The following table shows expenses of the Traffie
Department :—

Traffic Department Expenses.

(Bupees in Lakhs.)
As published in the Report (Vol. IT). Adjusted Figures.
A A
Railways. : ’ :— A
1929.30. 1935.36. Percentage 1929.30. 193538, Percentage
Rs. Rs. of Ras. Rs. of

1929.30. 1929.30.
A.B. .. .. 28 24 86 28 25 89
B.N. .. .. 1,19 1,07 90 1,19 1,07 90
B.B.&C.L .. 1,30 1,13 87 1,30 1,15 88
E.B. .. . 93 83 89 93 83 89
.1 . . 2,38 2,31 97 2,51 2,30 92
G.I.P. .. . 1,55 1,33 86 1,55 1,33 86
M.&S.M. . 59 7 120 65 70 108
NW. .. .. 2,00 1,86 93 2,00 1,86 93
S - .. .. 53 50 94 53 50 94
Total .. 10,75 9,98 93 10,94 9,99 91

Expenditure under this abstract has benefited from the reduction in
train and engine mileage already mentioned. Otherwise the principal
economies were realised by retrenchment of staff and reduced consumption
of ¢lothing and stores.

Amongst pther measures of economy adopted were the closing of
gtations, the reduction in status of stations where traffic had decreased, the
conversion of crossing stations to flag stations and the extension of ihe
contract system to the handling of parcels and the cleaning of engines.
The opportunity was also taken, as contracts expired, of securing reducel
rates for handling goods at goods stations.

We are of opinion that the transportgtion on Indian railways is .

eonducted with efficiency, a:nq have already alluded to the prinecipal
resul]ts, s measured by statistical data, in the preceding chapter. There*
are, however. certain directions in which we think greater effici

economy could be attained. g lency and
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59. Acceleration of Passenger Trains—The speed of passenger trains
in India is much criticised and these criticisms relate to all classes of
passenger trains. We shall revert to this subject later when dealing with
the question of road-rail competition, At present we are considering it
only from the point of view of economy.

The average speed of long distance express trains is low, having regard
to the wide gauge and the relatively easy gradients. We do not recom-
mend that any special steps, involving additional expenditure, be under-
taken in order to raise the standard since we doubt whether they would
show any corresponding benefit in net earnings. We consider, however,
that some improvement could be effected within the present limits of
permissible speed and load. Some sections admit of faster running and
full advantage should be taken of this. Stops at stations, watering points
and engine changing depots can be further reduced both in number and
in time.

There is a stronger operating case for the acceleration of medium
distance and branch line trains. In sueh services a higher speed will
often give a better turn-round of carriages and locomotives. The ad-
ministrations are conscious of the commerecial advantage of accelerating
their passenger train services and are moving in the direction of over-
hauling their timetables. We agree as to the commercial advantage 0
be cblained, but in our opinion there is also an operating advantage of
considerable value ; and we recommend that the whole process of accelerat-
ing the passenger timetable be taken in hand on more thorough lines
than hitherto, with the object of securing the best possible use of rolling

stock as well as providing a better service to the publie.

60. Acceleration of Goods Trains—The distances between the chief
industrial centres and the ports, and between the producing and the
consuming areas, make a quick goods service not only desirable but
essential. Moreover, investigation in other countries has shown that

" gecelerated rail transit within certain limits reduces operating costs.

At present goods trains in India appear to be scheduled from point %
point at speeds varying from 16 to 25 miles an hour. On the broad
gauge &ll trains are fitted with continuous brake and there should be
no difficulty in improving this speed without load reduction. This can
be determined by tests and the maximum permissible speed should be
raised. on sections of line favourable to fast running, to levels mers
nearly approximating passenger train speed.

1. Reduction of Loads—Although we think that there is still room
for improvement in the speed of goods trains without réducing the load,
the possibility of acceleration by reducing loads should also be investi-
gated. .It has been found in other countries that, on sections of the
line where goods trains are fully loaded and the train service is intensive,
the increase in train mileage involved by the running of extra trains of

* lighter load has been more than set off by the quicker turnround of the

rolling stock and the improved service provided. Above all, we would
emphagsise the need of a quicker service to meet the growing road competi-
tion. Railways can no longer afford to detain either wagon or trains for
full load, and we deal more fully with this point in paragraphs 181 and 188
where we treat of the counter measures necessary to combat road eompeti-

" tion. .
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62. Transit of Traffic.~-Over long distanc i i
t_raﬁ‘u: trgnsported _throughout by exprgss gol::(ilsL etsra‘ihxlll.:hl(ggenfﬁ(:: ptlond o
Is regarded in India as reasonable transit. We are of’opinion th It)etrh' g
far wo low an average ; distances of from 300 to 360 miles ad Sure
commonly attained on the 3 ft. 6 in. gauge railways in South IXE ica over
distances comparable with distances in India. The Indian railw rlcahov;:é'
maintain in the case of through long distance traffic an over-a1?y§ ; ?‘lu {
not less than 10 miles per hour or 240 miles per day. For perishs{))fe- v
:rr]'glg;;t] tlrztlfﬁc Snbaveraz.ls:e of 360 miles per day is achieved in some iil]stix‘:(l:le:

d might well be made more general. The it gi S 3
trains is an indication of whatncan be done bt;‘a.sréslizdg{lll‘éziln tll)l)l"ofl}fr%revffi:.l‘:ﬁ?

63. Improved Connections—The ur ivi
‘ ‘ ns. gency of giving a bett 51
i[gs Ehlx ;mgh t}'afﬁ(t: lsﬁ‘in()tf sufficiently recognised in In%ia.ngToo musfl grng;:
14 passing traffic forward from division to division
3 and f
railway system to another. Delays to through traffic of from gontloo?g

points are not regarded as abnormal. The

fullest advantage should be taken of this. -
est 2 : § 18. ‘Through trains
Sc,h(.'%}fl;'(-l with stops solely for engine changing gat d:;g:s Sh:;llclid fgf'
marshalling ; otherwise, except for erossing purposes, the length of the
14 (=}

run without stopping sh imi
pun without pping should be limited only by the need for wagoa

We learnt that on some lines it is n i i i
working timetables any detailed timings ti{'loer pg‘z?)fil:e ttl?ailr:lscmdedmtltlhe
trains are passed from station to station by the operators in ,thand"t o
g: t(]h(\u}su%rtlal conttl:ol ofﬁceﬁ as opportunity offers. We consideer I?tm:;

ie better praectice to schedule all reg ing i i i
tableZ .showing crossing places ; Wher:b?%agstrzéﬁzs;:r;hetoworll'{ m% tlrge~
provisional trains. these also should be kcheduled from P t0 rtion to
station and marked ‘‘ conditional *’. Arrangements for i i
trains can be better regulated if normal services are scheduled tﬁggll;glcltolﬁg

64. Turn-round of Wagons.—We hav i i i
the' very slow turn-round of freight wag‘ogs?ee’llihsetrsgglt(i;t?cs ?;twu}af) Vo
Railway Boa}:d show that the average wagon miles per wagon éle( v 'the,
thfe yedr 1935-36 were 351 and 28.1 for broad and met;e g e durmg
respectively. 'We were informed that for an average lead of 26: ugg,l it
turn-round of broad gauge wagons during bugy seasons in 1935 mldeslghe
averaged between ten and eleven days. Even allowing for t'he ?'th th?x?

the stock available during these years w i
we think this turn-round is excessg:re. * probably more then required,

In our view the remedy for the defect lieg—

(a) in increasing the speed of goods trains ; and

() in improving the connections at engine changing stations nd .

particularly at transfer points betw ivisi
ministrations. een divisions and ad-

It may be mentioned that in South Afriea wi
) th a
224 wiles a turn-round of wagons in an average timenoszfeil;'afii;;:dh;:
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been made possible by concentrated application to prompt release of
wagons at receiving centres, reduction in time at yards and engine changing
depots, scheduling connecting through trains for the longest possibie
distances and eliminating avoidable delays cn the journey.

1t is difficult to estimate the value in wagons that accelerated transit
affords, but an improvement of two days in the average turn-round of
hroad gauge wagons on the Indian railways would make it possible to
handlc 20 per cent. more traffic with the existing stock, or, alternatively,
to deal with the present volume of traffic with 25,000 fewer wagons.

65. Station Staff—We gathered that, while much had been done to
reduce staff at stations, the application of the Hours of Work regula-
tions has, to some extent, counteracted savings in this direction, especialiy
at wayside stations. These regulations must be strictly carried out, but
we gaincd the impression that on some railways they had been too rigidiy
interpreted, and that the numbers of the staff at wayside stations had
been increased beyond the necessities of the case.

] We doubt whether the possibilities of economy at medium sized and
larger stations have been fully explored. We recommend that an
endeavour should be made to measure the work done at medium and larger
stations on a unit basis and that the comparisons thus obtained should be
used as a basis for bringing the less efficient stations up to the level of
the most efficient. It will be a matter of some intricacy to devise a unit
basis, but we see no reason why the endeavour should not be successful.
We return to this subject in the next chapter under the heading of
“ Heonomy Research Committees ’ (para. 68).

VII.—OraErR ExPENDITURE.

66. General Departments—There is no purpose in making a detailed
investigation of the abstract covering Miscellaneous Expenses ; this consists
for the most part of items such as allocations to provident funds, and the
like, which are not within the control of the administrations.

We should, however, like to make some comments on the abstract
relating to General Departments.
- In the following table a comparison is given of the expenses of
General Departments in 1929-30 and 1935-36 :—

General Departments.
(Rupees in Lakhs.) '

—_— 1929-30. 1935-36. Percentage of
1929-30.
M[wa’y!_.— Rs. Rs.

A.B. . 12 12 100

B.N. 49 49 100
B.B.&C.1 56 53 95
£, B. 36 4 94
E.L 02 80 87
G.LP. 64 61 95
M. &S. M. . 39 39 100
N. W. 91 8¢ 95
8.1. 32 31 87
4,71 4,45 94
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The principal items which go to make up this abstract are head office
staff and accounts staff. We deal later (para. 78) with the reductions
which have been effected in head office staff.

67. Accounts Staff —We have examined in some detail the reductions
which have been effected in the accounts staff. The position is to some
cxtent obscured by the fact that the accounts departments have taken over
a good deal of statistical work from Awents as well as certain aceountancy
work which was previously done departmentally. If allowance is ma(ftb
for this additional work there has been a real reduction of somethine like
10 per cent. in the number of aceounts staff of the state-managed rail';vays
ineluding the office of the Controller of Railway Accounts at Delhi. ’

Nevertheless, it would appear that the accounts departments taking
the state-owned railways as a whole, are unduly expensive. The aceounts
expenditure on the state-managed railways is equivalent to 1.47 per cent. of
gross receipts and that of the company-managed railways to 1.20 per cent.
of gross receipts. The corresponding figure for the two largest Britisa
railway companies combined is 0.95 per cent. This comparison must be
used with caution for there is naturally a considerable difference in the
work dove ; but it can be said that the figures disclose a case for a careful
scrutiny of expenditure on the accounts departments of the Indian
railways.

There should be a special overhaul of the work done in each offize
and eomparisons should be made between the efficiency of the different
offices on a unit basis. Until some reasonably scientific basis of measuring
the work done is devised there are likely to be wide diversities between
the efficiency of the work at different centres.

Considerable economies have already been effected by means of
mechanisation. The possibility of further mechanisation should be
specially investigated. We suggest that the services of an expert outside
firm should be called in to examine the situation and report. The report
might open up further opportunities of economy, both in connection with
accounts proper and with the compilation of statisties.

We have been struck with the extent to which the various state-
managed administrations are still treated as if they were separate concerns.
It is no doubt desirable that each administration should be properly debited
with ite own working expenses in order that the management may keep a
close watch upon the outgoings and the economy with which the under-
taking is eonducted. There is, however, no similar advantage in a precise
calculation of the revenue earned. A close approximation is suffieient
for all purposes of supervision and control. We believe that an examination
of the exact entries at present made in the Clearing Accounts Office would
show that average figures could in many cases be adopted which, subject
to a periodical check, would be sufficiently near to the exact figures for
all practical purposes and would save a multitude of separate caleula-

tions.

Rough and ready divisions of this kind have for many years been
accepted in Great Britain as affecting a number of inter-railway settle-
ments. It is the general view that such settlements have represented
reasouable equity to all parties, together with considerable economy as
against a more exaet apportionment. Where, as in India, the different,
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state-managed administrations are being conducted in a common financial
interest, the argument in favour of such rough justice 18 even stronger

iban in Great Britain.

NOTE.
(See paragraph 50.)

Training of staff for (a) Workshop Supervision ; and (b) Gazetled posts
in the Mechanical Engineering Department.

(@) There should be a constant flow of trade apprentices through each
of the main workshops to the following trades in the metal industry :—
1. Fitters, turners and erectors,
. Boilermakers and wagon builders,
. Coppersmiths,
. Blacksmiths,#
. Iron and brass foundry moulders,
. Machinists,
. Welders,
and in the wood industry :—
1. Carriage builders,
2. Cabinet makers and finishers,

3. Carpenters,
4. General wood machinists,

5. Painters and letterers.

Some of these trades are not peculiar to railway works and it may be
possible to obtain experienced craftsmen from outside industry. In the
others it is suggested that youths between 17 and 18 years of age who
can speak and read a little English, and who show promise of good
physique, should be selected and receive a practical workshop training
at one or other of the trades fgr a period of five years. ’

After this training they should be employed, if they have qualified,
ag young journeymen., After they have worked for a further period of
5 years as journeymen, during which time they should receive every six
months or thereabouts small increments of pay on merit, they should be
suitable for selection as competent chargemen and assistant foremen.

w o

-] O OV W

(b) To obtain men of Asiatic domicile for the gazetted posts of the
meehanical engineering department, youths of about 18 years of age
should be selected after matriculation from an Indian school. The
{raining already available at the Jamalpur Works of the East Indian
Railway and the technical school associated with them is, we comsider,
satisfactory and should be enlarged to meet the needs of all the railways
in the future. We think it is particularly valuable in combining the
practical with the theoretical work ; for it cannot be too strongly -
emphasised that mere academic qualifications are not sufficient for officers
in the mechanical engineering department. '



38

. We consider that for the present it is desirable that the Principal of
the Jamalpur School should eontinue to be a European of experience.

We recommend that, as at present, a selected number of special
apprentices who have passed through the Jamalpur course should be sent
to Kngland each year for further training for two or more years. In
this way a supply of well trained young men of Asiatic domicile wogld be
available from which selections could be made to fill vacancies as junior
officers in the mechanical department. )

The-direct recruitment of properly qualified young men of European
domicile will presumably be continued to fill 25 per cent. of the appoint-
-ments, and this we regard as essential.

CHAPTER IV.

Further Possible Economies.

, 6= Economy Research Committees—As a result of the reports of
the Committees presided over by Mr. Pope in 1932-33 and 1933-34, special
organisations were created on each of the important railways for examin-
ing every phase of railway activity in the search for further economy. A
seniorofficer was placed on special duty to organise the “ drive ”’
necessary to carry through these investigations and the fizures below,
supplied by the Railway Board, show that the work has been abundantly
Justified. ' .

A

1933-34. 1934-35. 1935-36.
e Ay A ———HP———
Cost of Cost of Cost of
Railways. job Savings job Savings job Savings
analysis effected.  analysis effected. analysis effected.
organisa- organisa- organisa-
tion. tion. tion.
Rs. Rs. Rs, Rs. ~ “Ras. Rs.
East Indian . 77,691  7,01,128 92,884 18,14,544 1,13,541 5,82,459
G.1.P. . .. .. 56,680 4,15000 64,000 2,04,246 53,574 2,04,859
NorthLWestern’ .. 32,000 12,66,749 @,006 12,37,376 56,729  17,22,202
Eastern Bengat. ' . 63,000 2,14,864 65,995  1,29,508 26,134 41,600
B.B.&C.C.L.- .. 58,789  3,52,862 35,300 11,41,596 3,643 2,25,682
CMLES M. .. .. 8,750 45220 . 17,632 1,14,000 4,920 2,56,000
South Indian .. .. 19,580 27,400 2,180 '25,00() 221 8,463
7 Assam Bengal .. o 12,825 1,31,755 8,208 12,659 1,490 Fig\:res
- avgi(iable.
Bengal Nagpur 17,675 13,68,493
Total .. 329,315 381,54,078 3,32,205 46,78,920  2,77,827 34,09,758

: The cost of the special organisation has been insignificant in com-
parison with the savings effected, even if no allowance is made for the fact
that many of the savings are of a recurrent character. '
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This campaign should be continued. There appear to us to be numerous
lines of enquiry which should be followed up. Some affect the railways
as a whole ; for instance, the possibility of reducing the elaboration of
inier-railway settlements. Others affect different departments in one
railway, and others again, although affecting one department only, need a
special staff to be set aside for the enquiry.

We recommend that each of the prinecipal administrations should
waintain the special economy research organisation set up under the
auspices of the Pope Enquiry. In the case of some of the smaller adminis-
trations this may be thought to involve excessive expense ; if so, they
should be called upon to set up a special organisation of a less expensive
~kind, but still directed to examining the possibility of affecting further
economies. It would also be desirable to have a central economy research
committee, consisting of representatives from each of the prineipal
administrations, whose duty it would be to speed up the progress made by
the various individual organisations on certain approved lines of general
enguiry.

In many cases the impetus given by the original Pope Enquiry is
flagging. In other cases it is represented that the cause of economy is
safe in the hands of district and departmental officers. We ave, however,
strongly of opinion that it is important to maintain the vigour of the
driving power at the centre, whether in the individnal administrations or
in the state-owned system as a whole. The services of distriet and depart-
mental officers are invaluable in securing day to day economy and the
etficient application of recognised improvements, It is, however, impos-
sible for them to undertake any special investigations or examine ideas
which are being worked out on other railways or in other parts of the

sworld. On the other hand, it would be the'duty of the economy research

organisations here discussed to keep in touch with all sueh developments,
and to suggest their application on any system or section where they think
such ideas are most likely to give good results. We are convineed that
there is a large field of work open for further enquiries and we give below
me items which we think will especially repay detailed investigation :—

<
¥ (a) The working out of unit bases for increasing work done by
permanent way maintenance staff and station staff.

(b) The examination of all clerieal work, including that in the
accounts office, and the elimination of all unnecessary pro-
cesses, especially those connected with the collection an
supply of information to lead offices. :

'ét) The more intensive use of rolling stock.
Y A review of the whole system of wagon interchange with the
a speeial objects of — - . -
(i) simplifying procedure at interchange junctions ;
{i'i) prolonging the periods between shop repairs
;’) durtajling expenditure on running repairs.
() xamination of printing costs to ascertain whether expenditure
can be reduced :—
(A) on the technical side ;
1) in the number of forms used:
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We recommend that the present practice of preparing an annual
report on the work of the research comiuittees should be continued. This
should include an estimate of the economies realised, whether recurrent or
Lop-recurrent, as compared with the annual cost of the organisgtion

itself.  As we have pointed out the record hitherto maintained has shown

a substantial balance on the credit side of the account. We believe that
if the organisation receives fresh direction and fresh initiative it will
continue to yield substantial benefits to the railway finances.

69. Closing of Branch Lines—We find that insufficient attention has
Peen given to the question of closing unremunerative branches, particularly
in eases where there may be reason to think that the branch has been
rendered unremunerative by the development of motor transport.

1. We believe that the final decision to close a branch line, involving the

i withdrawal of public services, rests with the Railway Board. A decision

- to continue the operation of a branch line which is losing money should in

5 bur opinion equally rest with the Board. Such a decision involves putting
a burden on the railways as a whole for the benefit of a particular loeality,
and should not be left to the individual administration.

The position of branch' lines, particularly those affee¥ed by motor
transport, should be reviewed periodically with the object of seeing :—

(2) whether every effort has been made to combat roa‘d,eompetition ;
(we deal with this later in Chapter XI) ;

(b) whether the net revenue earned by the branch (with allowane/ -,

for contributory revenue) exceeds the saving which would
made by closing the branch ;

(¢) whether there is hope of improved financial results in

future. / S

If, as a result of this enquiry, it is clear that the continuance ¢-
bral}eh 1s costing, and is likely to cost, more than it brings in, the ad’ -
tration conce;ned'should report the case to the Railway Boardaw.
recommen_datmn as to the steps to be taken. The Board could ther
whether, in the interests of the community generally, the loss '
should, or should not, be allowed to continue. .

The same conditions apply where the problem involved is 4

- tinuance of a passenger or goods service without the actual elo
branch itself. : , .

Befo‘re any final step is taken, we assume that the Board v .* w‘ o
the Provincial Government concerned and ascertain whethe -, f%h

be prepared to make any contribution towards the contir .
branch or_service. : ;

On the questior} generally, we see no justification for- f
of an unremunerative branch line service at the expense’
as a whole or of the general taxpayer, and we consider
exceptmnal cases, such services should be withdrav
particularly to narrow gange lines which, with their /

[
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are quite unequal to facing bus competition. In the general interest the

- gooner the situation is recognised the better. .

70. Central Fublicity Bureau—We have examined the ‘workipg of
the Cntral Publicity Bureau and we are of opinion that it is efficiently
condueted. The booklets and posters produced are of high quality and the
« Yndian State Railways Magazine '’ is a creditable specimen of tourist
literature.

We are, Lowever, doubtful whether the energies of the Bureau are at
present turned in the most profitable direetion.

The Bureau maintains two offices outside India, one in London anq
one in New York. The latter is wholly engaged in the development of
tourist travel from America to India. We think it is improba}ole jchat its
activities will secure a profit to the raillways cominensurate with 1its cost.
Such tourist travel is almost entirely first class, and first class travel in
existing conditions gives at best a very narrow margin of profit. More-
over, the volume of American travel can never be considerable.

On the other hand it appears to us that there are considerable pgssibi-
lities in the development of tourist travel in India itself. The pilgrimage
babit is suseeptible of encouragement, and the population to which this
encouragement can be addressed has enormously inereased since the advent
of the motor bus has brought remote villages into comparatively easy
contact with the railways. We believe that this offers a rich seam of
irafic which railways could profitably work, if money and thought were
devoted to its development.

We have given the matter careful consideration and we recommend
that the New York office of the Central Publicity Bureau shounld be closed
as soon as arrangements can be made to do so. The money thus saved
could be diverted to the development of third class travel in India.

We do not recommend similar action in regard to the Liondon Office.
The case for this office stands on an altogether firmer footing, Its activi-
ties are wider and are likely to be more fruitful. It possesses definite
advantages as a eentre for the circulation of information and the distribu-
tion of literature. Apart from this it has a general value which cannat be
precisely assessed. The Indian vailways, as a national organisation, have
business relations that extend far outside the limits of India itself, and call
for the maintenance of representation in London as the chief business
centre of Burope. The London representative is in a position to establish
useful business connections with other Huropean countries, and has in
fact been successful in doing so.

71. First and Second Class Travel—We have been impressed with the
waste of accommodation involved in maintaining four classes of travel on
Indian trains. We cannot help feeling that the whole guestion of upper
class accommodation should be reviewed.

The volume of first and second class traffic is small and has been
diminishing rapidly : and this tendency, so far as we can learn, is likely

to continue. We reproduce below figures showing the decrease in the
LATRE p2
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number of passengers and earnings in both classes combj i ;
: ; _ ine 6-
side by side with the accommodation in existence :— 4 since 1926-21,

I anp II CrAss PASSENGERS.

Statement of number of seats, number of passen, ] )
; : gers carried and earnin
from passengers carried on Class I Railways for selected years. %

Number  Percent-  Number Percent- Earni ]
} of seats on age of of age of frorlxllg8 P:;ge:ft-
Year. 31st 1926-27 Passengers 1926-27 Passengers 1926.27
March. figure. carried figure. carried figure.
(in (in
thousands). thousands
of rupees).
1926-27 .. .. 90,982 100 11,500 1060 2,97,27 100
1929-30 .. . 88,501 97 10,240 89 2,79,35 94
1932-33 .. - 98,818 109 5,994 52 2,19,51 74
1935-36 .. . 96,281 106 5,416 47 2,17,51 73

_ The number of passengers and the earnings in 1935-36 show reduec-
tions of 53 per cent. and 27 per cent. respectively on the corresponding
figures for 1926-27. On the other hand the seating accommodation has
increased by 6 per cent. These figures indicate that there is room for a
reduct}on of upper class accommodation, and we recommend that this
potential economy should be fully investigated.

We also recommend that the possibility of combining first and second
class accommodatlon, and of establishing a single upper class on all trains
should receive the special attention of the Railway Board. ’

72. Abolitio.n of First’ Class Travel on Branch ILines.—The figures
already quoted indicate that the reduction of upper class accommodation
could usefully be pursued in a variety of directions.

‘We were informed that on one of the smaller railways firs -
modation had been abolished, and as a result it had beenypossiglzlizsc%crf\?;?t
first class into third class carriages and to increase the seating capacit;
for lower class passengers in composite earriages. Similar action coul?l
well bq taken on many branch lines. Second elass accommodation would
we believe, meet all the reasonable requirements of upper class travel on
most branch lines, whilst the abolition of first class accommoda{tion Woul?i1
enable the railways to provide increased room for lower class travellers
or alternatively, by reducing dead-weight, to provide a speedier service,
The experience gained on branch lines might be taken as an indication of

the possibilit tendi i ; i i
| rfef. sibility of extending the reform to the less important trains on main

73. Upper Class Coupé Compartments—We have i
plans are in hand to provide an inereasing number of t\xlf)()ej)!:zrl‘cllllle(;lllllgg :(?r:t
partments for first elass travellers in place of the existing four-berth i
partments. This may involve an increase of first cost, and of dead—w:' orlx;x;
per passenger berth, but if the increase is not substantial the chan 115
be justified as a definite improvement of existing amenities, partigesllarz;‘;7
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if the development could be used as a stage leading towards the establish-
ment of a single upper class. Having regard to the number of cases
which we understand occur at the present time where four-berth compart-
ments are occupied by one or two passengers only, we think it probable . -
that a carriage constructed throughout on the coupé principle would be
more convenient, and on the average would be more fully occupied than
a composite coach constructed on the present design.

74. Capital Expenditure : Past and Future—Under the head of
economy we would wish to add one word as to capital expenditure. In
our tour we have formed the impression that capital expenditure has been
ineurred on too lavish a scale in the past. We recognise that eircum-
stances in the pust-war decade encouraged optimistic expectations which
have not so far been realised. We recognise also that a good deal of the
capital expenditure incurred was incurred at the instance of and under
pressure from Government Authorities. There remains, however, a con-
siderable residue of cxpenditure which in our opinion must be attributed
to a deficient sense of proportion on the part of the railways themselves.

We have had it impressed upon us that India is a poor country.
There may be an abundance of capital available for those who know
how to reach it ; but it is incontestable that the average inhabitant of
India must content himself with a standard of life very little above sub-
sistence level and that the resources of additional taxation are almost non-
existent. It is true also that any deficiency on railway finances must be
made good out of these almost non-existent resources.

Apart from this the railways are for the most part sparsely occupied
and the traffic will only bear the lowest possible level of fares and rates.
Similar conditions hardly exist in any other part of the world.

The railways are therefore bound to keep this situation in mind and
to cut their coat accordingly. They have not got the vast resources of
(ireat Britain or the United States to fall back upon ; nor can they look
for the rapid and abounding growth of traffic which speedily justifies, or
swamps, excessive eapital expenditure in the newer countries of the world.
Every capital scheme has to be justified, and should be limited, by reference
to the narrow resources of the country, not by the practice of richer or
more rapidly progressing countries.

We cannot help feeling that, in the past fifteen years, stations, work-
shops and marshalling yards have often been built to be the last word in
railway technique rather than on a careful calculation of probable require-
ments, and that prestige has perhaps counted for more than prudence.
Tt is the worst feature of sueh overgrown schemes that they continue to
burden the railways with excessive costs of maintenance and operation
guite apart from the excessive interest charge involved. We have felt that
there is perhaps something of the same lack of proportion in the importance
attached to the improvement of the amenities of first class accommodation
in a ecountry where about 92 per cent. of the passenger revenues come from
the lower class traveller ; but we recognise that this is a prickly subject,
and that it behoves cold-weather visitors to speak of it with proper
bhumility. .

We speak elsewhere of the need of particular caution in the con-
struction of new branch lines or extensions. At a time when road
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competition is largely an unknown forece, and is almost entirely un-
regulated, it would need a very strong case and an assured outlook to
warrant a railway in sinking further capital in new mileage.

We believe that all capital expenditure above a lakh of rupees
raust be submitted to the Railway Board for approval, and that the
financial justifieation for the scheme must be submitted at the same time
‘We have not been able to satisfy ourselves whether this praetice is stricﬂ}:
carried out, but it is important that the justification should be worked
out in detail and that it should be carefully serutinised by the Board
from the business point of view. We suggest that the finanecial items of
the justification should be certified by the accountant of the administra-
tion and that no scheme, whose justification rests upon the savings to be
effected, should be passed unless the annual saving is equal to at least
10 per cent. on the capital cost involved. It is important, too, that the
saving eventually realised after the new capital has fructified ’should be
carefully compared with the estimate.

75. quluctwn of Wages—We have necessarily given consideration to
the possibility of reducing expenses by an all-round reduction of salaries
and wages. The question whether present-day wages on the Indian rail.
ways are too high in comparison with those in other industries, or in com-
parison with the' level of pre-war wages in the railway industry, is one
of great complexity and, as far as we have been able to judge, information
definitely bearing on these comparisons is almost entirely lacking. That
aspect of the matter, however, is not the aspect which concerns us. It
“'muld demand.a separate enquiry at least as detailed as, and more exacting
than, that which we have been able to conduct into the whole field of

railway management. Nor does it appear to us to be relevant to the
present problem.

_ The question we have had to consider is much more one of general
policy. An al'l-round cut in wages and salaries is an emergency measure
of great gravity, at whatever period it may be proposed. Do existing
conditions call for such an emergency measure %

We are advised, and statistical information makes it evident, that there
was a general and marked increase in wages after the War. TFurther
increases to the lower grade staff were conceded in 1929-30 when the
country as a whole was enjoying a period of prosperity. When prosperit;
was succeeded by depression an all-round cut of 10 per cent. was imposeg
on all pay from December 1931. This cut was partially restored in April
1933, and fully restored in April 1935, in recognition, as we understand
of the general improvement in the economic condition of the country. ’

We regard it as being outside our province to consi

Testoration of this cut in wages and salaries was or was I‘lio%cr c?r};igggiaﬁ}lle
Justifiable at the time it was sanctioned. The essential fact bearing u i
present-day conditions is that it was restored with due deliberation 13;0 a
time when the financial position of the railways was definitely less favour
able than it is to-day ; and the question which we have felt ourselves calleci
upon to answer as practical railway men is this—whether against such a
background the emergeney is such that we should be justified in advising a
dras,tlc reversal of policy, and the reimposition of an all-round reducti%i
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We have come to the conclusion, with a full sense of responsibility,
that such action would not be prudent or justifiable at the present juncture.

76. Application of New Scales of Pay—We have been informed that
new and reduced scales of salary have been adopted for certain grades of
the gazetted and subordinate staff. These are being applied as new
appointments are made. We comment elsewhere on their adequacy for
certain purposes. It has, however, been urged upon us that these scales
should be applied with immediate effect to the existing staff, or at least
that they should be applied upon promotion from one class to another.

We are satisfied that it would be inequitable and undesirable to adopt
either of these courses, which would fall with very unequal effect upon
different members of the staff. To do so would give rise to grievances out
of all proportion to the saving to be effected, irrespective of any question
of contractual obligations that might be involved.

77. Salaries of Gazetted Officers—It has been urged upon us that the
salaries of gazetted officers are on too high a level and should be drastically
reduced, quite apart from any action in regard to the lower salaried or
wages grades. We have been unable to find any justification for this con-
tention. Where comparison can be made with the salaries paid for similar
posts in Great Britain we do not consider that the salaries of gazetted
officers on the Indian railways are fairly open to eriticism.

CHAPTER V.
Present Administration : Some Criticisms and Suggestions.

78. Excessive Reduction of Administrative Posts—While we are satis-
fied that the economy campaign has been conducted with credit to those
concerned, we feel that in certain directions it has been carried so far as
to impair the efficiency of the organisation. This in our opinion is
particularly the case with the higher administrative positions.

The suggestion was put forward in various quarters that retrench-
ment had been made generally at the expense of the lower ranks of the
servige, and that the axe had not been applied sufficiently to the higher

. staff, the result being ‘a top-heavy administration. We can find little
in the actual establishment figures to justify this criticism : the tables
below which show the reductions made in respect of gazetted and non-
gazetted staff—(a) in the Railway Board’s office and (b) on all state-
owned railways—do not bear it out.

Number and Cost of Staff for the years 1929-30 and 1933-34.
(a) Railway Board’s office.

Number of Staff on 31st March. Cost in thousands of Rupees.
Years. — A - - A .
Gazetted. Non-gazetted, Gazetted. Non-Gazetted,
L A AJ [ onans A N A N A Al
% % % %
1029-30 .2 100 284 100 797 100 397 100
1033-34 o 2 81 205 88 5,72 . 72- 366* 92

* Includes a cut of 5 per cent. in pay.
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(b) Class I Railways (excluding B. & N. W., Jodhpur, N. 8. and B. & K.)
Number of Staff on 31st March Cost in lakhs of R
i u
(Open lines only). (including Construcg?:;).

Years. — A = A —
Gazetted. Non-gazetted. Gazetted. Non-gazetted
, A A A gaze ’
NI Al r ~ r A -

% % % %

1929-30 .. 1,826 100 724,120 100 335 100 3447 100
1933.34 .. 1,701 93 609,817 84 2,96* 88  30,21* 88

* Includes a cut of 5 per cent. in pay.

As a matter of fact we believe the fault lies in the o i irecti

and it 1s the retrenchment of the superior staff that has %}égitsaggggn&%
far. It is in our experience most important to ensure that an adequate
administrative staff is maintained, particularly during times of depression
This staff supply the brains and the driving power of the whole organisa:
tion. These qualities are needed in the highest degree when, as in bad
times, every energy is required for the discovery of more,economica]
methods, and for their immediate application. : '

We shall have occasion to refer to .the unfortunate effects of this‘

policy In conneection with several proposals which are made later in this
Report. Here we are concerned only with its more general aspect.

Every administrative officer has certain routin i

_ ninis ‘ L e duties to perform,
and this work is of a kind which cannot be postponed. If the nuglbers of
such officers are drastically reduced, the whole of this routine work falls

on those who remain, and absorbs the time which th i
important matters. ’ e should give fo more

We have been struck with the insufficiency of perso i
be?ween the Members of the Railway Board and}:che Apg'(zan1;sn ?)lf éﬁﬁeﬁ?ﬁi
railway administrations ; this applied also as between the Agenlts then{
selves and the officers or traders at outlying parts of their systems Ouz-
enquiries have shown that this is due to the fact that with the r;aduc 1
number of the higher administrative posts, the Members of the Ra'lwe(
Board and the Agents are tied to their offices to an extent which is in: i a):
to the proper functioning of the organisation as a whole Jrons

In the case of the Railway Board, we consider i i
Member of the Board, with special experience in thlet ﬁzi?ﬁuﬁ ‘;ﬁg:ls(;;l(:
and comineree, should be free to visit the headquarters of all the differ )t
admgnstl_'atxons at frequent intervals, particularly when matters of o
mercial importance arise for consideration. It would be his dutcoT-
represent the policy of the Board on all such questions, to discuss ity 'tlo
the Agents concerned, and to devise with them the bes;; means of '!;vtv'l ,
it in fox.-ce. For. all these purposes frequent and intimate personall)q tmg
course is essential. It is impossible for the Chief Commission - e]:'-
Financial Commissioner, or the Establishment Member to undert ‘lir’ tt i
duty. The Chief Commissioner and the Financial Commiss'a o
parhqular have duties to fulfil in the I.-egislature in additio ut):)ler it
technieal work, and they must continue to perforin these dutie.:s1 unti{h:ﬁ;
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Tederal Railway Authority is established. At the same time we consider
that the duty cannot, having regard to its importance, be adequately dis-
charged by anyone less than a Member of the Board. We recommend,
theretore, that the appointment of Traffic Member of the Board, which we
understand is at present temporary, should be made permanent. It
should be his duty to maintain the closest personal intercourse with the
various railway administrations on all matters of policy which come before
the Railway Board, but particularly on questions of commercial develop-
ment, to which we attach great importance, and with which we deal fully
in Chapter VIIL

So far as the individual administrations are concerned, the sam=
principles apply. Every Agent and chief officer should have a deputy
capuble of relieving him of routine duties, and of sufficient status to be
able to act for him when he is absent from headquarters inspecting the
railway, or interviewing the Railway Board.

