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ERRATA.

o
Pier 33, paragraph 98, second line. After “ rupces,” insert *“ annually.”
Pige 74, paragraph 208, ninth line. Insert “ by " affer * and.”
Pacr 81, paragraph 238, third line. For * higher,” read “ heavier.”
Pacr 82, paragraph 246, first line. _After “ replaced,” insert “ or where new stock is being provided.”
Pacg 102, paragraph 812, twentieth line, from top of page. Delee * that
Pac®e 103, paragraph 315, eighth line. After « Indian,” add “ §' 6" gauge "
Page 103, paragraph 315, ninth line. After “ the,” add *“5' 6" gauge.”

Pace 103, paragraph 318, eighth line.  After  these,” insert * latter.”



REPORT

ON THE

ADMINISTRATION AND WORKING

OoF

INDIAN RAILWAYS.

INTRODUCTORY.

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

IT “to rcport upon the feasibility of a systematic plan of rilway
development in India, to be worked up to by the Government
over a scries of years:”

III “to advisc as to the management and development of the traffic, the
convenience of the publie, and the improvement of the revenue :
and

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

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

3. I have also, as desired, visited the United States of America, as well as
Canada. To enable me to enquire fully into the arrangements in operation on
the various lines and study the methods of railway management and working
in these countries, 1 had to cross the continent twice, and in this Report will be

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

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

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

6. The revision of a large Department of the State, which has been the slow
growth of years and which controls many thousands of miles of railway and
many varied interests, is necessarily a problem of no small magnitude and of
no little difficulty. I have, therefore, naturally approached the subject with
some degree of hesitation and concern. But after long and anxious considera-
tion, the conclusion forced on me is that root-and-branch reform alone will be
productive of lasting good, and that if the development of railways in India is
not to be hampered, and if they are to render that full and efficient service
to the country of which they are capable, they must be permitted to be worked
more as commercial enterprises than they have been in the past.



Administration
of Rallways.

CHAPTER 1.
ADMINISTRATION OF RAILWAYS.

7. The first subject referred to me is—

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

8. This subject really involves two, namely, (1) Administration, which in
its widest sense includes working, and (2) Working, which is limited to details of
management but does not include administration in its broader sense. The latter
falls more correctly under Subject 11 of my roference, and I shall deal with it
under that head, confining myself here to Administratien, as distinguished fram
Working.

9. At the close of the year 1902, there were 25,936 miles of railway open
for traffic in India, which were worked (for details see Appendix A) by 33
separatc Railway Administrations as follows: —

23 by Companies operating a total of 17,754 miles;
5 by Native States » » 2,184 )
5 by the Government ,, " ,» 5,998

10. The several Administrations work groups of lines owned, some by
Companies, some by Native Statcs, and some by the Government, but,
broadly speaking, the railways of India may be divided into two main groups,
0t —

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

(1) Railways financed by Companies without assistance from
the Government other than free land, amounting to 1,104
miles ;

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

(iii) Railways financed by Companics with assistance from the
main line in the form of a Rebate on traffic interchanged
with the main line, amounting to 766 miles ; and

(iv) Railways owned or financed by Native States, amounting to

3,242 miles.
B2
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Class B.—Railways for which the Government have full financial re-
sponsibility, amounting to 20,474 miles. These consist (for
details see Appendix C) of—

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

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

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

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

-~ 12. In the case of railways in Class A, that is, railways for which the Gov-
'rnment have no financial responsibility, the control is practically limited to—
(i) the inspection of the rail\a\TayS at intervals of not less than oncec a
year to see that they are maintained and worked in such a manner as
will secure the safety and convenience of the travelling public; and
(ii) the investigation of accidents.

13. The Government exercise no control over details of administration, and
under present arrangements the railways in Class A have been left free and
unhampered by the Government, to be contlol]ed by their Boards of w
and to conduet and develop their busmess in The Dest intercsts of all concerned,

the safety and convenience of the travelling public being held to be sufficiently
safeguarded by the general control exercised by the Government.

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

(1) either 7direct1y by the Government, as State railways ; or
(il) by Companies under Contracts.*

15. In the case of the State-worked railways in Class B, the system of con-
trol is s1m11ar to that exercised over railways in Class A, ‘the Government of
Indla,"dkmg the place of the Board of Dlrectors These State-worked rail-
wa&s ard inspected periodically by a Government Inspector independent of the
railway management, and accidents are investigated by this officer, but the
management of the railway is placed in the hands of a Manager who has
extensive powers, and is controlled and supervised direct by the Government
without the intervention of any intermediate agency in the form of Consulting

Engineers.

# There are two exceptiops to this, namcly, the Jodhpur Frontier-Hyderabad and the Bezwada Extension railways.
These two sections are worket by the JodbpureRikaner and by His Highness the Nizam’s State railway, respoctively,

under short-term agreement=
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16. In the caso of the Company-worked railways in Class B the chain of
Government control in England and in India may be statoed to be as follows L.
(@) In England—

(1) The Secretary of State in Council, who has absolute control over
the railway within the terms of the Contract ;

(ii) The Government Director, who is appointed to the Board of Direc- .
tors by the Secretary of State and who “shall be ex-officio a
member of all committees appointed by the Board of Directors
of the Company, or by the Company in relation to the under-
taking or any matter connected thercwith, and he may, more-
over, exercise at his discrction an absoluto right of veto in all
proceedings whatever at the Board of Direotors. The Govern-
ment Director shall not be removable, except by the Socretary
of State ;” and

(iii) A Consulting Engineer, who is not a servant of the State, but who is
consulted by the Seerotary of State on technical matters as occa-
sions arise.

() In India—

(i) The Governor General in Council, who, within the terms of the
Contract and subject to the Secretary of Btate, oxercises, through
the Railway Branch of the Public Works Department of the
Govornment of India, absolute control over the working of the
railways both in regard to management and cxpenditure, but who
has not the power to appoint or remove from office any employé
of the Companies.

The Railway Branch of the Public Works Department of the Govs
ernment of India consists of the Member of the Viceroy’s Council
in charge of the Public Works Portfolio, who is a member of j
Indian Civil Service, and who hitherto has had no previous trg “

ing in the working and managemont of railways, an 'y
officers, viz., one Secretary, three Deputy. Secretarics—o i
for Traffic, Accounts, and Construction—four Under Scf
and four Assistant Seoretaries.

(ii) A Consulting Engineer (assisted by Deputy Consulting
for each of seven circles (in Bombay, Madras, an #Burma he
is also Railway Secretary to the Local Governmey / ,who is in

' and the Bohilkund
Fespousibility, work the

/ hte is not represented on

* There are two exceptions to the procedure described, namely, the Bengal and North-

sud Kumaon whioh, though themsclves railways for which Government have no financj
Tirhut State and the Lucknow-Bareilly State railways. In their case the Sccretary of

the Board of Directors.
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immediate control of the railway on behalf of Government, and
has extensive powers.

The Consulting Engineers and their Deputies are also Government
Inspectors under the Railway Act, and are required to inspect the
railways under their control at stated intervals, and to report in
dotail on the upkeep and general management of the railways in
all departments.

They are further required toinvestigate and report upon accidents.

(iii) A Government Examiner of Accounts for each of the seven circles
who is responsible to the Government that no expenditure is in-
curred by the railways without authority.

17. This organisation has grown up with the increasing mileage of rail-
ways, but the system of control has always existed, though in a modified form,
and was introduced because of the terms of the original contracts of the
railways first constructed in India. Under these contracts, the Government
guaranteed the Companies 5 per cent. on their Capital, and divided surplus
profits over 5 per cent. on the half-ycar’s carnings, the rate of exchange for the
remittance to England of the guarantced intcrest being reckoned in the calcula-
tion of surplus profits at 1s. 10d. to the rupee. Railways which saw no
prospect of earning surplus profits had little or no inducement to cconomy,
their dividends being assured to them whatever their income might be. Railways
which did a larger business in one half-year than in the other, and which saw a
prospect of surplus profits in one half-year and not in the other, were en-
souraged thereby to confine as much as possible of their Revenue expenditure to
he bad half-year, since the lower expenditure in the good half-year increased
heir dividends, while the increased expenditure in the bad half-year did not
Mfect the minimum return guarantced by the Government. The interests
% the Government and of the Companies were consequently apt to be
Adagonistic, and a system of supervision and control over the management and
mdlture of thgse railways had to be introduced, to prevent extravagance
in - st tructlon zmd subsequent waste in maintenance and working, and to
)nbutfg prendlture heme undertaken in, and charged to, the half-year to which
it was p,ropcr]y a.ttnbutax le.

18. ~W1th two exceptlons all these old contracts have since fallen in, and
these two\are terminable—the Bombay, Baroda and Central India railway in
1905,* and the Madras railway in 1907.

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

panies contain ége of the objeﬁ?ppable features of the old guaranteed contracts.

Yo ddd

'T &
* The Bombay, Bsro ad Central India m&\y also work the Rajputana-Malwa and other State railways under
contracts not free from obje chs. AL these axp, 9'wit.l;\ the miincipal contract in 1908.
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These railways are—

(i) The Southern Mahratta railway, the contract of which is terminable
in 1907 ; and

(i) The Assam-Bengal railway, the contract of which is not terminable
until 1921.

20. In the case of the first, the Government guarantee a dividend of 3} per
cent. on the Company’s Capital, and allow the Company to retain one-fourth of
the net earnings, that is, of the gross earnings less the actual working expenses
without deductions on account of interest on Capital, The Company, therefore,
while interested in keeping down Revenue expenditure so as to make their
receipts as large as possible, have not the inducement of self-interest to keep
down Capital expenditure and, in other respeots, are apt to find their interests
conflicting with those of the Government.