79. Adequacy of New Scales of Pay—New scales of pay applicable
to gazetted ard non-gazetted railway staff were introduced in 1933 and
1934 respectively. These scales represent large reductions as compared
with the old scales, and we feel we are called upon to express some
opinion as to their permanent effect. From this point of view, the faet
that the new scales have been applied to new entrants only is irrelevant.
Suely limitation may (particularly in a period of bad trade) obscure for
a time the real effect of the scales as & whole. But if the general standard
of pay set up is too low, the position will only be the worse when a period
of prosperity arrives to test its adequacy. In sueh circumstances staff
who were willing to accept the scales as better than nothing will leave the
service in considerable numbers if better conditions are offered for com-
parable skill in other lines of husiness. '

We found some uncertainty as to whether the new scales were in
fact too low to obtain and keep the right type of recruit. On the whole
the general opinion expressed was that the scales were adequate af present
to secure all types of Indian labour, technical and non-technical. We
have been unable to obtain adequate information as to the wages and
salaries of comparable forms of labour in the outside market, and we feel
we can do no more than quote the general opinion as above.

On the other hand, we have been informed that the new scales have .
been found to be definitely too low to attract the skilled European staff -
required in workshops. Reference has already been made to this point in

Chapter III (paragraph 50).

Tt is, further, doubtful in our view whether the new scales will prove:
adequate for the reeruitment of Europeans for the gazetted ranks. The
recruitment of such officers has diminished during the bad times, and
definite evidence on this point is not yet forthcoming in sufficient volume,
We note, however, that the new seales applicable to such officers represent
a reduction of 25 per cent. in salary payments over the first period of 15 °
years : and when the recruitment of Europeans is reinstituted in normal
volume it will become a matter of great importance that reeruits of the -
right quality should come forward in sufficient numbers under the new
geales. In our opinion the quality of the new recruits is a matter of the



48

first importance to the railways, and it is sound e
- ¢ ) conom 1
needed for the best quality, rather than accept anything)ie.z(s) flfa}.,ntzalfe I;)I;:te

The situation should, therefore, be clos
e “on : el; :
authorities find difficulty in securing a first class }t,ypvgagfc 1};11;0 e e
some steps should be taken to revise the scales of pay offered pean recruit,

8Q. Position of Accounts Department.— Attenti
¢ . art .—Attention has of
in tl,g past to the pecuhar position of the aceounts depat:tlxlngein'eaned
erganisation of Indian state-managed railways. nb o the

At one time, we understand, this de
-_ t , we. S , partment sto i i
;)h(e )rallwayt oriitnlsation, being in fact a branch of thgngffg;lxg:;gltoztggg
spartment, a later date accounts and audit 1
Depart were ;
;cilp(;x:rat&de, j)n(z t{xefag,ﬁouﬁ‘lts department of the individual Zglzval;'?}é;lx‘rll)
T the control of the Financial Commissioner of Rail i ;
owed direct allegiance to the Finane helons s e
wed d e Member. N thel
stafl’ of the accounts departments i o8 i fhe hino o the
taf he nts, particularly those in the hi 3
;P?n (:C au'(li‘llt departmen‘g men, with claims to promotion in th: aé%i}il: I;i.ep O:It';,
rent. iese men might be transferred at the direction of the zll)udi;

department, and their places tak
e Ir places taken by other men from the audit depart-

This state of affairs still exists, thou i
y ! te 1l exists, though there is happil i i
}mﬁder}cy to recognise the fact that the Accounts Offli)(irysﬁﬁull?icrlfgs }rllll
inancial adviser of the Agent, and one of his chief supports e

We think the time has come to put the matter on a more pricise

Vasis, following the model generally adopted by railways elsewherc

(a) The Accounts Officer should be definitel .
responsible to the Agent. efinitely regarded as being

(b) The Accounts staff should be definitely railway staff. When
questions of pay, promotion, or selection arise among them
which are beyo_n_d the authority delegated to the Accountx;
gﬁic:_r, thefdttalcllsmn should rest with the Agent after consi-

eration o e recommendation - i oy
Accounts Officer. made to him by the

(¢) The Accounts staff should be recruited
- L shot » @8 at pres
service of the individual administration, al?d t%lzi;;' flcz'd(’;hg
of promotion should lie inside that administration )

(d) The routine work of an Accounts office is h i
the long run to have a deadening effect onei;g :tr;(ilf apItt l'I:
difficult to pick out men of ability at an early stage .and Y
a later stage all initiative has too often evaporate’d Fat
this _reason particul.ax: consideration should be given .to tgr
possibility of exercising some selection, by examinatio "
otherwise, at an early stage of a young men’s career -n( o0
paragraphs 108 and 111). Pe

(¢) It is also necessary to take a wide surv i
' r of po: i
dates for the highest posts in the depgtmenlt). ss%l&l: 1?::(1)2:-
mend t}.lat for these posts applications be invited #ros .
other railways and from the different branches of the andli’:,
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department ; and that the final selection lie with the
Railway Board, on the recommendation of the Financial
Commisgioner. -

(f) Although the Aeccounts Officer of the individual railway will
cease to look to the Financial Commissioner as his chief, it
should be understood that the Financial Commissioner may
correspond with him direct on matters of finance ; and that
the Accounts Officer also may, with the knowledge of his
Agent, initiate a correspondence on matters of finance with
the Financial Commissioner.

The foregoing recommendations are founded substantially on the
British railway practice if the Chairman, or the Chairman of the Finance
Comunittee, be substituted for the Financial Commissioner. The system
has heen found to work satisfactorily in Great Britain. It ensures full
contact and proper subordination between the General Manager and the
Accountant, whilst securing to the Accountant an adequate measure of
independence on all financial matters.

€1. Excessive Regulation—Our enguiries have shown that there is
a very strong feeling among all the railway atministrations against the
alleged multiplication of the rules and regulations imposed upon the
railways. It has been represented to us that an unduly large proportion
of the time of Agents and other high administrative officers is absorbed
in dealing with criticisms and correspondence arising out of the applica-
tion of these regulations ; that, in consequence, they are tied to their
offices and unable to attend to more important matters that call for their
attention outside.

There was universal complaint from all the Agents we interviewed
that the regulations were in themselves unnecessarily complicated, that
the correspondence was frequently vexatious, and that matters of very
small interest, or belonging wholly to past history, were pursued in a
pedantic manner which would almost imply that Agents and others
occupying high administrative posts were unfit for thgir responsibilities.

It has been impossible for us to go into these complaints in such &
way as to satisfy ourselves how far they are justified ; as we indicate later,
we believe that there is a good deal to be said on the other side ; however
that may be, the general feeling of exasperation on the part of the railway
administrations, whether state-managed or privately-managed, must be
taken into account as a psychological factor of considerable importance.
We do not hesitate to say that at the present time a sense of grievance
among all the railway administrations is definitely impairing the efficiency
of the work done.

The evidence we received tends to show that the volume and com-
plexity of the regulations, and of the correspondence arising out of them,
are on the increase ; we are frankly apprehensive that unless some steps
are promptly taken to clear up the situation and arrest the evil the energy
and initiative so necessary for an efficient railway administration will be
dissipated and lost in the friction of what may be called inter-departmental
correspondence. 'Excessive regulation is a defeet of all large organisations,
but in a bureaucratie state like India it is a vice which must be combated at
all costs if any measure of efficiency is to survive. :
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We consider it to be urgently necessary that the Railway Board
should frankly discuss the whole situation with the Agents and take any
steps that are open to them to remove the grievance.

The regulations complained of generally relate to the following
subjects :—

(a) Salaries, promotion, leave, ete.
(b) Discipline and appeals.
(¢) Accounts and audit procedure.

The first two items are similar in character. They touch the per-
sonal and financial interests of the staff at every point. A code of rules
on such matters is absolutely necessary in order to secure uniformity and
preserve a sense of justice in any large organisation. These rules should
te absolutely observed and no exception should be iial:. Tf this is
recognised, a vast amount of correspondence and irvitation can be avoided.
Agents of both the state-managed and the privately-managed lines should
realise the necessity of a code of regulations, and should appreciate the
advantage of a rigid interpretation. The ** discretion ’’ for which so

many of them pleaded would in our opinion only lead to confusion and
spread a suspicion of injustice.

On the other hand, the rules should be overhauled so that authority
is decentralised to the utmost possible extent, and a serious effort should
be made to simplify them. They should not be complicated to cover hard

cases, or to provide against occasional misunderstandings. Lastly they
should be codified

turned up with the least possible loss of time.

As a matter of organisation every Agent should have a deputy (with
subordinate staff) whose responsibility it should be to keep himself posted
on every detail of the regulations and of the precedents that hear on
particular case. It should not be necessary for the
self with knowledge of this kind or take anything
share in the eorrespondence which inevitably arises. In cases of difference
of opinion it should be open to the Deputy Agent to discuss the matter

personally with the Hstablishment Member of the Board or with his sub-
ordinates.

any
Agent to burden him-
more than a formal

82. Audit and Accounts Regulations.—The case of the aceounts and
audit regulations stands on a different footing. Tt must be conceded at
once that the compilation of accounts is a complicated matter depending
upon the absolute observance of regulations. This is a matter solely for
the Accounts Officer and his expert staff. Neither the Ag
other member of the railway administration need be in any way con-
cerned. Everyvone would agree that the accounts of the different
administrations should be prepared as far as possible on a uniform basis

if useful comparisons are to be made. This can be achieved only by
detailed regulation.

83. Proper Function of Audit.—It seems to us equally reasonable that
the accounts thus prepared should be gubject to audit as in the cage of
a commercial concern. The auditors in our opinion should be satisfled
that all expenditure has been incurred under proper authority, that ali
revenue and expenditure have been credited or debited, as the case may

so that the rules affecting any particular case can be

ent nor any .
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ing 1 49, that expenditure has been
der the proper heading in the accounts, ‘
;g’o;elily allocat%d as between revenue and capital, and that the accountancy
as a whole has been carried on upon sound and honest lines.

We are advised, however, that the statutory obli.%aitti(%g: (éf) I;cl};; éggdxl;gg
& M d e
sneral go far beyond these limits. He ig responsi )
g;;)l:ngitﬁre with the budget approprlatfwn unger eac;lxlml;’eadwﬁﬁgt }1131 1 ;:
i i iserep ; !
authorised to call for an explanation of any crep B Py
invidi “ higher audit ’’ he is charged w
the somewhat invidious term of ‘‘ the hig ; S
i inquisiti ter. He is burdened with t
duties of an almost inquisitional eh‘arac‘ | d with  the
ibili ioni financial transaction of the admin
responsibility for questioning every . tlon of Hhe Ao
1 the remission of demurrage charges, he gra
?]lli(x;ncizonilzo the letting of contracts, and the ponclusmn of lon‘g tprlg
a Vreementé . and if we may judge from the 'ev1der.1ce.we have .lec?v}fi
tl%c transact,ions of the past, however rexpote, i_all within the orbit o )
investigations no less than those of the immediate present.

i i i I’s examination, amounting
ig- this feature of the Auditor Genera : ,
a]mbﬁt to a roving commission to criticise every de’call_of the managemexg}
of the railway, which leads to the strongest complaint on the part
ilie railway administrations.

These complaints, in so far as they are é_hrected against E}-le syste.m:

seem to lfs to ll))e entirely jEstiﬁpd. Wetf;;brxlr;l:dzgat %t Slﬁ::t%t;? sr:i(()ldl?n
i ] ractice is urgen . '

g?f]e(glceof)fﬂilf gxises%;ele) public monies are involvet_it special lr_nqa,sur;s élo.;
audit examination are necessary. We should admit the validity (l)ted iln
argument if it could be shown that the present anr'angements restu 1
a net financial benefit to the revenues of India. This agpearsnﬂ% nllJe I
be the test, and the only test, of the value of the anteson arrang S.
We do not think that it can be said to meet that test.

i dit is expensive ; the cost amounts to 17 lakhs of
l'llpe:al;hf)err a;:}lv;?lsr,n.au’l‘}tis doespnot include the cost imposed on the ?allwts}a;);
administrations in conducting a voluminous correspondence, or dln he
sacrifice of the time of high gdmlm(sit{atlve officers in the considerati

f points raised by the examining auditor.
* poIt is diﬂ'iculty to assess the crgdi_t side of the amount. OIYZe
appreciate that the benefit of the audit is shown not so mgeh in ﬁd b{;
definitely saved as in the prevention of fraud or error, and it wo

* rash to put a money value upon this. The Agent and the Accounts Officer

oth equally interested in the prevention of fraud and error,
gﬁge‘i,sr’o?g?ngry cc?mme{'cial conditions their supervision ?}?uld beofh:}ll%
to be adequate. Vg%&e no reason to doubt its adequacy in the case
ian railways. = % ' .
e ?[n our v}i,ew the special steps ta}zex’l’ to protect the pubhcf mogieiy
through the medinm of the higher. apdlt involve in fact g éoii :*g‘rsixll ac
mone§; apart altogether from the injury to the efficiency of the - “:ch};
organi:sation. We are confirmed in this view by the egq_)eli'lenﬁe Jhe
railways in Great Britain. (;ljhe aepoxilﬁts oii th:S f&l:t Bo??}s;e fl[‘gdzliysiate-
panies, whose annual ex%en iture is three tim of the Indlian oiate-
i ted at a cost which does not exce ;000 per
owneiln ral'}‘v}::y:;i;iie i:ucg,refully carried out, but limited to essentials. I
.fm“gssible that the railway Accountant in Great ’Bnta.m does some wo.rk‘
ithi)ch talls to the share of the Auditor General’s department in India.
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If so, there would appear to be the greater need to look into the organisa-
tion of the accounts department in Iundia, which is already relatively mora
expensive than in Great Britain (see paragraph 67). However that may
be, it seems beyond dispute that the audit duties are mueh more cheaply
carried out where railways are controlled on commereial prineiples, and we
Sce 10 reason to suppose that the work is less efficiently performed.

We are aware that the responsibility for the present state of affairs
does not rest with the Auditor General’s department and that a modifica-
tion of statute would be necessary in order to effect any. substantial change
in the arrangement. We should think it desirable to press for some modi-
fication of the statute were it not that the impending creation of-a Federal
Railway Authority will introduce a radical change in the situation.

The Government of India Act 1935 provides that the accounts of the,

Federal Railway Authority are to be audited by the Auditor Ueneral
for ludja. It also provides that the Authority shall discharge its func-
tiens ““ on business principles ”’, and we assume this o mean that the
audit ‘will be carried out on the same general prineciples as the audit of
the accounts of a first class business undertaking. In that event the
Auditor General will be spared the necessity of carrying out investigations
as to the application of Government administrative regulations or as <o the
bustness justification of particular items of expenditure. Such matters
fall within the responsibility of the Agent and the Accounts Officer, and
on business grounds it is undesirable that this responsibility should be
divided with other parties. We believe the change will be welcome to all
concernead,

fﬁhis belief, and ~m the assumption that the creation of a Federal
Railway Authorff}?“r;%gertainty of the reasonably near future, we make
no recommendation in regard to any change in the statutory duties of the
Auditor General. We would urge, " ,vever, that during the short period
which remains the special duties of the Auditor General’s department
should ba, discharged with every regard to the desirability of avoiding
unnecessacy - cuirespondence and of concentrating attention on. current
matters of major importance.

We understand it is already the practice in most cases for the
correspondence between the Auditor General’s department and the railway
administrations to be carried on solely with the Accounts Officer of the
administration concerned. We recommend that this should be adopted
=4s the invariable .gg_lﬁg‘._ It is for the Accounts Officer alone to make

such enquiries as may be necessary of the Agent.c .ther responsible
officers of the administration. It is for him also tDwy- p these enquiries
to the minimum necessary for dealing with the poifits rafsed by the
Auditor General’s department.

84.“Uuesti'o'%s J4n the L@‘yislatnrer—(}omplaint has also been made to
us by several Agents as to the loss of time and the expense involved in
supplying replies to questions raised in the Legislature. It is sufficiently
clear from a study of the notice lists that the Members of the Legislative
Assembly push their privilege of asking questions in regard to the con-
duct of public services to a limit which would be regarded as excessive
in any other country of the world. A study of the questions put down
for answer for the 1936, Simla Session of the Legislature sths that out
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of 1884 questions no fewer than 607 concerned the railway service. One
of these questions was subdivided into no fewer than forty-one separate
quegtions and multiple questions on this scale are the rule rather than
the*exception, It is not for us to comment on this state of affairs, which
may very well be of an exceptional and temporary character.

. The parliamentary question is a permanent and inescapable feature
of all demvoeratic government. It may be abused or it may. be kept within
reasonable limits. In the case of railways sueh questions are often de-
tailed, and sometimes vexatious, but the controi in this matter does not,
and caunot, rest with the railways. They must accept the institution as
it is, and adapt their organisation accordingly. ’

It is essential that they should supply the Honourable Member, who
hug to reply, with such information as he needs, and supply it correctly.
To do this requires a staff with specialised experience who must take full
vresponsibility for the aceuracy of the data supplied. Where the questions,
as in  India, are voluminous and detailed the specialised staff
fﬁy\}ll be expensive ; the services of such staff will be required not only

: the Railway Board, but also by the individual administrations.

-, The extra expense must be accepted, aud recognised as the inevitable
~“mpaniment of state ownership and management asg it has come to be
~ stood in India. To do so is the only true economy in dealing with

vature. On any other understanding the time and energy of the

‘and of the management generally will be frittered away in the

X and testing of information about matters which owe their only

ee to the source from which the questions emanate ; and the

. \le Member and the Legislature will in too many cases receive
-ation in unsuitable form or inaceurate in detail.

sponsibility for the preparation of answers o questions may

et \be undertaken by the officer specially responsible for dealing
wi & ulations and establishment (see paragraph 81), the more so
°s «  wo-oo0t of the questions asked relate to staff matters. We would

o6 Ruowewel, that on individual administrations this officer should not
e, in grade than a Deputy Agent and his section should be amply
‘ed’ to enahle him to discharge his duties properly.

" '35, Divisional Organisation—We have received a good deal of
“m of the ‘‘ divisional >’ organisation which is in foree on some
's. The object of adopting this organisation being to decentralise
v, and to give more power to loeal officers, it is a little surprising
eriticism of the system came so largely from chambers of com-
%should rceeive most benefit from such decentralisation. Tt

by one chamber, as a reason for their opposition, that the

di‘g‘ ,ranisation injufed the prospects of Indian officers, who would
pr,ﬁ.‘,\r‘ . 's unsuitable for the position of Divisional Superintendent.
ppears to be unjustified. There are in fact Indian officers

-asitions, and we could learn of no bar to future appoint-

‘a kind.
RT3 Y é’ﬁwas argued that the divisional organisation must be
more’, eXy, ‘n the older departmental organisation. We have
examined * 'tances but cannot learn that there is any substantial
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ground for this view. Our enquiries lead to the conclusion that the pre-
sent organisations, whether divisional or departmental, have been evolved
as the result of prolonged experience and as best meeting the conditions
obtaining on the various administrations.

In the case of large systems where long distances separate the rail-
way headquarters: from important centres of population, the decentaliga-
tion and delegation of authority provided by the divisional system has
much to commend it. On the other hand, the departmental system has
Leen found more suitable on smaller systems, where district offices are
not far distant from headquarters or where one centre of population
vastly outweighs the rest.

These appear broadly to be the lines upon which the organisation
of Indian railways has proceeded and we see no oceasion to stggest any
alteration. '

86. Orgdmisation of Transportation Department  in relation to
Mechanical Department—Reference has already been made to the organi-
sation in force on several railways as it aifects the respective provinces of
the Mechanical and Transportation Departments. One of the tendencies
to which this division of responsibilities gives rise has also been indicated-
A further diffieulty of a more general character arises in connection wit, =
the Chief Mechanical Engineer’s budget. It is essential that this bud”" g
should cover the whole cost of maintenance of locomotives, carriages’ g £
wagons, This is not always the case. On some railways we find thy ‘
Transportation Department has a separate budget for the repaj’
maintenance of locomotives, and, as a consequence, is building up a~’
organisation for service repairs over which the Chief Mechanical
has no control. We consider this to be undesirable, and 7.
that the situation should be re-cxamined in the case of all rail-="
the repairs carried out in running sheds do not come unde
sibility of the Chief Mechanical Engineer. '

87. Present System of Stores Purchase—The present - 'df‘pur—
chase of stores is a mixed system. The purchase of co# ied out.
“hrough the Railway Board ; the purchase of other storey iév / on 1NoO
very clear principle between the Indian Stores Depu, g the
individual railway administrations. e e

We have no criticism to make in regard to the purchase of coal t» fAhe!
Railway Board. It is inextricably involved with the worki ..0f the Trail4:
way-owned collieries and seems 4o us to be efficiently conduecte ;"'along Witk
the distribution of the coal purchased for, or allotted to, the differeatis:
railways. We received some complaints frem railways as to the quality 6?
coal distributed, but they served on the whole mainly to bring out the
reasonableness of the general principle upon which the Board j ting.

As to the purchase of other stores, we appreciate the
ing many of the minor descriptions of stores locally,
administrations, through their own stores departmen
good reason for perpetnating a duplicate system of ¢
major stores, which should be bought in'the cheapest ma
able leaning in favour of the.indigenous commodity.

88. Indian Stores Department—We received some
the administrations as to the expense, and the delay, invok

3

e ¥
ved 1n purchase

~ storekeeper.
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of stores through the Indian Stores Department ; in a'highly. centralised
department of this kind some delay will no doubt oecur in particular cases,
and the whole process from the occurrence of the demand to its s:_a;t{sfm,-
tion may take longer than the process of direct purchase by the individual
administration—just as an individual purchaser can arrange to meet hig
personal requirements as a general rule more quickly than a railway
administration acting through its Stores Superintendent. But the criticism,
if valid, is not vital. On the other hand central purchase should be
cheaper, should provide for more efficient inspection and for better
standardisation, and should be able to develop new sources of supply more
effectively. We see no reason to doubt that the Indian Stores Department
is in fact able to provide these advantages, and we recommend that the
purchase of railway stores through the department should be gradua.lly
extended ; at the same time the function of the Stores Superintendent
on the individual administrations should cease by degrees to be that of a
purchaser of stores and should be approximated gradually to that of a

.

We think it important.to emphasise, however, that a centralised pur-.
chase department is exposed to two great dangers. .

In the first place, it distributes enormous sums of money, and must
before all things be above suspicion as to the equity of t_he prlnclples by
which it is guided, and, the integrity of its methods. This, we believe, is
fully appreciated in the department itself, which wisely courts publicity
in all the action which it takes ; but the danger must be kept in mind
equally in the staffing of the department, and particularly in filling all
the higher administrative posts in it. There must be_ no lack of an
adequate staff of high ability at the .head of the organisation, and their.
character for integrity and impartiality must be maintained at a level
above all challenge.

The second danger of a large stores purchasing organisation is that
it tends to become unduly conservative and bureaucratic in its methods
and outloock. The quality of the commodities bought becomes standardised,;
change and experiment are discouraged. The main protection against
stagnation of this kind must always be found in the character of the men
at the head of the department, and we have already expressed our views
on the need of securing the best possible talent in these posts. Much can
also be done by encouraging development and. research in conjunetion with
representatives of the consuming departments.

89. Eztension of Research by Standards Ofice and Indian Stores
Department—The Standards Office under the Railway Board is ably
" staffed and has done much useful work. The office has its own research
scetion and is, we believe, in close touch with the Stores Department.
kp suggest that the two organisations consider whether the seope
pihe research organisation might not with advantage be extended o cover
B Experiments on a wider scale than hitherto, in particular with
.. raferénce-ts the trial of new materials and methods under ordinary rail-
"' way working' conditions. We believe there is much to be done in this
respect, if the scheme is boldly. initiated, and that considerable economies
can be realised, which will more than cover the expense of the additional
staff required. .
LATRE RO )
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90. Control of Out-Station Stores—W.

_ ~—We have s 4

.I.n_(%mn %tores Department extends its purchase ofuggielivt:()lr s}gz’esas gi:

xfu] W‘a_,y Stores Superintendent, could occupy himself more with his éroper
unction of storekeepmg, and we feel it mnecessary to emphasise this in

{}e}gard to stores used in workshops and running sheds. On some lines
ese pass out of the control of the Stores Superintendent at the head-

g:axétﬁrgssi(izresh (ich:tconiur;u:l_g departments being responsible for Svtorage
n out-stations. This organisation is f v

;)ifotﬁ?lesntirte}qlats the dlzlslgnal and out-station stores shOuiL(]i1 1{)};, czggml‘gg
3 3 s Superintendent, and that materials stored therei

only be charged out to consuming departments when isssed tfofi'rﬂge should

CHAPTER VI,

Btatistics,
91. We have reviewed th
. e system of statisties i i
state:owned ra3_1ways and the organisation set 138 1}:'1 e e I.nd{an
and interpretation. ' p for their compilation

The statistics fall under two heads :—

(a) those prepared b

the Rai '
the railways ; y the Railway Board from data supplied by

(b) those prepared by the railways for domestic use

92. Railway Board Statistics—Th ilv
. ) —The Railway Bo isti
lished annually in Volume II of the Adminisg’mtiodezgi:;itl:;da?exg:g

of the figures are, in addition i

i f , 1 , worked up into periodi

ngrc&latu_){x to the rallways: The nature of these Etatistic?l ar?(;) sgl'acts o
mpilation are prescribed by the Railway Board © manmer

We find that the railwa i
One objection is that it is nog Sa make practically no use of Volume II.

' n s vailable until some te 4

piggc(li.to which it relates ; another that comparisons a?e]?l(s)ﬁgllls a,f~5er e
P mmg year and the data are thus inadequate to show th "o of the
results, Little use, too, a el ok the

ppears to b sodi
on the ground that differemare i coz ﬁﬁgﬁsﬁ the periodical abstracts,

another detract from the value of th between one railway and
: g v e comparati ;

? general suspicion, supported by some con%retelz;af;%'lllzes. There is also
ormity in the basis of compilation of Railwa pres, of lack of uni-

) y Board statisti
In our opinion too much weight is oi es.
. . e e .
admitted that Volume IT can be ilght 18 given to these objections. It is

. mproved i
provides a comprehensive survey p , but even in its present form it

. of th ; e
year by year. Its practical use should eb:e::ig of railway adurinistration

not only to watch the effect of long-ter isiderable in enabling A

Tob Ol 3 -term pol gents
le:go work which do not stand to gain by well-informeq I:)[hase.s of rail-
essons to be drawn from the published statis application of the

tics, -
The periodical abstracts are .

S ; e of cmore doubt " L,
cortr3par150ns at the best can furnish only a (;;1}3‘:5:1 f;a}ue. Inter-x.'aﬂway
gation, and annual figures are more generally uée% 1 the, case for investi.
for this purpose. ul than monthly figures
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The compilation of statistics for the Railway Board is in the hands
of the Controller of Railway Accounts, whilst their interpretation is one
of the responsibilities of the Traffic Member of the Board. This seems a
suitable arrangement.

93. Domestic Statistics—Domestic statistics are prepared by the
railways according to their individual needs. In this matter there is mno
attempt at uniformity.

The railways have two distinet systems of organisation for dealing
with statisties. The Bengal-Nagpur, Eastern Bengal, Madras and Southern
Mahratta and South Indian Railways each has a Statisbical Officer who 18
responsible for both compilation and interpretation; while on the Assam-
Bengal, Bombay Baroda and Central India, Bast Indian, Great Indian
Peninsula and North Western Railways compilation is carried out in the
accounts department and interpretation is under a Deputy Agent or is
left to the departments.

We consider that the balance of advantage lies with the system of
organisation under which a Statistical Officer is responsible both for com-
pilation and interpretation. Tt is only this combination of duties which
justifies the appointment of a full-time Statistical Officer. On the railways
employing this system far more attendion is being given to interpretation
of statistics than on the railways where interpretation is, at the best, only
a part-time funetion of a Deputy Agent.

This is due, however, less to the difference in organisation than to the
lack of staff under the Agent's control capable of utilising the statistics
prepared by ‘the accounts department. We consider that this is a weak:
ness which should be remedied. .

We do not suggest any change in organisation. Assuming in each
case the existence of adequate and properly qualified staff, a combination
of compilation and interpretation is suitable for the smaller lines organised
on a departmental basis, and the separation of the two functions is more
suitable for the larger lines, particularly where organised on a divisional

basis.
94. Revision of Statistics—It is recommended that the system of
statistics should be reviewed in accordance with present-day needs.

The existing system dates from 1924. At that time of prosperity,
when traffic came to the railways as a matter of course and road competi-
tion was unknown, i{ was natural that much importance should be attached
to statistics relating to the working of the railways and relatively little
to the character and volume of the business done. Viewed from the
gtandpoint of to-day, there is not a fair balance between operating statistics
and commercial statisties.

An illustration of this wag submitted to wus in evidence. Elaborate
statistical records are kept of shunting operations, and the cost of these
operations amounts on one.of the railways to Rs. 7 lakhs a year. Againgt
this there are traffics like sugar which yield a somewhat similar amount
jn revenue, but the oply statisties in respect of these are the ' annual
tonnage and gross receipts. It was claimed, and in our view properly,

. ot that less attention should be given to the expenditure of Rs. 7 lakhs

on shunting, but that more attention ‘should be given to the sugar traffie,
1ATRE : EZ
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to its origin and destipation, and to other information bearing upon the
means of increasing it.

It doest not appear thai the discontinuance of any of the statisties
at present prepared would enable any large saving to be made. What-
ever alteration may be made in the style of presentation, the compilation
of primary or fundamental units will continue to absorb the greater part
of the total cost. We are, however, satisfied that a systematic review should
point to certain statistics which can be discontinued and %o others for
which a simpler and cheaper method of compilation can be found.

95. Unnecessary Statistics—Net passenger ton miles might be
abandoned without regret ; this statistic is used mainly in calculating
coal consumption per 1000 gross ton miles, and its exclusion could not
huave any material influence on the results.

_ Passenger zone statistics are at present prepared for the whole year
in two six-monthly periods. The amount of work is considerable and it
should be sufficient if this statistic is compiled for two representative
months of each year.

Passenger station-to-station statistics were at one time compiled in
respect of all pairs of stations, and bound annually in a volume of large
dimensions. The Railway Board no longer require these statistics, but
we are informed they are still being compiled by some of the railways.
We do not think their usefulness is sufficient to justify the cost involved,
and their compilation should be confined to selected stations where traffic
is affected by road competition, or where exceptional circumstances exist.

96. Misleading Statistics.—Statement 15 of Volume II of the
Administration Report is headed ‘‘ Results of working Class I Rail-
ways ’". It contains a column showing the total railway working expenses,
followed by a column showing those expenses divided between coaching
and goods services on the basis of gross ton miles. Then follow columns
giving derived statistics, of which the following two groups are
examples :—

Coaching earnings per train mile.
Cost of hauling a passenger train one mile. -
Profit on working a passenger train one mile.

| Average rate charged for carrying a ton of goods one mile
’ (Statement 13).

Cost of hauling a goods unit (viz. one ton) one mile.
Profit on working a goods unit (viz. one ton) one mile.

It may be admitted that ‘‘ cost ’’ statistics of this kind have a neat
and compact appearance, and if they meant what they purport to mean
there would be no criticism against them. But they do not ; the expert
critic can make no use of them, and they lead the non-expert to falsé con-
clusions.

The matter is of too technical a character to be discussed at length
here. We suggest that considerqtiOn should be given to the discontthuance
of these figures. We cannot believe they are found to be of any practical
use o the management ; and the evidence which was put before us on one
or two occasions shows that they are certainly confusing to the public.
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97. Suggested Additional Statistics—On the other hand, there is
scope for additional statistical information both to measure certain opera-
tions for which there are at present either inadequate statistics or none at
all, and to afford guidance in commercial policy and practice.

A study of the variable costs ineurred in connection with diffcrent
classes of traffics would be of practical use to railway administrations.
The enquiry might begin with export coal, since some doubt apparently
exists as to whether the rates charged on this traffic cover the expenses
incurred.

We have referred elsewhere (paragraph 63) to the des@rability of
booking goods trains in the working time tables, and the working of goods
trains should be measured by regular punctuality returns.

‘We have also referred (paragraphs 62 and 182) to the urgent need
for giving better transit time, and this feature of railway working should
also be the subject of statistical record by all railways.

Little attention, we find, is paid to the cost of working goods gheds
and we consider that statisties should be available both as to handling
costs (except possibly in cases where contract labour is employed) and as
to clerical costs.

The advent of road competition has made it necessary for Commer-
cial Officers to have early and reliable information concerning the flow
of traffic between points susceptible to competition ; this applies both to
passenger and to goods traffie. We think that more could usefully be done
in this direction.

The foregoing paragraphs are invended to indicate certain directions
in which revision seems to be necessary or desirable. The question has been
discussed in a general way with the railway administrations. As far ‘as
domestic statistics are concerned there is a readiness to adapt them to meet
changes in circumstances, but this is not a universal attitude towards the
Railway Board statistics. In some quarters, indeed, they are regarded as
sacrosanct, and above criticism. But for the most part there is a desire,
sometimes an eagerness, to find some oportunity for giving expression %0
ideas. No such opportunity exists at the moment.

98. Conferences of Statistical Officers—There is at present no contact,
except of a casual nature, between the railways on questions of statistics.
TUntil April, 1931, there were periodical meetings of Statistical Officers,
but these have been dropped on the ground of economy. We consider that
these meetings should be revived and that their business should be con-
Jucted on the initiative of the Railway Board.

Most of the subjects to be dealt with at these meetings would, we
conceive, fall under the following heads :—

. (@) Revision, including abolition of unnécessary returns and adop-
tion of mew returns—This should be a gradual and continu-
ous process directed, on lines already .indicated, towards
keeping the. system of.statistics in conformity with hanging
needs.
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(b) Uniformity—There should be complete uniformity in the basis
of compilation of Railway Board statisties. This is not the
case at present. In domestic statistics greater uniformity is
attainable than now exists, and would be of advantage.

(c) Standardisation of statistical forms—There Is room for con-
siderable economy under this head, particularly as regards
domestie statistics. The more uniformity is attained, the
greater will the economy be.

Adequate preparation of the subject matter to be considered would
be necessary in advance of the meetings, in order fo enable maximum
progress to be made.

Recommendations made at these meetings would be subject to approval
by the Railway Board and the Agents, except in respect of matters falling
within the authority of the Statistical Officers.

In a general way these periodical meetings would be valuable as
providing opportunities for an exchange of views on the compilation and
use of statistics. New ideas could be discussed, and methods which had
proved their merit on one railway could be explained with a view to being
more widely adopted. A pooling of specialised knowledge and experi-
ence could hardly fail to suggest possibilities of improvement which might
not otherwise be attainable,

99. Staff to Interpret Statistics—Whilst we regard it as important
that a revision of statistics should be undertaken on the initiative of the
Railway Board, it is much more important that adequate and proper use
should be made of the statisticy compiled. This is, regrettably, not the
case at present, except,on the four railways which have Statistical Officers
as part of their organisation. On the other railways and in the Railway
Board’s office the effect of retrenchment is obvious since it hag led to an
enforced neglect of statisties on the side of interpretation. It has been
admitted to us that with the abolition of Statistical Officers on railways
there are now very few officers who are thoroughly conversant with statis-
ties, and that sinece the abolition of a Statistical Officer in the Board’s office
it has become impossible to deal adequately with this question.

This is a case where it seems to us that retrenchment was a short-
sighted policy. It is an unwarrantable waste of energy and money to
prepare every month, and every year, volumes of statistics whiech are put
to little or no use. It is also a serious handicap both to the Railway Board
and to individual administrations that they should lack the means of

applying _statistieal control to the direction and management of the railway
undertakings.

_ We recommend, therefore, that a Statistical Officer should be reinstated
In the Board’s office. His duties should be to measure the effect of new

policies or experiments ; to co-ordinate the statistical work of the railways

and generally to afford guidance in statistical matters to the railway

administrations. "It is essential that he should possess the requisite experi-

ence, and he should have a status that would engble him to make the

_ fullest use of his special qualifications. We should like to see him stand in
his Telation to the Agents more as a consultant than as a critie.
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It is also important <o strengthen, on the interpretation_ s@de, the
statistical organisation of the railways which do not possess a Statistical Offi-
cer. There is no justification, we think, for the appointment on those railways
of full-time officers for interpretation only. The duties of interpreta-
tion, however, should be specifically included in the rgesponSbehnes of one
of the Deputy Agents and he should be prov1d_ed with sucI} s_zubordma\te
staff as may be necessary to bring to his notice any statistical results
which, prima facie, call for investigation, and generally to discharge hig
responsibilities in this matter.

100. Workshop Costs and Statistics—We have examined the system
of costs and statistics prepared in connection with workshops and the
repair and maintenance of rolling stock, and have been forced to the
conclusion that these statistics are excessive both in pumber and in volume.
On the other hand, their practical value is limited and they do not appear
to have been found useful for supervising costs or securing economy of
management. They also vary materially in character and composition
between one workshop aund another.

It is recommended that these statistics should be thoroughly over-
hauled with a view to securing a reduction in the number of returns, &
more immediate utility for purposes of supervision, and ur_uform_lty between
one workshop and another. The following points will need special
attention :—

(a) Method of allocation of costs.
b) Determination of the items to be included in variable and non-
®) variable costs. These should be definitely scheduled.

(¢) Locomotive Workshop Repairs.—A statement is compiled
monthly. It is understood, however, that the only pur-
pose for which this statement can be used is to assess the
amount of the budget figure for the ensuing year. It 18
suggestel that a six-monthly or annual return would serve
the same purpose.

¢ h particular importance to the question of uniformity, since
it is Yx?lyd?r?cthig way that cé)mparisons can be made between the costs of
purticular operations at different workshops ; sgch comparisons are of the
utmost value in securing a full measure of efficiency. ‘_
We understand that ¢he Railway Board has in fact_placed an ofﬁcgn"
on special duty to draw up a code for the uniform allocation of costs. This
valuable investigation should be pressed forwa_rd and a uniform code
should be applied to all railways as soon as practicable.

CHAPTER VIL
_ _ Staff Discipline and Training, .= -
o 101. Complaints against Railway Employees—Strong complaint waa

eceive us from chambers of commerce and representatives of Provins 4
ﬁ:{?ﬂg&;};ments of serious shorteomings in the conduct of rgﬂw_ayfst:eﬂé :
especially those in minor positions of authority. These gomplqlz}xlts, ‘lie;)i ed
pa'rticularly to incivility, dishonesty and lack of interest mf t’e_ velop-
mient -of railway business, The representatives of some o the ;agwgg
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administrations considered them to be exaggerated but in most cases their
validity was admitted. The state of affairs, as it exists, was deplored, but
no adequate remedy could be suggested, having regard to the alleged pre-

valence of similar conditions in other public services and walks of life in
India.

We do not know to what extent ineivil
interest prevail elsewhere in India.
irrelevant. We feel very strongly,
part of the world should sit down
whether admitted or half-admitted.
good name of the railways of India
made, and made continuously,
muceh thought to the nature

ity, dishonesty and lack of
To our minds this consideration is
however, that no public service in any
quietly under accusations of this kind,

It is, in our view, essential for the
that a determined effort should be
to root out these evils and we have given
oii the acticn to be takeun,

We deal in turn with each of the main items of the indictment,

102. Incivility—1It ig alleged that the incivility of which complaint iz
made is general, but is shown particularly to third class travellers, This
is in our view particularly reprehensible, since it is more especially  the
third class traveller, in many cases slow, illiterate and helpless, who stands
most in need of civility and attention. Tt is among this class of traveller
also that we believe the most fruitful possibilities of travel development
are to be found ; such possibilities cannot be realised, however, if the small
cultivator and town dweller look upon the railways as unfriendly and their
regulations as incomprehensible. We do not doubt that there are station-
masters, assistants and booking clerks who do their best to establish good
relations with their local public, rich and poor. It is nevertheless evident
that there are many cases where this is not done, and where the holders of

such positions misuse them in order to assert their importance at the ex-
pense of the lower class traveller.,

We are of opinion that a concerted effort sh
delay to put an end to this state of affairs.
which Divisional Superintendents should talk
stationmasters and such of their responsible
tact with the travelling and trading public.
ally address the members of their subordinate
the paramount necessity of treating their publi
age is to be sought and whose goodwill is to
an attitude were not at all times desirable, th
has now made it essential ; and it is wise to recognise this fact, however
unweleome it may be. Ineivility drives would-he customers into the armsg

of a competitor ; it is not only a discredit to the railway service, but it ig
bad business as well.

ould be made without
Meetings should be held at
personally to their prineipal
Supervisors as come in con-
These in turn should person-
staff and impress upon them
¢ as customers whose patron-
be cultivated. Even if such
e coming of road competition

Lectures on civility may raise a smile, but they have been found valu-
able elsewhere. We believe that the proper organisation of such lectures
for the benefit of station staff, guards and others would be attended with
particular benefit in India, where the mere fact that such lectures were
organised under the aegis of high railway authority would of itself impress
the staff with the importance of new standards of civility and with the
personal benefit to be obtained from the application of such standards to
the ordinary duties of railway life,
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i i hich

is point of view the remedy is to be found along lines to w -

Frﬁm :l}il: If)ghitr reference later—the development, by dehberfa’ce_e’(Jl:,‘l1

we.sh:l methods carefully thought out, of a higher sense of pro ess.u; t

i mt and of a more active esprit-de-corps than appears to eX'lS'l}.l_

self-respect time. The good name of his own administration for civility

thil Illéi(i?my sh;)'uld be as important to the railwayman ;n_ India as we
ﬁglieve it to be in Great Britain and in other Western countries.

We believe that the effort to maintain a proper star}qird Osj'zgaiflwﬁ')e
will receive material assistance if the hlg.hel_' ls_upex:;rllis;h gc Ll are
encouraged to take immediate notice of any Incivility w O e
their observation and (what is at least gqually important) (()ambers nd any
spécial evidence of civility and attention shown to any m
travelling public of whatever class.

i bject without adverting to
We feel that we cannot leave thls,. su out adverting, to
i f a similar kind which has been made to us by 0
alleth‘s:rs Oor? gzz?;egce. This relates to the seeming indifference with v(;h;clf
fv:iﬁen complaints are received and the appg.rently unﬁl_ecessa!z.yi me ai)s
which takes place in replying to S}lch compl?;ilnts.forlil otf lisnci‘irlﬁi}c; Swhich
justi » believe it is, it points to another form A
g:}lﬁ‘igi:;il,dasshzv&d ebe prevented by a more active reaichsa}:mn ogl.zhenia;:; 3331;3:
i i i tisfaction to its publie,
it i business of a railway to give sa
iltoxl: tl}lllereagonablc or trivial their demands may be. leed' suoggies(‘;f ct(l)lri‘f
special efforts should be made at all offices tg e}lipe(tht?f the izli)n::,  of com
i comp ,
i hat at stations a record should be kept o
pl's’ltll?f ;ﬁ‘i 1sofa the date of receipt, date of .acknowledgm'ent ?ind i diate‘; aoli;
:‘('alply . further, that this record should be inspected at irregular interv
by the higher supervising staff.

ions 1 he public are invited to
observed at several stations that t vite
t'fwe nhmizflcivility or lack of consideration shown to them. This is liﬂi
fo zhy aog’d and indicates, what we believe to be increasingly the case, tha
:St)le r:ilgway administrations are aware of the defect in their service and are
anxious to remedy it.

is i i ich i be endemic in the
3 ty.—This is a viee which is gllegeq to !
g ilwls? 3.seDrﬁf:Lg Zisvgell as in other Indian publie services. It is muchdmtorg
il?fﬁcul}; to deal with than inecivility, but none the less we feel that dete:
mined efforts must be made to put an end to it.

i i i he mere offering and
3 our information goes it ranges from t 0 ;
ce bt(z)nfcaer :; ‘ customary ’ tips for duty dome to the exaction of heavy
oo 111)1ents by responsible officials as the price of securing the performance
E‘? ydutiesr, whiceh are clearly incumbent on them without payment.

. . . . . . ibility of
in difficulty in dealing with this disease is the impossi C
obtai'fl?:gm;:rlzll (;;ro((:)f. yMerchan‘cs; themselves a,r«le1 1.nvcf>h;ed and1 :}‘: n:f;?:ﬁ
of givi i i his might prejudice their future relati
o oot The enl ing the abuse is, we believe, for
i taff. The only way of tackling the & \ , ]
:'ltlzgl;:.l)}:v ?171 sthe one side, and for chambers ?a,fd .commel:'lqe, othgetrggﬁgg
iations and individual members of the trading public on th: I
:ss(i):i:;:;’g:s a combined campaign against it. We suggest t’hat joint m.eet1
in s of railways and chambers of commerce should be held in the pgnclpa
;)ngin%s centres, at which the traders should.be asked to give, in eon _c}enee,
ﬁlﬂ'] information as to the types of corrnption practised. If the railways
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are able to satisfy the traders that they i i i
. tisfy y intend to deal seriously wit
ev1}, some basis might be found for mutual co-operation in theyeamplgilfvl;?
1t :15 evident that the railways must be prepared to suggest a plan of act?ox;
and that the traders must be asked to resist and report all efforts to co
tinue old corrupt practices. It may be assumed that the railway bl o
caI(Iilpalgn will include a speeial warnin Y pan o
and severe punishment of offending members i
. ) g of the
?ee;u;n we Euggest it should be made clear that the .
0 future offences only and that there will be no
‘ 1 0 attempt to
%)d:tﬂ Otherwlse t.here will be a tendency for the staff ‘fo bingpfkilllls 1t'h .
ogether against discovery and to obstruct improvement ; in this wa;‘e:.

policy designed to ameliorate mi 0me
poll g meliorate might come to be regarded merely as puui-

' In this con-
punishment will relate

, We believe that by co-operation of this kind
{lic traders much can be done to eradicate corrup
however that such co-operation must be eontin
by recurrent meetings, if thines
deplorable level, )

b'etween the railways and
tion. 1It should be added
n uous and must be kept alive
are not to fall back to their present wholly

Action of the kind indicated in the precedi
it would be, would not, we fear, meet th 3 i i
th.imises the th_ird class passenges.t Tfﬂ:ex?;hzlx"efov?erilOiu(ll;lsst};m;?s:y e
plaints thqt b.o‘oklng offices are deliberately kept closed until ar;?e]:' . com-’
?]e-fﬁff grafcr}ll tlmia Sofai'ti) facilities errors (always in favour of the gloltl)ll?ltfg
le In the sale of tickets and the giving of change. It is clai
third class passengers are throughout their j ' ity e that
by ticket collectors for dishonest gmotivets.e Il.\Igz(')u;;e)‘Elfi}I?(Ills(E?ar‘lstly o
the on_ly_members of the travelling public to suffer in this was pavss;len}‘;getjs
h.ad similar complamts from upper class passengers aﬂ"ectiny's he 5.
tions as reservations of berths, which appear to us toybe well :%oug?iedques-

g paragraphs, useful as

The obvious remedy in these cases is increased i i i
of a surprise character, though this entails adiﬁtg)lxslgfcneo; ,elr)laslgtlcﬁarly
gll'ege'd that such remedies defeat themselves, since the inspee’?in s't ff s “
juins in the graft. Nevertheless we cannot admit that this difﬂmgﬂ‘r y .hsocin
be regarded as insuperable. The inspecting staff, transferred frz : Olild
f_rom point to point, shquld report periodically to a superior ofﬁeerqli)eln A
J'('ldge of their gnqd faith. Cases of established dishonest h ? ° e
rigorously dealt with in accordance with the disciplinary feéulit?glng be

104. Disciplinary Begulations—It was sev i '
tha.t the regulations regarding the dischargesefzrféailizgni.z:af%gfgesttlfd tot ‘flfs
_which have been frampd to give the staff the fullest protection have' sfa ’
the effect of making it extremely difficult to procure the disc,har c or
missal of delinquents, owing to the cumbrous procedure in lgedor iy
have ca_rgfplly examined the rules in question and do not covo"é,le e
suph criticism is well founded. It is essential that an em lonS] elil that
with an offence rendering him liable to dismissal or removarl) fyee o
vice should get a fair and patient hearing ; the rules in qu r:'m the it
this am.i should be strietly followed. Discretionary powerq ey
vested in the Agent and heads of departments e o £ don] e

ted nabli o deal wi
(fxaepthnal cases. We do not recommend any a.ltér‘atilsli%nt lliflll;ht: l('ilfI:ls Wlth

g to the staff, increased inspeetion
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105. Training and Education.—Whilst these measures are being taken
10 deal directly with the evils of incivility and dishonesty among the staff,
the organisation of a more complete arrangement for their training and
education as a whole should be considered. It is in this direction, we
believe, that the most enduring remedy for inecivility and dishonesty is to
be found. It is to be regretted that during the years of depression the
expenditure on this important feature of railway welfare has been steadily
reduced. We regard this action as shortsighted, and consider that the
policy must be definitely reversed if the quality of the service is not to
deteriorate still further. A comprehensive scheme should, we consider, be
drawn up somewhat on the lines set out in the following paragraphs.

106. Extension of Scope of Area Schools.—Several of the administra-
tions have area schools for the training of subordinate supervisory staff,
and those which we have seen reflected great eredit on the organisations
responsible for them, The schools provide courses of training for proba-
tioners in the subordinate grades, refresher courses and promotion courses.
They cover the transportation and, in some cases, the engineering staff, e.g.,
assistant permanent way inspectors. These schemes of education should
be strengthened and extended ; every Class I administration should have
such a school where the training given should cover as many grades as pos-
sible. The courses should include (where they do not already do so) care-
fully prepared lectures to stimulate the interest of the students in their
gervice, and to inculcate in them the paramount need of giving the service
to which they belong a good name by striet honesty and close attention to
the needs of the public.

The material required by the area schools in the form of courses of
lectures is all available in one place or another at the present time. The
lecturers should be drawn from the railway, staff and be employed either
whole or part time on this work.

107. Advanced Courses for Subordinate Grades—We are strongly of
opinion that training should not cease with the area schools. An advanced
course should be organised for subordinates on the lines of the lectures
organised in Great Britain to deal with such subjects as railway economics
(commereial and operating), railway geography, railway law, statistics,
ete. These have been found very successful in developing the general in-
terest and self-respect of the clerical and higher grade staff. We believe
they would have an even more marked effect in India, where the deficiency
in the qualities named is more noticeable than in Great Britain. The lec-
tures should be open to any members of the subordinate grades who care
to attend, but they should attend in “their own time and without extra
pay. Such lectures should be organised at the headquarters of each of the
principal railway administrations. Where two or more administrations
are concerned at one centre it would be convenient and economical that
the training should be organised jointly.

-+ +103. Examinations and Selection.—Courses of this kind should lead
up to examinations, and we suggest that the most successful candidates in
the.examination should be interviewed by a Seleetion Committee consist-
ing of responsible railway officers. Examination is far from being an
infallible guide to ability but it is a valuable preliminary and, coupled

-\f){i_th,a.pel‘son,“l interview, .should enable the Selection Committee to pick
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out each year a small number of the most promiging young men in the

suborgiinate grades for special training with a view to eventual promotion.
Iu this way young men of capacity can be lifted out of the rut in which

the present system of advancement by incremental scale and seniority is
apt to bury them.

We think it desirable to stress this feature of the training as a whole.
We believe that the opportunity of improvement offered by the lecture
courses will be popular with staff, but it will be much more effective and
will supply a more vigorous incentive if it is known that suceessful candi-
dates in the examination receive the reward of special training for higher
posts. Again we have to refer to the practice adopted by the British

railways which has been found to be most successful in this particular
feature.

109. Special Commercial Training—In our next chapter we stress
the necessity of developing the Commereial Department and the urgent
need of preparing men specially for this branch of the service. Both the
area schools and the advanced training here recommended offer a valuable
opportunity of providing this preparation. A knowledge of railway rates
does not of itself make a good commercial man. A capable rates cierk
may be able to quote from the rate books with practised facility ; but it
is as an ‘‘ office '’ man that he has attained this facility, and by the time he
bas attained it he may be completely out of touch with the needs of the
commercial world outside his office.

We have no doubt that, apart, from the subjects already mentioned,
commerecial lectures are required dealing with trade statistics, the study of
markets, advertising, and a number of similar subjects which fall within
the province of an active commereial department. We know from the
evidence placed before us during our tour that there are ample storehouses
of such knowledge available ; and that the young Indian officer is very
ready to learn. The proper imparting of this knowledge to the subordinate
or to the probationary officer is, we think, only a matter of organisation

and this should be an essential part of the system of training which we
have outlined.

110. Courses to be open to Officers—Though we have emphasised in
the previous paragraphs the need of giving theoretical training to sub-
ordinates and probationers, we do not wish to imply that the courses of
lectures when organised should not be open to other officers. It is of
great importance that officers of all executive departments should be given
an opportunity of learning something about the general business of the
railway outside their own department. The possession of some all-round
knowledge of railway administration is especially desirable for officers on
a railway with divisional organisation, on which a divisional superintend-
ent may be selected from any one of the exeecutive departments. The
courses of lectures we have suggested above will do much to help a depart-
mental officer to obtain this knowledge and widen his outlook.

111. Selection Committees—We have already emphasised the fact
that examination results, taken by themselves, are not an infallible guide
to ability. Any selection made from the subordinate grades should he
based both on examination results and on a personal interview, carried out
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ermanent Selection Committee appointed for this pur-
gﬁ:ﬁ?mggﬂf }; gefection Committee exists on certain of the administrations,
consisting of the Deputy Agel}t gpersonnel) as chairman, with depu?;les or
staff officers of the other principal departments as members. .Thxs_ we
regard as a good model that might be gdopted by other administrations.
It should in any case consist of officers m-whose judgment the Age}lt can
place full confidence, and its recommendations should only be set aside for
the most urgent reasons.

When suitable young men have been selected, it becomes a matter of
at least equal importance to watch the progress of their practical trainiug,
with the object of giving them a varied experience and enabling them to
show the direction of their abilities. '.l‘hls duty s}lould a@so rest with .the
Selection Committee, who should receive for a time periodical reports of
the progress made by each individual.

112. Lecturers—There will undoubtedly be some difficulty in findirg
lecturers and instructors equal to the demands of the courses. In Great
Britain university professors and others have come forward and, after
having been given a limited special experience of railway work, have been
found capable of delivering satisfactory courses of lectures of the kind
required. Such men, having the lecturing habit, possess an initial superior-
ity over railway officers who might be detailed for the purpose. In India
it may well be more difficult to find lecturers of this class. If so, the
demand must be met by setting aside particular officers for the purpose and
liberating them either wholly or in part to attend to the duties in question.
Since the preparation of courses of lectures entails much special work
and overtime, it is suggested that some extra payment be made to such
officers in recognition of the work undertaken.

113. We feel that some steps along the lines indicated in the preceding
paragraphs are urgently necessary. In the first place the quality of the
subordinate staff is in need of improvement and is at present, as we believe,
Jdeteriorating. In the second place, t.he process of Indianisation _of the
railway service as a whole is proceeding rgpldly. .Broadly, speaking, we
see no reason to regret the process ; but it is essential that the quality of
the new staff should be brought to the highest ppssuble level by proper selee-
tion in the first instance, and by adequate.trammg a.fterward-s._ This train-
ing is at the present time, with few exceptions, conspicuous by its absence.

It is therefore not merely from the point of view of eliminating ineivi-
lity and dishonesty that we recommend the immediate organisation of train-
iné' courses for the staff, but with a definite view of producing in the .future
a more highly qualified Indian staff which will be ready to take over its full
share of the responsibility of running the railways. }

114, Stimulation of Interest of Staﬁ’.——A.Iurther.defeet al!eged at th
present time, in particular against the rqsponsxble station staff, is t_hen' lpek
of interest in the development of the business of the railway admm.lstratlon.
Tt appears to us that this eriticism is well founded, and that special steps
should be taken to introduce a new spirit of enterprise and a more active
business outlook among the staff.

This object can in our opinion best be promoted :—

(a) by the system of lectures and examinations outlined in the pre-
ceding paragraphs ;
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(b) by a more vigorous polie : ..
y of selection, t
based upon the results of the metho rainin

(¢) by special steps for maintainin i
) g the intereg i
results of their work. These may takzrfx:;n(j :llllgpi?i-f—-m the

(%) Sugges{ion Committees—The establishment of
committees on the model of those existing in Gre

(%) Quota System.—The adoption of some arran
that of the quota system already so
London, Midland and Scottish Rai
Indla_n administrations are, we understa
menting on these lines, with favourable

(#5) Magazines—The corporate s
dual administrations eco
lication of magazines
Interesting to them. Som

g and promotion
ds deseribed above : and’

’

suggestion
at Britain.

gement similar to
successful on the
Iway. Two of the
nd, already experi-
results.

pirit of the staff of the indivi-
uld be stimulated by the pub-
spgclglly devoted to matters
S ¢ administrations have thei ;
;Ilzliizixgngzs z;tl the gres’i‘%t time and we think that thi: I;O(EL;
enlarged. ese publications would, h
more attractive if they were of the com o ehaeai
r _ rehe J
of those issued in Great Britain and shguld ;lnsguedzh:;&;fier
i)f a technical character.. The magazines should be to ez
t?lxég:aﬁz:vtent selllf-supportmg, but some contributién from
ay exchequer, particularly at
regarded as sound policy. 7 ot the outset, should be
Th\?alIlil;lbllan Stat_e dl.laiiway Magazine which we have seen is a
€ periodical and is very well presented but it i
essentially for the tourist and has little i om with
type of publication which we have in millllld(.gommon with the

(tv) Lecture and Debating Societies.—Special steps should be
taken to encourage the formation of railway lecture and
debating societies at the principal centres. These should be

organised d )
thgmselves. and - conducted as far as possible by the stuff

 (v) Mutual Improvement Classes—At u co i
. untr;
where there are large railway coloniels)z the posgribiﬁiatw];;
deYeloplng mutual improvement classes might be exanfi 8|
It is probable that the staff at such stations hav nore
leisure on their hands than the staff ors and
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Ultimately, the Institute might see their way to associate
themselves as an examining authority with the advanced
training courses which have been proposed in previous
pages.

(vii) Raslway Research Service—The Railway Research Service in
London is an organisation maintained by the British rail-
ways with contributions from railways in the Dominions
and the Argentine. Its function is to collect, compare and
circulate, in a monthly bulletin, information regarding up
to date railway practice in all parts of the world. The
Research Service also holds itself in readiness to give
detailed information on any particular railway subject in
answer to special enquiries. It has been found of great
value to the British railways and to railways in the Dorai-
nions and elsewhere.

Not much seems to be known of this Research Service in India
and very little use is made of it. The Railway Board and
a few railways subseribe to, and receive copies of, the bulle-
tin, but except for sporadic enquiries from officers on leave,
no other use is made of the research organisation, nor does
the Railway Board supply to the Research Service copies
of any reports containing information as to Indian railway
practice. We think this is to be regretted. We recommend
that the Railway Board put themselves in touch with the
Secretary of the Research Service to see what steps can be
taken to increase the use made of the Service by Indian
Railways.

Other means of arousing the interest of the railway staff in their work
will no doubt oceur to those who are more familiar with the conditions thai
we can claim to be. We consider, however, that it should be the responsi-
bility of the Establishment Section of the Railway Board and of the Hstab-
lishment Officer in each administration to keep in touch with all develop-
ments of this kind and to encourage them. D

CHAPTER VIII.
Measures to increase revenue,

could devote some of theiy spas oy at headquarters and 115. Neglect of Commercial Department.—We have so far considerea';

ot fhaye soms to learning more the question of reducing expen('iiture.h 'I_‘his.,1 however, is not in any cg:t:

5 Instit . _ the major problem in normal times when railway net revenues are under:
“9 1&2&%%%‘&?@% r;‘ B The Institute of Transport plays a examination ; in the case of Indian railways it is even less so than on othe

it et transa trxtaun In  developing a corporate national railway systems. As we see it the Indian railways are well

port men generally, and a live interest organised for conducting railway transport with economy, and with operat- i

in all the problems of transport. -

e ing efficiency ; but they are ill organised and ill equipped on what is known -
We think it is a pity that the Indi

a8 the commercial side—that is, on the side of creating and developing -

on the whole so little interest in %I?isr%lll'wfg setl_'vme shows traffic, of securing and maintaining friendly relations with the traders and
might well be taken to encourage increasedg mésabmn' . Steps trading bodies, and of cultivating ‘good public relations generally. We
at the same time to approach.the Instityt n_lthershxp, and vegard this as a serious misfortune, and we hold that the first duty of the
the formation of an Indian branch with l%cvgll b . vifw to Indian railways at the present time is te take every measure possible to
important centres similar to those in South Afrigznc es at remedy this defect. _
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The misdirection of railway policy in this partie i
means xyholly the fault of the railways themsele:as. I%li;slsb;l:x: t(?g m;lg
the habit of the financial authorities, and too much the weakness of politi-
cal control, to regard the railways as purely a spending department, like
public works or education. 'When bad times come, in departments of that
character, expenditure may be pruned away with a ruthless hand : so many
lakhs or crores of rupees can be saved with almost mechanical :aﬂiciency
Progress may be arrested until better days return, but no other harm is
dome. It is not so with a railway system. The primary business of
a railway is not to spend money nor even to save money but to earn it :
and as a means to earning money, it must be free to spend it. 2’

In the pursuit of economy, as it appears to us, this prineciple j
too often been forgotten. Expenditure IPar; been cut :)ut orpwitlih%ll?l ng.:
objects which are essential to the proper development of business, and
this has been particularly unfortunate at a time when a rival tran’sport
agency, free from all political and bureaucratic control, is springing.
Into prominence in every part of India. It is important not to neglect
the comerecial department at any time ; it is doubly important at a
time when every effort should be made to put the railways in the most

effective posture for defending their revenues against the inroads of
motor competition.

Our enquiries have made it clear that the railways themselves -are
fully conscious of this defect in their organisation. But they have
suffered from a serious handicap, for they have not been allowed to make
the appointments they would wish to make, or spend the money they
would wish to spend on remedying the defect. ¢ Justification ' is
Qemanded, before the event, of expenditure whose justification can be
inferred only after the event, and then on the most general grounds ;
and the initiative which would force such expenditure through in con-’
filence of the result is paralysed by fear of Audit criticism, and dis-
approval of the Legislature,

It may be admitted that there is also a shortage of men trained in
the tradition of a live and energetic commercial department. 1In these
cirenmr=tances, such men must perhaps be imported and active steps
taken to train others to work under their guidance and ultimately to fill
their places.  Any steps of this kind have hitherto been far over the
horizon of praectical politics, when economy of expenditure, almost at the
bayonet’s point, has been the one watchword of the whole parliamentary
and bureaucratic organisation.

‘ 116. Remedial Measures Recommended.—We place the need of
giving a proper development of the commercial organisation first and
foremost among the steps necessary to earn additional revenues. Wae
are aware that this process has proceeded further on some railways than
on others ; but in recommending the direction in which it should pro-
ceed we look rather at the general situation than at particular cases.
We give below in some detail the lines which we think the development
should follow :—

(a) Status of Chief Commercial Manager—The Head of the
Uommercial Department should aet direetly under the Agent, and
should have a status equal to that of the Operating Superintendent. On
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British railways the Commercial Department is regarded as at least
equal, if not superior, in status to the Operating Department. ‘I'his
appears to us to be sound policy ; for the financial interests at stake are
greater, and a more mature judgment is required for dealing with the
problems at issue,

(b) Rates and Fares—The Rates and Fares section will naturally
comwe under the Commercial Manager. The Head of the Rates and
Fares section will be one of his principal assistants. We deal later with
the responsibilities of this particular section (para. 132). At present
we only feel called upon to say that this section, which has hitherto been

“1coked upon as covering nearly all the responsibilities of the Commercial

Manager, should in our opinion be regarded as ancillary to the 1nore
general section devoted to traffic development, trade enquiries and
regearch.

(¢) Traffic Development.—The Head of this section should be re-
garded ao the outdoor assistant of the Commercial Manager, It will
be his duty to direet the canvassing and advertising activities of the
railway, to follow trade movements and generally to act as the intelli-
gence officer of the Commercial Manager.

(d) Research Branch.—There should be organised under the outdoor
assistant a special research branch for the purpose gf conducting the en-
quiries instituted by him. It should consist of picked men showing
more than the average activity and intelligence. ~ They should be men
who can be sent all over the system, and not least into the country dis-
tricts, capable of speaking the vernacular, and of ascertaining the noeds
of outlying areas, whether as regards passenger or freight traffic. “For
the present, this research staff should be direetly responsible to the head
office.  Thig will insure that they will be promptly responsive to head
office initiative. Divisional and distriet officers have so far seldom been chosen
for their commerecial qualities, and might be apt to impair the Vigour of
the drive, which it must be the Commercial Manager’s business to insti-
tute and maintain,

(e) Suggested Organisation on Divisions.—On lines where the divi-
sional system is established, we are disposed to suggest that the whole
commercial organisation should be lifted out of the divisional scheme and
organised at this stage on the departmental principle, with district
officers reporting direct to the Commercial Manager.

) Advertising and Publicity.—The expenditure of Indian railways
on advertisement is surprisingly small. We appreciate that the appeal
of advertisement to the Indian public is different from its appeal fo- &
British public. It seems to us probable however that this diference bears
more on the character of the advertisement to be used than on the value
and effectiveness of advertisement as such.  Newspaper advertisement
will evidently be less telling in India than in Great Britain, particularly
1f it*is limited to the papers printed in English, Advertisements in the
vernaeular press will be more effective, and shpuld be more extensively
med. It is unfortunate, from this point of view, that the railways of
India, 2s a department of Government, are debarred on political grounds
froin employing so many of the vernacular papers fqr" advertising pur-

" We would urge that, in the interests of business, the railways
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ghould be exempted from this embargo, and allowed to advertise without
restriction wherever on commercial grounds it may seem advantageous to
to do so. Such freedom might be beneficial in other ways : advertise-
ment revenue is always valuable and has been known to sway poliey.

But apart from newspapers there are other agencies such as the
gramophone, the cinema and broadeasting (in the appropriate vernacular)
which could be used more liberally than at present, particularly for the
advertisement of passenger facilities and for the encouragement of passenger
travel. We were informed by more than one administration that the tom-
tom has been pressed into the service of the advertising department, and
we could well believe that it was effective. In some parts of Scotland the
bagpipes have been known to attract travellers. No instrumentality, how-
ever primitive its appeal, should be neglected. '

We deal elsewhere with the Central Publicity Bureau (para. 70).
That organisation seems to us to be efficiently run, and we recommend
that it should be made the central forece for a concerted drive to popu-
larise railway travel all over India. There should be no difficulty in
linking up its very real energies which that new development which
is so essential in the Commercial Departments of the different railways.
The money liberated from less fruitful activities could, if our recom-
mendation were adopted, form a nucleus for what we believe would be
a much more promising field of advertisement in the Indian towns and
countryside.

We recommend that the Head of the Central Publicity Bureau be
called upon to outline a plan for such a campaign, to be centrally
directed, and to some extent centrally financed, but always with the
closest possible eo-operation of the individual administrations.

In Chapter XII ‘¢ Public Relations’ we deal with a kindred sub-
ject—the steps to be taken to ensure closer contact and to improve the
relations with the trading community and public bodies generally. We
do no think it is necessary here to touch on that side of the publicity
question.

(g) Selectioin and Training of Staff—We have hinted in an
earlier paragraph at the possibility of the best concerted scheme for
the development of the Commercial Department coming to grief over
a deficiency of suitable staff. The difficulty is a real one, though our
knowledge of the material available does not enable us to pronounce on
it with finality. It is certain, however, that special steps must be
taken to select and train suitable commercial representatives.  Consi-
deration should be given to the desirability of careful recruitment in
Great Britain at least for some of the higher posts. It does not appear
to us that specialised Indian experience is essential ; indeed, for the
proper development of the department it is in some respects a disad-
vantage.

117. Justification of Exira Ezpenditure Involved.—The above para-
graphs represent in general outline the nature of the steps which we
consider it desirable to take in order to place the Commercial Depart-
ment in the position it should occupy for the proper development of
railway revenues, We are unable to estimate the cost which will be
involved, or the results which may be realised. It is evident however
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that with gross revenues of upwards of Rs. 90 crores per annum, an
increase of even 1 per cent. would cover the proposed expenditure
many times over.

We do not, however, rely on such necessarily vague caleculations.
‘We recognise that the steps we have indicated will, in nearly all cases,
involve additional expenditure and that the results must be a matter of
speculation,  Indeed, in the present position of road competition the
results may not appear at all in the shape of inereased revenue, but
merely in the form of diminished losses ; nor will it be possible to have
any assurance that the resalts could not have been attained without the
expenditure here recommended.

But it is obvious that the-expenditure at present incurred is in-
adequate, and the policy halfhearted, and we are satisfied that _tl}g
developments recommended are essential. ~ The sales department, 1¥
the breath of life in every commercial undertaking. We see no reason
to suppose that the development of such a department which has been
found necessary and judged remunerative on other railway systems of
the world will be less nceessary or remunerative in India—indeed, it
should prove more remunerative there, inasmuch as road transport 18
still undeveloped. ~ While that condition, lasts there is reasonable hope
that the inroads into rail traffic, which have been experienced elsewhere,
can be kept down to a minimum in India by the efforts of a well direct-
ed sales staff, and the adoption of timely measures of counter-competl-

tion.

118. Further Suggestions™ for Increasing Revenue.—In Chapter XI
 Road Competition : Counter Measures ’’ we deal with some of the
specific measures to be taken to protect and extend railway revenues. We
propose here to indicate certain ways in which, as it appears to us, addi-
:ional revenue might be secured.