21. The Assam-Bengal railway, on the other hand, is guarantecd 8 per cent.
only, and is entitled to receive a share of the surplus earnings after all interest
charges have been met. But as the Capital outlay has been very large and
the prospects of the interest charges being earned are remote, there is not
the same reason for keeping down either Capital or Revenue expenditure as would
exist if the Company’s dividends in any degrec depended upon economy of
management.

22. With these four exceptions, all the old contracts have been revised.
In the revised contracts, and in the later contracts which have been entered
into for new lines, the objectionable features of the old guaranteed contracts
have been avoided and the interests of the Government and of the Companies
have been brought more into harmony and are now for all practical purposes
no longer antagonistic or divergent.

23. The Company-worked railways operated under the revisod forms of
_contract are—(1) The East Indian, (2) the Bengal Central, (3) the Bengal
Nagpur, (44) the Great Indian Peninsula including the Indian Midland, (5) the
South Indian, and (6) the Burma railways.

24. These railways, as well as all the others in Class B Al by Companies,
are each managed by—

i A Bo;r*d of Directors in England repres
a Government Director appointed by, ecretary of State to
ting Engineer who in

e sharcholders, with

represent the Government ; and a
many cases is the same person as i oyed by the Secretary of
State as Consulting Engineer to
(i) An officer similar to a General
represents the Company in Ind

the usual staff of departmenta®

on English railways, who
is styled the “ Agent,”” and
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GoviRNMENT CONTROL.

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

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

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

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

vay/from the head-quarters of the railways. This, it was

Nt provented the verbal discussion of matters with the

.. trolling officers, caused delay—sometimes serious

i ‘f’;‘conduct of business, and often led te misunder-
standing n tion.
Seeing how cloﬁ A

® The subitance of these has recentl 8
them, atking Consulting Engineers and R

jjfpmmunicated to the Government in responso to a lotter iseued by
it ¥l d winistrations for their views on the subject.
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cised by the Consulting Engineer, his absence from his head-
quarters for several months in tho year cannot work for the good
of the railways.

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

This seems to receive support from the statement printed as
Appendix D.  Theoretically the Deputy Consulting Engincers are
only assistants to the Consulting Engincer and ave supposed only to
carry out his orders, but if they are to be of proper assistance to
him, they must prepare the cases for ordors, and it is in doing so

“ that the harmful effect of constant changes in their personnel is felt.

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

(iv) The greater exerciso of the full power reserved by the Government
under the contracts for interference in the working of the railway.
This, it was represonted, had grown much greater in recent
years and now extended to mattcrs of unimportant detail.

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

30. There can be no question that the Administrations of the Company-
worked railways in India have not always been as careful in their manage-
nent or as considerate of the interests either of the Government or of the Com-
pany as they might have been. But failure in some instances does not secm
v sufficient reason for the permanent application of the brake,and I am
»f opinion that there are grounds for believing that the Companies’ officers
we, as aconsequence of the excessive control. now excrcised over them,
yrevented from performing their duties in the manner which would conduce
nost to the benefit of the public, the sharcholders, and the Government.

% 31. That a close control was at one time necessary must, I think, be readily

® The substance of these, as explained in the footuote to paragraph 26, has been communicated officially to the

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

32. The present system must, I think, be regarded in the nature of an
excrescence which resulted from the state of things at the time obtaining,
and the guestion now is—

Have the conditions ceased to exist or so altered as to practically amount
to theé'same thing ? and, if so,

Can the objects, for which the present system was brought into existe
ence, be equally well secured by some other and simpler procedure ?

33. I do not think there can be any doubt, in the case of the railways
mentioned in paragraph 23, that the conditions which led to the creation of the
present system have ceased to exist, but so long as the old-contract railways
continue to be worked under their original contracts, the system of control which
is exercised over them must differ from that which may be adequate for Com-
pany-worked railways in which the interests of the Government and the Com-
pany are more in_l}g._xjf??ﬂy, ‘ since the mecthod of treatment which would be
suitable for one would not be suitable for the other. It is necessary, therefore,
that the two classes of railways for which the Government have full financial
responsibility, nam(;iy, the Company-worked lines in which the interests of the
Government and the Company are, for all intents and purposes, identical and
those in which they are divergent, should be kept separate ; and I propose to so
deal with them.

34. To understand the status of the Company-worked railways for which
the Government have full financial responsibility and in which the interests of
the Company and the Government are in harmony, it is necessary to consider
how these Companies came into existence.

35. The Government have a large railway property in India. This they
have divided into separate systems of railway. Some of theso systems thixey.
operate directly as “State railways.’” The others they have deemed it exp
dient to employ an outside agenoy to work. {«1 by
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36. The former they work through a Manager to whom they give extensive
powers and pay a fixed salary which in no way depends upon results. They
consider it sufficient to exercise only a genera.I _ocontrol over him through their
Du-ectors of Railway Traffic and Construction, and they leave him, within the
powers assxgned to him, to manage the railway in the best interests of the public
and the countty.

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

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

39. It was ;J.rged by the Companies’ officors—

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

(ii) that a very close control was exercised over the business of the rail-
way by the Boards of Directors, among whom were gentlemen
who had held high office in India, either on railways or on the
staff of the Government of Indiain connoction with the manage-
ment and administration of railways; and that the Government
were represented on the Board of Directors in London by a gentle-
man of similar training and experience, who further had the
absolute right to veto any or all proceedings of the other
Directors ; 3!

(ii) that the oﬂicéﬁ‘ in charge of the different Departments on the
railways }een specially selected for their positions; that

though theé’“ght not always be the best men of their class, they
c?
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" had generally had a long training, and, to the extent of their
ability, were zealous and faithful in the discharge of their duties;
that they were very jealous of their own reputations; and that
they had an incentive to good work in the knowledge that their
retention in the service depended on the successful administration
of their Departments and on the satisfactory perfortance of their
dutics.

40. On the other hand, it is urged—

(i) that the present system has prevented waste by the adoption of im-
mature and ill-considered schemes ; and

(i1) that the Government of India are able to confer greater powers on
their Manager because they can at any time remove him or his
officers if they fail in their duty, whereas they have no such power
over the Companies’ oflicers in India.

In regard to the former, there does not appear to be any reason to believe
that there are fewer mistakes, or that there is less waste, on State-worked railways
with the limited control exercised over them, than there would be on Company-
worked railways with tho greater control exercised by the Boards of Directors.

In vegard to the latter, it must be remembered that the Government
Director in London has absolute power over every act of the Board of Directors
and that if a Company’s officer in India fails in his duty, the Government,
through their representative on the Board of Directors, have as much power to
effect his removal, as they have to order the removal of an officer employed on
a State-worked railway.

41. Having regard, thereforc, to the fact that in the case of railways of the
class now under consideration, the interests of the Companies and the Govern-
ment are in harmony, and that the Boards of Directors and their officers have
the strongest of all reasons—namely self-interest—for economical working and
for preventing as far as possible wasteful and unnecessary expenditure, their
shareholders’ dividends decpending on the careful conduct of the business
entrusted to them ; and bearing in mind the power of the Government Director
on the Boards, I am of opinion that, to interpose another agency in India for
purposes of control between the Government of India and the Companies, is to
add a fifth wheel to the coach, with the result which usually follows such an
encumbrance. T

42. The present Consulting Engineers are a body of conscientious, zealous,
and capable gentlemen, and I can only speak
under tho new order of things which has arisen sin

a continuance of the system of control now ¥

with high' praise ; but
contracts were rcx.ri‘s-é&,
hrough the Consulting
Engineers can only result in hampering developmy

43. Similarly with the Government Exa

d retarding progress.
of Accounts, while they
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had to watch over interests which were antagonistio, their appointments wore
necessary ; but with the changed conditions now obtaining under the revised
contracts, each railway cannot require both a Railway Auditor and a Government
Examiner. The Railway Auditor who is appointed by the Board of Directors
with the approval of the Government Director is responsible that no expendi-
ture of any kind is allowed without proper sanction, and that it is incurred in
such manner only as may be authorised. The interests he is guarding are
in harmony with those of the Government, so that the necessity for a concurrent
audit and certification by the Government Examiner before the accounts of
such railways as I am now considering are passed does not exist, unless it is
assumed that the Railway Auditor is incompetent, or dishonest, or both. 1In the
case of the Statc-worked railways, a concurrent audit of the accounts by an
Auditor independent of the railway is not found to be required, and there is no
reason for considering that in the case of the Company-worked railways,
whose intcrests are in harmony with those of the Government, the interests
of the Government would not be sufficiently protected by an Accounts
officer being specially sent out at stated intervals to audit the accounts of the
railway.

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

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

sulting Enginecr or Controlling Ofiicer.

45. After giving the fullest considergiihal’to all the circumstances, and

f and disadvantages of the present

after weighing very carefully the adv
¥nat it should not be nccessary to_‘

system, the conclusion I have arrived 3

exercise a grcater degrce of cont er the Company-worked railways in

e e e+

which the interests of the Governmg

B the Company are in harmony, than

is now exercised over the State-wq nilways ; and that, while it is essential

that the Government should g
power in the form which it W /.cs over the managemont and revenue ox-
Companies under the revised contracts is
t is both wasteful and harmful ; that ncither
would suffcr by the entire withdrawal of such

Wiy which will be thoroughly satisfactory and

penditure on railways work
not only productive of no gg
the Government nor the g
eontrol ; and that the on
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lastingly beneficial in the case of such Company-worked railways is to adopt
the system of control exercised over State-worked railways and—
(i) To discontinue the Office of Consulting Engineer, with its estab-
lishment ;
(ii) To withdraw the Government Examiners of Acoounts ; and
(iii) To permit the Boards of Directors and their representatives in
India to administer and work the railways entrusted to their care
both as to management and revenue expenditure, under such
control (as 1 shall presently indicate) by the Government of
India as will ensure the interests of the public and the Govern-
ment being adequately protected and under such general rules as
the Government may deem it necessary to lay down.