(a) Industrigl Sites—Several of the British railways have found
it useful to appoint an ‘‘ Industrial Agent ’” whose business it is to
devote himself particularly to the attraction of new j:'actqmes_to the areas
served by the railway he represents. .Wlth t}ns object in view he.keeps
a detailed register of all industna} sites gvallable, whether on railway-
owned or on other land, together with particulars o’g‘ water supply: poyer
supply, and all other features likely to have a bearing for or against the
choice of a location for particular .industries. By advertisement Iin
trade journals and in other ways he puts himself in touch with .ﬁrms or

ents who are contemplating the erection of new works Or premises, and
?ftroduces them to the appropriate department of his railway for the .
negotiation of siding agreements, or the provision of other facilities, 'I:he‘,“:_,,;
expense involved is trifling, and the benefit often out of all proportion:.
to the expense : on the least avourable showing the activities of the:
Industrial Agent are a material help to_the trading commttlimtyl;‘1 al;‘fi
bring to the railway the credit of providing an efficient an ;”1 i‘:ll b
facility. The Indian railways probably have less need of an offic &
this kind than the British railways, but we are of opinion th_at an Oﬁc':er
employed under the Commercial Manager might well be assigned duties -
of this character, as part of his responsibilities, with some title which
will indicate the special importance attached to his functions.
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(b) Trade Advertising.—Advertisement by posters, show cas 10S]

ete., is less developed in India than in more advan&ifz S[m‘“f v.}ases, kl()S.KS’
'lfhg revenues drawn by the railway admirlistl'ati;)n;ll(t'l-lStlmll countrm:
thetr stations and sites by trade advertisers are irxﬁrlifé;)i[rl: ;Lle use of
with the revenues earned in Great Britain, We do t ‘M. compared
wiy this should continue, not See any reason

rnm

te use made of advertisements by the London Passeneer Transbop:
},'Qm1 is eyldence that a very large advertisement revenue{’i e o
pqtlble with  well kept and attractive stations a: qumf COI‘J_:
with a clear display  of  station nameboatzds tiwetl bl .
qnd other essential information. English experien'zo sufn’}'efa els,
demonstrates that well arranged advertisements add tb thbe) valuem;‘:mly
spaces to let.  We believe that it would pay the Indian rail ~”~t23
obtain first class technical advice on this squect and, z;fte' }“’[d)b "
sueh advice, to embark on a carefully planned campéi"n flor()b)r
the advantages and possibilities of railway station udserti%inv befor
the trading and commercial communities in India We tl}i 1b it 0'1'16
{)1'obably be found more satisfactory and eongenial.to Indian o llt't'm%
to conduet the actual marketin o s

L g of sites through agent id
mission rather than through a speci gents paid on con-
cation. gh a special department of the railway organi-

aining
inving

(¢) Catering—It appears that the caterin i i i
carried on prineipal]y by contractors, We ﬁngd arfo I?zﬁiﬁn Tsit}llonih%%
system which, having regard to the variety of the edtering ré i éh
appears to be on the whole the best system for the purpose Inqune ;
cuses however, the right to use railway premises for caterin is m.avx}y
rent free, or_for a I_nerely nominal licence fee, We ean seegn ‘{11;.619
cation for this practice. It is argued that the provision of fooé) fJous tllle
third class traveller must be done so cheaply that it does not admI:t xf
the payment 'of any rent, and that any rent paid must be earned ’é l(:
expense of higher charges or poorer qu W

. ; ality in the food i
do not beheve' there is anv foundation for this contentis()l:lpphe%n Kg
contrary we think that the reverse would be much nearer to the truth

ents must be supplied, but
profit is hardly attainable.
ons good profits can be
profit will be all the larger, but

There are, it is true, cases where refreshm
where the custom is so limited that the barest
These cases are the exceptions. At most stati
egrneq, and if the rent is nominal the
there is no reason to expect that the food will be an
rontractor will want to make the highest profit he gmﬂ\l;he:)}?;cf'elt“he ;I‘ h:
be low or high ; his chgrges will be as dear and his q,uality as chea *
the vigilance of the railway administration will allow. One ma ?'as
go further and say that if the contractor is making easy money ﬂe “?ﬁ
be more likely to manage his business carelessly ; people seldom Pa mWIh'
attention to a franchise they buy too cheap. If, on the other hazld u}cx
rallways earn a good rent, they will be the more vigilant to see that i ; e
vot imperilled by bad management. It ig perbaps unnece Y
emphasise the wide field which is left open to jobbery and cssary -
if valuable franchises are given away for nominal sums rruption

We think it accords with business exp
best. way to secure good management in an
tmd is to charge a fair and reasonable ren

erience generally that the
ancillary undertaking of this
t for the facilities given, and
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we recommend that Indian railways should adopt this prineciple in all
their catering arrangements. Approved firms should be invited to
tender, on the clear understanding that the railways will expect them
to maintain low prices and a good standard of quality. Subject to
this, the contract should then go to the highest bidder.

119. Rates and Fares : General Increase.—We have left to the last
certain measures for inerease of revenue which have naturally come
ip for discussion, or have found a place in the evidence laid before
us,

It is natural that in any consideration of net revenue and the means
of increasing it the question of an increase of rates and charges should
occupy a prominent position. We have examined, first, the guestion of
a general increase.

There are, as it appears to us, three conditions under which such
an increase may be justifiable :—

(a) As an emergency measure, when sudden or unexpec‘te&
changes imperil the financial position and stability of the railways.

(b) To meet a general change of costs and price levels, of a
more or less permanent character, such as followed the
Great War,

(¢c) To meet a temporary increase of costs in a period of general
prosperity and high prices.

It does not appear to us to be possible to put forward either the
first or the second of theseeconditions as justification for a general in-
crease of charges at the present juncture. No upward move
ment of prices has taken place which could fairly be described as being
of g general and permanent character. Nor can it be wurged that
present day conditions, when railway net revenues are rising, and the
railways are once more earning the full interest on their eapital, call for
emergency measures.

The third condition still remains. There is evidence that Indian
trade and agriculture have entered upon a less unfavourable period thaa

. has prevailed over recent years, but we saw no general indications of

increasing costs so far as the railways were concerned. The prevailing
condition of affairs during our visit to India did not appear to warrant
a proposal for a general increase of charges, nor do we recommend it
On the other hand the trade position will no doubt change and may
change for the better. Increased prosperity in trade and agriculture may
bring a higher scale of costs on the railways, and lead, legitimately enough
in our opinion, to a reconsideration of the level of railway charges.

-120. Rates and Fares : Particular Increases—Whilst trade conditions
at the time of our visit to India did not appear to us to warrant , &
general inerease of charges, it is evident on the other hand that present
day trade conditions are precarious, and it is urgent that the Indian
railways should build up what reserves they can against a period of des
pression. 'We have theréfore turned our attention to proposals’ of a
more partial character affecting particular commodities or descriptions of
traffie. - It is evident that even a partial increase should be such as will
not fall with undue severity on any partieular district or industry. It is
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evident also that it should be such as will

; . : lead i

traffic, either by diversion or otherwise, so that t}tlg i};?lvtrzllmlﬁmnum logs of
reap the full benefit of the increase. y linances may

121. Coal Rates.—An increase of i

1210 ates.- of rates on higher cl

i)ngig in little since it would merely divert a cC)gnsideiaaBSis(a trj(ffliﬁnzzoul(%

c‘fﬁarc iflotethet,ma(lls ; ail n;)crease in lower class traffic would affect par?i

; rests adversely, but this objection would not i al

4 3 aqQ 2 3 a 1

f&;izol\r; I:ch: (Szamsguot' a traffic su&lh as coal which is of almoStpuyni:rV:;gaf%l;il

er, mecrease in the transport cost of coal 1 .

wholly on the general consumer, and e burden ool most
y § , thus spread the burd ’

a wide field. Lastly, coal traffic is subj et Ve
de fiel , s subject to road competitio 1

a very limited degree, and therefore th i 5 Nose Lt

through diversion to other forms of 1?1'2?12&?1’; exchequer would lose little

We accordingly recommend that the surcharge on coal be increased

from 121 to 15 i
p) 5 per cent., with a maxim i
present. ’ aximum increase of 1 rupee as at

We have also counsidered the ca i
. ‘ X , se of shipment coal. C :
:)sf a8t ;)Illgsaentp rec;elvmg %]1: rebate of 374 per cent., and an ad(fi?:%ofl(gl ii‘gg::
s per ton, t is in effect being carried at te 1

per cent. of the rate payable by coal eonsumed inl 1d " No B
available to show whether the net rat yroed is a'nd' Dopures are

r the ate charged is actually below b
we are assured that any diminution, much more ati o e

tion, 3 cancellation, of t
%‘:atfhgzgcri leadkto the total disappearance of the export trade ;)n ccfz?le
, e make no recommendation, though we h .
the general wisdom of so lar ’ s franpove doubts of

1 Vs € ge a rebate, unless it ig frankl

a subsidy : if that is its true character it ap o]
; appears to u X
the subsidy at the expense of the railv’vay exchequer, s unsound to make

Coastwise coal also reccives a rebate of it

receive the additional rebate of 8 annas. ° I?gr%e I‘zsg S:en td’mll)‘kl)ltt tl}tl dOQsdIIOt
of so heavy an allowance, but we recognise that it has been forgegls on
the railways by th_e need of competing with South Afriean coal et
cularly for bunkering purposes at ports in Southern India, and par‘lm-
West Coast. ~ We are assured that a reduction in the r;ebat w Lllg
immediately be reflected in serious losses in the carriage of coa]et “‘;(I)lu

ports, and if no other alternative is available it would appear th fc) hose
is justification for the continuance of the present rebates ! b there

If an increased duty were imposed on South i
eould be _correspondingly reduced ; such a course %vfg‘li}fsneflz%)ll’e t}:llf r:tba:te
ownqd ra_1lways to earn more revenue, whilst it would cost the G:ove(i'nnri1 ei-;
nothing in other directions. ~ The rebate is in effect a protective sub: 'e(il
at the present time : it would be cheaper to give the protection in a o7y
direct forrp, and charge a reasonable commercial rate for the carri morg‘
the coastwise coal to the port of shipment. We make the sugge t!:rlage_o[
some hes_ltation having regard to policy considerations' w}%igc}f . T
quently involved in such fiscal adjustments. are fre-

122. Adjustment of Indiwvidual Charges.— o
ness individual increases of charges Willgbe lellsltiﬁa:ﬁe %l;lxiréem:]al'bum.
from time to time where charges made have been found 1 e
necessary, or where circumstances have changed. 'This is ceg'?qu than
case with railways and does not prejudice the general stabil'tamlf, the
railway rate system. We consider it desirable that the field (l)fyp(())ssi%{g
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rate increases should be constantly reviewed, that dead rates should be
cut out, and that special rates should be adjusted where the circum-
stances that called for them have ceased to operate.

In general, we regard it as of the first importance that railway
charges should be readily capable of adjustment either upwards or down-
wards. Any tendency to stereotype charges at any particular level or tu
bamper their reasonable inerease or decrease, would be unfortunate both
for the railways and for the trading interests of India. If special difficul-
ties are imposed on the raising of charges, this must necessarily operate as
a discouragement to their reduction and will tend to a rigidity of system
which is contrary to the commercial interest of the community.

As a Committee we do not think it advisable for us to go into detail
on the matter or to make individual recommendations other than those in-
cluded in previous paragraphs ; nor do we think it possible to frame any
estimate of the additional revenue which may be realised. The case is
necessarily one for detailed examination of the charges made, and this
responsibility should rest upon the Commercial Departments of the in-

dividual railways acting together as far as necessary.

193. Rates and Fares : General Decrease—Several echambers of com-
merce have urged upon us the desirability of a general rate reduction as
a means of stimulating traffic and thereby of increasing revenues. We
have considered the question but we cannot see our way to recommend
any such policy. A general reduction of charges is never caleulated to
increase gross revenue, and net revenue still less. It can only be looked
upon as desirable from the policy point of view either for the purpose
of keeping railway charges in step with world-wide price movements, such
as occurred after the post-war boom, or when railways have a large sur-
plus in hand and are disposed to distribute it in the form of lower charges
to their customers generally. Neither of these sets of circumstanees
exists at the present time.

We may add that, as already pointed out in Chapter 11, the genaral
level of railway charges in India is low and therefore provides no argu-
ment in favour of a general reduction. Apart from this it may be urged
that individual railway rates are too high for the legitimate development
of particular industries or trades. This may very well be the case. It
is a matter for detailed investigation and argument, into which we have
been unable to enter ; but it has no bearing on the claim for a general
reduction of railway charges. There should be the fullest opportunity
for the discussion of such matters with the commercial representatives
of the railway administrations ; and, failing agreement, a clear road should
be open for the submission of the application to the Railway Rates Advisory
Committee. We believe this is the case in existing conditions and we see
no oceasion for special recommendations other than those included in

paragraphs 121 and 122.

CHAPTER IX.

Rates and Charges.

1%. We have dealt in Chapter VIII with the case for inereasing
railway net revenue by means of either a general increase or a general
reduction of rates and fares, and we have explained why, in our opinion,
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have aiso commented on the
’ general policy w i
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neither course would attain the object in view (paras. 119 and 123)

Certain other matters relati
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deveription of the present system of charges,
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reason to believe that the rate otherwise applicable is ioo
high to enable the traffic to move, or to be retained to rail.

Terminal charges are added to class or schedule rates as an additional
charge on account of terminal services performed or accommodation
afforded. The quantum 'of terminal charges is determined by each
railway administration. No terminal charge as such is added to station-
to-stalion rates.

Coal rates are under the direct control of the Railway Board.

126. Revision of Rates Structure~—Much criticism was directed against
the structure of Indian railway rates, and we have examined the subject
with some care.

The primary funetions of a rates structure are twofold. In the lirst
place it should be comprehensive enough to deal appropriately with all
classes of traffic that may arise ; and, secondly, it should be adaptable
enough to admit of speecial quotations being given in special eircumstances.
In both these respects the Indian structure and practice seem to us to
mncet commercial needs. The class rates cover all deseriptions of commodi-
ties ; and the power to quote special rates is wide enough for ali reasonable
requirements.

It has been represented to us however that, in detail, the system is
cumbrous and illogical, and that it calls for drastic simplification.

The indietment, if we may judge from the evidence put before us, falis
under two main heads :—
(1) The number and complexity of the class and schedule rates.

(2) The application of the *‘ discontinuous’’ mileage system as
between individual administrations.

127. Class and Schedule Rates—Complaint was directed against the
large number wf class rates and the complexity of the schedules in foree,
It was suggested that a smaller number of classes would be more in accord
with common sense and commercial requirements. On this general issue it
appears to us that the complaint fails to justify itself. We see no com-
merecial grounds for having a less number of classes than the diversity of
commodities to be carried will justify. On the contrary we are of opinion
that, having regard to the almost unlimited variety of commodities to be
carried, the Indian Railway Classification contained, until recently, too
few closses rather than too many. !

This has evidently been the view of the railways themselves, since they
have, as already indicated, within recent months added certain inter-
mediate classes to the classification. (See para. 125.) They have also
suplpemented the classification proper by a considerable list of schedules, .
and we think they have been well advised in taking this action. ‘

~ 1t is unfortunate that at this stage they have themselves given an
opening for criticism. For whilst the classification is reasonably uniform
for all railways, there are surprising variations in the application of the
schedulcs. Cement for instance ik earried by twelve Class I Indian railways
on seven different schedules, so that the charge for 300 miles varies from
61 pies per maund to 114 pies per maund. Salt is carried on ten different
schedules, and the same is true of grain and pulses.
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These differences have grown up over a lon i
ggge‘lﬂ?ms between the different @dministrationsgwgsgl(rfuc(;f ligs ?ﬂtxgtd
indiviéu y1 are now, and each applied the schedules according to its n
ndl fua requirements and conditions. We think, neverthel (t)lzm
bere is some ground for the allegation of complexi’t d th ailnans
would be well advised to give due weight to it. voan © railways

There are many ecircumstance 1 justi

. s which may justi i

ofv ) El]ﬂ'leregt schedules for the same commodi)‘fc.y;] ewfgn tilg gg(:nterillanc'e

Zylz 5110111 3 g)lstz may be hv_vlldely dissimilar on different sections owf?ngw i{)

s or gauge ; while scarcity of traffic ma ¢ i

fi}yﬁ(}?le ;)i rate;rs,h Jugt as density of traffic may maie ;leizé:vn;r itcllnl:flllﬁ::

remunerative. e demand for a uniform schedule f nmodi

is unreasonable, and particularly so i ey .each i
1reaso! , ¥y so in a vast country like Indi

the couditions vary so remarkably between one distriet ﬁnd ano?ltlléf: where

We are nevertheless under the impression th i i
zf(lllfldqutll;;sonf t}ile. Indian railways cannot altogether a{)te ,]'tl}ll'setif(ilelz(‘ieIif'}l't y’o(r)liE
WaVS< ther;mglvzs is cl(liaraeter. We believe that this is realised by the ;ail-
question 40% sim})ﬁgcatti}(l)it t}{’s’); ?v'gufllcllreﬁgy t('zl e et e, e
taken up more energetically, with the ul%iernaggtolt)'}]}:ctm:;ter dSh‘(’)uld be
number of schedules applicable to each commodit'y concre o the
minimum which can be justified on definite commerecial el;%flid:oo o
long as the present situation lasts it will be a weakness ing the g.'1 As
g?;l;) i?};’oiﬁ%e‘zfld?ell agz:)ilx_lst tlIle railways in their endeavour >t0 \;?; \‘1,;‘}11}(/3
npport ading public. It is in our view i \ rai
to work §te:~_1dily in the direction of simplica}c;(e);v ;ggu‘g;bﬁ)zz o Dhe rallwqys
of establishing themselves in a more logical and defensiblé prégi;)il())gortumty

The problem no doubt calls for the best experi
9f the different administrations if a satisfactg;'y :Elelfti(u)ofnﬂils fﬁtis efx per(tis
but we }v0111d urge that the movement as a whole should recebivé it i ou%:
fron{ nigher quarter, and that the Railway Board should giv C it their
special attention and encouragement. ' give 1t their

1.28. The ¢‘ Discontinuous >’ Mileage System.—
preniise ..thi’l,t this complaint arises 9 n g(fnil?gf;ti‘oivewi}}lloulga epfarhaps
.If'e}"’,":'Oplc scales, d.e., scales where the mileage inerement plrlng o
with distance. It is in fact limited to certain of the schedule ;ecregses
the class rates and some schedule rates are not telescopic r%es’ Sinee
to-station rates are lump sum quotations. An appreciabfe 3 :' o St‘gatlon.
all geods traffic passes on schedule rates, and the ran £ proportion of
is, therefore considerable. ’ ge of traffic affected

The present practice in the case of traffi i
system at schedule rates is to calculate the r:tg aoszn;%eo;r::almé)gi than one
each system instead of on the through distance over all the lyaénce v
follows {hat the rate for, say, 600 miles over two systems w-lsf SbeH}llS.. It
1_;han the rate for 600 miles over one system, and Wﬁfﬁ‘e m 'l f igher
involved the difference may be considerable. ' Ore systems are

This practice may be regarded as the n
> atu i ;
rates on traffic Entgrchanged between independentrarlailp;:c’mce Igovemn‘lg
rale in Great Britain prior to 1928, when the system of Chg's. t was tae
by the Railways Aect, 1921, came into operation, and has ;ge‘?)e%::etl%ged
) en
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the rule in India from the beginning. Nevertheless, as interchange of
traffic develops it becomes difficult to justify the practice, at any rale on
grounds of logie and theory.

It is argued that the mere fact of the transfer of traffic from ome
railway administration to another cannot justify the application of a methed
of ealculating the rate which may double the charge to be borne and will
certainly increase it substantially. It is difficult to resist the conlention
that, apart from break of gauge and transhipment, the natural and logical
method of calculating the rate is upon the throughout distance, not upou -
a series of ¢ discontinuous ’’ distances.

Here too we think there is some ground for eriticism of the ralc
systens, and the criticism cannot be ignored. It applies most strongly
in the case of exchange of traffic from one state-managed system to
another, and will increase in foree if more systems are transferred

from private to state management.

The remedy is not easy to discover ; indeed it is probable that
at fiest sight the complexity of the problem is not fully appreciated. ’
1t is not a question merely of calcnlating the rate continuously for
the throughout distance instead of discontinuously for the two or more
sections on different systems : the sehedules applied on the different
systems are in many cases themselves different. In some degree, there-
fore, we are thrown back on the more gemera] problem of simplifica-
tion which we have considered in paragraph 127. ’

Leaving this aspect of the matter aside, however, the problem
preseuts difficulties of its own. Where the aim in view is a simplifica-
tion of schedules it may be possible without undue disturbance to select
or to introduce a schedule which will fairly balance gains and losses ;
but in the case of °f diseontinuous 7 mileage no such compromise 18
practicable. The application of the ¢ eontinuous *’ mileage principle,
where the ¢ discontinuous ”’ principle is now applied, can only invoive
rate reductions : this course, therefore, would involve heavy losses (0
the railways, the extent of which cannot be computed, and there is no
ground for supposing that there would be a countervailing inercase of
business to them. The losses might indeed be so heavy as to eripple
railway finances, and we can see nothing in the circumstances to justify
such a risk being taken,

The hardship involved in the present position is not of so urgent a
character as to warrant desperate remedies. No practical cases were
quoted to us. Such cases, where the circumstances are clear, can readiiy
be met by the quotation of station-to-station rates, and we believe this
solution is already being applied in a large number of cases. We
recommend that this policy should be continued. The railways will do
well to deal sympathetically with all cases of hardship that may come to
their notice, in particular those where the ‘ discontinuous’’ principle
adds excessively to the amount of the through rate, and to meet such
cases wherever possible by the quotation of gtation-to-station rates
pearer to the figure of the through rate as calculated on the ‘¢ cou-

tinuous ”’ principle.
We do not feel that at the present time any further recommenda-
tion is called for, or would be practicable.



82

129. Risk Rates—It has been represented to us that there s un
unjustifiably wide margin between owner’s rigk rates and railway risk
rates and that a considerable proportion of traffic now carried at owner’s
risk would be carried at railway risk if suitable rates were in existence,
It was alleged that the wargin of difference is in many cases s0 greag
as to mnake railway risk rates prohibitive, and it was yr
rigk rafes should be quoted at a percentage above o
calenlated upon the actual risk incurred and the amount of claims pay-
ments whieh might be involved. '

It may be well to consid
rates,

Iv the General (‘lassification e

er the procedure adopted in quoting such

ach commodity iy first shown in
the class at which it ig accepted at railway riski ; and when raifways
are prepared to aceept it at owner’s risk it is also classified in g lower
elass, usually that immediately below. 'he  difference between rail-
way risk and owner’s rigk normally varies between 7 and 16 per cent.
but in the higher classes it may be as much as 35 per cent.

Where a schedulel rate is quoted this is generally at owner’s
risk ; the corresponding railway risk rate ig the class rate, ang may
be much higher than the owner’s risk rate. Flour, for instance, ig
normally' carried at a schedule rate; owner’s risk. On the Great
Tndian Peninsula Railway the charge for 600 miles would be approxi-
mately Re. -[14] per maund. If the sender wishes to forward {he
flour at railway risk he must pay the class rate which for the same
i:listzmee is Rs. 1/6]- per maund, or 57 per cent. above the owner’s risk
evel,

The position as regards station-to-station  ratey is the same,
Where a trader can satisfy the railways that they will i
Tevenues by quoting a station-to-station rate, this i
is quoted at owner’s risk with such other conditions gs may be thought
suitable to distinguish this traffic from traffic passing at the class or
schedvle rates. The extent of the reduction  offered i

according to the cireumstances of the case, but the conditions, as to
owner’s risk, ete., are offered as a whole,

So far no complaint arises. If the reduction ig excessive, that is
regarded as a matter which concerns the railway alone, It iS when
the owner’s risk condition has been brought into use that dissatisfac-
tion begins to be expressed. The owner’s risk rates are
matter of course, but when a trader finds that in individual
weigh hardly upon him, he enquires upon what terms the ra
take the risk, and is referred to the railway risk rate already existing,
This, for the reasong already explained, may be considerably higher
than the ownr’s risk rate—to such an extent, indeed, as to e pro-
hibitive---and the trader therefore finds himself compelled to continue
forwarding his traffic at owner’s risk,

cases they
ilway will

This, we believe, is a fair statement of the case

In Great Britain the situation has been met by imposing certaj
statutory obligations upon the .railway companies., The Il)%aill\:vgays Aagt?
1921%, places a duty on the Railway Rates Trih :

pnal. to determine what
*Boction 46, ’

88 presented to us.
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S ding
ot shall be made from the standard charges (correspgn 15
Ik‘)edl}t}‘tlj\(-)nsto .clas rates in India) where dam'algeable' merchandlse_ is
,r(.);.lied by railway under owner’s risk eonc}fuons. The commod}tws
(tzdl whicli this provision refers are indicated in the General Classifica-
t(i)“n cf Merchandise and the percentages have been determined by jche.
'[‘I;;jbuhal as varying between 23 per cent. and 12§ per cent. according
to susccptibility to damage, -
b3 i i tional rates for the
It is further provided in the case of excep X s
same tdamageable cgmmodities (corresponding to station-to-station ratgs
in Iiuflia) that the railway companies shall, where an exceptional I:ate
at i’ai}way company’s risk is in operation, quote a correspondmg.lxate
at owner’s risk, and wice versa. The difference between a railway
company’s risk rate and an owner’s risk rate must fairly reflect the
amount of risk involved.

g class rates, it is clear that the Indiap trader has an
advagil'aé:g a:)I"gart’othe British trader because of the higher pe}fcenzgge
rebale allowed to him when he bears the risk himself. Ol(li t % 0 n.er
hand, in regard to station-to-station rates, the British tra er has dl;
advautage over the Indian trader in that, where a ?ate carrgf_mg I;I%Q
set of conditions is in operation, he may demgnd a corresponding rate
bearivg the other set of conditions.

i inion that the Indian
sk t the matter as a whole we are of opinion
trad:;'wh;ggs:me claim for consideration in this matter and that the
railways ecould meet his wishes without serious sacrifice of revenue.
We suggest that the Railway Board should examine the British practice,
with a view to the voluntary adoption of a similar solution suited to the
special conditions of India.

] Ezport Traffic.—
20. Alleged Preferential Treatment of Import and
Sevexl-al chamqbers of commerce complained that rates h_agi not been
adjusted to changed fiscal conditions and that they facilitate import
and ekport traffic to the detriment of Indian industries, _

Thi eral complaint was illustrated 'by reference to the rate_,s
on cf;iltlsn g?ﬁom the éz)twn growin.g distr1ct§ to the ports a,nd‘.l ‘t(.)
Cawnpore respectively. The case,is substanhall_y the_ same as uld.‘;
which was considered by the Acworth _ Committee Jin 2‘1‘920-21 an :
described in the report of that Committee as  being ‘‘an Indian
grievance of long standing ’’. It was dealt with more recently in a
special Note by the Railway Board to the Public Accounts Committee,
printed as Appendix VII to the Report of the Public Accounts Com-
wittee on the Accounts of 1934-35 published on September 5th, 1936.

¢ do not think we can add anything to the comments of the
Acwg-fil dComnfjttee or to the arguments ag set out in the Report }?f
the Public Aeccounts Committee ; but We were imprelsed with the
feeling of grievance that appeared to exist in regard to the,s&e rates.
A grievance of this character in Great Britain would, fal}lng satlsfactwp
find its way, in natural course, to the Railway Rates Tribunal, where it
would receive a thorough hearn_lg and ooyld be argued out in all its Igear-
ings. 1t is a pity that in India the Ra.xlwayf Rates Ad—v:.gory Qomlxlmtt:ee
has unt come to be regarded in the same light. Later in this ¢ apter
we make suggestionk which are aimed at improving the procedure of
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the Railway Rates Advisor i

o ) visory Committee to
Eﬁec'tne,ly with compla}mts as between the traders and th .
oncerned, and we believe that the adoption of tj e railways
encourage traders to make more use of the Comm.;3Se suggestions will
done in the past. lttee than they have

enable it to deal more

131. Rate Quotation by Individ )

. . wal Railways.—. :

a ,g;iﬁn ‘211' c’laara.ct.er was to the effect that ti/le rﬁ?vgghzr ((139mplamt of

ti -India ’’ poliey in their rate quotations. We cou)l,d ﬁlsregard an

§ a.nt:la.l gwdence behind this allegation. The railways ha,nd 10 sub-

gpmﬁoh’. one a good deal to develop local collieries and othevez (;n ice

tﬁrese‘lg t}ns?h-ltmn of cheap rates ; - ndustrics
mdustries to live in competition with :

stanced industries at a greater distance—but tﬁIil:I‘SOIii'z.voggably circum-

in no need of defence from the ¢‘ All-India ’ point Ofyvie;ms to stand

On the other hand we received i

: er hand celved no evidence calculat
ghe t lran]ge' of dlstrlbu@on of indigenous products was uil(%lujclo Sil Ovtv'thalC
y the level of long distance rates ; such rateg seemed to us f%r slfemxfnt:s%

part to be exceedingly low, and this i .
a couutry of long distances,’ ond In1§i a<?bv1ously a desirable feature in

It may be that individual administrati i
i : rations tend in i
to look too narrowly at their own interests. This is admitigg}; ;ns(;lt:::cs:
of the present system ; it is inevitable under private mana.gemegi
?'nd €ven I)Iflder state 1mana,gement the danger remains so long 9\;
he success of a partieula ini ion is j e
the suce p r administration is judged by the net revenue

We can suggest no genera] remedy which wo i
defects. It is undesirable to centralise rate eontrc?ll(ingl('): ;Iéggli;tﬁ WL(;xrse
at presen:c. We consider, however, that the Railway Board should t}); fﬁl
the Traffic Member, hold itself ready to deal with complaint’s §0u§l
ch_a_J_:actnr_ which arise from the divergent interests of individ o
ré]mlStTtuonsh; and that the services of the Railway Rates IAI:iaw'llisoad'
ommi i
Comn ag:zvn?e ‘:)g.d be more freely called in by traders who fee] them-

182. Quotation of Rates to the Public—We h i
methods by which rates are calculated and quotzd :: etheexslﬁ)ll?g a the

Quotations are at present made partl i

3 ; y by station staff 1
by the head office, and this duplicati : . and partly
and foreign rates. Is duplication of duties applies to both local

The quotation of local rates is com i i

_ ] arativel

culations involved are well within the conIx)petenZg yofmgxgl:t tThe call
and we see no occasion to modify the present system ation. staft

The caleulation of foreign rates is, on the
extremelf eomplficated, and, as already indicat.
means of simplifying it. In our opinion i
makes undue demands both on the I1?ime antclllec;llln};?;:zg; Off t{llese rates
staff. 'Experﬁeme shows that they are frequently at (;- the Station
quofations made, and that the resultant errors cauge jrpi ey the
public as well as unnecessary correspondence to a] 1;2:%";’11 to the

other hand, apt to be
ed, we see no ready

;. and this policy has often enabled .
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We are of opinion that the quotation of foreign rates should be
concentrated at the head office of each railway under the eye of the
Chief Commercial Manager, and that the individual stations shouid
be supplied with rate books after the fashion which is prevalent in
Great Britain. These rate books should contain all the quotations
which bave been made for foreign rates, whether these are class rates,
schedule rate§ on station-to-statipn rates. Additions to these rates
ghould be notified from the head office to the stations concerned, and
recorded in the station rate books in accordance with some recognised
and regular procedure.

An experiment on these lines has been carried out on the North
Westein Railway and has been found to involve substantial benefit in
reducing the number of erroneous quotations. The change should ulti-
mately enable a saving to be made in station staff, but any such saving
is dependent upon the general adoption of the system.

We are aware that the proposition has been receiving the careful
attention of the Indian Railway Conference Association and that they
have not seen their way to adopt it on account of the additional expense
involved. It is in our view inevitable that some additional expense
must Le incurred in connection with the first compilation of the rate
books. We believe, however, that this will be outweighed by the benefit
obtained from the diminution of errors and the greater satisfaction to
the public. When once the system has been established generally,
we doubt whether there will be any additional current expense suck
as has been anticipated by the Railway Conference Afsociation.

It may be urged that the change will lead to delay in the quotation
of foreign rates. These can, it is argued, at present be -calculated
by a careful station clerk, and in many cases the quotation can be
given ou the day when the enquiry is received. In future such
enquiries will need to be referred to the head office.

The possibility of such delay must be admitted. On the other
hand most of the foreign quotations required will already be recorded
in the station rate book and can be given by reference to the rate
book with less delay than at present. Enquiries for new foreign
rates, if urgent, could be passed forward by telephone or telegraph to the
head office and the reply sent direct by post or telegraph
to the trader making the enquiry. Special steps should be taken to
organise prompt reference and quotation on these lines so that the
public may get as prompt a service as they now receive and at the

same time a more accurate eone.

A request for a new station-to-station rate must at present be
referred to the head office, and the change which we here recommend
will not affect this procedure in any way. Such applications must
in al] cases receive careful consideration ; if they _affect other rail-
way administrations, the condent of those administrationg must be
obtained ; the effect on other rates must also be taken into considera-
tion. For these reasons the trader must be prepared for some delay
in the quotation of such rates, and where such dqlays are likely o
arise the railways will be well advised to inform him of the probabi-

lity.
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.133. Railway Rates Advisory Committee—In i
plaints placed before us by chambers of commeree angeilt‘lhne% ﬁfgiefo‘nf'
have foimed the impression that the trading community feel tl’l o,
selves lurdened by a sense of helplessness in trying to obtain a fair
hearing, and that almost as much importance attaches to this aslatu.
the substanee of their complaints. This attitude of mind calls 'E)O
sympathetic treatment, and we hope the situation will be im rov"l"
by the closer contact which we have recommended between ralglwaus‘
and traders. But over and above this it is desirable that an a rS(’)_
priate body should be in existence to which complaints in regarrzlp 10
rates and charges can be referred if direct negotiation between traders
and the railway administrations fails to find a solution.

The existence of the Railway Rates Advisory Committee does not
appear to be generally known. Those members of the tradine public
who know of it complain that its procedure is slow and that {iat is 100
much under the wing of the Railway Board.

. Some chambers advocated its abolition and the int i
its. place pf a body with mandatory powers like the al%ﬁ?llvtg;e%atleﬁ
Tribunal in Great Britain or the Inter-State Commerce Commissior;
in the United States. Other chambers expressed the view that s body
with advisory powers meets the purpose, but that the present Commitice
sl}onld be remodelled on the lines of the Tariff Board. Most of the sponsor
of these proposals had not, as they freely professed, worked them out to
a conclusion, and we interpret the evidence on this subject ag a symptom
of dissatisfaction with the existing machinery and of a desire to secure
better means of redressing grievances.

Whilst we consider that ‘the present arrangements can be, and
ought to be, improved we do not favour the appointment of a body

like the Railway Rates Tribunal or the Inter-State Commerce Com-’

mission, on the ground of the legal character necessarily assumed by
the nearings before such a body and the cost involved to applicants.
On .the other hand, we do not see any special advantage in the sug-
gestion that the existing Advisory Committee should be remodelled
on the lines of the Tariff Board, which is itself an advisory body.

We_ gonsider that the requirements of the case will best be met
by vetaining the present constitution and jurisdietion of the Railway
Rates Advisory Committee, but we think the procedure of the Con-
mittee should he made both more expeditious and more public. We
accordingly make the following recommendations :—

‘a) Less time should be occupied in preliminaries, and the
procedure  generally should be expedited. At present,
for example, a railway is allowed two months in which to
prepare an answer to an applicant. This might well Le
reduced to 21 days as in Great Britain, subject to the right
to apply for further time in special ecircumstances.

{b) At present it rests with the Government to determine whether

or not an application should be referred to the Agdvisory
Committee for consideration. In our view the Government
should accept an obligation to refer to the Advisory Com-
mittee any relevant application, unless in the opinion  of
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the Government the application is frivolous or vexatious:
If the Government should refuse to refer an application iu
the Committee, they should give their reasoms, in writing,
for so doing,

(¢) When the recommendation of the Committee is presented t»
the Government a copy should be delivered to the applicani.

(d) The eventual decision of the Government on the subject-matter
of the application should be published.

4

CHAPTER X.
Co-ordination of Road and Rail Transport.

I.—COMMENTs ON PRESENT POSITION.

134. We are required by our terms of reference to pay due regard
to the question of establishing such effective co-ordination between road
and rail transport as will safeguard the public investment in railways
while providing adequate services by both means of tramsport.

135. Development of Road Transport in India—Road transport has
not developed to the same extent in India as in other countries of the
world. The number of buses and lorries is small in relation to the sizc
and population of the country and is bound to increase as the road system
is improved and extended. We consider that the country should enjoy
the advantage of this development and that no restrictions should be
imposed which would unfairly hamper it.

136. Chaotic conditions caused by Inadequacy of Regulation—It iz

. undisputed that road services in India are at present carried on in unsatis-

factory conditions. No reliable information is available as to the number
ofr vehicles in use, the nature of the work which they do, or the distriets
or routes which they serve. The machines generally are in bad mechanieal
repair, and their operation is carried on in a haphazard manner, over-
crowding of buses and overloading of lorries being the rule rather ‘than
the exception.

It is true that a few road services in India are conducted with a
sepse of public responsibility ; but it would be difficult to exaggerate
the conditions of chaos in which the great bulk of ecommereial motor -
vehicle operation is conducted.

137. Present Form of Regulation—~The responsibility for the
regulation of road transport rests mainly with the Provineial Govern-
ments. Yet the Provincial Governments themselves take differemt views
a3 to the extent of their powers. The Government of the United Pro-
vinees obtained special powers in 1934 ; the others rely on the powers
contuined in the Motor Vehicles Act, 1914, and act on their on varying
interpretations of those powers. . ‘

_ All' Provincial Governments regulate road transport by licence.
but they differ as to the status of the licensing authority, the charges
levied, the conditions under which licences are issued, and the effective
pess of their endeavours to see that the conditions are observed.

147RE a
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Road development is also a responsibility of the Provincial Govern-
ments. None of them regards the existing road system as adequate. Their
own funds, as a general rule, are sufficient only to cover maintenance of
existing roads, and they look to the Central Government, for the most
part, to contribute money for extensions. The Central Government
provides these contributions out of the petrol duty. As providing the
mohey, it claims to control the type of road upon which the money shall
be spent and is aceused of exercising this control in the interest of the
railways. This is a source of friction between the Central and Provinecial
Goyernments. In the meantime even the maintenance of existing roads
which is divided between the Provincial Governments and Loecal Boards’
is proving to be a heavy burden on Provincial and Local Finances It
will become heavier as the mileage of the road system is extended. '

_ 138.'Adeq1_aaz‘e Regulation of Transport Essential in Public Interest.—
Tt is against this background that we have to consider the co-ordination of
road and rail transport. We are bound to say that in existing conditions
en-ordination is an unattainable ideal. The policy hitherto followed by
the Provincial Governments encourages an unorganised and inefficient type
of road transport whose competition 'will ecripple the railways without
providing a trustworthy service on the roads ; whilst on the other hand
the contr.ol exercised by the Central Government can only be made effective
by delaying or restricting the provision of an adequate road system, which
js a public need of the first order, quite irrespective of the railwa’ys. In
this way, a continuance of the present policy seems certain to give India
the worst of both worlds—unprosperous railways and inadequate roads.

We consider it essential that the situation should be t: i
without d(_alay ; and in our view the first necessity is an adggggtelnsyl;?:g
of regulation of road traffie. It is useless to try to bring about effective
co-oydmatlon until road and rail transport are both operated as public
services, and under regulations appropriate to a public service. We pro-
pose, therefore, to begin by examining the form of regulation which is
desirable in the public interest for 'rail and road transport respectively.

II.—Ranm.wAy REGULATION.

139. Existing Regulation Suitable.—The railways ia, li

(;f all other countries, are subject to statutory reguﬂztigfl Izg;a&llll}lfei;h:ﬁe
interest of sgifety but in order to ensure their proper coﬁduct as a ubFe
© gervice. This system of regulation was imposed at a time whenp the.:

E-n;oyed‘ quasi-monopolistic conditions, and in our opinion it has produced
;lje desxzsd obJegg wﬁm;lttunduly tying the hands of railway administra-
ions, e consider that it is still suits i
tons. e nonsider that Xt ble and do not recommend that it

I11.—RoAD TRANSPORT REGULATION,

_140. General Objects of Regulation.—It is s i i

crities of the railways that regulation of road tralllipg(;??st ﬂ?ocfttdm lend ll)y
for the sake of protecting the railways and, as the case is put, ‘b l;;ter'e y
up an obsolete system of transport ", This proposition: d;)es gy
examination, for all experience shows that proper regulation of oﬁ? bear
port is necessary not only in the interest of safety but also to guli'de it? ::lv?l

exist ag to the extent to which the responsibility should rest on the Centre;:;

‘ ﬂ‘ilelﬁ'.‘ o
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development along sound and economic lines ; this would be so even if
railways did not exist.

We have said that India ought to enjoy the advantage of the develop.
ment of road transport and that no restriction should be imposed which
would unfairly hamper it. On the contrary it should be encouraged to
make the fullest contribution to the general economic welfare. What
should be the nature and the extent of that contribution ¥ Road trans-

port cannot supersede the existing transport agencies ; what part ought
it, as a newcomer on the stage, to play ?

Tt is rightly claimed for road transport that it is flexible and that,
whercever sultable roads exist, it gives convenient service from door to
door. These inherent qualities make it particularly suitable for the
development, step by step with the development of the highway system,
of the large tracts of India which have not yet been provided with public
transport facilities. In these directions there is adequate scope for the
growth of motor transport for many years to come ; and there is mno
other way in which the new form of transport can so effectively confer
its special advantages on the community. In India, no less than in
other countries, the omnibus can do mueh to transform life in the villages
by bringing them into direct contact with the neighbouring towns and the
railways. The goods lorry, too, will render invaluable service, particularly
to the agricultural community, in opening up new markets either by direct
delivery where they are near at hand or by conveyance to a convenient
railhead where they are more remote. 1t is along these lines that the
authorities can most profitably direct a policy of road improvement and
construction, and the establishment of public road transport services which

will follow that development.

This objective can be reached only by conscious direction through the
medium of regulation.
141, Machinery of Regulation—The Central Governinent and the

Provincial Governments are jointly concerned with the regulation of road
transport, and it is not surprising that some difference of opinion should

and on the Provinces respectively.

The Central Government is responsible for the conduat of the syster
of stute-owned railways in which nearly Ra. 80 crores of taxpayers’ money,
is at stake. It is matural, therefore, that the Central Government should:

be concerned to preserve not only an enormous investment but an essential’
public service against unfair and uneconomic inroads by a new competitor:
Tt ia drguigble in prineiple that, seeing that regulation of the railways. resis
Wl‘lgl the Central Government, regulation of road transport should de so ag
weil. ‘ o , L

On the other hand; the construction and maintenance of roads aré
responsibilities of the Provinees and it is an easy ‘transition to suggest
At 4lig-control of traffie of those Toads shiould be in the same hands. hiig
congidersition i8 in our view jmportant ; but it is at least of equal fmportance
that the police are a Provincial responsibility and that the administration
of ‘amy system of road tramsport regulation must be enforced through
IATRR ‘ ' 62
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We feel in this matter that the administration of regulation should
propeciy be vested in the hands of Provineial Governments, but that it
slhould be preseribed and carried out in accordance with uniform prineciples
enacted at the Centre.

142, Regulation common to Passenger and Goods Road Transport.—
Regulation 1s at present carried out through a system of licences or road
service permits, and this seems to us to be the appropriate method.

The first consideration should be regulation in the interests of safety,
applicable alike to buses and lorries, and should cover the following con-
ditions :—

(a) Fitness of Vehicle—There should be periodical inspection of
vehicles and provision should be made for suspending the
use of a vehicle found to be defective.

(b) Overcrowding and Owverloading—The number of standing
passengers to be permitted should be specified, and the
number so specified should be exhibited clearly both on the
outside and in the inside of the vehicle.

We consider that overloading of lorries can best be prevented
by prescribing the maximum laden weight, and the weight
so prescribed should be exhibited clearly on the outside of
the vehicle.

(¢) Speed Limits—Speed limits are notoriously difficult to enforce
and we suggest that the fullest consideration should be given
to the desirability of requiring all buses and lorries to be
fitted with mechanical governors so as to ensure their keeping
within the preseribed limits.

(d) Hours of Duty~It is important, in the interest of public

safety, that the hours during which a person may drive a
bus or lorry should be restricted, and this restriction should
apply to the owner-driver as much as to the employed driver.

(¢) Fétngs.s of Driver—~This includes both physical fitness and
ability to drive a vehicle of the description intended. A

system of driving tests should be set up with this object in
view.

Infringement of the foregoing conditions should render a licence-holder

liable to have his licence suspended or revoked, according to the serious-
ness of the offence.

143. Regulation in accordance with Fublic Need—We consi
safety regulation on these lines is essential, but it is not sufﬁcie:llfl?lfritge}ft"f
Experience in Great Britain and South Africa, of which we have first-
hand knowledge, and evidence from all other countries in which the road
transport problem has arisen, show that reliable and satisfactory road
transport services can be built up only when the supply of transport is
regulated in accordance with the demand. 3

. A ° Negleet of this prineipl
1 . mang. principle
.:ie:s fs In excessive provision and maldistribution of road transport facili-

Excess means waste, and wast

i aste has to be paid for by the body of
transport users as a whole. India in its present stage of Zconomic (‘ﬂve-
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lopment can ill-afford to bear an unnecessary burden of this kind. Mal-
distribution is apparent in the redundancy of facilities provided on
ceriain routes linking large centres of population and in the neglect of
more sparsely populated distriets,

We therefore recommend that the number of vehicles should be
regulated aceording to public need with the twofold object of preventing
wasteiful competition and ensuring that new facilities are provided
wherever they can be economically developed.

144. Speciul Regulation of Passenger Road Tramsport—Passenger
services should be regulated by a system of route licensing, and time-tables
on cach route should be fixed. By no other system is it possible to secare
a proper distribution of passenger road servieces. A regional system of
licensing, such as was advocated in some quarters, would perpetuate the
concentration of buses on the more populous routes and discourage attempts
to establish services.on the less populous, and presumably less profitable,
Toutes.

Fares should also be fixed, not in relation to maximum or minimum
limits, but absolutely. This is necessary in order to prevent unfair and
uneconomic competition where, as may frequently happen, two or more
operators are serving the same route.

Subject to the foregoing conditions a licence should be granted where
public need or convenience is shown, and regard should be paid to the
adequacy and convenience of existing transport services, including trans-
port by rail. The licensing authority, in deciding whether a licence should
be granted or refused, should take into consideration representations
mede by persons already providing alternative transport facilities in
the district concerned ; but this should not preclude the provision of road

* gervices paralle]l to the railways in cases, for instance, where the road

gervice will be quicker, more intensive, or more convenient than the rail
serviee.

145. Special Regulation of Public Goods Road Transport—The posi-
tion of freight road services is different. The case for such services on
grounds of public need or public convenience is as a rule much weaker,
except where feeder services are concerned ; and in our view a more
stringent system of licensing is appropriate. .

We do not advocate a system of route licensing as in the ease of
passenger vehicles. In our opinion such a system would not be flexible
enouglt for a freight road service. We favour rather a system of regional
licensing, and we recommend that permits should be granted to operate

‘within,_ the area of a Distriet Magistrate’s jurisdiction. Freedom of

operation within a distriet will generally enable services to be eatablished
which will form links with the trunk traffic routes, whether by rail or by
water. We do . not contemplate, however, that freight road transport
should be rigidly confined to the limits of a District Magistrate’s area.
Sugb a limitation would be unjustifiable and contrary to the public interest,
aii‘g",jiiqmits to penetrate adjoining -districts should be issued where no
suitable glternative facility is available. : :

It is desirable in principle that rates for the transport of goods by
rogil should ke subject to regulation. This, however, is admittedly a
difficnlt problem™-and has not been solved even in' Great Britain, where
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the regulation of road transport has proceeded much f i

in india. We believe that, in the conditions which exi:tr tilll:leI'Ixilil{‘é,n’c:ﬁdlz;aﬂq
it will be wise to postpone the regulation of rates until the genergi
measures of regulation recomimended in this Report have enabled the
goods road haulage industry to organise itself and attain reasonable
§tab11ity. _Proyxsion for regulation of rates should, however, be included
in any legislation which is enacted, and this should be cap;ble of bein
brought into force when the circumstances are judged to be favourable §

Apart from the general conditions already mentioned, we rec

fron C omm
that the licensing authority should have power to attach to goods r?)ra;&
service licences either or both of the following conditions :—

(a) that certain eclasses or deseriptions of good
carried ; P goods only shall be

(b) that the vehicle may not be used on specified routes ;

and that he should exercise these powers in such g
Fal comopetition. way as to prevent waste-

Subjeet to the foregoing conditions a licence shou 3
public need is shown and, in determining public n‘eegi, Ezg%,ﬁngﬁﬂfgegb
paid to the ad.equa.ey of existing transport services, including trans or$
by vail. The licensing authority, in deeiding whether a licence shoulg be
granted or refused, should take into consideration representations made

by persons already providing alternative tra lities i fb
concerned. g ransport facilities in the distriet

146. Regulation of Private Lorries—We have car i
whe]t_her this system of regulation (other than rate regufﬁ};lilgg) c:l?oslll(llsr%d
app,Ler to private as well as public lotries and we recommend that i:
shou}u be so applied. It has been represented to us that private lorries
should enjoy more freedom than public lorries on the ground that a b
restriction would involve interference with private business. We do nnjlt
accept that cgntention. The regulation which we recomlilend for tl(l)
pu?ghc lorry aims at .building up a co-ordinated system of transport ~
which each agency VYIH be the complement of the other, and whilc):h w}ﬁ
afford the best possible service under conditions of ’stability Ev : y
trader recognises the importance of stable conditions of transporij, bothel")
regard to service and in regard to rates. It is of far greater import e
in the general public interest that that stability should be prese p(;' allllce
that individual traders should secure the narrow and isolated aave : o5
which would alone be derived from the indiseriminate use of privatzaigrtiige?

147. Licensing of Exzisting Vehicles—In or i ibil
of hardship to existi.ng operators we consider dgazoa?lvo:'gh‘;ill(;sp()\?}llbﬂﬁty
passenger or goods, in use on the date of our Report should be li e
without regard to the test of public need ; in other respects th ehlcensed
made subject to the conditions of regulation already recomg sdould o
cases where the number of vehicles is now excessive the sitn én ooy
be met by a redistribution of vehicles or, where that ig notap:;Ict?Eggild

€ e,

should be allowed to correct itself by the normal process of attrition

consider the form of
regulation described in

. 148. Legislation necessary—We now come to
legislation necessary to give effect to the system of
the foregoing paragraphs. '
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Except in the United Provinces where special powers were taken in
1934, the law relating to the control and regulation of road traffic is inade-
quate and out of date. New legislation is urgently needed.

We have examined the Motor Vehicles Amendment Bill which has
beeu before the Legislature. It is purely of an enabling character. It
would be preferable in our opinion, that a mandatory Act should be passed
laying down the principles upon which the regulation of road transporl
should be carried out. Should, however, this involve serious delay or
difficulty, we strongly recommend that the Amendment Bill should be
passed as quickly as possible.

149. Inadequacy of Police Control—As has already been indicated,
the conditions which exist in India make it a matter of extreme difficulty
tv ensure adequate police enforcement of the Provincial rules. Far more
is necessary in this direction if road transport is ever to rise, as it should,
to the responsibilities of a public service. .

We have referred to the inadequate knowledge of what is going 4@
in certain Provinces. We consider that, where this has not already been
done, Provincial Governments should without delay take careful stock
of tlic existing situation. In the few Provinces where any investigation
of the conditions has been undertaken, there were found te be prevalent
such abuses as can be checked and prevented only by a thorough :{glﬂdning
up of police supervision. . LT

It has been objected that adequate control is expensive. We eafinot
regard this as a valid objection. Tt is proper that road transport should
bear the cost of its own regulation, and this can be done by an increase
in the registration, or licence, fees or in the Provincial taxes levied on
motor vehicles. The remedy therefore would appear to be in the hands of
the Provincial Governments themselves. We understand that, since we
began our enquiry, Provincial Governments have been empowered to use
the proceeds of the petrol duty to meet charges, including the cost of
establishment, connected with the control of motor transport.

150. Inadequacy of data relating to Road Tranmspori.—In the
Mitehell-Kirkness Report of 1933 emphasis was laid on the difficulties

.experienced during the investigation owing tq the lack of reliable statistics

relating to traffic on the roads. Our experience, four years later, has been
similar. y ‘

We strongly urge that Provineial Governments should review their
svstem of records so as to ensure that adequate statisties are kept of the

"

number of vehicles and other matters relating to road traffic in their Pro-
vinee. J
| IV.—TaxATiON oF MoTOR VEHIOLES. i

151. Lack of Uwiformidy—There are very wide differences in the
rates of licence fees, provincial taxes and other dutigs levied on motor
vehicles. Jn the case of a 30 cwt. lorry the variation is as much as from
Rs. 125 in owe Province to Rs. 800 in another. ‘We see no reason why such

‘wide diffetences should continue and we recommend that a movement

should be made towards equalisation. The concern of the Provineial Gov-
ernments ‘will quite properly be to obtain the maximum revenue f‘rom
these sources, but we consider that the contributions by motor vehicles
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should be fixed at a level which shows due regard for th .
cost of providing, maintaining and policing the 0 ads. proportionate

. 152. Tazation of Private Lorries—In the case of private lorries ti

difference in the scales is even more marked. In certain Provinces tl y
are on the same footing as public lorries. In other Provinces th: o
charged substantially less, whilst in some cases a nominal fee oyl iy
charged. This distinction is, in our view, without warrant. It h: nl}; .
1-epresen.ted to us that a private lorry should pay less than a publid; 1 ee'n
because it is not used for making profit. In this matter, however, w o
unable to draw any distinction between the direect proﬁ,t made f,ron‘x3 %ﬁe
carriage of goods for hire and the indirect profit which is the only eor :
n}:xerel‘al mptive for the use of a private lorry. We therefore recol}xllmgg]ci
;113}1 ilcnlglxl';si eg.latter private lorries should bg placed on the same footing as

158. Basis of Taxation of Lorries—The usual basi i
lorries is unladen weight. In at least one Provinece it i:l?o;girfgxgg 1(;2“015
Wf; are of the opinion that the most equitable basis is maximumpl dy.
weight, and we recommend that this be adopted in any revision that s
carried out. This basis would be consistent with that which we r com.
mend in connection with the overloading of lorries [paragraph 142 (%c)o]m-

_154. Fuel 01l used for Road Traction—There has i

utilisation in India of the diesel motor vehicle. In ordsec;' i:(a)r eziigcglfctd?
pre[grence which it enjoys over the petrol vehicle and to prevent unecob
noiric development we recommend that, as regards duty on fuel, the di !
vehicle be placed on a footing corresponding to that of the petr(,)l vehiciezel

155. Tazation of Trailers—We consider that Provincial Governments

should ensure that taxation levied in respect of trailers

u should be ad
baving 1"egard to the use they make of the roads. We suggesta t%(il‘;a;:;
appropriate level of taxation would be at one-half the rate of a motor vehicl
of equivalent maximum laden weight. el

In this part of our report we have, as a m i
the word ¢ tax.ation ” loogely in the s’ense in %f;{fitco}?{:;erﬁ:gee,tusgd
commoply applied to the payments made in respect of motor vehicfes ° Ie
the strict sense of the word these payments are not taxes but pa m tt%
for services rendered in the form of providing, maintaining and rgoﬂl E-n :
the 1oads. Only excess payments made after the cost of thos R erviens
has been met are of the nature of true taxation. ¢ serviees

V.~RoAp CONSTRUCTION.

156. Responsibility.—The maintenance. impr

tion of roads are responsibilities of the Provililtg‘;fmé%gefx?rg ctonstruc.
Ce'ntral Government is, however, interested in two ways. It s The
Provinees with part of the yield of the petrol duty for the cox};gwi?ﬁ the
new roads ; and, more important, it seeks to have a voice in Puc iy 'Of
policies of road construction because of the effect which th rovincial
might have, through the development of competitive road ose_policies
the financial position of the state-owned railways. There ig Se({'y erpin
of interest here which has caused some lack of harmony Tﬁ- I}\llergence
unfortunate but need not be permanent; and we cannot help tl'zelifg k;;m‘:

a
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a hetter appreciation on both sides of the transport problem would go a
long way towards removing the present difficulties. An efficient railway
system is essential for India as a whole and for every Province which
constitutes a part of it. At the same time a comprehensive Provineial
roac. policy is bound to make for the economic development of the Pro-
vinees and consequently of India as a whole. In a long view the interests
of the Central Government and the Provincial Governments in this matter
are less divergent than the present situation seems to suggest.

157. Contact between Provincial Governments and Railways—Under
present arrangements the Provincial Governments consult railways on
quiestions of road construction through the medium of Road Boards or
Boards of Communication. On these Boards the railways are represented
by the Agents concerned, who are called upon to express their approval
or their disapproval of each road proposal put before them. In our view
the Agents are thereby placed in an unfair position. If a new road is
likely to diminish the traffic on his railway, an Agent has no option but to
withhold approval, however, great may be its advantages from a non-
railway point of view. We think it is proper that the Provincial Govern-
ment should call the Agent into consultation on these matters, but that
his responsibility should be limited to placing before the Provineial Gov-
ernment, and the Railway Board, an estimate of the loss of railway traffic
which would be involved if the scheme were adopted. The proposal under
dispute would then fall to be adjudicated between the Central and Provin-
cial Governments with a full knowledge of the arguments for and against
its adoption. ’

158. Future Road Construction.—~We have already drawn attention
to the insufficiency of the funds at the disposal of Provineial Governments

" for carrying out schemes of road construetion. The period required for

completing any comprehensive programme has been put to us in some
cases as exceeding twenty years.

We are convineed that the relations between the Provincial Govern-
ments and the railways would be much improved if the Provinces were to
work out long-term gprogrammes of road construction and settle, in con-
sultation with the C®ntral Government, the order of priority in which the
works should be undertaken.

_ This should be rendered all the easier if our recommendations con-
cerning the regulation of road transport are adopted. In the existing
conditions of road traffic much of the railway objection to proposals for new
road construction is in our view legitimate ; the railways are bound to
protest against any new road facility which will lead to an extension

.of nneconomic and unregulated competition. If, however, proper regula-

tion is imposed the main ground of the railway objection will be removed,
and we contemplate that Provincial Governments will. then find mueh
greater freedom than they have hitherto enjoyed in carrying out their
‘projec'ts. ' ' : T

VI—RAmway ParTicreATioN IN Roap ' 'TRANSPORT.

159. Powers needed by Railways in Interests of Co-ordination.—We
consider it of the first importance that the railways shall have full powers
to run road services for the conveyance of passengers and freight traffic,

‘subject. to the same licensing and operating conditions as apply to every
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other person providing road ices for hi )
he railways g services for hire. These powers should enable

(a) to run road services themselves :
b

(b) to hold a ﬁn'ancial interest in undert
ger or freight services for hire, g
agreements with such undertaki i

eeme ] ngs wit j
ordinating rail and road transporg;‘, faclil};tiz};e- Z‘i?;ct of co-
y

(¢) to make agreements with contractors

7i for the :
serviees whether ; runni
basis. on a profit-sharing, charter'hir!elgogf 01;({;(1

akings providin
g passen-
nd to enter into working

We are advised that i
all rail .
not possess them when Pact V] Iv;a.Vs do not possess these powers and will

is b : o of the Gove S .
rought into operation. We recommend tiléltn&nl; e(;i J:egla tf&ct, 1935,
e taken,

whether by legislatio i
enumerated. g n or otherwise, to confer on all railways the po
wers

The British ra\ilwa ;

. . ys obtained pow :

it was not powers of this charae :

could be malfir(latlilnﬂtlﬁze vg)(;\zers% had geen obtained eﬂfg? Latg; ls?e o8, nd
\ of co-ordinati rious start

regards passenger services on between road and raj

already been reached in @ a very large measure of co-ord; rail. - As

this coul : > reat Brltam. It is not Ination has

given Ful Imt; "lo take achieved if the Briﬁshtizﬂ’i’v‘éﬁ b a oy bo

¥ . ake whatever ; . ad not bee

stances might seem to render suitable. share in road services the eircumlf

In South Afri

rica also the Gov :
conduet roa Hees & Jovernment railways h
e comI()ia jg;mez of t‘nelr. own or to make agrangzglft i
reached as betwes very high degree of co-ordinat'en S th road
oy een road and rail, and could h lon has been
other way. J u ave been reached in no

ull liberty to

160. Present Railway P
railwa, Yy Powers and Policy—
possesg’,s }Evi al;la}()je nof attempt to use the 1)a1~t3'la1 Il)?)l\‘ggl(-isly’,h-the Indian
transport, wheth een felt that in the present chaotie co “d.lf’h they now
carry on a 1T Dassenger or freight, no concern h'n itions of road
o o service on sound economic lines could ho Which attempted to
wn dOllbtedl;mgz%: without serious loss. Present daypeo:;l0 'I}I,la‘ke a profit,
: W a proper economic 1 § nibus fareg
hy iti . ¢ level. T Ares -are
' 83}51312?: Ocv(;r;g;tlgg l;m(}il. f?equ%ntly overloaded. %ﬁeyu;:s; lm'e . I bad
i - Or by is lamily, under iti ' argely drive
which defy competition. There is an excgs; g%t{)ons as to hours agd V&;&gel;

;w.é'gu;tve:],ﬂgngeitthmag be t'cafken for granted stf :nrggfwmost remunera-
™ be the target for th ; » ay-owned
part of the existing omnibus owmr:_ most intensive competition o 2}111:

We accept this view. It see i
; 2 . ms to us evident
?)u tgirszul;lﬁz (;v:m.ers could earry on at a profit lllﬁll:: 1;0 .
e e a1.111 centres of pepulation. This woylq ilstmg conditions
case e railways, whose standards as to maint, ¢ especially the
0 wages and conditions of service of staff must eéleanee of vehicles and

ex i .

embggns the less, we tl.ﬁnk it vegrettable that . céptlona]ly high.
ed upon road services and faced the losses invollxaways have not

» regarding them

responsible firm
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ain their footing in a mnew and

as the price to be paid in order to g \
Qur reasons for this view

important branch of the transport serviee.
are \— :

(a) A resolute attempt by the railways to provide a goqg and

efficient omnibus service would have done something to

earn ihem the goodwill from the Jack of which they suffer

ttempt to make good their posi-

so much at present in any a (
tion against road transport. They would at the same time

have established a claim for consideration as road carriers
by the mere fact that they were on the roads and endeavour-
ing to provide a respectable service.

(b) The existence of an efficient and economical road service run
by the railways would have made more evident the deplor-
able character of the service provided by others and would
have strengthened the demand for some measure of regula-
tion in order to bring other services up to the railway level.

(¢) The annual loss to the railways would in our opinion have
been trifling compared to the loss which has been incurred
by the diversion of traffic to the roads, and would probably
have been more than counterbalanced by the effect which
the railway services would have had in discouraging the
establishment of outside competition. ‘

We hold this view the more strongly having in mind the experience
of the South African railways in this matter. These railways provided
services when they had no exclusive powers or preference as against out-
gide competition. Their services were frequently run at a loss, but they
made it their business to share the work with outside competitors and
to create a good understanding with them. When the time came for the
institution of a proper system of regulation, the railways had shown that
they were well disposed to road transport and capable of providing it
on economic terms in co-operation with other road transport interests.
In these conditions the railways were able to secure a strong position as
participguts in the road transport industry, and it can be claimed that a
more complete measure of co-ordination between road and rail has been

achieved in South Africa than in any other country in the world.

161. Railway Policy Recommended—Passenger Road Services.—
Valuable time hes been lost but evenhow it is not too late for railways to
enter the road transport business. There are a8 yet few reliable services
run by responsible concerns in British India, and there must still be
seope for the Indian railways to follow the example of the railways in
South Africa by embarking on road services of their own.  Where ser-
vices have already been established on a sound basis an alternative course
would be open to theém : they could adopt the policy of the British rail-
ways ayd take a financial interest in independent omnibus companies,
entering into working agreements with them with the object of eo-ordinat-
ing rail and road services. e o L

We emphasise, however, that the matter does not admit of delay.
All railway a,r:lminmtrations should immediately examine the possibilities
of engaging in passenger road services in their respective areas, and
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should submit definite proposals to the Provineial Governments
c_erned. In seeking to justify the capital expenditure it ;vill ('{)1 ,6' ;
sible to support such proposals by any precise lorecast of the LI lfmp(')b-
result ; llldged, it is likely that many projects will at the out‘lk l1‘11'd1101"(11
loss and will continue to do so until a licensing system haétb ’lfhuétlu%
;elstabhshed.1 lWe repeat that it is worth incurring tiis loss i; rttllllmuf?r
wxielal ggzgé;l enefits, both lhmmediate and prospective, which the poli-y

¢on-

. 1No]ospeeml .plea is needed to justify the railways in engaging in
Leecder bus services to and from their stations. Such services wiﬁ % in
increased revenue to the railways by tapping new sources of traffic rlng
will afford valuable amenities along the lines on which road services a:n
most profitably be developed in the public interest. T

The proposals of the railways need not, however, stop s

:ﬁrvmes, for we see no reason why railways should n’otb ;)ll;osg(;ﬁizclit geted;e .
the r%nnlng of road services p_arallel to their own lines. It may be Iz)u' . E
thgxt y doing so a railway is entering into competition with itself gl‘tl)et

1s argument need not be regarded as conclusive. In the first pla ’
parallel service is not wholly competitive ; it has as a rule som | contribe:
tory value to the railway. Moreover railways, like all other :ofx?ntrlb'ui
concerns, have alwgys provided alternative services of different ll?ell"?a
and at dlﬂi'ergnt prices. A public demand has arisen for a new f((l)ra 1 1e?
transport Whlph competes with the old forms. This is merei ¢ o '01
(i:na::aggewil}?: ;li- Oc;:stan;]y occltlrring in the commercial world &hir:peci}gr

, 8 ess of invention enabl ity

produegd In competition with older typesﬁs aIr? esvl&l'c‘;)ysecgsfecgmmog e
man will lay his plans to offer the new commodity side by IZi:li‘(lile e;ittzaﬁi;

old and to sell them in competition wii
! J with > i
not hesitate to follow a simIi)lar course,  one another. - The railways need

A special case for railway participation i i i
;?vzori)neetioxé with narrow gailgg Iinesp\it‘}::iocrﬁ 1:;3‘1:? ;?llllnl(‘ioet;idselfrﬁzisu?;igs
1ve by road competition. Some of the admini i i s
lines have, we understand, for many years palggrﬁ;:?:égﬁfulfwmng o
powers to run road services, Assuming that, as we re o oased for
requisite powers are granted we think railwa’y administra‘i?mmeng’ the
well adVle?d to effect a gradual transfer of their passenge lotn'smmlght be
road. This would enable them to carry out economies ingtlf maintenine
and staffing of the railway. which need onlv be kept open for %rréli;ll?g i?azlﬁce
) : affie.

The staff displaced th i
business. p on the railway could largely be absorbed in the road

162. Railway Policy Recommended——Fre; ; :
obviously be usgful for the railways toddeféﬁg}';11§ ﬁioﬁirg%ccs.-lt will
titive road services for the convevance of goods. Lorry e ioes oompe-
from railheads will afford valuable facilities to the trgdi e operating
cultural communities, and will bring additional revenue t(r)l gtl:angaitlhe o

' ways,

We would also stress the special need of i
delivery services and of establishing goods colle oveloping collection and

of large cities. Both of these points ar .~Cting stations in the heart
next chapter. sep e dealt f“th at greater length in our
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In our opinion there is little, if any, advantage to a railway in provid-
ing parallel freight services on the road. Such services convey no general
advantage and establish no goodwill. If provided by a railway they are
just as wasteful and injurious to public interest as if provided by an in-
dependent operator.

163. Nature of Railway Participation in Road Services.~—In recom-
mending that railways should participate in road servieces we have pointed
to two alternative methods which have been adopted in South Africa and
in Great Britain, respectively.

”

In South Africa the railways, unhandicapped by lack of powers, were
early in the field with road transport gervices operated under their own
management, and when the licensing system was set up were able to main-
tain and extend the position which they had established.

The situation in Great Britain was different. By the time the rail-
way companies obtained road powers in 1928 the omnibus industry had
reached an advanced stage of organisation and was being concentrated in
the hands of a relatively small number of large companies, many of which
were under common finaneial control. Omnibus operation was still un-
regulated, and any attempt by the railways to establish themselves on the
roads would have added to the chaotic conditions then existing. The rail-
way companies therefore adopted the policy of acquiring a financial in-
terest in those omnibus undertakings and entering into working agree-
ments with them with the object of co-ordinating rail and road facilities.
At the present time the British railways have an investment of approxi-
mately £10,000,000 in passenger road transport and have working agree-
ments with practically every large omnibus undertaking in the country
outside the London Passenger Transport area, where special arrangements
are in force.

These two divergent policies were obviously dictated by different cir-
curastances. The conditions which exist in India do not suggest that one
of them should be adopted to the exclusion of the other. Much must
depend upon the extent to which road services have already developed in
particular localities and upon the scope which still exists for providing
new facilities. The question of policy is, we consider, one for decision
by the Railway Board in consultation with the individual administrations.
We urge that no time should be lost in reaching a decision.

While we regard these two alternatives as applicable to passenger
transport we consider that in regard to freight transport the most satis-
factory policy is for the railways to arrange for the provision of services
through contractors. Such arrangements bring no direct profit to the

railways except in the form of contributory revenue. They provide, how-
ever, improved facilities and amenities to the publie. ,

VIL—FuTuRE DEVELOPMENT, .

164. Co-operation between Transport Agencies—We have described
the two conditions which are in our view essential antecedents to any
attempt to co-ordinate rail and road transport, namely, that a proper sys-
tem of regulation of road transport should be set up and that the railways
should be given powers to engage in road transport on an equal footi'ng
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with other operators. Given these two conditions, we believe that a co-
ordinated system of transport can be built up under the direction of the
licensing authorities and of the transport industry itself. In cases where
the railways provide their own road serviees or arrange for the provision
of services by contractors it will naturally be their business to see that these
services are co-ordinated with railway facilities. In other cases, where
the railways have only a partial interest in road transport, we would
emphasise the importance of voluntary co-operation between them and
the more responsible elements in the road transport industry. In this
matter the railways are well fitted to give a lead by virtue of their
resources and their standing as a public service. The objeet should be to
set up joint machinery for co-ordinating rail and road facilities in all cases
where the railways do not control road services running in competition
with rail.

165. Responsibility of Licensing Authorities—Voluntary machinery
of co-operation should prove invaluable to the licensing authorities in the
discharge of the duties which will fall upon them under the Provineial-
rules, and in the application of those rules to the needs of their particular
district. We have already indicated the general lines which we think the
development of road transport should follow (para. 140) and the criteria
which should be applied in deciding whether a licence should be granted
or refused (paras. 144 to 146). Upon the manner in which the licensing
authorities discharge their responsibilities the co-ordination of rail and

. road transport will ultimately depend.

The omnibus has already m%de much more headway in India than the
motor lorry. It seems to us that that development is natursl and that
there is, in fact, greater economic seope for bus than for lorry serviees.
It is beeause of this eonviction that we recommended ‘¢ public need *’ as a
criterion for the grant of a lorry licence, and ¢ public need or convenience ’’
as a ecriterion for the grant of a bus licence. For the same reason we
consider that lorry services parallel to and in competition with the railway
should not be licensed, unless the service afforded by the railway is shown
to be unsuitable ; and in deciding suitability the question of charge should
not arise. A motor lorry service might well be able to undercut the rail-
way rate for a specific traffic between specific points ; none the less, its
existence would, in our view, result in wasteful competition. It woyld
confer no general advantage and its effect, if it were multiplied m
over, would be to destroy the stability of the transport system
and, by impairing the earning power of the railways, to throw a
the shoulders of the taxpayer for the benefit of the few. This
tru¢ of private as it is of public lorries.