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

46. In regard to the Compa.ny-worked railways in which the interests of
the Government and the Company are apt to be antagonistic, control of a
closer nature than has been advocated in the foregoing paragraphs for railways
in which the interosts of the Company and the Government are in harmony,
is -ﬁéceésary, unless the contracts can be so revised as to reconcile as far as
possible the conflicting interests of the two parties. But even in the case of
these railways it does not seem to me that any danger would result from a modi-
fication of the present system. Exactly what the nature of the control should
be, would depend upon the system introduced for controlling railways in which
the interests of the Government and the Company are not opposecd. But para-
graph 26 indicates the direction which the change in systom might take.

47. I have so far considered the question of control as exercised by the
Government of India’s representatlzye, the Consulting Engineer. Turning now
to the Supreme Government, jo | detailed control exercised over Company-
worked railways by the Governmif of India, whether directly or through

their representatives, tho Consultifl? 3

& i:Department exercising as close and
i« India in the Railway Department,

ngineers, is to a large extent due

“Code ”’ requirements, the Fina Ry
i
10

detalled a control over the Governmente)

as the latter are, as a consequence, o&h&cd to exercise over railways. The

by the same general rules and vp/rigpjpl_gq_ _a;l“.; D) artments of the State which
\¥sactions are oompa.ratlvély

are non-productive, and in which the money §
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insigniticant ; and, in matters governed by the Code, the highest officers of the
Department are practically as powerless to act as the lowest, even in matters
the most trivial, without reference to, and the approval of, the Finance

Department.
48. The present system is the growth of many years, and there is much

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

49. But with the ever-growing mileage of State railways, with the altered
terms on which most of the Company-worked railways are now operated, and
with the enormous development in the business done by the railways in India,
the circumstances have entirely changed, and the old methous as embodied in
the Code, so far as railways are concernod, have become archaic. The whole
Government organisation as at present constituted seems to be regarded as one
big chain, and the procedure for control which was drawn up to suit one link in
the chain, is applicd to all the links as if the conditions and needs of all were
(file same. Under the present procedure, any proposal to depart, in the case of
af individual Department, from the procedure prescribed for the Government
chluno as a whole, is regarded with suspicion and jealousy, lest acquiescence

.ghould create a dangerous precedent when dealing with questions, similar but
: not comparable in degree or circumstance, affecting other Departments. In
iaot the great mllway undertakings in India are reduced more or less to the
same dead level as other Departments of Government, and are not administered

- as large o commercial concerns ou the lines on which such undertakings can only
1cally bo successfully worked.

50. I said in pamgraph 47 that the detailed control now exercised by the
Supreme Government over Company-worked railways was to a large cxtent
due to “Code” requirements, but these are not wholly responsible for the pro-
cedure followed in the Railway Department of the Government of India in
dealing with questions which come before it.

51. There is an Assistant Secretary, an Under Secretary, and a Deputy Secre-
tary for each section of the office, besides the office superintendents and clerks.
Over all these are the Secrotary and the Honourable Member in charge of the
Public Works Portfolio. All cases pass through the hands of, and are usually
noted upon by, all the officers of the section to which they rclate, and are
often passed on to the Secretary and Honourable Member through the other sec-
tions, not infrequently six and sometimes eight and ten officers noting in the
Railway Department alone on cases, If the case requires the sanction of the
Finance Department, it is further noted upon in that Department by two
or more officers. If there is any difference of opinion between the Railway and
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Finance Departments, it is again noted upon by both Departments.
Finally, it may require to be laid before His Excellency the Viceroy. When the
crders which are to issue have been agreed upon, the draft goes through the
samé process, in many cases all the officers who previously saw tho case
requiring to see and approve of the draft. The examination of a question in
this exhaustive manner, before passing orders on it, may prevent mistakes which
it is very undesirable that the Supreme Government should make, but it should
be possible to arrive at the same result without this cumbersome machinery,
which is apt to impair the sense of responsibility, crush initiative, check progress
and delay business to an extent which would be fatal to any other commercial
enterprise.

52. The procedure, so far as the Railway Department is concerned,
appears to bo due chiefly to the fact that the administrative head of the Depart-
ment, namely the Member in charge of the Public Works Portfolio, has never
ha.d any previous tmmmfr in railway working and management, and it is
necewxry that he should have presented to him the various sides of a question.
In every other Department of the Government of India, the mlmxmsﬁrativé
head is an expert in his own business, The Military Department has
Military officor ; the I'inance Department an officer trained in finance;
Legislative Department, a trained lawyer; and the governing Deparime
an officer trained in the several subjeets which come before him.  The hig
technical Railway Department of tho Government of India alone has placed
its head a non-expert officer.

" 1Intheéarly days of railways, when there was insufficient work in ¢
nection with them to occupy the attention of onc man, it no doubt was ¢
venient and economical to place railways in charge of one of the other Mem

of the Government. But since railways began to cxtend and to interlace
and overlap one another, the questions which arise in connection with their
management have become of a very technical and complicated nature, and it
docs not seem reasonable to roquire these questions to be submitted to, and
decided by, an officer (very able men though the Public Works Ministers always
are) who has spent the whole of his official life outside the Railway Depart-
ment, and who cannot conscquently be expected to understand intricate technical
questions which, to the experts themselves, are full of difficulty.

Rarnway Boarp.

53. Having regard to the important factor which rauways musv rorm in
the devclopment and welfare of the country, and in view of the magnitude to
which they have now attained ; also bearing in mind what railways in other
countries have accomplished, and comparing like with like, and giving due
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oonsideration to all the interests affected ; I am of opinion that if the railways of
India are to be raised to, and maintained at, that standard of usefulness to which
they could and should attain, their control should be entrusted to a small
BOARD composed of specially qualified railway men and that the time has
now fully arrived when this could with advantage be done. The Board should
consist of men of home training to begin with, not because suitable men may not
be available in this country, but because in the initial stage and while the
Department is being put into proper working order, they should be free from
local traditions and prejudices. The operations of this Board, to be successful,
must necessarily be excluded from the general administration of the Govern-
ment ; and, unless they are so excluded, and the Board allowed to manage the
railways entirely on commercial lines, the suocess which they should achieve
cannot possibly be secured.

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

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

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

54. The Board should consist of —

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

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

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

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

The necessary number of ordinary Insl;ectors whose duties should
ghe the detailed inspection of railways at such intervals a3 the
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Board may prescribe, and the investigation of aceidents under
such rules as the Board may lay down ; and

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

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

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

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

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

59. The Board should be in direct communication with the Government
Jirector in London, who, subject to the orders of the Secretary of State.
hould make it his duty to sce that the Boards of Directors in England »* form in
heir staff in India to conform with the instructions and orders of the ',,Aagnitude to

P
aent of India, as conveyed through the Railway Beard in India. ( ays in other
d giving due
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60. The President of the Railway Board, subject to the general control of
the Governor General in Council, should be the final authority in India on all

railway matters.
61. The Commissioners, in addition to their duties on the Board, should

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

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

3. The Board should further be employed to hear evidence on questions

the construction of new lines of railway and such other matters
as do not C*ye under the purview of the Railway Act, where the interests of
two or more railways may conflict. When so employed, the Commissioners
should be empowcred to employ technical assistance, and to associate with
themselves a member of the mercantile community whenever they deem it
desirable.

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

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

ORGANISATION OF DEPARTMENTS.

66. Closely connected with the question of the Administration of Railways
is the question of the Organisation of Departments. The system now followed
may be suitable enough for small lines, but is no longer applicable to the
larger railways like the East Indian, Bengal-Nagpur, Great Indian Peninsulas
and the Bombay, Baroda and Central India Company-worked railways, and
the North Western and th.suarn Bengal State-worked railways.
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67. In England it was long ago recognised that the same man could not
look after both the commercial and the transportation side of the business,
and the arrangement there now is as follows :—

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

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

(iv) A Civil Engineer ;

(v) A Locomotive Superintendent.

68. The equivalent in India is :—

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

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

(iii) A Civil Engineer ; and

(iv) A Locomotive Superintendent.

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

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

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

70. The senior officers on every railway should be sent home at the expense
of their employors at regular intervals to study improvements made since their
last visit, so as to keep themselves abreast of the times in their railway know-
ledge. This would not involve any change of permanent incumbents, and
would not, therefore, in any way interfere with continuity of policy. The Presi-
dent of the Railway Board, or one of the Commissioners, should also visit England
periodically to consult with the authorities there,the Government Director
coming to India when the President cannot go hpme. Such an arrangement
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would of the officials in India and those in England being brought
into cl ch with one another, and would conduce largely to the better
adminisigifion of railways.

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

Loxpon Boarps.

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

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

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

Some of the Boards keep in excellent touch with the railways in India
which they control. They give their officers every encouragement and allow
them considerable powers, a policy which is not only very helpful, but is
attended with very beneficial results and which might with advantage be
generally adopted.

StAaTE® 7ERSUS COMPANY MANAGEMENT.

74. T have so far considered the administration of railwaysin India asa
whole, but it may not be out of place for me to make some observations on the
question of the merits of State versus Company management.

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

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

(i) Thedifficulty in which the Government must often find themselves
through having to adjudicate in disputes or differences in
which they themselves are really one of the interested parties.

As an instance of this, the treatment of the Southern Punjab railway
may be quoted. The Company were unable to obtain redress
for their grievances against the North Western State railway,
and finally had to appeal to arbitration, which resulted in the
Cripps award against the State railway.

(i) The danger that tho interests of the State railway may be sacri-
ficed to serve some object, political or otherwise, which it is
desired to attain, or because it is less difficult to yield to the
other party’s demand than to resist it.

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

(iii) The danger that something necessary in the interests of some
other railway or the public may be withheld because it may
be regarded as being in some way injurious to the interests of



23

State versus Company
_ Management.
the State railway. The general good is liable to be sacrificed for
the benefit of the individual.

As an instance, the dispute between the Bengal and North-Western
and the Oudh and Rohilkhand State railways over the metre-
gauge link may be quoted.

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

In 1881, when the idea was conceived of working the State railways
on striotly commerecial lines, it was decided to employ no more
men on the pensionable establishment, either in the superior or
subordinate branches, of the Traffic, Locowmotive and Stores
Departments. These Departments have since been recruited

accordingly, but the Engineering and Accounts Departments

still retain the pensionable service, and the officers of these

Departments, instead of being confined to one railway, are

eligible for service all over India. The vommercial success of an
undertaking depends on continuity of scrvice in its servants.
Pensionable service does not necessarily mean indifference to
the intercsts of the employer, but non-pensionable service ensures
greater zeal as a gencral rule in a commercial undertaking,

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

Asan example, the case of the Eastern Bengal State railway may

In the five years 1898 to 1902, there were no

less than scven changes in the Manager of the railway as

be mentioned.

follows :—
Commencing and closing
dates of service in Total period of
appointment. e;z;lv’ic: glfe Reasons for the change.
- capacity.
From To
D. M. Y. D. M. Y. Y. M. D,
Mr. 8, Finney . . 1 1898% 10 4 1899 1 3 10 | Traneferred on promotion.
Lieut.-Col. Constable, R.E. .| 11 4 1839 | 19 4 1900 1 0 9 |Colonel Constable proceeded on
furlough
Mr. W. Drew . . ] 20 4 1900( 30 4 1900 0 0 11 | Ociating, pending arrival of Mr.
Lightfoot.
» H. Stuart . . . 1 6 1900{ 22 8 1900 0 3 22 Do. do. do.
» J. Lightfoot , . 23 8 1900| 12 1 1901 0 4 21 |Proceeded on furlough pending
retiremeny.
» H.Stuart . 13 1 1901 8 2 1901 0 0 27| Acting, pending arrival of Mr. Burt.
» H.P.Burt . . 9 2 1901 | 21 9 1902 1 7 13 | Transferredto Oudh and Rohilkhand
railway on retarn of Colonel
Lieut.-Col. Constable, B.E. 23 9 1902 81 13 1902 0 3 9] Constable.

* Mr. Finney held the appointment from 12th October 1892.
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(iii) That the State lincs are neceded as a training ground for the super-
vising staff in the offices of the Government of India and of the
Consulting Engineers ; and it has been stated that the State rail-
way training is so good that the Companies sclect their Agents
from among the State railway officers.

Speaking generally, I have not found that Company-trained officers
arc inferior to State railway officers, and I am of opinion that, if
the field for the selection of oflicers for the higher railway
appointments under the Government were widencd and made to
cmbrace all railways in India instcad of only the State railways,
the Government administration would be strengthened, no
weakened

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

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

7. From the foregoing it would appear that the disadvantages of direct
State-management outweigh any advantages which it may possess.  But it will
probably also be seen that the majority of these disadvantages arve not due to
State-management per se, but to the system of working some railways through
Companics and some directly by the State; and that if the duality of system
were eliminated, most of the objections to direct State-management would dis-
appcar.

It would scem clear, therefore, that tho two systems should not both be in
operation in India, and that the vacrnment should cither work all the rail-
ways as State railwavs, or lease them all to Companies to work. The latter,
I consider, would on the whole bhe the hest course for India, as, in the first
place, the Government would then be in a much stronger position to watch
the interests of the country and to hold the scales evenly hetween contesting
parties than they are at present, on account of having so large a personal share
in the dircet management of some of the railways, and, in the second place, the
public would have the benefits resulting from healthy competition between
bodies independent of ecach other and who were each anxious to increase
their business as much as possible.

78. If it is decided to transfer all State lines to Companies to work, provi-
sion should be made in the contracts for the Companics to take over all the

existing State railway staff on their present terms of service.
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If it is decided to retain State railways, I am of opinion that the scale of pay
of heads of Departments and others is inadequate and that these should be
brought more into line with those prevailing on the neighbouring Company-

worked railways.
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CHAPTER II.
FINANCIAL ARRANGEMENTS.

79. The second subject of my reference is—

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

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

80. In conducting the business of a great commercial undertaking like rail-
ways, Capital is necessarily required to admit of their progressing with the
times and keeping abreast of the public requirements. Many expedients have
been tried to overcome the difficulty connected with the provision of Capital,
and a brief retrospect of the policy pursued by the Government may not be
without value.

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

82. Subsequently, after the Mutiny had established more firmly the British
power in India, the guarantee system was regarded as too burdensome to the
country, and, as unaided private enterprise still held aloof from Railway Pro-
jects, it was decided to build all railways in the future by the State, and to
provide the Capital from loans or from the surplus revenues of the country. This
policy was followed for a few years, when expenses connected with war and
famine necessitated the stoppage of work on railways.

83. Endeavours werc then again made to induce Companies to enter the
field without State assistance, but they met with no success, and the Government
had again to fall back on a guarantee.

84, When the country had recovered from the effects of war and famine,
construction by the State was reverted to, but the continued fall in exchange
made it necessary for the Government to curtail their gold liabilities, and
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they had again to resort to Companics for the promotion of their Railway
Projects.

85. The terms hitherto allowed to pronoters had not proved sufficiently
attractive. and a resolution was issued in 1893 specifying the conditions on which
Government would grant concessions in the future.

86. These proved no more attractive than the former conditions, and the
terms were revised in 1896. Under the new terms, a Company was permitted
to construct approved branch lines and to pay interest out of Capital
during the period of construction, and was allowed a rebatc up to the full extent
of the net earnings of the main line from traflic interchanged with the branch in
supplement of its own earnings, so as to permit of a dividend of 8} per cent. on
its Capital.

87. A few railways were constructed on these terms, but the new conditions
have not met with much favour with the investing public. The reason for
this is perhaps to be found in the fact that the only lines which the Government
were prepared to allow Companies to take up were those which were not
expected to be the most remunerative, and that they have undertaken the
construction of the most promising projects therselves, or have reserved them
for construction as Statc railways. A reference has only to he made to the
1Tistories of Railway Projects prior to that issued in 1900, to appreciate how
much this view is impressed on the reador after a perusal of the bhook.
There has consequently been no inducement to the investor to enter the ficld
of railway enterprise in India; and at the present time the Government find it
most difficult to get capitalists to take up railway schemes without a guarantee
in some form or othor, and are, speaking generally, obliged to give a guarantee
or to find the Capital themselves for all new lines of railway.

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

89. Under the present procedure, all monoy required for Capital expendi_
ture by railways for which the Government havo full financial responsibility is
governed by what is known as ‘‘ The Programme, ”’ under which the Railway
Department is annually allotted a sum of money, the amount depending on the
state of the Treasury, the money market, and the gencral conditions of the
country at the time. The money so allotted is apportioned at the commencement
of the year among the several railways whichlook to the Government for funds,
and among any new projects for which money may be available. No railway
knows, or is able to form any acourate estimate of, the Sum which will be
allotted to it during a series of years, or even during two succossive years. As

any unspent balance lapses at the close of the year, these allotments are, at
intervals, examined to see what money has been spont and is likely to be spent
during the year. These examinations frequently show that the allotments
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made cannot be spent, and in order to avoid a lapse in the total grant to the
Department, the money so found to be available is re-distributed among other
railways, large grants being often mado within a very short period of the close
of the financial year. As invariably occurs in such cases, the work has to he
hurriedly proceeded with, and rushed through in such a manner as to interfere
seriously with its satisfactory exccution and the exyenditure of the money to
the best advantage.

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

complications arise with Contractors and others.
01. The uncertainty which always prevails as to the amount which will be

allotted in any year, the doubt whether the amount allotted will really be avail-
able for expenditure, the sudden curtailment or withdrawal of grants, the
equally sudden allotment of new and large grants at the close of the year which
must be expended within a very short space of time, the effect this procedure
has on the minds of Contractors in fixing their prices when framing their
estimates,—all this, I say, strikes at the very root of commercial success, and must
lead to a waste of public money and to busincss being seriously hampered.

92. For many years the amount of money which was allotted to railways
had, for various reasons of State, to be limited, and expenditurc on improve-
ments of existing lines was restricted to permit of the construction of new lines ;
but the old lines were found to have outgrown the facilities with which they
were provided, and it was decided in 1900 that they should have first claim on
the Programme, railways alrcady under construction coming next, and lastly
entirely new projccts.

93. If the money allotted to railways were sufficient for all these purposes,
there would perhaps be little to find fault with in this arrangement. But as it
is not, the actual cffect is to restrict expenditure under all three heads. Any
restriction in the construction of new lines can only mean that tracts—pos-
sibly large tracts of country—are deprived of reasonable means of com-
munication, and conscquently continue to be cut off from the rest of the world,
and ave kept in a backward condition; also that existing lines are deprived of
feeders which would add materially to their prosperity. But to limit in any way
expenditure on facilities required to meet a growing traffic is to stunt the growth
of the traflic and to court failure. The decision, therefore, to give priority to
demands for improvements was a wise one, but to still require the expenditure
to fall within the Programme is to deprive the decision of much of its value.

94. As already shown, Railway Capital expenditurc falls under two heads,
pamely,—

(i) Improvements of existing lines ; and

(i1) Construction of new lines.
Each requires different treatment, and I propose to deal with each separately.
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ExPENDITURE ON IMPROVEMENTS.