The omnibus has a wider field of usefulness.
it affords has a social as well as an economic value. We have' pictured it
as linking village with town and with railway station ; we have also con-
templated parallel services with the railway, partly competitive and partly
contributory in’ character. Where the railway gives an infrequent ser-
vice of pagsenger traihs, a complementary service of buses to fill in the
gaps in the railway’ tinge table, in response to publie demand, would be a
convenience clearly justifiable in the general interest, Fop short distance
travel, especially in the ntighbourhood of large cities, the bus hag in some

. cireumstances a distinctly better service to offer than the railway. We do

any times
as a whole
burden on
is just as

The convenience which

 the only hope for the development of a sound an, -‘
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*

i ‘which such services

i ic should be denied the ber}eﬁts which :

not think the fgl;b;sl;ct;erel will'be competition vylth ra.ll', it will be a stl_mulus

afford. I,Ill‘:gy administration so to improve 1ts facilities as to i‘et?m t}?s

ko ﬂllletf'z}‘iﬁc as it can ; and under an adequate system of regulation the
mue -

competition will no longer be wasteful and uneconomie.

7 ' ) eral considerations and these illustrations

. We h'a",ce st?fmoi‘;u:th islfe)g eI;lhould afford some guidance to the autho-

m’?h 1-:he Those hands the administration of the h.censmg system will rest.

ritfes In whose onee more in conclusion that India is not a Wealthy country ;

'We woud u}fge fore, afford the luxury which would be involved in the pro-

1 gannotf, tuIi;Zcess’ary transport facilities. Even convenience may be
vigion o

ht at too high a price. |
b011g166 Formulation of Provincial Rules.—We _havednot aﬁa]'s}?n al‘:ii::ccie 1::
o the Motor Vehicles Amendment Bill includes ep % e
o Whethe:: ; recommended in this chapter. If it does not, (and on the
of regulfz 1OIiihat it is impracticable to pass a mandatory Act), we rec(lym-
assumptmn-t ghould be amended as may be necessary and passed into law
mend that1'1 t opportunity. We consider it to be of first importance that
B e et nle: ir};cll)icated in the Bill should be given full effect to in ﬂﬁe
o prm(la)lp \ de by Provincial Governments ; if any ‘adjustment of t g
ru%e: :gou?dn‘:)i nechsary to meet special conditions this should be carrie
rule

out without infringement of thfa principles.

i i tach to ade-

i the great importance which we at :

e ;Youlgnfag'a;elinggeof thg rules and to the necessity for a drastic

qua:ﬁmllllo;; eexisting arrangements for traffic control in order to ensure that
ove

is obj ill be attgined. )
this oHiee” :Vuld add that most of the Provincial Governments with whose

. We wo we had interviews expressed themselves as favourable
rgpresentf“’esmblishment of road services by the railways subject to eom-
tawards tl 1:131 e}%mvincial rules. We would venture to commend the need of
pliance Wi the extemsion of road transport into those parts of the Pro-
epcouragﬁnf facilities do not exist at present and where transport develop-
vinces where to be undertaken at all, must be entrusted to a large concern
ment, 1f‘ 1 lsihga ‘We would also point out, as affecting Provincial Gov-
i ast: ' i?mt ch.mentration of road transport in the hands of large con-
emmen_til a sense of public responsibility will not only ensure more reliable
ggx?c:: but will render police control at once less expensive and more

fective. : S ‘ .
. 167. Need for Co-operation between Central and Provincial Go'vm:n-

s _-.-The recommendations contained in the foregoing paragraphs in-

W{n 8 congiderable sacrifice on the part of the Provineial quex:n-
vo v:; ‘Tt is an essential part of the policy outlined that Provincial
metl}ll rities shall provide for the administration of the licensing law on more
a;l lez:l uniform principles agreed with the Central Government. In the
,2mptance‘ of this policy: we .see.fthg only ho_pe for. e 3 . )
of road and rail transport, and indeed, leaving rail gl

At the game time, the adoption of the Qoli" /
encourage road extension ‘on ¢comprehensive



102 %’

injury to the revenues of the railways or the finances of the Central Gov-
ernment. We firmly believe that the acceptance of an enlightened and
uniform policy of road transport regulation will do far more to protect the
railways from uneconomic competition than could ever be eifected by hold-
ing hack the development of an adequate and independent system of publie
roads. '

We would suggest that the circumstances call for some sort of round-
table conference of representatives of the Central and Provincial Govern-
ments at which the lines of future co-operation could be agreed.

We believe that, if the recommendations made in this chapter are
parried out, India will be in a position to look forward to ordered progress
in the improvement, development and co-ordination of transport facilities
The adoption of such proposals will, in our view, ensure adequate services
by both rail and road. We do not claim that it will protect the railways
from further loss of traffic. Such losses are likely 1o continue for man};
years, as road transport develops. On the other hand, we believe that the
policy we recommend ofters the most effective safeguard, which is now
practicable, to the public investment in railways, and will ’promote the tull
economic development of the country.

CHAPTER XI,
Road Competition : Counter Measures.

168. In our last chapter we set out at some length the steps which

we consider should be taken by the Central Government, the Local Gov-

ernmenis and railways with the object of co-ordinating ro rai
transport ; but co-ordination does not exclude competitilclﬁ a,na'(;1 fz?dma?llyl
vears it will be necessary for the railways to reckon with ’increasing road
competition. It remains for us to consider and suggest such counter
reeasures as will most effectively meet this competition.

169. Loss of Raslway Traffic—In the Mitehell-Kirkness re -
lished early in 1933, the annual loss of railway traffic toszhle; l;'z::ispv}v}:s
placed at something under Rs. 2 erores. In 1935, when railway revenues
contl_nued to be disappointing, further estimates were made, and from
the information then collected the Railway Board placed the figure at
Rs. 3 crores, or about 3 per cent. of the gross earnings of a normal year.

A little more than a year later, evidence placed be
ra;'lway_ adninistrations indieated that the los:,sp had in:f'z;ge(lils tlc})ysogle?
thing like Rs. 43 crores. This tolal was made up of Rs. 3% crores in
respect of passenger traffic and Rs. 4 crore in respec of goods traffic, and
included losses due to reductions of rates and fares introduced in order
to meet road competition.

In the absence of suitable data it is impossible to ass i
accuracy. Thé however, be no doubt that it is alre:fls;tgllfbg::;g;lﬂf
moréover it i¢ incre and will continue to increase. If adequate ste é
gfe not taken to cd-opdMate road and rail transport we should regard 4
increase of 100 per cent’son the existing losses as being well Wiﬁli t?ln
probabilities of the case. "Whatever the progress made towards co-or?i' :
tion during the next few years, further attrition of railway revenues mlﬁ:f-
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be expected, It is therefore essential that the railway administrations
skould tackle the question of counter measures with energy and courage.

170. Counter Measureés—In combating road competition the railways
have been hampered to some extent by the lack of a concerted policy, and
by the absence of financial support in carrying through reforms which
must cost money before they can show results. Even so, we have been
impressed with the variety of the measures which they have adopted and
with the energy with which these measures have been applied.

Nevertheless the experience gained by the railways of Great Britain
and South Africa may be helpful. In South Africa the underlying con-
ditions are not unlike those existing in India ; while in Great Britain
the problem is one of longer standing and has reached, indeed in
some respects has passed through, a far more acute stage than it has
attained in India. In both countries the counter measures applied have
achieved considerable success.

The measures to be adopted may take the shape either of improved
facilities or of reduced charges. Of these the second is certainly the more
effective ; it is, with equal certainty, the more expensive. We would add
that it is also the more obvious. It demands little intelligence or resource
to suggest a reduction of charges. A reduction will often be necessary
in the last resort, bus it should be the last resort and not the first—adopted
only when all other possibilities have been found wanting. In meeting
road eompetition it is above all things necessary to avoid the attitude of
panic which sees no remedy but in slaughtering rates without waiting to
consider alternatives or to count the consequences.

1.—PAssENGER TRAFFIC FACILITIES,

171. Improved Speed of Services—We have referred to this already
(paragraph 59) as a measure of economy, of improving the user of rolling
stock, and of increasing the capacity of the railway. It is of even greater
importance as a measure for maintaining revenue and meeting road compe-
tition.

Indian passenger trains are slow.—We are not primarily concerned
here with the long distance broad gauge express trains which are not
materially affected by road transport. ‘We make no recommendation as
to the acceleration of these trains. Upper class travel yields a very small
margin of profit, if any, and it does not appear to be readily responsive
to improved facilities. The Indian railways have from time to time
instituted high class trains running at speeds which are at least beyond
the average. These have not as a rule proved to be successful.  The
¢ Deecan Queen ’ run by the Great Indian Peninsula Railway proved
to be a losing proposition, and at the time we left India a proposal was
under consideration to run it at week-ends only. Even so, its continued
existence would appear to be precarious. The ¢ Grand Trunk Express ”,
which was to provide a first class fast service between Madras and Delhi,
has not justified its existence as such and is rapidly sinking to the level of
an ordinary intermediate express.

. Taking these circumstances into account it ig unlikely that special
steps taken to expedite long distance express trains would prove a material
LATRB :
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source of additional revenue or count fOI' much i 't' i
n cOmpet W :
o . 1tion ith I'Odd

We are here concerned much more with inter i i
traim, whether on main or branch lines. There ar;n fl%lizltgul?f (rln:rgopg%lflfig
cult}es in the way of accelerating these trains. The passengers a}f; ;h-
stations are for the most part slow moving, and time is taken up beca )
documents have to be signed and exchanged between the guardpandJ 'l‘ll?e
stationmaster. But when all has been said, we are still of the o iniu :
that a great deal more can be done to expedite these services andp t Oil
in the competition with road transport, every effort should be made to a t
the best timing possible. The Indian passenger is quick enough to tgli‘
advantage of a bus service where it saves him time at a junction Ointe
andt vx{e (}ilo ,n(ilt beli(;:veb"tﬂhat 1he is as indifferent to time as has been %')epreZ
senter, thongh no doubt a cheaper fare, if it w i
tonted, o t§11 I dou per fare, if it were offered him, would out-

The railways have already taken in hand the sti : ati
Sth trains. \_Ve would urge that they should prgouezzgosvi(t)ﬁ iiczfgﬁ:z?
caily. A minimum time schedule should be fixed between each 41? of
stations and should be adopied as the standard for all trains Theplen th
of the.booke‘zd‘stops at couniry stations should be kept dO\;vn to sogme
recognised limit, say, two minutes, or less if possible. The length of the
bqolged stops at the larger stations should be reviewed and redlﬁ)ed to the
minimum in the interests of the through traveller. The speed restriction
of IQ miles an hour over handlocked facing points is, in these da f
contl_n}lously braked trains, unduly severe. In South A’frica under s'ysil0
conditions a speed of 20 miles an hour is permitted over such point lmh o
set and locked for the straight line. ponts when

172. Connections.—Connections should be overha i

. uled
At present the time allowance for changing from one traixft I:tg ;gl(ﬁ;‘;ved.
in many cases needlessly generous. s

178 Intensification of Service—Services sh i i i
smtable_ sections where the traffic seems liksely ?cl(])ldresl?&ént;l;iltfiigdl in
shqrt distance services between important towns. The N(’)rth Wu ‘? o
Railway, for instance, has recently established an ‘intensified :S rice
betyveen Lahore and Amritsar, with results which, we believe, hav oroved
satisfactory. The results of such intensiﬁcations’, however ;nust ebproved
fully .Watched.d They involve definite additional expense: and }f_;,r(i%tlg;;
- - .
gulx)-:ﬁ?rlfe tends to show that their beneficial effects are often of short

174. Employment of Small Units—Much has b ;
cm_m-tries to intensify branch line and other servich b?lzchgol?;}e l(?f Othet
units. Both steam units and diesel vinits have been employed. S fsmall
the d1esfel u}:;nt is concernﬁd, it is generally agreed that meéhaniéal tx?angrl;lizs
sion of the synero-mesh type i i . -
drive. 4 ype is more satisfactory then the diesel electric

All things considered, we hestitate to recomm
diture on small units — ’ end subst

(a) They are still, mechanically, in the exper;
life of the unit, and the ultimate cos% ofm ::;:%r:t;?:& . 13;22

antial expen-
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disappointing. Some railways with experience of small units
have reverted to small steam locomotives and light trains.

(b) Their traffic value is subject to very definite qualifications.
In particular, their capacity is inelastie, and unequal to the
special demands of periodical ‘‘ peak '’ traffics.

(¢) On heavily taxed single lines they may occupy paths which
could be better used by more profitable trains. We have
especially in mind the loss involved in delays to freight
trains. Such delays prejudice the transit of goods and the
turn-round of wagons, both of them features of traffic work-
ing to which we attach particular importance.

We are therefore doubiful of the wisdom, in a country like India,
of incurring expenditure on the provision of units whose mechanieal
efficiency and permanent traffic value are still in doubt. The experiments
which are now being made in India and elsewhere should be watched with
close attention, until fuller information has been obtained as to actual
working costs over a reasonable period of years. In the meantime further
experience of the traffic value of small units in combating road competition
can be readily obtained by the use of small steam locomotives and light
trains.

It may be well to add that the cost of providing small units is heavy,
and even where the case for their employment is considered to be conclu-
give the railway might still find it cheaper to transfer the traffic to an
omnibus service of its own, running on parallel roads. This alternative
should in any event receive consideration sinee it would set the railway
free for the more effective conveyance of freight traffic and long distance
passenger traffic.

175. Amenities for Lower Class Passengers—The intermediate and
third class passenger provides about 92 per cent. of the passenger revenue
of the Indian railways. We are satisfied that it will pay to give more
attention 4han has been given in the past to his comfort both on the trains

and at stations.

An improved standard pattern of third class coach has recently been
approved, and this gives better and more ample accommodation per
passenger. It may meet all requirements, but we would urge that the
railways should not too readily assume that finality has been reached.
Many omnibuses, and those often of a very poor class in general appearance,
provide cushions for their passengers to sit on where the railways provide
nothing better than flat wooden seats. The buses also provide transverse
seaty accommodating two or three passengers abreast. We are informed
that passengers, and families in particular, often prefer the relative
privacy of these seats to the longitudinal twenty-in-a-row seats provided
by the railways. It is often said that the Indian cannot reasonably expect
a standard of comfort in excess of that which he would get in his own
home. The logical force of the argument does not impress us, for when
the object is to induce a passenger to travel (and that is the natural com-
mercial attitude everywhere) it is precisely the comforts which he cannot
get at home that are likely to be most alluring. That, at any rate, has
been the experience of British railways ; and it has led them, among other

LATRE B2
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things, to make their exeursion trains more comfortah]

every means in their power. ¢ and attractive by

~ The question of reserving seats is also wort i 51

ll‘ke ic eommend an experiment in thig direct(ig;hvsml;ﬁdsf: g{))n e siould
Hast Indmn Railway. An amenity of this kind may at ﬁrstbp{v}?d ou the
excessive (’ghe extra cost can as a rule be met by levying a'sn?-lgu t‘la.p.pear
Lut we beh.eve 'th'fxt, as in the case of excursion trains in Gr:f LB:d‘lg(?)’
it w1!.1 be increasingly appreciated by the public, and will cdt '?lwm’
real inducement to travel. The introduction of in’dueements o(lj?mtslt%tut(‘3 a
should be one of the objects of any far-sighted commercial managsnll{;ﬁl

. 1,-The accommodation offered at stations in the matter of waiting rooms
qu cing facilities, and the like is also a matter of considerable importanee’
00 l.1ttle_hz}s been done in $his respect in the past, and the aceommodati '
provided is inconveniently placed even at some of the statim‘i:L nluml) c;tlon
‘ ) ! ns which have

:gszl Higloos(tl Iét'ecently bu1lfc. Some statloqs have no third class waitine room
: ation at all ; in many where it does exist it is nothine more thar
an open arcade. ° v

We are of opinion that a certain number of stati
llau.l(_ad_ each year, beginning with the more imli)glt't:g‘:n;ﬁcsl i}ﬁ(:tﬂglib?l ()Yer-
faclhtl_es should generally be brought up to a s'ta,nde’trd which w'lxl' tc ot
the third class traveller with amenities superior to the advanta.1 e‘empt
vided by road transport. Among such amenities we ma g)ebrll?m:
enumerate better washing facilities ; a more plentiful su )l, (I)f' :d(};(hl
dr:mkmg water ; and thg provision at reasonable cost of folz)[()i)fruité;nd
z\:’ :ﬁgﬁle:tzszt()f %oqld qual;t;tr: Albl such facilities can very eaSil’y be made
a rallway station, but they cannot ily s i
road transport. We were glad to noti{ze that ﬂl:: ?;)n;g:gmzuplf)he;lh "
matters had already been recognised by some of the administra-tigns e

I1.—MoDIFICATION OF FARES.

176. General Reduction of Fares Undesir — i
many ocecasions that with the lower eclass sin(fibiifr'l p‘;vs:eg:: T(()l VlSedf o
came first among gompetitive measures, and the rest nowhere ; th;:er 1 e
fare would outweigh every advantage of speed or comfor: o’r conv?an'ower
to an extent which made it, in effect, the only measure worth conéidelx'?rrt;e

We do not entirely accept this view. i
have their value, andycost IIi)ttle‘ Theev; miﬁe;(})’t Cgoér-l \frzrt afid Qom(riinlepce
passengers from an existing road service at lower faresrybutrt}ig oy 5t
least discourage new services. They should be broug],nt to thy ll?a)}; "

‘ rgqsgnable level if the railways are to realise their best com eti-‘? o
r'](],ltl(?s’ ailddbe.fore they embark on the expensive and hazar%ou; vsepé)c(:lsls:
01m 1;111' ﬁgzolgse],ln reducing fares, even in competitive areas, down to the

Cut-throat and unregulated competitio b i

reduced omnibus fares to a level rourf)d abmrllt b;%z?z: I;);;m;ltﬁls Oglﬁrs has
18, we believe, uneconomical and eannot be indeﬁnitely m.ailft. i dlg l.evgl
certainly inconsistent with a proper publie service coverin, rame ; 1t 18
and unremunerative routes alike. If the railways seek tog;' over to o
:gflstantlal degree the traffic which they have lost, they must ef)overdto "t
is figure, or something lower ; and they mus;t apply it etomtehe Og:féo
e
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which they have retained, as well as to that which they have lost. We
do not hesitate to say that they wounld lose money heavily over any such
transaction, and we cannot therefore recommend any wholesale lowering
of fares to meet road competition. The present road situation is too
unstable, and the losses would be too great.

177. Local Reductions.—This recommendation does not exclude the
continued consideration of local reductions where these seem likely to be
successful in regaining business or preventing competition. This is very
largely the policy which the Indian railways have been following and we
do not see any need to push it forward more hastily. It is pre-eminently
a problem for deliberation, and for experiment ; since experiments in
passenger fares can always be withdrawn if they prove commercially
unsuccessful. On the other hand, reductions become more difficult to
withdraw as their scope grows wider. They should never be used as a
means of defeating competition unless it is intended to retain them when

their object has been achieved.

Apart from reductions in the ordinary fare, which have been con-
sidered in the preceding paragraph, competition may sometimes be met,
or traffic created, by the quotation of special or conditional fares, e.g., for
market days, or feast days. It is unnecessary for us to detail the different
types of such reduced fares which may be employed. It may fairly be
gaid that the greater their variety and the greater their novelty the better,
since novelty and variety are both good advertising points. The essential
need is that the commercial department should be prepared to experiment
boldly, and that their traffic canvassers should be encouraged to explore
all the possibilities of obtaining an increase in buginess.

178. Darjeeling Himalayan Railway Coupon System.—An experiment,
introduced some years ago by the Darjeeling Himalayan Railway to
counter road competition, seemed to us worthy of imitation. On this line
books of coupons, each exchangeable at the booking office for a ticket, are
sold at prices appreciably below ordinary fares. The coupons, being
transferable, need not be used by the purchaser, who can if he so wishes
sell them at a small profit %o anyone, and who thus becomes an agent for
the development of railway travel. The arrangement has a wide popu-
larity and we are told it has been useful in countering bus competition.
Above all, it has enlisted on the side of the railway a large number of
unofficial canvassers whose aim is to secure additional passengers.

179. Assam-Bengal Railway Mazimum Fare Tickets.—Although it
was not adopted to meet competition we would also commend the experi-
ment of a flat third class maximum fare of Rs. 5|- introduced by the
Assam-Bengal Railway to encourage travel over the sparsely populated
bill section of the system, which joins “wo densely populated regions.
Mhis innovation was an immediate success, and in eight months more than
‘doubled third class earnings. The railway claims that the adoption of
a fixed maximum figure of Rs. 5|-, apart from simplicity, conktituted
in the special circumstances a valuable advertising factor, and this we can
well believe. ' ' Co

180. Booking Agencies—We do mnot think the Indian railways have
done enough to develop traffic throngh booking ageneies. "These are
generally cheaper than town booking offices, and more effective, sineé the
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point, during transit, or at receiving point, steps should be taken to deal
with the stages, and the points, at which the principal delays occur. We
have noticed, and we believe it is a matter of general application, that
many of the larger goods stations are congested with traffic. The effect
is to add to the cost of handling the traffic as well as to increase breakage
and loss. A systematic campaign based on the information obtained from
a census of transit time would do muech to reduce costs and claims, besides
expediting transit.

183. Clerical Formalitics—We have also been impressed with the
cumbrous nature of the formalities which have to be completed as between
the railway on the one-hand and the sender or consignee of goods on the
other. The sigpatures which have to be given, and the documents which
have %o be exchanged, lead to delay and cause what appears to us to be
unnecessary clerical labour. We have been assured that the signatures
and receipts given are a necessary part of Indian business procedure. No
such elaboration is required in Great Britain, but we admit that the condi-
tions are widely different. The matter is one which rests between the
Indian railways and the Indian business community. We suggest that
the railways and the chambers of commerce should examine the possibility
of adopting simpler arrangements on the lines generally acceptable in
Great Britain. If it is thought to be essential that the railway should
hold any goods entrusted to them until the consignee has presented to
them a copy of the receipt which the sender has obtained from the railway at
the sending station, we fear that it will be impossible to give the despatch
which is given in other countries, and that road transport, being free
from formalities of this kind, will continue to have the preference wherever
the despatech given is a matter of materjal importance.

Another formality, which we think, from the complainis we received
in regard to it, must help to divert traffic to the road, arises from the
excessive demand by the station staff for the execution of risk note, form A,
to relieve the railway from responsibility arising from packing defeets.
Some protection of this kind is needed, but we think that railways might
with profit discuss this subject also with chambers of commerce. and see
whether a more liberal attitude towards packing conditions would not be
feasible.

The constant demand for risk note, form A, is regarded by many
of the public as merely another superfluous and vexatious stage in the
already cumbrous process of sending a consignment by rail.

184. Collection and Delivery—The British and South Afriean rail-
ways have for many years undertaken the service of collecting and deliver-
ing the highest classes of merchandise at all the principal centres of popu-
lation and industry. A large proportion of rates in _both countries is
quoted on a collected and delivered basis covering a door-to-door delivery.

_One of the strongest attractions of road transport is that it is able
to give a door-to-door delivery over wider areas than the railways have
hitherto been able to cover. The British railways have in consequence
taken comprehensive measures to widen their collection and delivery ser-
vices and to supply such services at stations not hitherto judged to be
important enough to warrant the facility. Under a like stimulus the
American railways are now providing collection and delivery services
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not cause serious difficulty, at any rate at the larger siations. Having
regard to the large number of covered wagons, which are unsuitable for
containers, it will probably prove convenient to build suitable container
flats, i.c. trucks specially constructed for the conveyance of containers.
1f these make a sufficient number of journeys during the year they take
the place of ordinary wagons and involve no additional capital cost ;
indeed, they bring their own economy as being cheaper to construct than
the ordinary open wagon. We would add that suitably designed con-
tainers and flats might materially expedite the transhipment of traffic
&t the numerous junctions between standard and other gauges. The delay
at present oceasioned to rolling stock at such stations must represent a

considerable loss of wagon user.

187. Refrigerctor Trucks—The railways are at present carrying out
experiments with a view to finding the most suitable type of refrigerator
truck. This facility seems likely to be in increasing demand. As the
guestion is under active consideration we make no comment on it except
to point out that it would be wise for the railways to retain the ownership
and full control of refrigerator. trucks and not to allow them to partake
of the nature of private owners’ wagons. A private wagon is a curse to
a railway and should be tolerated only under the most exceptional condi-
tions, as, for example, if built for the carriage of some special traffic which
passes irregularly or may cease to pass altogether. Normally, however,
traffic requiring refrigerated transport is of a regular or periodical character,
and its needs can be foreseen with reasonable certainty.

From an operating point of view the railways have everything to gain
by providing refrigerator trucks themselves. They should also consider
the question commercially in relation to road competition. It is to their
interest to put themselves in the best position for retaining this traffic.
1f traders have to hire and equip the wagons, they will be very likely to
look for ways and means of avoiding thisburden. It isto be expected that
road transport would willingly take the whole responsibility and secure the

business.

188. General Comments—Lastly, there are certain general comments
which we think it may be advisable to make in regard to the improvement
of facilities for goods traffic.

Tt is a fact that goods traffic can be most economically hauled in high
capacity wagons and by high capacity locomotives. This involves hold-
ing traffic until a high capacity wagon-load can be accumulated, and
holding wagons until a high capacity train ean be made up ; both processes
involve the probability of delay, and what was known as ‘¢ scientific rail.
roading ’’ thirty years ago looks less scientific to-day, when the most
important part of a railwayman’s science is to get his traffic, and to keep
it, in the teeth of an enterprising rival whose strength lies in his mobility.

. The British railways have had to reconcile themselves to lower mini-
mum loads and lighter trains in order to make head against the new form
of competition. We are not sure that the Indian railways have yet realis

the necessity. ,

Present-day conditions demand quicker transit. It will become
imoreasingly necessary to give through transit to consignments of less than
the present minimum weight, and to tolerate through wagons with light
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loads, in order to avoid the delays of transhipment. Vegetables move in
small consignments—the railways will have to choose between sending their
wagons half loaded or losing the traffic. A seventy-wagon train may take
twenty-four hours to make up—but half that time is a good start for a motor
lorry which ean cover 300 miles in the day.

We suggest that these points call for a new approach, and that the
operating outlook must be modified to allow more weight to commercial
considerations of this character. The test of success in the operating depart-
ment is a service that will enable the commercial department to increase its
business.

TV.—-MODIFICATION OF RATES,

189. Caution meeded in rate reductions—The observations which we
have made on the subjeet of a general reduction of fares apply with even
greater force to any general reduction of rates, since rates admit of much
more precise application to the circumstances of the traffic. Here, too the
general line of policy would appear to be (a) a development of the commer-
cial department, particularly in the research and ecanvassing sections, so a$
to secure really close toueh with goods traffic conditions in their relation to
road transport. (b) A carefully planned campaign to improve the rail
service, based on a detailed knowledge of the circumstances which have
led, or might lead, to diversion ; and (c¢) the quotation of reduced rates
only where this is proved to be essential to the retention of the traffic.

A railway is placed in a special difficulty in making such quotations,
since it is a national public service with customers scattered all over the
country, and the quotations it makes are published to the world. A
guotation which might be made to one consignor in order to win back or
keep his traffic from the road must be looked at in the light of the effect it
may have on a consignor of similar traffic clsewhere. There may be no
undue preference but a consignor with a sense of grievance can retaliate
in other ways than by an appeal to law, especially if he has a road or navig-
able river within easy reach of his place of business. Thus one rate may
pull down another over a wide area and multiply many times the loss ori-
ginally regarded as worth risking. The road haulier has no such difficulty
to encounter.

Tn cases where rate reduction was the only means of meeting road com-
petition for goods traffie; the British railways have as a general rule intro-
duced exceptional rates, corresponding to station-to-station rates in India.
By this means definite streams of traffic can best be defended against the
attack of the road haulier and the effect of the reduection in rate is loca-
lised as far as that is possible. The Indian railways would be well-advised
to follow a similar course of action.

The British railways have also availed themselves with some success of
the system of ¢‘ agreed charges »’ sanctioned by the Road and Rail Traffic
Act, 1933. We do not think there is anything to be gained from an explana-
tion of the nature of these charges, or the method of their application
since we are of opinion that they are unsuited for present-day conditions n;
India.

" We have been asked about the value attached to ‘‘ per truck ’’ rates

in Great Britain. These rates are based upon the minimum loading of a
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truck and cover, under one quotation, commodities included in a number
of different classes in the railway classification. They are popular with
traders, mainly because they represent a substantial reduction of charge,
particularly on the higher class commodities, but also because they substi-
tute a single charge on the truck load for a number of individual charges on
each class of commodities, From the point of view of the railway they
must be judged by the same standard as any other rate reduction—their
ultimate effect on the net revenue. Broadly speaking, this is only likely
to be favourable where an overwhelming proportion of the traffic has
already ‘heen diverted to road. It is only-in such cases that the gains on
traffic recovered to the railway will outweigh the losses on existing rail
traffic carried at the reduced rate. These conditions seldom exist in Great
Britain, where road transport has reached an intensity never yet touched
in India ; we cannot believe that they exist anywhere in India.

We conclude that a policy of rate reduction, judiciously carried out, is
an essential part of any successful defence against road transport. It can
at best be no more than partially successful, but on the whole the greater
danger lies in carrying it too far rather than in not carrying it far enough.
Any wholesale poliey of pulling down the rate structure would be ruinous,
and would cost more than many years of continued leakage to the roads.

CHAPTER XIIL

Public Relations.

190. Unpopularity of Railweys—If we may judge from the evidence
which we have taken, the Indian railways are unpopular. We would al-
most say that they are the most unpopular .institutions in India.

For this they are not wholly to blame. Railways are not popular
anywhere, and in India the circumstances are particularly unfavourable.
They are regarded by Provincial Governments as a department of the
Central Government, and indifferent to provincial interests. Indian opi-
nion regards them as largely European in direction, which is true enough,
and European in their capital basis, which they are not. In some circles
they are regarded as unfriendly to the development of home industries,

and in others as a military machine intended primarily to keep the country
in subjection.

The railways of India may therefore be said to start on the road for
popularity with a heavy handicap against them. We are nevertheless of
opinion that they must make a concerted endeavour to improve their posi-
tion, and we see good reason to believe that with & well-considered policy
a sibstantial improvement can be achieved.

191. Need of Improving Relations with Public—We are aware that in

. India, as in other countries, there is a numerous and respectable section of

those responsible for the management of the railways who say ‘* What have
we to do with popularity ¥ We do our duty : we manage the railwav with
officiency and economy. Why should we look to popular favour for re-
ward 9’ This self-sufficient attitude presupposes that the railways are
in fact efficient and economical ; if they are riot, it loses its title to respect.
Apart from this, the attitude may have reflected a high sense of duty in i
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days when the railways were a .mono'po_list public service, but it is hoth
inappropriate and short-sighted in existing conditions, when the railways
must compete for their custom against a younger and more popular rival
in road transport. In such conditions a public service cannot afford the
Juxury of wrapping itself in its own vir‘gue ; 1t should go out and court
popularity as assiduously as if it were selling soap or petrol.

Indeed, the railways at the present moment must be more assiduous
in courting popularity than any ordinary commercial undertaking. They
are equally concerned to gain the goodwill of their customers, and the
ordinary ecommercial undertaking may rest content ‘when it has achieved
that aim. But the railways cannot stop there ; they must win the approval
of the governing authorities as well. It does not matter what the Legisla-
ture thinks of soap ; the sales will not be materially affected. But
it matters very much indeed what the Legislature thinks of
the railways, because that opinion will affect legislation in which the rail-
ways are vitally interested.

In the contest with road competition, it has to be kept in mind that
the problem before the railways is not merely to maintain their revenues
against an enterprising competitor but, more important still, to secure the
support of the Legislature, of the Provincial Governments and of public
bodies in carrying through & proper system for the regulation of road
traffic, such as will place road tramsport and railway transport on a fair
competitive footing. That state of affairs does not exist at present, and,
it will never exist unless the railways put themselves in a position to obtain
a fair hearing. Cogency of argument will not help them unless they are
able to command a large measure of popularity, or at least of popular res-
pect. This they have not got at present, and it is not too much to say
that as matters stand they cannot look for a fair hearing in any quarter
outside their own offices.

The duty of winning public opinion has in our view been largely neg-
lected by Indian railways—partly from want of staff and money, but
partly also from want of appreciation of its importance. We feel that
the policy both of the Railway Board and of the individual administra-
tions must be overhauled and redirected to remedy this defect, and recom-

mend that the following measures should be included in any policy which
is approved for adoption.

192. Relations with the Press : Railway Information Office.—One of
the most important steps to be taken is to secure closer liaison and better
relations with the press ; if this is done in connection with the wider
scheme of press advertisement which we recommended in paragraph
116 (f), so much the better. The. Central Government has made a good
beginning by setting up a Central Press Bureau. The activities of that
Bureau are already absorbed in dealing with Government publicity ; very
useful work has been done by the Bureau for the railways, and the effect
has been to show how mueh more might be done, and done with advant-
age.

We recommend that the Railway Board should appoint a press Liaison
Officer, with an adequate staff to constitute a Railway Information Office,
Both journalistic talent and a knowledge of Indian vernacular will be
required. As a first approach we recommend that a

oo L young and enterpris-
ing journalist from Great Britain be invited to take ove% the ta:lgr?f
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organising the Railway Information Office for the Railway Board. When
selected, he could usefully spend a few weeks examining the work of the
Press Office which has been organised by the British railways in London and
the parallel organisations maintained by the individual railway com-
paunies. On reaching India, he should study local conditions and report
as to the organisation which he considers necessary for the maintenance of
press liaison not only at New Delhi but at the main centres of railway
administration. We feel that some press connection should be established
at least in Calcutta, Madras, and Bombay, and possibly also at Labore ;
but we do not feel qualified to say whether the staff so occupied should be

under the Railway Information Office at New Delhi, or under the indivi-
dual administrations.

The establishment of this organisation will cost money, but it is in,
our opinion-the foundation for any attempt to work up a ‘‘ good press’’,

and a good press is an essential feature of our proposal, particularly at
this juncture.

The duties of the Railway Information Office would be :—
(a) to keep in touch with the press, both English and vernacular ;

(b) to supply the press with information and articles about rail-
way activities, or railway events. In this connection we
may say we do not regard it as the duty of the Information
Office to supply railway propaganda or contentious matter of

 any kind. Such propaganda may be accepted by the press
when the position of the Railway Information Office is
dssured and press relations are definitely friendly ; but any
attempt to push such material at an early stage would ren-
der the whole organisation suspect in the present atmos-
phere of criticism and distrust, and might be fatal to its
ulterior usefulness. The object of the Office is to supply
the press with ‘‘ copy '’ not with controversy ;

(¢) to prevent the publication of false or exaggerated reports to

the detriment of railways by inducing editors to consult the
Office before publication ; .

(d) to arrange interviews or social meetings from time to time
~ between newspaper editors and prominent persons on the
Railway Board or on individual administrations. Here, too,

it is important that the meetings should be unofficial, with-

out reference to any particular contentions which the rail-
ways may wish to ‘‘ put across »’ ;

- (e) to organise press trips or functions on occasions when the rail-

ways wish to popularise any particular feature, such as a new

train, a new station, a signalling improvement, or simply .a
new idea. o

We think it worth recording here that the British
gained a great deal of credit from the organisation of rolling stock exhibi-
tions at the prineipal railway centres. The exhibitions are held at week-
ends ; a small charge is made to the public, and the proceeds go to local
charities. tg}}e rallvc:ay staff have taken a keen interest in these exhibitions
ga%n%;v:ce} eir services free, and there has always been a large publie

railways have
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The success of the Information Office will depend very largely on the
co-operation of railway officers. Railwaymen as a rule are deeply in-
terested in their work, but do not stop to think that some phases of their
work may interest the public also. The Railway Information Office
should receive a regular flow of material, selected as special items from the
day to day work of the departments, and of a kind suitable to be worked
up for distribution to the press. The Information Officer and his  staft
should spare no pains to indicate the kind of material which can be used
for this purpose, and in their contacts with the departments they should be
free to go to the immediate source of information and so avoid the delay
and difficulties which would arise if the business of the Information Office
had to be conducted strictly through official channels.

The general object of the Information Office should be to let the publie
know something of railway achievements in the past and of the varied
Interest of railway life generally ; but first and foremost to bring home to
newspaper readers that the railways as an organisation are alive and pro-
gressive—that they are open to new ideas, especially where the comfort of

the travelling public is concerned, and anxious to take their customers
into their confidence.

. We feel that a well considered campaign on these lines will do much
to improve the present atmosphere and to establish better relations with
the press and the public, the more so as we understand that the Indian
press is often in want of copy and likely to be responsive to an organisa-
tion tl}at lays itself out to supply its needs. We would add, however
that no organisation of this kind can do permanent good to raiiway presZ
tige if in fact the railways have no progress and no new ideas to advertise,

We have dealt at some length with the organisation of the Railway,
Informa_tmn Office because we are conscious of the very great benefit which
the British Railways have obtained from a small expenditure on an organi-
sation of this kind. It is however only a single item, though an important
one, in a policy for securing improved public relations in general,

193. Relations with Traders—We have heard a 00 i
about Local Advisory Committees. We are of opigr;io(lil dtiagyofl:vﬁg&i
work and should be maintained. At the same time, judging from experi-
ence In Great Britain, these formal periodic meetings are of muchpl
value than frequent private meetings -

' and an ever open office door :
;hegr may do harm if they are allowed to take the place of informl;tl’ :(:llg
acts.

It is important that Agents or Chief Commercial Managers s
members of chambers of commerce, and they should not rest%ict tlllle?i‘;h;c?i(-a
vities to the larger or more widely recognised bodies of this kind. Ques-
tions which may develop into grievances can often be disposed of in ~ the
informal discussions which take place before or after a chamber of com
merce meeting, ’

It is an inevitable feature of any large oreanisati
representative, whether Divisional Superiitend%nt ::mAngg;%t glsst 1(%0&1
quently find his hands tied on questions of general poliey. This cannot Iii;
avoided and often leads to complaint that local interests are disregarded
We are not optimistic enough to believe that such complaints can be pre.
vented or satisfied. They can, however, be mitigated by more personal 3::-
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tact between local complainants and the central authority, and for this
reason we wish to stress the recommendation made elsewhere (paragraph
78) that the Railway Board should be strengthened by the permanent addi-
tion of a Traffic Member 'whose business it shall be to travel freely with the
express object of discussing general policy in its bearing on local griev-
ances and requirements. : :

194. Relations with Provincial Governments.—In the present stage of
transition it is not easy to say much on this point. A new situation is
being created and it will be very important for the railways to stand well
with the local legislatures if they are to secure an equitable settlement
of road-rail problems. Ajll that it seems possible to say at this stage ig
that the matter is one which needs to be carefully thought out and that
in the meantime the liaison with the officials of the Provincial Govern-
ments should be made much closer. The question of road development
has hitherto proved to be a stumbling block between railway administra-
tive officers and Provincial Government officials, not through the fault of
either party. We hope this source of misunderstanding will be removed
if the recommendations which we make elsewhere (Chapter X) are carried
out. In any event the railway management should make it their object to
secure and maintain the most friendly relations with the officials of the
Provincial Governments. We have been rather strongly impressed with
the apparent absence of good understanding at the present time.

Similar remarks apply to the relations with the Provineial Boards of
Communication. These are by no means satisfactory at present. On

. road transport questions in particular, the railway representative is too

often forced to play the reactionary role of opposing road construction.
We hope that in future he may have the more congenial part of helping
forward the organisation of road transport, and the development of road
construction, along lines which will be to the general interest of the publie.

195. Popular Edition of Annual Report—Before leaving the subject
of public relgtions, we think it may be worth while to suggest for . con-
sideration the publication of an annua) report of the railways of a less
ponderous character than the two volumes which now appear each spring.
These are no doubt intended for the consumption of serious students, but
we suggest that they fail to attract persons of limited leisure or less
voracious appetite for figures. Yet such people often have a natural fin-
terest in railways and an intelligent desire to kfflow more about them.

We would commend to the comsideration of the Railway Board the
annual report now produced by the London Passenger Transport Board.
This is deliberately aimed to attract the attention of the press and the
general publie, and it tells with interesting detail the story of the activities
of the Board during the year. We believe that it succeeds in its objeet,
and the precedent is worth following. »

196. Urgent Need of Action.—In conclusion we would urge once more
with all the weight we can that the Railway Board and railway admini-
strations must lose no time, and grudge no effort, in overcoming their
present unpopularity and establishing a higher prestige with the publie
of India. It is worth spending money to achieve this end, or even to
approach it, since the results of a contrary course may quickly be measur-
able in momey losses far exceeding the possible expenditure. In the
present position of road transport, unpopularity will quickly be turned

L3



118

into permanent disadvantage. The present go-as-you-please licensing sys-
tem is inequitable to the railways and should be amended. But if the
railways attack the problem under the handieap of their present unpopu-
larity they are likely to find their last state even worse than their first.

This is only one direction, although the most salient, in ‘which the
railways need the support of a favourable public opinion. Others, such as
the question of ticketless travel, will readily oecur to anyone who is fami-
liar with the political and parliamentary situation.

CHAPTER XIIIL

Amalgamation and Redistribution of Railways.

197. Disadvantage of Unwieldy Administrations—We have consi-
dered whether we can in existing conditions make any recommendation as
to tiie amalgamation of railway administrations.

It is clear that at the present time nothing can be done as regards
the privately-managed railways. These have their contracts with Govern-
ment which terminate at the option of Government as follows :—

Railway. Date of expiry of contract.

Assam Bengal .. . . .. 31st December 1941 or at the end of any suc-
ceeding tenth year,on 12 months previous
notice.

Bombay, Bareda and Central India .. 318t December 1941 or at the end of any sue-
ceeding fifth year, on 12 months previous
notice.

Bengal and North Western . .. 3lst Dgcember 1942, on 12 months previous
notice.

- Madras and Southern Mahratta . .. 318t December 1945, on 12 months previous
notice.

South Indian . . e .. 318t December 1945 or at the end of any suc-

ceeding fifth year, on 12 months previous
notice,

. .. .. 318t December 1950 or at -
Bengal Nagpur .- ceeding ﬁftﬁ year,aont }162 eggn:{l: ?)iev?:)ll(:s
notice.

When the contracts términate, but not before, the Government have
the option of taking over each of these administrations, and can then
consider whether they should combine them with any of the existing state-
managed administrations.

If it should be decided that the proper policy'is for the Government
in course of time to take over the whole of the railway administrations,
we are of opinion that it would still be desirable for them to maintain
separate state-managed administrations of reasomable dimensions. If
the administrations are unduly extensive, headquarters supervision
hecomes too remote, and the machine as a whole becomes unwieldy. The
esprit de corps of such overgrown concerns is weakened and they loge the
individuality that comes from direct personal initiative at the top. We
think there is also much to be said for preserving a measure of rivalry
between different administrations, particularly at one eentre. This tends
to stimulate efficiency of service and progressive ideas of management.
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~ Acting on these principles we would suggest that the ultimate group-
ing wight be as follows :—

East Indian Railway .. .. As at present.
Eastern Bengal and Assam Bengal _ ) _
Railways .. .. .. '"To be combined in one
group.
North Western Railway .. .. As at present.
Oreat Indian Peninsula Railway .. As al present.

Bombay, Baroda and Central India

Railway .. . As at present.
Madras and Southern Mahratta and South . )
Indian Railways L e .. . To be combined in one
group.
Bengal Nagpur Railway .. .. As at present.

If it is proposed to take over the Bengal and North Western Railway,
it would in our opinion be best to maintain its separate organisation as at
present.

198. Drawbacks to State Management under Present Conditions.—
The foregoing suggestions are made on the assumption that it is thought
to be the proper policy for the Government ultimately to take over the
management of all the Class I administrations. We do not, however, on
present experience, recommend such a course.

The history of state management in India is not encouraging and it
seens clear that present methods are unsatisfactory. They tend to cramp
initiative ; they impose complicated regulations and they involve an
immense amount of routine correspondence. The inspection and super-
vision which is thought to be necessary in connection with the collection
and expenditure of public money divert the attention of officers from
work of greater importance and impose a heavy burden upon the finances
of the railways. Judging from the considerations and contentions which
have been put before us, it does not appear possible in the main to avoid
these disadvantages under any system of state management as at present
understood in India.

1t therefore the only choice available lay between a continuance of
private management and an extension of state management on existing
lines, we should strongly recommend the former alternative. Indeed we
should feel bound to urge a radical reconsideration of the whole question
of state management and a fresh examination of the possibility of creating
privately managed companies with Boards of Management domiciled in
India. This suggestion was rejected by the majority of the Aeworth Com-

mittee, but they rejected it in favour of a form of state management which
was not adopted.- -

They urged that the railways, as a state-managed concern, should be

independent of the general finances ; that they should be responsible for
LATRB 1
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meeting their own financial obligations, and that apart from this no con-
tribution should be made by them to the general revenues. Any surplus
avatlable was to have been put back into the business either in the form
of reserves, improved services or cheaper charges to the public.

199. Public Qwnership under the Federal Raillway Authority.—It is
very much to be regretted that the form of public ownership recommended
by the Aeworth Committee, which is well-known and understood and has
so far been suceessful in Great Britain, was not adopted in India. It is

fortunate, however, that under the Government of India Act, 1935, a fresh
opportunity is offered.

Uinder that Act a Federar railway Authority is to be established, con-
tingent only upon the adoption of the Federation plan itself as a whole.
The constitution of the Federal Railway Authority may be the means of
introcucing fresh principles which will display the effects of state manage-
ment in a much more favourable light than has been possible under the
existing system.

We' shall deal later with the basis upon which it appears to us that
the IFederal Railway Authority should be established (within the terms of
the 1935 Act) if the finances of the railways as a whole are to be placed
upou a sound and remunerative basis. At the present stage we only note
that, if the Federal Railway Authority can be established as an inde-
pendent public body conducting its affairs on the lines indicated in the
Acworth Report, an opportunity will be provided for a fresh trial of state
mansgement under more favourable auspices than hitherto, and there ave
reasonable grounds to hope that the experiment might prove successful.

200. Need of Easing the Initial Burden of the Federal Railway
Auihority —It is evident, however, that time will be necessary to judge
of the success of the new development. The experiments which, following
upon the Report of the Acworth Committee, might have been tried with
the comparatively small organisations of the individual railway systems,
imust now be tried out on a wider field covering in the first instance the
whoie of the state-managed systems of India. With the possible exception
of South Afriea, where railways, telegraphs, harbours, air services and, to
a large extent, road transport, are grouped under a single management, it
Is doubtful whether a state-owned undertaking of this magnitude is at
present to be found in any parliamentarily governed country in the world,
and it would be unwise to underrate the difficulties of the task or the Tisks
of failure that are involved. For these reasons it is essential that the new
Federal Railway Authority should be given time to find its feet and to

earn publie confidence before further additions are made to the burden of
its z‘esponmblhtlgs. The Authority may very well find, as a result of a
few years’ experience, that the res

A 'S” exp e responsibilities they have undertaken are as
wide as it is wise for them to incur. Indeed they may wish to divest then-
selves by decentralisation of some of the responsibilities assumed in the

first instance.
We have kept this consideration

] . before us in framing our recommenda-
tions as to the policy to be followed.

- 201 Ama'lgamatiaq} of Railway Administrations—We consider that
no amalgamation of railways is desirable at the present time. Our reason

~
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; ing to this conclusion is that no amalgamation at present possible
sx?guf:lmfl;flgin with the scheme of ultimate grouping already outlined (para-

graph 197).

e considered in particular the arguments for and against the
mnalgfnﬁggn of the Easterrll) Bengal Railway with the East Indian B@x}-
way; This would produce certain superficial economies, but we believe
these would be effected at the expense of the proper management qnd
supervision of the enlarged system. The East Indian Railway organisa-
tion is already in our opinion fully large enough for the conditions of

economic management.

7 : ‘ tern Bengal Railway
We have suggested that at a later date the Eas

could be amalgamated with the Assam Bepgal Railway, and that the two
raiiways would constitute a convenient unit for. economical mqqagemen}, ;
but such an amalgamation for obvious reasons is not a possibility at the
present time.

202. Options to Purchase—The Federal Rai'lway Authority_ has not
yet been constituted and is dependent upon certain polltl'cal_ contingencies
Which have not yet arisen. We assume, however, that it is likely to be
constituted at some time within the next two years.

dor the reasons already given, we consider that the new Authority
will ig;.dttime to organise ityself, to prove its value, and to form a coneclu-
sion as to the future development of its own responsibilities. Any ques-
tion of the exercise of the Government’s option of' purchase of prlva_ltely-
raanaged lines should therefore be postponed until the Federal Railway
Authority has been allowed the necessary breathing space.

On the other hand, it is impossible to look for sound and farsighted
management on the part of the priyately-managed concerns, if they have
short-dated options constantly hanging over their heads. In such circum-
stances their policy is bound to be affected disadvantageously by the con-
sideration that any capital or revenue exp(‘endlt.ure {ncurred, if it is to be
conuercially justified, must reach its full fructification at least within the
period of the option.

From this point of view we cousider the whole policy of short option
periods unsound and undesirable, and we cannot recommeqd any system of
short postponements at the convenience of the Federal Railway Authority.

i ratta
The options for the purchase of the Madras and Southern Mabratt:
and thee S(E)uth Indian Railways do not mature until 31st Dece.mber, 1945."
The oceasion should in our opinion be taken for the amalgamation of theze
two railways, not necessarily under state management.

k re further of opinion that for the reasons indicated it would be
convzg?e:t to postpone the options in respect of the Bomba)j, Baroda and
Ceutral India Railway, the Bengal and North Western R:allway and the
Assam Bengal Railway until the same date. This will give the Fedex:al
Railway Authority seven years to establish 1t.self_‘a:nd to decide upon itg
policy in the matter of purchase ; and in our opinion seven years is the
minimum period required for the purpose. =
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The delay will have a further advantage to which we attach consi-
derable importance. It will be desirable for obvious reasons that the
puvchase of the privately-managed 1'uil\\'@y's, if it is approved, should be
finunced as far as possible by the Authority itself, and not wholly out of
Government funds,  1f this is to be achieved the Authority must be given
time to commend itself to the financial world as a well-managed and trust-
worthy undertaking. We suggest, once more, that seven years is not
uniiuly long as a period of probation.

203. Financiel Considerations—Our recommendation contemplates
that the options on five out of the six privately-managed lines will fall in
siniultaneously at the end of 1945. This may seem to impose too heavy
a burden on the shoulders of the Authority, if purchase is the policy
ultimately adopted. In making the recommendation we have been in-
fluenced by the advantages to be obtained, for purposes of re-organisation,
from carrying out the whole operation at one time. There will inevitably
be some re-allocation of physical assets, some re-arrangement of workhsops,
ete., following on the purchase, and these adjustments can be planned and
executed most effectively if the whole of the changes take place contewmn-
poraneously. The same considerations apply to the transfers of adminis-
trative officers, and re-distribution of staff.

We appreciate on the other hand that our proposal involves financial
considerations which must necessarily take precedence of mere administra-
tive convenience. If it be thought that the simultaneous purchase of four
or even five privately-managed systems is beyond the finanecial resources of
the Authority, even with the assistance of Government, it will be necessary
to provide for suitable intervals between the expiry of the different options.
In that event we suggest that the option on the Assam Bengal Railway
should be timed to fall in at the end of 1947, and that of the Bombay,
Baroda and Central India Railway should not hecome due until 1950, when

it would coincide more or less with the expiry of the contract held by the
Bengal Nagpur Railway.

204. Need of a Defimte Understanding.—The actual dates to be fixed
are in our opinion a matter of secondary moment. It is of much greater
Huportance to give the situation all the precision and stability of whicl
it iy capable. If it is felt, as we submit, that the Federal Railway
Authority must be given ample time to obtain a full grasp of the problems
it has to face, and to prove its value, then it can hardly be doubted that
the decision as to the further extension of state management to privately-
managed railways must be deferred beyond the end of the years 1940
«and 1941. Tf this is admitted, it must follow that it is better to recognise
the necessity without delay, and to fix the dates of the options as far
beforehand as possible. The extended period, thus conceded, will enable
the railway administrations affected to take a longer and a more com-
1mercial view of their opportunities and responsibilities.

We therefore recommend that the Government should immediately
undertake arrangements for the extension of the contracts to the dates
her_e suggested or such other dates as may be thought more appropriate.
This will enable the privately-managed railways to conduct their affairs
on mere farsighted lines than is possible at the present time, and with a
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longer period for the fructification of wisely planned expenditu_re ; and
it will give the Federal Railway Authority time in which to establish itself"
and to solidify its credit.

CHAPTER XIV,

Financial Outlook.

905. Railway Contributions to the General Revenue.—Until 1924j
railway finance was part of the fabric of Government finance ; a loss in
any year was borne by the taxpayer and a gain went to the rel.lef of the
fa&payer. In the first forty years of the existence of the railways an
aggregate loss of Rs. 58 crores was sustan;ed. Thergafter, from 1898 _tlll
1924, practically every year recorded a gain, amounting altoge@her during
this time to Rs. 103 crores. It was during a period of prosperity that the
railway budget was in 1924 separated from the general budget, and a
couvention was adopted defining the extent to which contributions were
to be made from railway revenue to the general revenues. There is no
occasion here to recapitulate in full the provisions .of that convention ;
broadly, it required the railways, after meeting their working ex;t:)e_nses,
providing for depreciation and paying their interest charges, to con_rlbute
to the general revenues as a first charge on surplus profits a sum equwale_n{
to one per cent. of their capital, and over and aboye thgt.a substantla}
share of any residual profits. We Would_l_'emark in particular at this
point that the railways were not in a position to put any funds into a
oeneral reserve until they had paid one per cent. on their capital in addi-
fion to their interest charges.

ine the twelve years since the separation the railways have con-
tribul’geljir R%. 42 crores t}; the general revenues. The profits h.'om W}!l(g],
these contributions were paid were earned in the ﬁr.'st-half of the'per_lo ,
when the railways were able not only to meet their current obhgatmps
but also to build up a general reserve, which in 1928-29 amounted (Lio
néarly Rs. 19 crores. In order to meet their obligations during the second-
half of the period the railways practically depleted their general reserve,
and hy 1935-36 drew upon the depreciation fund to the extent of Rs. 313
crores ; in addition a debt of nearly Rs. 31 crores had been accn_zmula%%
in respect of arrears of contributions due under the eon‘vel}t.lo'n; Ie
understand that it has been decided to write off both t‘[lese_habl.htle.,l._ n
so far as this decision applies to the arrears of contributions it relieves
the railways of a burden from which they would otherwise, in our opmw:ll,
never be able to free themselves. and to this extent it is to be Welcf)!ne1 .
The issues as they affect the depreciation fund, however, are not so simple,
and it is desirable to deal with them at some length.

906. Depreciation Fund.—This fund was instituted at the time ?_f
sepa;zf)gon 01; the railway budget from the general bpdgfethln 11;924t2=:1
Annial appropriations were originally m.ac.le on the basis of the Es 1mﬁ e
lives of wastine assets applied to the or1_g'1qal cost of thOSe.taTse S. . %rc
recently the basis was changed to 9ne-s1xt1eth of the capi afa;.l charge.
This change did not. however, materially affgpt the quantum of the prOVI%
gion ; as we understand it, it was, rathel.', & new gnd convenient way o
expressing the result produced by the original basis of estimated lives.
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The amounts allocated to and withdrawn from the fund, and the

net aceretions, are shown year by year in the following table :—
Lakhs of Rupees.

Allocations Withdrawals Net
Year. to Fund. from Fund. Accretions.

1924 25 . .. . .. 10,35 7,29 3,06
1925-26 . .. . .. 10,67 7,98 2,69
1926-27 .. .. .. .. 10,89 8,05 2,84
192728 .. .. . . 11,38 10,95 43
1928-29 .. .. .. .. 12,00 9,60 2,40
1929-30 .. .. .. .. 12,59 11,76 83
1930-31 .. .. .. .. 13,07 11,39 1,68
1931 32 .. .. .. .. 13,46 8,26 5,20
1932-33 . .. . . 13,77 6,35 7,42
1933-34 .. .. . . 13,56 8,08 5,48
1934-35 .. .. . .. 13,72 8,66 5,06
1935-36 .. .. .. .. 13,26 9,16 4,09

Total .. 148,71 107,53 41,18

. The progressive increase in the allocations is a reflection of the increase
In the value of wasting assets or, to put it broadly, in the capital at charge.

The following amounts were borrowed from the depreciation fund to
enable the railways to pay their interest charges in full .—

Year. Borrowings from
Depreciation Fund.

Lakhs of rupees.

1931-32 .. . .. . . .o . . 4,25
1932-33 . .o . . e .. . . 10,23
1933-34 .. . . .o . .. . .. 7,96
1934-35 . . . . .. .. . . 5,06
1935-36 . . . . .e .. . .o 3,99

31,49

The effect on the depreciation fund was that whereas the nominal

eredit balance was Rs. 41.18 crores, the actual credit balance was no
more than Rs. 9.69 crores.

We understand that the balance at the end of 1936-37 is likely to
be more favourable and that, excluding the share of the Burma Railways,
1t is expected to stand at approximately Rs. 14 erores,
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equacy of this balance cannot be measured by reference w0
iinmgllil;’ceaie?luirz’ments. The object of creating a depreciation f\_m%) alg
to enable regular annual appropriations to be made from revenue, 1(111.1_’ .
years no less than in good years, for the purpose of meeting expent } ure
on renewals ; and this expenditure may fluctuate widely in an}o%:i egon;
one year to another. It is essential that the fur'ld should be mzaunt .n ra
sach a level as will permit of e_lefegtmnal I;equ;;lﬁ%%t:db?;n%nlcﬁz {hl;;) ie{;

ies may arise, with far greater

?}\;sz'xténlflserli%:?ne, efvhic}z’ may ’make sudden .and heavy dem%mlis uponhi.;hﬁ
fund. Having regard to these cons1'derat'10ns, anfi to the balances whie
are regarded as proper on other railways of which we have (;)xgente_n{:le:
we ave of opinion that the present balance of Rs. 14 crores 1s 1subas‘1 anela o)f
lower than financial prudence demands, and that a norma ance
Rs. 30 crores would not be excessive.

2 : Appropriations to Depreciation Eund.—The annual
appr:w(l))z'iaﬁ{(l).:sisogt pfezen%ade on the basis of one-sixtieth of tfhe tota}
capital at charge. This we understand to be merely a gonwfvenﬁen tyai t:d
expressing the total contributlioré a: calc}ll.z;teld 3;15 ttherll‘)}f::;sé oes:i ni:tz 5mlives

ives ting assets applied to original cost. lives
krz;z %ﬁe v;?'z ingformed, aé)opted after investigation by an eépert ::Illw:i
nonm’littee consisting of a civil engineer, a loc(_)motlvef (‘:h cerast ol
accounts officer, and were based on actual experience qth eh'ph ‘:v the
hedule as a whole is more comprehensive than.any with which we ar
:2]11a1inted ; it is extended to items, such as bridges and bulldmlgs, ede
]if?a' of which may with ordinary repair be almost indefinitely pro _onglc L
The schedule differs also in rega}'d to a nu.mbe.r of items from th? estlmaagd
lives adopted by the British railways, being in some 1nst%n3gs olflgerarth
in other shorter. Probably the climatic conditions Oft' n 1;1 taﬁ e é)it.i 5{1
respdusible for this ; but we Wfould a(}lt‘ihthath:gzlgrgg 1lci%e(; g : mratter
ailway mselves is not uniform. e SC .
:xil}:ll:‘f )csalJi}slefor detailed investigation by experts, and we m'gke nto :Larlrm
either to possess the experience or to have had the nece;sary blme gble tz
out such an investigation. As 'far, however, as we afve theen able
compare the practice of the Indian railways with that }(1) other r’cimat};?i
we are of the opinion that, taking one item with another, the es
lives as at present adopted are reasonable and adequate.

i i f calculating depre-
We are not much impressed with the advantage o ‘
ciaiioneon a flat percentage equal to 1|60th, or 1-2{3 per-cent., of the ‘Ic{o.tal
éa ial at charge. This method"is less laborious, no doubt,'than tabmg
thp life of each description of asset separately, but we doubt if the lak é)ur
s'ue/eé compensates for the loss of accuracy, which r;lagi] begozne cocl;slxll taife;
ble, i ientific character of the flat per o
able, whilst the apparently unscien e flat percentage
’ i thority of the fund. On the other
may definitely ek e e leulations of the character that
casion to undertake elaborate caleulatior h : at
zifp:;or Ot(z) have been thought necessary prior to the Financial Commis
sionér‘s Memorandum of 11th July, 1933.

i i 1d be reviewed from
vent the schedule of estimated lives shou
time'It!:) 2;;;ﬁeeand modified in the light of experience ; and the ﬁatdperi:ent-
age, if that principle is maintained, should be recalculated accordingly.

Y74} ' vt Fund mot Ezxcessive—The
908. Appropriations to Depreciation .
nominal baf)ance of the fund has grown year by year. It has been sug
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gested to us in various quarters that this is evidence that the ibuti
made have been unduly high. We think this contention is iﬁ?:’:.z:ll{):alx‘;lonb

The depreciation fund, set up at a period when t if y
to be covered had already in part expired, is necesil:rilll;fe ;rf ?I;f astse“s
fund, and it is an inevitable characteristic of such a fund that the oo ltu"e
butions for many years must exceed the outgoings if the fund ig ultircxfnt Iil-
to establish itself as reasonably sound. This circumstance th afe ]
affords no presumption that the contributions are unduly generoﬁge ore

209. A New Charge upon the Depreciation Fund.——It is
to direet attention to a change in acecountancy which v:vill proper uro
the annual calls upon the fund. v tend to inerease

~ On the state-managed railways, when an i

original cost of the asset has hitherto been foundasfsreotm liherecll)éaizgiat?he
fund and the dlﬁ'grenee between the original cost and the reglaceml(l)::
cost has been debited or credited to capital according as the coste f
replacement has been more or less than the original cost. On com ;
manuged ral'lways, on the other hand, the cost of replan;a-ment b pallillf_
asset l‘s'debned to revenue and the balance, representing the adyd’% az
e«g.st _yoi improvement or betterment, is charged to capital. The co 11;10n
of the company-managed railways are based on this pI.'inciple niracts

_ The system in operation on the state-mana i

during the last twelve years in charging to capitgfﬁdvzi;x:yiiezzs T e
ing i total to some Rs. 20 crores, which under the a,lternati’ ammtnt-
would have been charged to depreciation or to revenue. Th Yo cam be
no question that the alternative method is the more ' rudere e
twq, and' we understand it is now being adopted. The adpditio?tl l:))f the
w}p(:h will thereby be thrown upon the depreciation fund 'll?) _lll'den
neighbourhood of Rs. 1} crores a year. will be in the

Had this practice been in force during the twelve years 1924—36

(sec Table on page 124) the net accretions
. - S tot : .
wouli have been reduced by more than one-%l}firft;nd during that period

When allowance is made for this additional
fund it becomes clear that the margin between cont
is varrow and should not be arbitrarily reduced

annual draft upon the
ributions and outgoings

J 210. General Reserve Fund.—Durin

le separation convention the railways were i

reserve fund out of the share of surplus proﬁtsa\lz)v]}?iet}(l) ‘ct})ll;,lldrel'rlap adgenerz}]

i_‘f'und reached its peak, namely, Rs. 18.8 crores, in 1928-2};) Imgh. .Thxs

suceeeding years it was drawn upon to make éood the deﬁeiezeieqeiltth‘;ge
: e

contributions due to the general revenu
. e é i
the eredit balance having been reduced to ]der.;g t%v:rsl %Zacltlccilge depleted,

_ We consider it essential that, in additi

sion for depreciation, the railways shouldorllnfi?dmzk

flll.ld as soon as their financial position permits trl)ne?n gteneral oserve

primary object would be to serve as an equalisation fund too }?'0 iy

pristions would be made in good years, and from which Withdz'vav:rzlllsac%g?g-
)

if neecessary, be m i :
earned. ry, be made in bad years, when interest charges were not fully

g the prosperous years following

ing adequate provi-
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We understand that general approval has been given by the Publie
Accounts Comsmittee and the Railway Standing ¥inance Committee to a
proposal that a sum in the neighbourhood of Rs. b crores a year should be
provided from revenue for amortisation of eapital. This we consider to
be a wise and prudent course. The need for such a provision is second
only to the need for an equalisation fund, and both purposes might
conveniently be met by a single general reserve fund. :

We need not stress the capital importance of accumulating a fund
of this character. The financial position of the railways is thoroughly
unsound when the depreciation fund has to be raided to pay interest
charges. Bad years are certain to recur in the future, as in the past.
During the recent series of bad years it was found possible to maintain
the full payment of interest charges only by drawing nearly Rs. 50 erores
frou: the funds. The general reserve fund was depleted within three
years, and the depreciation fund was reduced to one gquarter of its
oririnal figure before the economies effected and the return of better trade

saved the situation.

Having regard to these circumstances, we recommend that all
cevenue balances, after provision for depreciation, should be appropriated
to the general reserve fund until that fund has reached a total of not less
than Rs. 50 crores. This fund would be available to meet deficiencies in
interest payments in bad years. In so far as the fund is used for this
purpose it should in our view be restored to the level of Rs. 50 crores as
soon as revenue balances are available for the purpose. :

911, Amortisation of Capital—The fund would also serve, as might
be necessary, for amortisation purposes, and the whole of any balance in
excess of the Rs. 50 crores already mentioned would be available for this
purpese. Specific assets should be written off when they have fallen out
of use as, for example, branch lines which are closed because they have
become unremunerative. There are other elements in the capital account,
snch as the Rs. 20 crores already referred to as having been charged to
capital instead of to depreciation or revenue which equally ought to be
writién off. Apart from such particular instances it is a wise course,
whei, the funds are available, to make a general provision for writing
down capital, particularly in the case of a state-owned system of railways
x;v]wiich, as in Inflia, represents a very large proportion of the total publie
C C-_'f.

919. Prospective Railway Earnings—The Indian state-owned rail-
ways, after six consecutive years of deficiency, have been able in the year
1926.37 to meet in full the interest charges on their capital. For that
year we have only provisional figures, s'nce we have to rely on the budget
estianates which were published just before we left India. But it is clear
that the gradual improvement which was first discernible in 1933-34 has
been accentuated ; and in their ability to pay 4 per cent. on their capital
the Indian state-owned railways compare very favourably with other
large railway systems throughout the world.

Tn judging of the future it is necessary to take a broad survey, and |
po period less than a complete trade cycle is sufficient for the purpose:
We have had to consider whether the next trade cyele is likely to show
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could be used in relief of general taxation. It would in our opinioi
be unsound to estimate for such relief at the expense of the depreciation
fund or of the general reserve fund, having regard to the purposes for
swhich these are urgently required.

On the other hand, the existence of these funds will afford the best
insurance that is possible against default by the Tailways in the
payment of their interest charges.

We think that this situation should be recognised and that the
railways, while they should be expected to maintain full solvency, should
not be regarded as a possible source from which contributions to the
general revenue might be derived. We are aware that it was hoped that
the surplus earned by the railways might be such as to place the Central
Government in a position to contribute revenues to the Provincial Gov-
ernments, if not immediately at least five years hence. This hope should
no longer be entertained ; but every endeavour should be directed
towards placing the railways in an assured position to pay their interest
charges in full year by year and so avoid becoming a burden upon the
gencral revenue.

CHAPTER XV,

Federal Railway Authority.

914. Under the Government of India Act, 1935, there is to be consti-
tuted in the event of Federation a Federal Railway Authority. This is to
consist of seven persons to be appointed by the Governor General, of
whom not less than three will be appointed by him “ in his diseretion ”’,
and the Governor General also ‘‘ in his diseretion ’’ will appoint one of
the members to be the President of the Authority.

We have already alluded to the unprecedented extent of the organi-
sation to be entrusted to the Federal Railway Authority, and to the equally
unprecedented amount of the capital charges for which it will be respon-
sible. We should be failing in our duty if we did not emphasise the
dangers to which a venture of this kind, largely experimental in its charae-
{er, is peculiarly exposed. »

215. Political Interference—The first and most obvious danger is that
of political interference. This question is one which has always been a
source of difficulty and dispute in connection ‘with state management of
railways in other parliamentarily governed countries. We cannot refrain
from expressing our sense of the importance of limiting this feature in a
country such as India, where any departure from sound finance and sound
business principles will entail heavy losses on the general revenues and
heavy increases in taxation whieh (so far as we can learn) the country is
in no position to support. The railway debt amounts to two-thirds of the
tota]l Government debt. Tt is reasonable to hope that, with due economy
and foresight, the railways can continue to pav the interest on this debt,
but there is no margin for mistakes, whether they are due to laxity or to
optimism. The effect therefore of political intervention in deflecting rail-
way policy from the strictest line of economy and sound business manage-
ment must immediately show ifself in a deficiency on the interest due to
the Government, and an increase in the bu}'den to be borne by the general
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weasurable, in additional net revenue. This shortsighted action follows
almost inevitably from the position of the Government wis-a-vis the rail
ways in the past. The Government, as a shareholder, has benefited from
any surpluses realised by the railways in good times and has claimed its
dividends up to the hilt. In bad times it has been in a position to use its

whole weight m squeezing out a return, often by economies of a fallacious
and improvident character.

Under the new conditions it is of the first importance that the Gov-
ernment should limit its interest to that of a debenture holder. This
would be sound policy in any event, and in existing conditions it represents
no sacrifice of general revenue. The forecast of the future financial posi-
tion of the railways which we have already given is sufficient to indicate
our view that no surpluses are likely to arise which could be credited to
general revenue with any regard to the financial stability of the railway
structure. If this view is accepted, there need, we suggest, be no hesita-
tion on the part of the Government in making a definite renunciation of
any claim to hypothetical balances for the future. The way would thus
be clear to the establishment of the Federal Railway Authority on a self-
supporting basis, provided it is able to pay the full amount of the interest
due to the Central Government on the capital at charge. If this condition
is fulfilled, we would urge very strongly that the intervention of Govern-
werit Departments in the control of the Federal Railway Authority should
be cut down to the lowest possible limits.

217. Obligation of Federal Railway Authority to meet Interest
Charges—It is perhaps most convenient to deal at this point with a ques-
tion which will necessarily call for consideration. ‘‘ What will be the
position if the Federal Railway Authority fails to pay the interest due to
the Government ¢ 7’

The first, and most obvious, answer to this question is that the Autho-
vity must not fail. Every step must be taken to prevent such a contin
geney from arising. All net revenue balances realised in good years must,
as recommended in the previous chapter, be utilised for building up a
general reserve fund for the purpose of making good deficiencies in the
payment of interest charges in lean years. It must be open to the Autho-
rity, under conditions to be defined, to ‘‘ borrow ”’ from the depreciation
fund, in order to make good any deficiency which might still remain after
the exhaustion of the general reserve fund. It is clearly better that the
Authority should carry on without any depreciation fund than that it
should fail in its obligations to the Government,

If, when all these measures have been exhausted, there still remains a
deficieney, the Government could not be-denied the right of a debenture
holder to appoint a receiver for the railway undertaking as a whole, or in
other words to take over the management itself. This will in effect mean
new legislation, and it is useless at this stage to anticipate what form that
legislation may take. In the meantime the experiment of the Federal
Railway Authority would have to be written off as a failure.