95. Under the arrangement introduced in 1900, the money allotted in the
Programme for Improvements of existing lines amounts to rather more than half
of the total money available for Capital expenditure on railways, the sum allotted
for the year 1902-03 being a little over 550 lakhs of rupees, or over 3% millions

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

ments was as follows :—

YEaz. Outlay in

improvements.

Rs. «
1892 . . 1,64,00,000
1898 . .|  2,06,00,000
1894 . . 1,36,00,000

1895 . .| 1,94,00,000
1896 . .| 2,01,00,000
1897 . .| 2,50,00,000

1898 . .| 1,74,00,000
1899 . .|  4,02,00,000
1900 . .|  4,58,00,000

1901 . .| 4,30,00,000
1902 . .| 5,60,00,000 %

* Allotted.

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

97. Notwithstanding, however, this increase in the grant for Improvements,
all the railways in India, without exception, are, in some respect or other
very much behindhand in the provision of adequate protection and facilities
for their traffic. On railways where trains are fast and frequont, the interlock-
ing of stations has, as will be shown later, been neglected to the no small danger
of the travelling public, and the introduction of some safe system of train signal-
ling with Block instruments has only reached the experimental stage; on some
railways carrying a large Passenger traffic, trains are still lighted with only
vegetable oil lamps to the great discomfort of the passengers ; and the use of

antamatin hrakae an Paccanoan twaine fo nat nanule oo fan ndwvannad aa 14 chanld
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be, if the safety of the travelling public is to receive that attention to which it
is entitled.

98. Asisshown in paragraph 96, the allotments for Improvements during the
past four years have exceeded 400 lakhs of rupees, and now amount to rather
more than half of the total sum available for Capital expenditure ; but, as I shall
show in Chapter ITI when dealing with the question of Working, the amount has
clearly not been sufficient to permit of railways proceeding with as much rapidity
as is desirable, if wegnay judge from the progress whioch has so far been made.
The fact of the matter is, that railways were so seriously limited in funds during
many years while the traffic was increasing, that they are seriously behind-
hand, and a very large outlay will benecessary for some years to come, if they
are to even keep pace with their business. Good management, however, requires
that demands should be anticipated and that facilities should be provided
slightly in excess of the actual requirements of the day, so that when the
traflic comes, the railway may be ready to carry it and help on its development.

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

1901 :—

YEAR. No. of Passengers. Tons of goods. Gross earnings.
o | _
l Rs.

1897 .| 150,584,000 33,926,000 25,60,11,000
1898 - . ’ 151,566,000 36,354,000 27,45,59,000
1899 . . . 161,720,000 40,592,000 29,41,25,000
1900 . . . 176,308,000 43,739,000 31,59,65,000
1901 . . . 194,749,000 44,142,000 38,85,79,000
Increase of 1901 over!

1897 44,165,000 10,216,000 £,05,68,000

100. Exactly how much should be spent annually in Improvements it would
be difficult to say until the Government have arrived at a decision as to what
they are prepared to do in the way of providing funds; but I shall indicate in
the proper place what, in my judgment, the progress should be under the
different heads.

101. Up till 1896, the Capital expenditure on railways guaranteed by the
State was excluded from the Programme, and was not affected by the exigencies
of Indian finance; but difficulties arising out of the exchange question led to
this expenditure also being brought within the operations of the general finances
of the country, and all such expenditure is now included in the Programme.

102, The Capital expenditure of Company-worked railways is almost entirelv
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connegted with Improvements; and it seems fo me to be quite certain that if
this expenditure is to continue to be governed by the Programme, it will be
impossible to give railways the facilities they require within anything like
a reasonable time, unless the present limitations of the Programme are
removed.

103. Railways for which the Government have no financial responsibility
are not included in the Programme (nor are all the other numerous private
commercial industries, large and small, such as gold mines, goal mines, factories,
ete.). These railways receive no guarantee, that is, involve the Government in
no liability. The Government are only incidentally interested in the increase of
their Capital, and they recognise that prudential considerations will prevent the
Boards of Directors from lightly increasing that Capital. They are, therefore,
permitted to go on the market and raise, independently of the Government, any
Capital which the Government may agree they require to enable them to meet
their obligations to their constituents, the publio, and to cope with their growing
business.

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

105. As to State-worked lines, the Capital required must necessarily
he found by the Government, and the present methods of providing it must

continue.

EXPENDITURE ON NEW LINES.

106. The Capital required for new lines falls under a totally different
category, and the question in regard to itis, how fast is it prudent for the
State to proceed in the provision of new lines of railway and what is the best
policy for it to pursue. At the close of the year 1900, the latest date for which
I have been able to obtain figures for the whole world, India had a mile of
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railway for every 82'36 square miles of territory and for every 12,281 inhabi-
tants. Appendix G shows what the railway mileage was in other countries of
the world.
Taking the more advanced, the railway mileage was as follows :—

Per mile of railway,
Inhabitants. Square miles.

Great Britain and Ireland . . . . . 1,889 553
France . . . . . . . . 1,451 © 78
Germany . . . . . . . 1,701 6:52
Italy . . . . . . . . 3,307 1128
United States of America . . . . . 383 1548
Spain .« .+ .« . .. 2138 2311
Portugal . . . . . . . 8,581 24°22
Russia . . . . . . . . 3,556 6832

In the less advanced but more progressive countries the railway mileage

was as follows :—
Per mile of railway.

Inhabitants, Square miles.

Russia (Trans-Caspia) . . . . . 422 120-22

Siberia and Manchuria . . . . . 1,499  1,242:28
Japan . . . . . . . . 12,718 38 58
Egypt . . . . . . . . 4,671 183+96
Natal . . . . . . . . 1,056  8,714-00
Transvaal . . . . . . . 721 9908
Orange River Colony . . . . . 348 8480
New Zealand . . . . . . . 326 4559
Victoria . . . . . . . 366 2748
New South Wales . . . . . . 480 109-66
Queensland . . . . . . . 173 23874
Venezuela . . . . . . . 3,856 63574
Brazil . . . . . . . . 1,845 85109
Argentine Republic . . . . . . 471 109:53

107. So far therefore as railways per square mile of territory are concerned
India is rather better served than most countries outside Europe, but the only
one of those cnumerated which she is in advance of as compared with
population, is Japan, and there the mileage is one for every 3358 square miles of
territory against India’s 1to 82:36. India does not, therefore, appear to me to
be adequately provided with railways, and it seems to me that more rapid
progress should be wade in their construction, so as to open up the large tract
which are now entirely deprived of suitable means of communication.

108. The total mileage of the railway projects which have actually been
submitted to the Government for construction amounts to 18,187 miles, vide
Appendix H. The mileage sanctioned for construction during each of the past

seven years, the mileage actually opened during the same period, the amount
I )
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spent thereon and the Agency by which the lines have been constructed, were
as follows :—

1 ] 3
E;P-I‘I'AI: BXPBNDITURB
INOURRED OX NEW | MILEAGE OF BAILWAYS BANCTIONED FOR CON- | MILEAGE OF BAILWAYS OPXISED D URING BACH
LINES (lnl liAXB. or STRUCTION DURING EACH YRAR. YRAR,
LN
Yaanm. Cl’rivatom, oth
ompan By Com- er
lnes and J By other »| Agenoles
. panies y Total Companies _
oo (Staon el grammo | 00 | SR o} | Total 6o Progranme” liver 7L
lines wl;::alsgél liues. grammo. gru(:::)me. and o). Programme
strn:mlgz: (a) ) @) (] f)
1896 . .| 838| 228 416 243 60 719 706 608 64 34
1897 . . 5.62 2,67 398 38 694 1,120 845 245 486 114
1898 . . 5,66 2,78 203 248 78 529 898 647 170 81
1899 . . 6,00 2,76 534 ves 332 866 1,484 650 418 516
1900 . . 3,94 1,48 88 28 )] 167 1,287 848 83 308
1901 . . 4,09 1,35 483 100 133 718 676 394 12 170
1802 . .L* 5,49 t 764 56 i 174 984 6568 365 4 199

* Allotted ; ¥ information not available.

109. The average mileage opened each year therefore amounts to—

Miles,
Lines constructed out of funds provided or guaranteed by the
Government, that is, Programme lines . . . 522
Lines constructed by Companies without guara.ntee, that is,
Non-Programme lines . . . . . 177
Lines constructed by other Agencies, chleﬂy Native States,
outside the Programme . . . . . 208
ToraL . 902

———

110. The number of projects undertaken by Companies withont State
assistance has been steadily falling, and, under present conditions, no reliauce can
be placed on this agency for the construction of railways in the future. The
Native States also cannot be depended upon to assist for some years, as they
were hard hit by the famine of 1900-1901 and they have been unable to com-
plete railway projects which they had actually begun. The Government must,
therefore, depend for the construction of new lines on funds raised by themselves
by loans or under guarantee.

111. To meet the difficulty arising out of the demands of existing lines for
Improvements, the Programme was expanded in 1902-1903 to 11 crores of
rupees, or £7,300,000 sterling. Of this sum Rs. 5,50,82,000 or £3,672,000 was
appropriated to Improvements. As I havestated in paragraph 97, railways are
now very behindhand in the matter of Improvements, and if they are made to
progress in the future at a more rapid rate than they have done in the past, they
will require considerably more than the 5} crores now allotted for this purpose.
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112. The demands of railways for funds for Improvements to meet increas-
ing trafic must necessarily also increase. With an 11-crore Programme, there-
fore, the money available for new lines must grow less yearly.

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

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

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

115. Tothe former there are the very serious objections that money borrowed
from year to year by the Government (1) is liable to violent fluctuations on
account of the exigencies of the State, (2) leaves every one in uncertainty and
doubt as to what will be available for expenditure in the next year, and (3)
makes a comprehensive economical programme of outlay impossible. If these
objections could be overcome in a practical manner, there can be no question that
direct borrowing by the Government for railway purposes would be the cheapest
for the country, but I understand there are financial objections to the expansion
of the Programme and to its amount being made fixed and unalterable.

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

When considering the question of railway extension in India in 1868, the
Secretary of State of the day remarked in his despatch No. 3 of the 16th January
1868 .

T Railways are not likely to be made in India without the aid of Govern-
ment. The Capital which has hitherto been invested in them has
almost entirely come from England. It has gone to make prob-
ably the most profitable lines ; and if even for these it could not
be obtained without a guarantee, it is unrcasonable to suppose
that it would be forthcoming without similar support for the less
profitable..........oiviiiiiiii

It scems desirable that projects forrfuture railways should be arranged
in two separate classes, a# commercial or political....... .veaiens
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I am, therefore, anxious to know whether any or what additional pre-
cautions can, in your opinion, advisably be taken to secure good
workmanship under the guarantee system, which, in spite of its
obvious defects in certain particulars, I am disposed to regard as,
upon the whole, the one best adapted for the expansion of one

class of railways, viz., the commercial....c.cccoviniieeriiaennnes
For the political class, I am inclined to think that direct Government
agency might be preferablesu.... e corsrssersnraniieennivnennns

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

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

“ It is essential in working out the guarantee system that the confidence
of the investing public, or, in-other words, of the ¢ money market’
should be secured...............and if a certain class of railways in
India is to be constructed by the agenoy of guaranteed Companies,
such terms must of necessity be given as will attract them and
not such as must repel them from entering into contract.”

117. The viows here expressed have been fully borne out by the ex-
perience of the past sixty years. Unguaranteed enterprises have always been
unpopular, and when projects have been promoted without State assistance, it

has generally only been possible to get them undertaken on terms which are
far more costly to the country than a dircet guarantee would have been.
Guaranteed schemes have been only a litt]e less unpopular, as the terms offered
have not been such as to insure a rcasonable return in the first instance
(such a return as can be sccured from Government Paper, for instance), and
there has been no “reasonable hope that the profits of the undertaking will,
in a moderate time, risc above the amount which the guarantee covers.”

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

Up till 1896, however, the Capital expenditure of guaranteed Companies
was not included in the Programme and was not affected by the exigencies
of the State. The conditions which led to a change in the procedure have
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since passed away, the free coinage of silver having been prohibited and
stable exchange having been established. If, therefore, there are no other
causes (and I have been unable to ascertain that there are any others), militat-
ing against a return to the old procedure, there would scem to be no reason
why Capital expenditure incurred by guaranteed Companies should not be

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

revenues of the country, and if this liability is real, and not nominal, thero is
always present the fear that an increase in the liabilities of the Government may
lead to additional taxation. It becomes necessary, therefore, to consider what
the nature of this liability is and whether the Government are cver likely to
be called upon to meet it in the future.

120. The liability arising out of expenditure on new lines of railway covers
two periods, namely,—

(1) that during which the line is under construction and is unprodue-
tive ; and
(ii) that after it is opened to traffic and has commmenced earning revenue.

During the period of construction all interest charges are paid out of
Capital (if the Company is authorised, as they may be, to do s0), and there is
no liability on the Government.

After the line is opened to traffic, the interest charges have to be met from
the earnings derived from the traffic created by the opening of the hranch. If
these earnings fall short of the liability, the difference has to be made good from
the general revenues, and there is danger of additional taxation having to be
resorted to to meet it.

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

These indirect earnings may be stated to be—

(¢) the net carnings which old lines secure from traffic which they
interchange with the new lines ; and

(b) the increase in the General Revenues of the country resalting from
the provision of improved transport facilities.

They form an essential part of the income attributable to the new line, and
must be taken into account if it is desired to arrive at the true carnings derivod
from its construction. The net earnings derived by main lincs from inter-
changed traffic are easy of calculation. Those secured by an increaso in the
General Revenues of the country maust necessarily be largely conjectural.

122. Appendix I gives the net earnings of certain Brancl.les for which
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information was available or procurable, and the net earnings of the main lineg
directly connected therewith from traffic interchanged with the Branch. Of
course, it is true that all the interchanged traffic is not ascribable to the Branch,
as some of it was booked to the junction before the Branch was opened ; but this
does not materially affect the contention as will be seen from paragraph 125.
To arrive at the true net earnings from interchanged traffic, however, the
net earnings derived by all railways (not only those directly connected with
the Branch) frdm traffic interchanged with the Branch should be taken
but this information is not available. Again, traffic is often booked to the
junction, which is a centre of distribution, and re-booked from there, and, in the
case of the main line, such traffic is not considered when estimating the traflic
yielded by the Branch to the main line, that is, it is not included in the inter-
changed traffic which strictly speaking it is. The figures given in Appendix I
therefore, understate (to what extent cannot be said) the actual earnings derived
by the main lines from the opening of the Branch. Further, to avoid all
possible grounds for controversy, the net earnings of the main line from inter-
changed traffic have been arrived at by taking working expenses at the same
proportion to the gross earnings as the working expenses of the system bear to
its gross earnings. Now, however much room there may be for doubt as to the
actual oost of working a Branch, it cannot be disputed that the cost per
unit of working extra or incremental traffic is nothing like so high as the cost
per unit of working the whole traffic of the railway. Here too, therefore,
the net earnings derived by the main line from interchanged traffic have been
under-estimated.

123. Turning now to the statement (Appendix I), it will be seen
(column 10) that in a very few cases only was the Branch, gauged by the
standard above mentioned, unproductive during the first two or three years of
its existence; that the only conspicuous case of failure is the Gwalior railway,
which has been the subject of comment by the Government of India and which
is admitted to have never been worked on commercial principles ; that the large
majority of the branches covered interest charges, that is, the liability which
was inourred in their construction, several times over from the day they were
first opened to traffic ; and, lastly, that in most cases the income derived by the
main line from the Branch was greatly in excess of that directly earned by the
Branch itself. 1f the cost of working interchanged traffic had been taken at the
correct figure, or if the lines which did not pay their way from the day of open-
ing, had been constructed to a standard more consistent with the needs of the
distriot traversed (the Bina-Goona-Baran railway is a line which has been built to
a higher standard than was necessary), it is not unlikely; that, with the
exception of the Gwalior railway, «l! the Branches would have shown an
“income” considerably in excess of their liabilities from shortly after opening.

124. In calculating the net earnings.of the Branch (column 6 of

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

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

Taking first the case of the Jodhpur-Bikaner railway, until 1901, when it
was connected with ITyderabad (Sindh), it was a Branch, pure and simple, off
the Rajputana-Malwa railway, but unlike most Branches, it has from its incep-
tion been worked as an independent undertaking. A comparison of its working
expenses with those of the Rajputana-Malwa railway, therefore, should give
some idea of the loss which the latter would have suffered, had it undertaken to
work the Jodhpur-Bikaner railway at the same rate as its system cost. The
first section of the Jodhpur-Bikaner railway was opened in June 1882, and
taking the tigures from 1883 onwards, they compare as follows :—

JODHPUR-BIKAWRE RAILWAY 8YS1EM, ! RAJPUTANA-MALWA BAILWAY FYSTRM. Gan (+)
B i A e e sl S or loar (=)
Trrs. Mileage | Farnmgs lllehxrg yielded Pf"x"’r"t'i‘;‘“ ::"’"‘0"“‘": Milcago Earnings tl‘\,‘lt{‘iw:lnmrt;;‘lih
ok | g el | bt | ctpelea 8| it | il | o6
1 2 3 4 5 | e 7 8 T
Miles. ! Rs. Per cent. | Per cent. | Per cent. Miles. Rs. Per cent.
1883 . . 18 42 462 42'74 652'18 1,117 219 +944
1884 . . 44 39 3:92 £0'69 5692 1,120 223 +638
1885 . B 64 54 7:80 34:30 5281 1411 224 41851
1886 . . 64 62 623 3620 5027 1,665 212 +1507
1887 . . 124 5 840 39-86 50'89 1,688 189 +1103
1888 . .| 124 56 840 4691 4830 | 1,692 218 +190
1889 . . 124 56 846 46-50 4587 1,700 227 —0'68
1830 . . 124 58 863 4709 5045 1,700 198 +336
1891 . . 291 66 6:00 4545 4349 1,767 242 —1-96
1892 . . 291 68 963 456'89 41-01 1,767 247 —4RS
1893 . . 364 49 6:18 4884 41°12 1,809 246 —779
1804 . . 364 61 9:57 38'88 3821 1,899 267 —0'67
1895 . .| 364 56 830 4211 4103 | 1,899 9252 —108
1896 . . 364 68 1092 36-69 45'26 1,926 215 485
1897 . . 364 85 957 34°67 47-97 1,979 194 +1390
1898 . . 106 64 662 40°66 43:31 1,980 222 +276
1899 . . 449 89 776 38:99 4283 1,979 9261 + 384
1900 . . €09 74 572 4139 4540 1,983 290 +101
1901 . .| 736 } 59 486 5559 4621 | 1,054 280 —938
|
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During these 19 years the proportion per cent. of working expenses to gross
earnings was on seven occasions greater, and on twelve less, on the Jodhpur-
Bikaner than on the Rajputana-Malwa railway. Taking all the nineteen years
together, that is, the good with the bad, the advantage lay in a marked degree
with the Rajputana-Malwa railway.