218. Raising of Capital by Federal Ralway Authorily—We way
perhaps allow ourselves to hope that the gloomy possibilities touched on
in the previous paragraph will not be realised, and that the Authority
will justify its financial independence by meeting all its obligations. There
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will nevertheless remain another problem peculiar to jtg position, at any
rate at the outset of its activities,

It must be taken for granted that the

Authority will have to spend capital year by year as has been done by the
Railway Board. How is it to raise this additional eapital

We do not feel we are in a position to diseuss the legal powers of the

Authority in this matter ag they now exist. We assume that, if these

powers are found not to be sufficient, to give the Federal Railway Authority

the liberty which is thought proper for it, the law can be suitably amended,

There appear to us to be two alternative courses available :

siould raise the capital very much in accordance with its present practice,
This solution is simple ; it raises no new features or difficult precedents.
At the same time we feel bound to express our view that any such solu-

tion would be fatal to the independence of the Authority.

The Government must take responsibility for the payment of interest
on any capital so raised. It would be absurd to saggest that it shouid
take such responsibility without a careful examination of the need for the
new capital and the probable return upon it. The Government Financial
Authorities would therefore at onee be Interested in every item of capital
expenditure incurred by the Federa] Railway Authority. They would
feel compelled to satisfy themselves that the capital wag being  wisely
€xpended, that it was being kept to the lowest possible figure, and that the
return anticipated might reasonably be expected. In the upshot the Gov-
ernment Audit Department would consider itself bound to take up very
much the same position that it now assumes in connection ‘with the railway
audit, and the Authority would find itself once more in the leading strings

from which it is the whole purpose of the proposed reorganisation to
liberate it.

The result would be almost equally unfortunate from the Government
roint of view. On the formation of the Federal Railway Authority it
Wwill presumably be the object of the Government to limit and lighten the
burden of its financial responsibilities in conneetion with the railway

The railways represent two-thirds of the publie
debt of India and this, we believe, is regarded as an element of insecurity
in the Indian financial position. Any steps which can diminish this
excessive proportion would, we believe, be weleomed, and should be a defi-
uite object of policy. If, however, the Authority continues to look to the
Government of India to raise all additional capital, this policy wil] be

defeated and the disproportionate weight of the railway burden may be
still further increased.

(b) The second alternative is that the Federal Railway Authority
should itself issue such additional capital as it may require. It is to pe
said in favour of such a course that it will fortify and support the inde-
rendence of the Authority and that it will, at any rate, not increase the
obligations of the Central Government. The power

to issue capital at a
reasonable rate will also be a test of the

) credit of the Authority and will
thereby be useful in preserving the standard of ma;

nagement of the rail-
wdy undertaking. It may be assumed that ng Board of business men,
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however, constituted, will be indifferent to the public verdi'ct on the sue-
cess of their undertaking, which will be clearly indicated in the rate at
which they will be able to raise capital in the open market.

At the same time we cannot shut our eyes to the difficulties of the
positidn. The capital to be issued by the Agthority cannot l}a\{e the Gov-
ernment guarantee behind it. If it had, it woul_d be indistinguishable
from a Government issue and would have all the disadvantages of a Gov-
ernment issue to which we have already alluded. The capital must there-
fore be issued solely on the credit of the Authority.

It is a further condition inevitably attached to the igsue of this capital
that it must rank after the whole of the Federal Railway Authority’s
debt to Government. There will thus be a first call fqr the payment _of
some 4 per cent, on Rs. 800 crores of Government capital lqefore the in-
terest on the new capital issued by the Authority can be paid. The new
stock must therefore be regarded as speculative and may be found Jiffi-
cult to issue at a satisfactory rate of interest. This is a serious feature of
the situation which should not be minimised. The speculativq character
of the stock will, however, diminish as a general reserve fund is built up
&nd this appears to us, apart from such reputation for sound managemen.t
as the Authority is able to acquire, to be the only assurance that addi-
tional capital can be raised at a satisfactory ﬁgulje. We therefore feel
bound to stress once more the importance of building up such a gener_e.l
reserve fund during the early years of the existence of the Federal R-gul-
way Authority. In the meantime it will be necessary to keep capital
commitments down to the lowest point consistent with progress and effi-
ciency. The position will of course be further assured if it is made clear
that the new capital will have an equal call with the Government debt

upon the depreciation and other funds to make good any deficicney in
the annual interest.

If, as we hope, the Federal Railway Authority establishes its credit
in such a way as to be able to raise capital at reasonable rates whether in
India or in London, there is a further possibility which it is worth while
to keep in mind. The public debt of the Govel:nmenj; of India is held in
bart in terminable bonds. When these are repaid, it is as a rule necessary
1o raise fresh money to replace the repayments. Since‘ so large a part of
the public debt of India is in respect of the railways, it would be reason-
able that the Authority should itself make good some proportion of the
repayments by the issue of Federal Railway Aut‘hority.stock. The extent
to which this could be done must be a matter for decision at a later date.
It will obviously depend upon the credit of the Authority and the extent
to which it has been able to impress the market with the stability and the
businesslike character of its management. We hope however that it will
be a point of Government policy to assist the Authority in every way to
assume its proper responsibilities in this ma-tter.' In this direction we see
the best hope of a steady diminution of the capital responsibility of 1he
Government in respect of the railways of India.

Before leaving the question of capital we feel that we should eall
attention to another feature of the present situation. The rate of interest.
paid by the railways to the Government is a variable figure ; it fluetyate
upwards and downwards with the state of the market anq

oL I the credit of
the Government. It is caleulated on principles which appear to us to be
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entirely equitable, but under the new organisatio i
ntirely e e, T n the syste X
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most careful consideration. nt Audit will therefore call for the
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extent to have fallen into the background in the audit of the accounts of
the Port Authorities and we would express the hope that this is a good
augury of the spirit in which the audit control over the finances of the
Federal Railway Authority will be exercised. The annual report which
would be made to the Authority would be a most valuable guide to them.
1t will obviously be the duty of the Authority to take such action as i8
necessary on the Auditors’ report and, if the action taken is inadequate
in the opinion of the Audit Department, it will be open to the Department
to quality their certificate in any way in which they may think necessary.
The Department will also have the right, and the responsibility, of report-
mg continued irregularities to the Governor General in Counecil. This,
however, it may be assumed, will be a last resort not likely to be exercised
if the Federal Railway Authority conducts its affairs with ordinary buss-
ness prudence.

Subject to the foregoing consideration, we anticipate that the Federal
Railway Authority will be able to conduect its affairs without imposing
upon the Government Audit Department anything comparable with the
burden which that Department finds itself called upon to assume in the

case of the existing railway organisation.

9220. Avoidance of Excessive Centralisation in Direction and Manage-
ment —The Federal Railway Authority will, as we look at the mafter,
correspond in its functions to the Board of Directors of a large commercial
coneern. The members, apart from the President, will correspond to the
part time directors of such a concern. They will not have an inside know-
ledge of railways ; indeed it is specially provided that no railway official
in India shall sit upon the Board if he has held such a position ‘ within

the twelve months last preceding ",

It is clearly contemplated that the technical management of the rail-
ways will be left to the Railway Board and the existing railway ad-
ministrations, who will however report o the Federal Railway Authority
at periodical meetings and will make recommendations to the Federal
Railway Authority on all matters which exceed the limits delegated to
them by the Authority. From this point of view the Railway Board and
the Chief Commissioner of the Board will represent the apex of the pyra-
mid, the body of which is made up of the technical whole time staff of the
railway administrations.

_ The Federal Railway Authority will naturally delegate large powers
to the Railway Board. This delegation in the first instance will probably
be on the lines of the existing delegation by the Minister and the Public
Accounts Committee to the Railway Board. We are, however, of opiniou
that this delegation is at the present time insufficient and should be con-
giderably extended, particularly in staff questions. There should also be
more freedom in the preparation, gubmission and modification of the
Annual Budget and we' assume at the same time that the whole proce«
can be very considerably expedited with the abolition of the need for sanc-
tions by the legislature.

The question of increasing the powers delegated to the Agents of the
individual administrations under the new regime ‘will no doubt also come
up for qonsideration. Having regard, however, to the necessity of uni-
formity in staff matters, particularly in sueh questions as pay, promotion
d:sem{xg;, _leave, ete., we do not consider that any notable increase is calloci

3
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for in the powers delegated to the Agents. In our opinion, as we have
indicated elsewhere, the defect of the present organisation, given the in-
evitable conditions affecting a large service in India, does not lie in in-
sufficient delegation but in insufficient personal intercourse between the
Board and the Officers of the individual administrations. We feel satis-
fied that if this shortcoming is effectively remedied, the present delegatior
of powers as subsisting between the Railway Board and the individual
administrations should be satisfactory, and is consistent with efficieut
administration.

221. Head Office of Federal Railway Auditory to be in Calcutta-—We
conclude by reference to two points to which, although they may seem of
small significance in themselves, we attach considerable importance.

It is evident that the head office of the Federal Railway Authovity
must also be the head office of the Railway Board. It must be the object
of all parties to secure the closest and most friendly intercourse between
the new Authority and the business community of India. We are of
opinion that this cannot be secured as long as the head office of the rail-
ways remains at New Delhi. Calcutta and Bombay stand out pre-emi-
nently as the two most important business centres in India. We are of
opinion that the head office of the new Authority (and of the Railway
Board) should be located at Calcutta, and that it should either maintaix
a separate office at Bombay or hold a fixed number of meetings each year
in that very important centre. The details, however, will have to shape
themselves in accordance with experience.

The political importance of New Delhi must always make it necessary
for the Authority to keep in close touch with Ministers and with Govern-
ment Departments in that city. This will undoubtedly be one of the
most important duties of the President of the Authority, and of the Chief
Commissioner of the Railway Board, particularly during the sessions of
the Legislature. We do not think, however, that this justifies the loca-
tion of the new head office at a centre so far removed from the principal
seats of business activity. 4

222. Designation of Agent—As a last point, and to indicate the new
and more exclusively commercial character of the railway undertakings
when transferred to the control of the Federal Railway Authorily. we
suggest that the old and honoured title of ‘‘ Agent”, which has been
borne by the Managers of Indian railways for so many years, should now
give place to the more common business title of ‘‘ General Manager .
This title carries a more definite significance in the commercial world and
its adoption will tend to obliterate such distinction as may have existed in
the past between the railways and the business community.

OHAPTER XVI.
Summary of Conclusions and Recommendations : Acknowledgments.

993. Summery of Conqlusions and Recommendations—In the follow-
ing paragraphs we summarise the principal conclusions and. recommenda-
tions contained in our Report.

Craapter 11.—G@eneradd Survey of Indian Railway Administration 1924-36.

- (1) We make a broad financial and statistical survey of the
adninistration of the Indian state-owned railways since 1924. We con.
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clude that their financial results are better than those of other comparable
railway system, whilst their operating statistics indicate that there has
been a substantial advance in efficiency and economy of management
gince the economic depression began in 1930. At the same time the survey
ind'cates certain directions in which improvement might be effected.
(Paragraph 22.)

Cuaprir 111.—Economies by Departments.

(2) We make a more detailed survey of the economies effected between
1929-30 and 1935-36, so as %o reveal their incidence over the individual
railways both as a whole and by departments.

(3) The Engineering Department shows substantial economies (para-
graph 25), but we recommend that further attention be directed to :—

(4) the examination on a unit basis of the number of men engaged
on maintenance work (paragraph 28),

(%) the introduction of motor trolleys and the employment of
mobile gangs on maintenance work ~(paragraph 29),

{i#1) the abandonment of fencing at places where it is unnecessary
(paragraph 30),

(fv) the further reduction in ¢he number of gatemen - (para-
graph 31),

(v) the reconditioning of fishplates (paragraph 32),

(vi) the use of welding for repairing bridge girders, points and
crossings, and for reducing the number of rail joints (para-
graph 33),

(vii) cheaper and simpler methods of gignalling (paragraph 34).

(4) We show the economies effected in the Mechanical Department in
respect of Maintenance and Supply of _Loc0motive Power (paragraph 36),
and in respect of Maintenance of Carriages and Wagons (paragraph 40).

We make a statistical survey of the availability, user and stock of
losomotives (paragraphs 37 to 39), carriages (paragraphs 41 4o 43), and
wagons (paragraphs 44 to 46), and eonclude that :—

(i) the percentage of locomotives and of carriages under or
awaiting repair is excessive [paragraph 47 (a)],

(#) the percentage of wagons under or awaiting repair ecalls for
investigation [paragraph 47 (b)], v

(ii'i.) b?tfer use of rolling stock should be made ; [paragraph 47
c}],

(fv) the stock of locomotives and of carriages, and to a less extent
. .. of wagons, is in excess of requirements, and carefu]l con-
gideration should be given to proposals for the purchase of

new stock [paragraph. 47 (d), (e) and (f)],

" (v) uneconomical units of volling stock should be scrapped and
written off unless replaced [paragraph 47 (g)].
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(5) As regards workshops, we recommend that attention be given 0
the following matters :—

(3) the better planning and progressing of rolling stock repairs
(paragraph 49),

(#4) a better stundard of supervision and training by European
supervisory staff (paragraph 50),

(#) more immediate adjustment of staff to meet fluctuations in
work (paragraph 51),

(iv) amalgamation of workshops for construction, as distinet from
repair, of rolling stock, and concentration of specialised work
(paragraph 52).

(6) As regards rupning maintenance, we recommend that attention
be given to the following matters :—

(1) the strict limitation of repair work in running sheds to running
repairs proper (paragraph 53),

(%) better organisation of locomotive running repairs (para-
graph 54),

(4#%) hot boxes (paragraph 55),

(iv) reduction in number of examining points for carriages and
wagons (paragraph 56),

(iw) improvements in buffing gear (paragraph 57).

(7) We consider the work of the Traffic (Transportation) Depart-
ment shows efficiency and economy (paragraph 58). We recommend that
attention be given to the following matters :—

(4). acceleration of passenger ‘rains (paragraph 59) and of goods
trains (paragraph 60),

(#4) improved operation by reduction of loads (paragraph 61),

(#4) the transit of traffic (paragraph 62),

(iv) the timing of goods trains and improvement of connections
at junctions (paragraph 63),

(v) the turn-round wagons (paragraph 64),

(vi) the number of staff at stations (paragraph 65).

(8) We think there is a case for examining expenditure in the
Aceounts Departments and for considering the extension of mecl_lamsation,
both in connection with accounts proper and with the ecompilation of sta-

tistics. We recommend that the appointment of revenue between the
state-owned railways should be made on broader principles. (Para-

graph 67.)
Crmapter IV.—Further Possible Economies.

(9) We recommend the continuance of the Economy Research Com-
mittees initiated by Mr. Pope, and suggest the following items, in parti-
cular, for attention (paragraph 68) :—

" (4) work done by permanent way, station and clerieal (including
aceounts) staff ;
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i (®) wuse of rolling stock ; : - Ce e
(us) system of wagon interchange ;
(+v) printing costs.
(10) We consider that the question of closing unremunerative branch

lines or withdrawing unremunerative services should be further investi-
gated. (Paragraph 69.)

(11) We recommend that the New York office of the Central Publicity
Bnreau should be closed, and-suggest that the money thus saved might be
diverted to the development of third class iravel in India. We do mnot
recommend any alteration in the London office of the Bureau. (Para-
graph 70.)

(12) We examine the case for reducing upper class accommodation
and combining first and second class accommodation, and recommend that
these matters should receive the special attention of the Railway Board.
(Paragraph 71.)

(13) We recommend that first class accommodation should be
abolished on most branch lines. (Paragraph 72.)

(14) We commend the proposal to substitute two-berth coupe compart-
ments for four-berth compariments for upper class travel. (Paragraph 73.)

(15) We consider that in many cases administrations have been too
lavish in the past in their capital expenditure, and that in future justifica-
tion for capital outlay should be based on an annual return of 10 per cent.
on the capital cost involved. (Paragraph 74.) ‘

(16) We come to the eonclusion that a general cut in wages and
salaries would not be justified as a means of economy at the present
juncture. (Paragraph 75.) ' :

(17) We consider it would be inequitable and unjustifiable f.h;at the
new scales of pay should be applied with immediate effect to the existing

-staff, or that they should be applied on promotion from one eclasg to

another. (Paragraph 76.)

(18) We do not consider there is a case for reduction in the salaries
of gazetted officers. (Paragraph 77.) .

CraptEr V.—Present Administration : Some Criticisms and Suggestions.

(19) We consider that the reduction of administrative posts has been
carried too far and has seriously impaired the personal intercourse essen-
tial between the Railway Board, railways and the trading commnnmity.
We recommend that the appointment of Traffic Member of the Railway
Board be made permanent. (Paragraph 78.) :

(20) We consider that the new scales of pay may prove insuficient

{o attract the right type of recruit in certain grades. If this should prove

to be the case the scales should be revised. (Paragraph 79.)
(21) We review the position of the Accounts Department in the rail-
way organisation, and recommend (paragraph 80) :— -
ey () the Aceounts Officers of the staté-managed railways shonld be
held responsible to the Agents ; _ T
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(i) the accounts staff should be definitely railway staff and should
be recruited for service in individual administrations ;

(#i) promising young men should be singled out for accelerated
promotion by selection and examination ;

(w) for filling the highest posts in the Accounts Department,
candidates should be considered from other railways and
from the Government Audit Department ;

(v) the direct respomsibility of the Accounts Officer 4o the Agent
should not prejudice his right to eorrespond, with the know-
ledge of his Agent, with the Financial Commissioner.

(22) Rules on establishment matters should be codified, and simplified
as far as possible. They should be strietly observed and no exeeptiion
should be made. We recommend that each Agent should have a Deputy
with expert subordinate staff to deal with establishment matters. (Para-
greph 81.)

(23) The establishment of the Federal Railway Authority will
carry with it a change in the prineiples on which audit will be conducted,
and we recommend that until the Federal Railway Authority is set up
the function of higher audit should be confined to maiters of major
importance. (Paragraph 83.)

(24) We urge the necessity for adequate staff for preparing informa-
tion needed to answer questions in the Legislature, and suggest that the
Deputy Agent responsible for establishment matters should undertake
this responsibility. (Paragraph 84.)

(25) We think that the divisional system of organisation is most
suitable for large railways serving important points at considerable
distances from headquarters. We cannot find that the divisional system
of organisation is more expensive than the departmental system. (Para-
graph 85.) ‘

(26) We find that on some railways the Transportation Department
maintains a budget separate from that of the Chief Mechanical Engineer
for the running repair of locomotives. We consider this practice is un-
desirable, and that all expenditure on the repair of rolling stock should be
controlled through the Chief Mechanical Engineer’s budget. (Para-
graph 86.)

(27) We recommend the extension of the purchase of railway stores
through the Indian Stores Department. (Paragraph 88.)

(28) We recommend the extension of research to be carried out jointly
by the Indian Stores Department and the Central Standards Office of the
Railway Board. (Paragraph 89.)

(29) We recommend that, where this is not done at present, the Stores
Superintendent should control divisional and outstation stores depots.
(Paragraph 90.)

CaarreER VI-—Siatistics.

(30) We recommend that the existing system of statistics should be
reviewed with the object of increasing their usefulness and reducing the
cost of compilation. (Paragraphs 91 to 97.) .
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(31) We recommend that the periodical conferences of Statistical Offi-
cers, which have been discontinued since 1931 on the ground of economy,
should be resumed. (Paragraph 98.) '

(32) We recommerd that a Statistical Ofticer should be reinstated in
the Railway Board’s Office, and that the statistical organisation of some
railways, from the point of view of interpretation, should be strengthened
(PParagraph 99.)

(33) We urge the need for a revision, in the interests of economy, of
the system of workshop costs and statisties. (Paragraph 100.)

Cuaprkr VII—Staff Discipline and Training.

(34) We are of opinion that a vigorous campaign should be initiated
to roote out dishonesty and incivility from among the staff. (Paragraphs
101 to 103.) -

(35) We urge the need of improving staff training and education
(paragraphs 105 to 113), especially by :—

(i) extending the scope of area schools (paragraph 106).

(#) preseribing advance courses and examinations for subordinate,
and selecting successful candidates for further training with
a view to their qualification for special promotion (para-
graphs 107 to 111).

(36) We recommend measures designed to inculeate in the staff greater
interest in their work and a more active business outlook ; and in order to
develop a greater interest in transport problems generally, we suggest that
closer relations be established with the Institute of Transport and the
Railway Research Service. (Paragraph 114.)

Cuaprer VIII.—Measures to Increase Revenue,

(87) We consider that, as a means of increasing revenue, the most
urgent need is the development of the commercial departments of the
railways (paragraph 115). This should include the appointment on
,each administration of a Commercial Manager of a status equal to that
of other heads of departments, having under him a Rates and Fares
branch, a Traffic Department branch, and a Research branch [para-
graphs 116 (a) to (d)]. . *

(38) We recommend a substantial development in advertising and
publicity. [Paragraph 116 N1. .

~ (39) We are convinced that special steps must be taken to selest

and train commercial staff ; phe desirability of appointing senior men at
the outset from Great Britain should be considered. [Paragraph 116
(9] : "

(40) We suggest as further measures of improving revenue (para-
graph 118) :— o

- (a) an organisation to assist traders in the selection of industrial

sites ; ‘ ' : : ,
(b) the extension of trade advertising on railway premises ;
and = : I

(¢) the levy of economia renits for eatering contracts.
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(41) The ecase for a i i ;

» ] general increase in charges depend

gon%ﬁmm. At the time of our visit to India these cogditign(smdi;rigz
ppear fo us to warrant such an increase. (Paragraph 119.)

(42) We recommend that the surct
1arge on coal should be i
from 12% per cent. to 15 per cent., with a maximum increaseeoi'mir{gasfﬁ

ber ton, We touch on the question of a protective duty on South African

coal as an alternative to the pre i i
s an altor (Paragraphplﬁ(.a;lt rebate on railway charges for Indian

(43) Individual rates should contin i

. ] ue to be readily adj

meet varying conditions, but we cannot recommend any ggnera%uﬁégglcetiotz
in charges. (Paragraphs 122 and 123.)

3 ) Cuaprer IX.—Rates and Charges.

(44) We recommend that the Railwa initi

: (44) _ y Board should initiate a speci
gnqm_ryv into the system of charging at schedule rates with a vie\?lemta 1
simplification. (Paragraph 127.) °

(45) We examine the effect of charei € Jic .

. N ging upon ¢ discontinuous '’ mileas
dnd~re.(;:ommend that hard cases be dealt with by the quotatiolils ofxgéli%ge,
to-station rates. (Paragraph 128.) . ation-

(46) We examine the su i i i

‘ ; ggestion thiat there is too wid i

%:;f;:’:?’ tgvnez('l ’s ﬁxskl ({md railway risk rates, and we reeom:n::nz tllll;irﬁg
oard should examine the British practice with i

adoption of a similar i ited D necial tonditions of Tndis

e o 18 practice suited to the speecial conditions of India.

(47) General complaint was made tha i

int ; t. rates favoured impeor
zfiz;tngg:ﬁz;nt% theb preg(;xdlcedo{) indigenous industries ; we pfeleg s?llclg
griey est be redressed by free Railway
Advisory Committee, (Paragraphv130.) ¢ recourse 1o the Railway Rates

(48) Complaints were made that the o rai
' 1 mplai; ver ‘ utlook of railways i i
iﬁiﬁi gflsl S)lo }Ir’ldt&rixdliz%hstéc. l\)Ve think that the Rail;;;"gséxﬁ %ngllll(lig
: e Traffic Member, be prepared to deal with laj A is
kind, and that the Railway Rat i troe. st e s
, ; y Rates Advisory Com :
freely called in by aggrieved traders. (Pa:aygragh nllétf.e)e sho.uld be more

(49) To facilitate quotation of foreign rat i
‘ ) o es to th -
mend that rate books should be kept at stations. (Paeraz:'gl}iﬁ 1i/§2r§-eom

(50) We recommend measures desi i

P 1 gned to expedite ti

thn.l_{allway Rates A'd_wsory Committee and to oi\lr)e its p;(?cg)elgloi(;le:hlre 0({
decisions wider publicity. (Paragraph 133.) ° &5 and.

Cuaprer X.~—Co-ordination of Road and Rail Transport.

(61) We consider that no restrictions i
) ) We ] should be impos
transpory which would unfairly hamper its developmen(t’. (Pz&?t.q;&;}? 11.3058()i

(52) We find that the regulation of i

G ] road transport is inad

;’::rilt;::; afre chaotic ; (‘;haﬁ: road development ;)nd malirxi?e;'?:élete‘su%fl:i
of money ; and that until these conditio impr

road and rail transport are both re lie sarvian ved, and

; 1 gulated as pub i i

tion of transport is unattainable. (Paragraphs rl)g(iht% ngglfes, co-ordina-
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(53) We consider that the existing statutory regulation of railways

'is suitable, and do not recommend that it should be altered or relaxed.

(Paragraph 139.)

(54) 'We review generally the object to be aimed at in the regula
tion of road transport (paragraph 140), and recommend that regula
tion should be carried out by Provincial Governments in accordance
with uniform principles enacted by the Central Government. (Para-
graph 141.) :

(55) We recommend measures of regulation, common to buses and
lorries, in the interests of public safety. (Paragraph 142.) .

) (56) We recommend that licences should be issued in accordance
with public need. (Paragraph 143.)

(57) We recommend that a system of road licensing be adopted for
passenger vehicles, and that time tables and fares should be fixed ; and
we set out the considerations to which the licensing authority should have
regard in deciding whether a licence should be granted or refused. (Para-
graph 144.)

(58) We recommend that a system of regional licensing be adopted

for goods vehicles, and that statutory provision should be made in order
that goods rates may be regulated at some future date ; and we set out “he
considerations to which the licensing authority should have regard in

deciding whether a licence should be granted or refused. (Paragraph 145.)

(59) We recommend that the same system of regulation (other than
rate regulation) should be applied to private lorries as to public Jorries.
(Paragraph 146.) -

{60) In order to avoid hardship we recommend that all vehieles,
whether passenger or goods, in use on the date of our report should be
licensed without regard to the test of public need. (Paragraph 147.)

(61) We consider that legislative effect should be given to our
recommendations by means of a Mandatory Act ; failing that we recown-
mend that the Motor Vehicles Amendment Bill should be passed as
quiekly as possible. (Paragraph 148.)

(62) We find that police control is inadequate (paragraph 149), and
that insufficient records of road traffic are maintained by the Provinces.
(Paragraph 150.)

(63) We recommend that Provinces should aim at uniformity in the
system of taxation of motor vehicles, and that the level of taxation should
show due regard to the proportionate cost of providing, maintaining and

pclicing the roads. (Paragraph 151.)
(64) For purposes of taxation private lorries should he treated on
the same basis as public Jorries. (Paragraph 152.)

(65) We suggest that the most equitable basis for the taxation of
goods motor vehicles is maximum laden weight. (Paragraph 153.)

(66) We recommend that as regards duty on fuel, diese]l vehicles be
placed on a footing corresponding to that of petrol vehicles. (Para-
eraph 154.7 '

L4TRB
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(67) We recommend that trailers should be adequately taxed, and
suggest that an appropriate level would be at one half the rate of a motor
vebicle of equivalent maximum laden weight. (Paragraph 155.)

(68) The decision to econstruct a competitive road should rest with the
Central Government and the Provincial Governments in consultation, and
the responsibility of Agents should be confined to estimating the diminu-
tion in railway traffic which it would entail. (Paragraph 157.)

(69) Provinees should draw up a long term programme of road
construction and settle in consultation with the Central Government the
c¢rder of priority in which the works should be undertaken. (Para-
graph 158.)

(70) We consider it essential that railways should have full powers,
on the same terms ag other road users, (a) to run road services ; () to
invest money in or enter into working agreements with road transport

underiakings ; and (¢) to arrange road transport services through
contractors. (Paragraph 159.)

(71) We think it regrettable that railways have made no attempt to
establish themselves on the roads, and give our reasons for that view.
(Paragraph 160.)

(72) We recommend that all railways should immediately examine
the possibility of engaging in passenger road services and place their pro-
posals before the Provincial Governments. Suech proposals might
relate to competitive as well as to feeder services. (Paragraph 161.)

(73) We recommend that railways should develop and encourage
non-competitive and feeder freight road services, but that they should
not engage in competitive freight road serviees. (Paragraph 162.)

(74) In rec_ommending that railways should participate in pass-
enger road services we suggest that they should either do so directly
or obtain a financial interest in established services. As regards goods

road services, the railways should arrange these through contractors.
(Paragraph 163.)

_ (75) We urge the importance of voluntary co-ordination between
railways and the more responsible elements in the road transport indus-
try.  (Paragraph 164.)

(76) We review generally the responsibilities which will fall upon

the licensing authorities in the administration of the licensing system.
(Paragraph 165.)

(77) We recommend that failing a Mandatory Act the Motor Vehicles
Alpen_dment Bill be amended as may be necessary to include all the
prineiples which we advocate, and that it should be passed without
delay ; and that the present police control should be strengthened. We
suggest that Provineial Governments should encourage the railways to
open up undeveloped country by means of road services ; and that the
Central Government and the Provineial Governments should econfer
upen the lines of future co-operation. (Paragraphs 166 and 167.)
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Cuapter XI1.—Road Competition : Counter Measures.

(78) We find that the loss of railway traffic due to road coq_lpeti:;lilox:
is in the neighbourhood of Rs. 44 crores per annum, and we behieivi al
if adequate measures are not taken to co-ordinate road and rail trans-

port this loss may be doubled.  (Paragraph 169.)

(79) As measures which we recommend the ra_ilways should adopt
to meet competition for passenger traffic, we deal with —

(¢) faster passenger trains (pargraph 171),
(1) better connectiong  (paragraph 172),
(#4%) more intensive services (paragraph 173),
(iv) improved amenities for lower class passengers ; (paragraph
175).
i i : ffic value of
We doubt the mechanical efficiency and the tra
sma11(80s)elf-peropelled units.  Experience of the t}'afﬁc valup of sn‘lall
anits can be obtained by using small steam locomotives and light trains.
(Paragraph 174.) .
i fares to meet roa
We deprecate any wholesale reduction of
com )(ez}cilt)ion (parI;graph 176). We consider fares should only be re-
ducgd locally to meet specific cases of diversion or threats of diversion
(paragraph 177). We commend certain interesting experimental fares
(paragraphs 178 and 179). .
(82) We think that Indian railways should do more to develop
trafic through booking agencies. (Paragraph 180.)
(83) As measures which we recommend the railways should adopt
to meet competition for goods traffic, we deal with :—
(i) faster goods trains’ (paragraph 181),
(#) more expeditious handling of goods at sending tranship
and receiving stations (paragraph 182),
(i4) simplification of clerical formalities (paragraph 183),
(iv) development of collection and delivery services (paragraph
(v) introduetion of a special service similar to the registered
‘ transit serviee in Great Britain (paragraph 185),
(vi) the use of containers (paragraph 186),
(vi3). the use of railway-owned refrigerator trucks (paragraph
187).

(84) We urge that, as modern conditions demand quicker.transit,
it is desirable to sacrifice full wagon lcads or train loads in the interests
of better service.  (Paragraph 188.)

(85) We consider that a general redu_ction of rates to meet road
competition would involve the railways in a heavy loss of revenue,
and recommend that the railways should continue their poliey of judicious
reductions in individudl rates.  (Paragraph 189.)
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CraapTir XII—Public Relations.

(86) We urge the importance to the railways of increasing their
popularity. (Paragraphs 190 and 191.)
(87) With this object we recommend :—
(4) the institution of a Railway Information Office by the Rail-
way Board, with appropriate staff at the main ecentres of

population, in order to maintain adequate contact with the
press, both English and vernacular  (paragraph 192),

(48) closer contact between Agents and Chief Commercial Managers
on the one hand and the trading public on the other hand
(paragraph 193),

(%) the establishment of closer and —more friendly relations
between railways and Provincial Governments (para-

graph 194),
(iv) the publication by the Railway Board of a popular edition
of their Annual Report (paragraph 195).

CuapTER XIIL—Amalgamation and Redistribution of Railways.

(88) We consider that amalgamation of railways, if carried out
too far, will result in unwieldly administrations.  We therefore con-
fine our recommendation to the ultimate merging of :—

(1) the Eastern Bengal Railway with the Assam Bengal Rail-
way, and
(1) the Madras and Southern Mahratta with the South Indian
Railway, )
on the assumption that it will be the policy of the Government in course
of time to take over the whole of the railway administrations. (Para-
graph 197.)

(89) We recommend that any further exercise by Government
of their option to take over company-managed lines should be deferred
until the end of 1945 to give the Federal Railway Authority an oppor-
tunity of consolidating its position.  (Paragraphs 198 to 200.)

(90) We consider that no amalgamation of railways is desirable
at the present time. (Paragraph 201.)

(91) We consider that the policy of short options is unsound, and
recommend that the Government should extend the comtracts to dates
as far ahead as practicable.  (Paragraphs 202 to 204.)

CuAPTER XIV.—Financial Outlook.

{(92) We urge the need for an adequate depreciation fund, and con-
gider that a normal balance of Rs. 30 crores would not be excessive.
(Paragraph 206.)

(93) We consider that a review of the estimated lives of wasting
assets should be undertaken from time to time, and that the schedule of
lives shouid be modified in the light of experience. (Paragraph 207.)
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p .

- grow(x?éti)'r OAH}tnm.lgh the nominal balance of the depreciation fund has
% aunual gy ye«fri.to year, we do not regard this as evidence that the
' PPropriations are excessive.  (Laragraph 208.) /

s (95) We refer to an addit ;
: which will fa) Ofll L;[;; an additional charge of Rs. 1} crores per annum

ancy, and conelyg depreciation fund owing to a change in ac )

e that t i X ge 1n account
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(96) we urge the '

to importane T
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212)) an will serve tg i intorest changn \(EA or
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(105) We recommend that the title of ‘“ Agent *’ should be’replacﬂ
by that of ‘“ General Manager ’.  (Paragraph 222.)

224, Acknowledgments—In our introductory.chapter we mentioned
that the Government of India had arranged that Sir Raghavendra Rau, at
that time Finaneial Commissioner of Railways, Mr. B. M. Staig, the. presen
Financial Commissioner of Railways, and Mr. A. E. Tylden Pattenson,
Traffic Member of the Railway Board, should accompany us during our
tour ; and we should like to express our indebtedness to these gentlemen
for the services they rendered to us at our many interviews and discus-'
sions. From their personal experience they were frequently able to elu--
cidate points that came up in the evidence plaeed. before us and thus to
ensure that the Committee appreciated their full importanece.

We would also take this opportunity of giving expression of our grati-
tude to the Railway Board and to the individual railway administrations:
for the facilities placed at our disposal, which enabled us to see s0 lpuch
of the conditions of railway work in India, and also for their readiness

in supplying all the documents and information required by us in the
course of our enquiry.

Finally, we take this opportunity of expressing our warm apprecia-]
tion of the services of Mr. L. H. Kirkness and Mr. B. M. Strouts, our|
Joint Secretaries, and of the clerical staff working under them. The
Joint Secretaries have been untiring in their attention to the business of
the Committee, and it is largely due to their efforts that. we have been

enabled to cover so large a part of India during our tour, and to make so
full a use of our time, whether on tour or in Delhi.
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