Taking next the case of the Udaipur-Chitor railway, 67 miles in length,
the Branch was opened in August 1895 and up to the close of 1897 was worked
by the Rajputana-Malwa railway. From the Ist January 1898 it has been
worked as a separate undertaking, and its cost of working per cent. of gross earn-

ings compares with that of the Rajputana-'Malwa, railway as follows :—
CoSt PER CENT. OF WORKING IN

1898. 1899, 1900, 1901.
(1) Udaipur-Chitor railway . 57:33 5021 4159 57:64
(%) Rajputana-Malwa railway ., 4331 42'83 4540 4621
Difference between (1) and (2) . 14:02 738 —3°81 1148
Representing . . . Rs. 20,164 15,587 —12,118 25,394

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

1898. 1899, 1900. 1901.
Ra. Rs. Rs. Ra.
Difference arising out of difference
in cost of working .« . 20,164 16,637 —-12,118 25,394
Cost of  general superintendence ”
on Udaipur-Chitor railway . 12,822 16,675 20,374 28,701

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

These two railways, the Jodhpur-Bikaner and the Udaipur-Chitor, have
been selected for illustration as the country traversed by them is, if anything, less
favourable than that traversed by the Rajputana-Malwa railway. They are
also the only two railways worked as independent undertakings which are on

. the same gauge asthe main line and which have always had earnings of well
under Rs. 100 a mile a week. In both cases, without allowing any credit for the
fact that separate management involves separate workshops and numerous other
expenses which would be either altogether unnecessary or considerably less if
the main line operated the Branch, the results show, not only that the Rajpu-
tana-Malwa railway would have suffered no loss if it had worked the Branches
for the same rate as obtained on the main line, but that it would have benefited

considerably.
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It may, therefore, be reasonably assumed thata Branch can always he
worked without loss for the same percentage of gross earning as obtains on the
main line, and that generally the main line benefits when it is paid at this rate.

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

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

The Branches which have been classed A show the falling off in revenue
at the junction which is generally to be expected on the opening of a Branch.
It will be seen that the loss at the junction (column 8) was morc than made
up for by the traffic exchanged with the Branch at the junction (column 10),
and that in six cases out of ten the main line was so much the richer for the
opening of the Branch even in the first year of its existence, that it would have
paid it (column 15) to stock and work the Branch for nothing rather than
have had its construction postponed. In the case of the exceptions, the Barsi
Light railway has, ever since it wasopened, suffered from the effects of plague
and famine ; but both the Barsi Light and the Sialkot-Tawi lines have, within
five years of opening, produced sufficient revenue to have justified the main line
in stocking and working them for nothing ratherthan have had their con-
struction deferred. The loss in the other two cases is explained by the high
charge made for working expenses, it having amounted in the case of the Rajpipla
line to 6455 por cent. and in that of the Birar-Shimogn line to 63'43 per cent.

The Branches which have been classed B show an increase of revenue at
the junction. With the exception of Seoraphuli and Siliguri, al.l the junc-
tions are large distributing contres, and traffic is booked to the junction for
distribution. The increase at the junction, therefore, is direotly attributable
to the opening of the Branch. In these cases also, with one exceptfion, the
main line is so muoch the richer for the opening of the Branch that it would
have paid it to work and stock the Branch for nothing rather than have had
its construction deferred. The exception is the Darjeeling-Himalayan railway,
and that is due to the line being under independent management.

The Branch which has been classed O is the unproductive Gwalior railway.
62
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126, It would scem clear, therefore, that, as a general rule, once a Branch
is opened for traffic, the income which it will produce, from its own and the
main line’s earnings, will more than cover the liability which is incurred in its
construction.

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

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

128. As regards the indirect earnings which new lines produce through an
increase in the General Revenues of the country, it will doubtless be admitted
that every improvement in the communications of a country results in a develop-
ment of trade, and that a development of trade resultsin an increase of revenue ;
that, in fact, railway development and prosperity and advancement go hand in
hand, as is evidenced both by the genoral conditions of the country and by the
particular conditions of each region hefore and after a line of railway is driven
through it.

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

‘ INCEVABR IN VALUE | INCBKASE IN NRT
Interest | Ixcersse 1N Gross| op EXPOBTS AND | EARNINGS DERIVED |INCRKASE IN RAILWAY
charges at | REviNCES Or INDIA Iupoxts. FROM DUTIHS ON EX- NET EARNINGS.
Railway{ Capital |4 percont PORTS AND IMPORTS,
mileage | outlay on | on Capital | - I -
Yuags, opoued | mileage outlay
uring | shown in | ghownin
period. | column 2, feolumn 8 | Amount, | Por cent. | Amount. | Percont | Amount, | Por cent. | Amount. | Per cont.
of bon3 of7ong of9on3 of 11 on ¢
per per per per
Lakhs of | Lokhs of | Lakbsof | apnum, | Lakbsof | sonum. | Lakhs of | anpum. | Lakhs of annum,
Rs. Ra. Rs. Rs. Rs, By,
| T
1 2 3 4 5 é 7 8 9 10 11 12
1881—1891 |7,420 88,83 3,66 13,46 1516 52,12 5867 —b8 ™ 5,49 618
1831—1901 |8,059 | 1,07,16 4,29 25,68 23-96 50,09 4674 | +318 " 297 6,16 481
1881—1801 (15,479} 1,95,99 7,84 39,14 1997 | 1,02,21 6215 | +260* 1-33 10,66 6°48

$ Increase between 1801 and 1900, aud 1881 and 1900, respectively, as the figures for 1001-03 are not available,
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129. It will thus be seen that every rupee which is spent on railways comes
back many times over to the country, and that any liability which may here-
after be incurred on railway outlay would be amply covered by the resulting
increase in the net earnings of railways themselves taken as a whole.

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

181. This being so, I am of opinion that the proper course for the Gov-
ernment to pursue in the extension of its railway system would be to revert to a
system of guarantee, which is much the cheapest for the country failing direct
borrowing by the Government.

It is true that the agency of Companies costs, in one way or other, more than
the average rate at which the Government could themselves borrow. But, on
the other hand, there are some real advantages in Companies. The greatest is
that if the moncy is raised, as it would be, with a proper deposit paid at first, the
railway is safe of getting the balance as it wants it, by making calls; and if the
(ijovernment can create, through the agency of Companies, a capital of 10 or 20
millions with 5 millions paid up and acertainty of getting the other 15 millions
by calls just as they are wanted, and whether the money market is good cor
had, it is an important advantage, and worth paying something for.

132. But if the gnarantec system is to prove attractive to the investing
public, the terms at present offered will nced to be considerably altered.
Broadly speaking, the present terms may be stated to be—

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

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

(iii) Working expenses, which include provision of rolling-stock, are
fixed at the same ratio as the system’s working expenses bear
to its gross earnings, but subject to a maximum of 50 per cent.
of the gross earnings of the Branch ;

N.B—~Home Board expenses are permitted to be charged
against Capital during construction, and thereafter against
“ working expenses "’ until the Branch earns 3} per cent., when
the charge must be met from the general receipts of tho
Branch line.
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(iv) Land is provided free ; and
(v) Such survey reports as are available are placed at the disposal
of promoters free of charge, subject to the proviso that no
responsibility is accepted for the accuracy of any information
thus supplied.

At the same time Government require—

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

(vii) Large powers of control.

133. Experience has shown that these terms have not commanded * the con-
fidence of the investing public orin other words of the money market,”” or that
they are such “as will attract them, and not such as must repel them from
entering into contract.” They further fall very far short of what the Secretary
of State regarded as essential to the success of the guarantee system, since the
cuarantee does not yield as much as Government Paper and there is no “ rea-
sonable hope that the profits of the undertaking will, in a moderate time, rise
above the amount which the guarantee covers,”” much less to the level of
Government Paper.

134. The question as to what terms would prove sufficiently attractive to
the investing public is not a new one, and when it was considered in 1867, Sir
(then Captain) E. C. Williams, R.E., remarked :

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

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

(3) It should appeal directly to the self-interest of the promoters so as to
secure—

(i) 2 minimum capital outlay, s.e., economy and rapidity of
construction ;

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

(¢) 1t should involve a minimum of interference in the internal manage-
ment of the undertaking on the part of the Government.

The advantages that should be secured for the State are—

(@) The power of fixing maximum tariffs with ¢ parliamentary ” rates,
and special rates for mails, public stores, soldiers, sailors, prisoners,
paupers, etc.
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(¢) The power of regulating the mail service.

(f) Participation in profits in view, at least, to the reimbursement of pre-
vious payments made under the guarantee, with simple interest
thereon.

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

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

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

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

It is important, however, that the guarantee should be in gold or that the
Government should undertake to remit interest to England at a fixed minimum
rate of Exchange. With Exchange practically fixed at 16 pence, it would cost
no more to guarantee in gold than to guarantee in silver, and it would make the
securities much more valuable. An increase in the sterling payments now is not
open to the objections which attended it when Exchange was a variable factor,
and it would seem to be to the advantage of the State to guarantce in stcrling
an unlimited market at low rates, rather than in rupees a narrow market in
which a higher rate prevails.

137. Terms should secure investor an absolutely fized minimum return
Sfrom the outset.—With Government paper yielding nearly 3% per cent. and with
India Stock yielding nearly 8} per cent., it is evident that nothing less than a
return of 4 per cent. during the period of construction will suffice. Tor the



48

Expenditure on
new lines.
same reason, there must be some reasonabje prospect of the Capital receiving
not less than 4 per cent., with a possibility of something more, after the line
shall have been opcned to traffic.
The terms, therefore, might be—
(1) Free land.
(2) Carriage of construction material over el! Indian railways at revenue
rates, not public rates.
(8) During construction and to the close of the year during which the line
is completed, a gold guarantee of 4 per cent. to be paid out of Capital.
(4) After opening-—

(i) Line to be worked by an existing line for the same propor-
tion of gross earnings as the working expenses of the main
line bear to its gross earnings, subject to a maximum charge
of 50 per cent. of the new line’s gross earnings.

Reasonable Home Board expenses to be a charge against work.
ing expenses until the line pays 5 per cent. clear from its own
earnings, as also af «ll times charges for Government
supervision and for New Minor Works, about which see
paragraph 147. '

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

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

It is desirable that the main line should provide rolling-stock
when the new line is on the same gauge, so as to prevent
disputes as to the actual requirements of the new line.

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

(iv) The new line’s net earnings to be supplemented by a Rebate
of the whole of the main line’s net earnings from inter-
changed traffic, or such smaller amount as will allow of a
return of 4 per cent. in gold on the new line’s Cai)ital outlay

The net earnings from interchanged traffic to bear the same
proportion to the gross earnings from such traflic as the net



49

Expenditure on
new lines.
In any year that the new line earns enmough to receive a
return of 4 per cent. from its own traffic, no Rebate to be
paid by the main line for that year.
(v) The new line to retain all its net earnings up to b per cent., divid-
ing all excess over that amount equally with Government.

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

To the Government, on the other hand, they will prove as little onerous as
possible ; they can only very rarely be required to make any payment on
account of guarantce, and even when the whole of the net earnings from inter-
changed traffic are required to be paid over to the Company, there will still be
coming in to the Government the difference between the assumed and the actual
cost of working the traffic interchanged by the main line, and the whole of the
net earnings from traffic interchanged with the new line by lines other than the
main line. After the new line has begun earning 4 per cent. from its own
traflic, the main lines will receive the whole of the net earnings from inter-
changed traffic ; and, where the new line earns over 6 per cent., the Government
will receive half of such surplus. They will further derive all the indirect
benefits which follow on the increased prosperity of the country. These are
solid advantages and are not dearly purchased by the loan practically of only
the name of the Government.

138. The terms should appeal directly to the self-interest of the pro-
moters 8o as to secure o minimum of Capital outlay, i.e., economy and
rapidity of construction.—With a dividend guaranteed which is not in itself
sufficient to attract Capital, the Company would naturally be anxious to
keep down outlay, so as to make more reasonable the chance of their receiv-
ing the higher return of 4 per cent. One of the most prolific causes of
extravagance in the past has been the unnecessarily high standard up to which
lines have been required to be constructed before they are permitted to be
opencd. A 5 6" gauge line has been insisted upon where a metre or a narrow
gauge would for many years have met all the requirements of the distriot, and
a standard of excellence in construction has been demanded quite unsuitable to
the traffic which the line is likely to have to carry, for instance, the Bina-Goona.
Baran railway referred to in paragraph 123.

Each project must necessarily be considered on its own merits. The in-
conveniences of a break of gauge are undoubtedly very great, and, though the
cost to the railway of transhipment-is equivalent to freight on from three to six
miles only, a break of gauge necessitates a separate supply of rolling stock and
usually involves the up-keep of separate workshops. But these drawbacks are all

calculable, and if a break of gauge is found economical, unless the prospects of a
H
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line are very good, or it is likely to develop in the near future into a through
line, or, in the case of very short Branches, it can be constructed on the same
gauge as the main line for practically the same outlay, it is not necessary, from
the point of view of the travelling public, that it should be on the same gauge as
the main line, since a break of gauge involves the public in no extra expense,
no charge being made for transhipment. Even in the case of lines which are
likely to form a through connection, all that need be insisted on is that bridges
should be constructed to take the gauge of the main line.

What is wanted is a line of railway, and the gauge and the standard of
construction should be governed entirely by the consideration whether *there
is a reasonable hope that the profits of the undertaking will, in a moderate time,
rise above the amount which the guarantee covers,” “guarantee ” here being
understood to mean the actual guarantee pl/us the Rebate payments, that is, 4
per cent. To secure this end, the new line might, whatever its gauge, be entirely
a “feeler " or surface line, and its further development might be left to the traffic
to decide. There will usually come a point beyond which the line will not be
economical to work on a different gauge, and the Company may be depended on
to change the gauge when this point is reached. These principles have already
been accepted by the Government and need only to be applied now. To the
investor these conditions will naturally appeal, and it will be to the interest of
the Company to keep down the outlay, as the higher it is, the less prospect
there will be of the shareholders receiving the higher return of 4 per cent.

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

139. It should appeal directly to the self-interest of the promoters so as
to secure & minimum revenue expenditure, i.e., economy of working.—The line
would be worked by the main line agency, and its interest in economy will
be secured by the limit which is placed on the charges which it may make
for working the new line.

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

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

142. Participation in profits—This is provided for in paragraph 137 (4)
(v), the Government receiving half over & per cent.

From numerous cases which have occurred, it seems clear that any division
of surplus profits before 6 per cent. is earned by the Company would not be
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popular. It is also unnecessary, since the interchanged traffic and other
indirect carnings would generally be yielding Government larger returns than
the Company would themselves be receiving.

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

In the first place, the period for first purchase is regarded as too short. 1t
is now 21 years. It might be made 33. The terms mow proposed can never
be onerous to the Government, and there is, therefore, not the same necessity to
exercise the right of purchase, as existed in the case of some of the old guaran-
teed lines.

In the next place, the terms of purchase, which limit the price to a
premium of 20 per cent., together with the short currency of the contract, do
not permit of tho line ever obtaining its right position in the market. With
a return of only 3 per cent. guaranteed, if the line ever did rise to a price higher
than would be represented by a premium of 20 per cent., it would be because
of its own intrinsic value, and if the Government paid 25 times the average yearly
net earnings during the three years preceding purchase, without restriction as to
the maximum, they would not be paying more than the market value of the
property. The maximum limit might, therefore, be removed, the minimum
continuing as at present, as the Government are not obliged to purchase.

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

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

(¢) Promotion money.
() Payment for New Minor Works.
(k) Payment of interest on additional Capital.
(?) Formation of Company and appointment of Directors.
(m) Tixity of Terms on which concessions will be allowed to Com-
panies.

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

147. Payment for New Minor Works—This is one of the most fruitful
sources of friction between Companies and the Government, and it would save
much trouble if it were laid down that all Capital expenditure incurred on open
lines, up to a certain limit per mile per annum_ no matter what the nature or
the value of the work might be, should be charged to Revenue, the remainder

being a charge to Capital. But in view of the fact that the line would probably
-
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not have been built up to full standard, the limit of the charge to Revenue
should not be fixed too high.

148. Payment of interest on additional Capital,—It should be madelegal
for existing Companies to charge to Capital, interest on any Capital which they
may raise for extensions of their line or for new lines, whether such Capital is
raised in the form of shares or debentures. Interest on Capital required for the
improvement of existing lines to meet the demands of increased traffic should,
of course, continue to be a charge against Revenue.

149. Formation of Company and appointment of Directors.—It is very
desirable that the number of Companies with which the Government have to deal
should be kept down. The main lines of India are now established and recog-
nised and all future extensions will be in the naturo of developments of these
lines. It would, therefore, be more convenient, where the main lines are
worked by Companies, to employ the main line Companies to finance all
Branches to, or extensions of, their own lines. It would also he very much cheaper,
as all incidental expenses such as Promoters’ fees, etc., would be saved. Under

~ present conditions, however, this is not practicable. It is undesirable to create
new share Capital in connection with the Company-worked railways which are
practically owned by the Government ; and it is not permitted by law to charge to
Capital interest on Capital raised by debentures. But there does not appear to
be any reason why the law should not be altered to remove this disability
where the Capital is required for the construction of new lines, and it might be
considered whether a change in the law is not possible.

150. If, however, the employment of the existing Companies is altogcther
impracticable, to prevent conflict of interest and to simplify control, one subsi-
diary Company might be formed in connection with each of the recognised
main lines, which might be called ““ the —— Railway Branch Line Company,”
and this Company should raise the Capital for all lines to be undertaken in con-
nection with the main line, the right being of course always reserved to the Gov-
ernment to employ any other Company should the Branch Line Company con-
cerned object to the construction of any particular line which the Government
wished them to undertake.

The Directors of this new Company, where the extensions are to g line
controlled by a Company, should ho the same as the Directors of the main lipe
Company, and the Government should have the right of appointing one of the
Directors. Where feeder Companics alrcady exist in connection with the main
line, they might, where possible, be consolidated and incorporated into the ney
Branch. Line Company.

Similarly, in the case of the State lines, the Southern Punjab Railway
Company might be expanded into the North Western Railway Branch Line
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Company, and the promoters of the Hardwar-Dehra and the Brahmaputra-
Sultanpur lines into the Oudh and Rohilkhand and Eastern Bengal State
Railway Branch Line Companies, respectively.

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

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

152. I have so far conmsiderod whether it is desirable to revert to the
cuarantec system, and if so, on what terms this system should be worked. There
remains for consideration, the rate at which the Government should proceed in
the construction of railways.

153. I have already said that I consider more rapid progress should be
made in the construction of railways; but I do not consider it cxpedient to
suggest that not less than a definite number of miles should be undertaken
yearly. In view of the fact that the liability of the Government when they
guarantce a return of 3 per cent. is in reality only nominal, the only limit
which it seems rcally necessary for the Government to place on the rate of pro-
aress is the practical one of the money market. Other considerations such as the
labour market and the ability of manufacturers to supply material would in
practice help to limit the rate of progress, and it seems to me that these would
probably be found sufficient to regulate the amount of new mileage which should
be taken in hand every ycar.

Rainway Fuwnp.

164. But so long as there is any possibility of the Government being
called upon to meet the liability from the General Revenues, ordinary prudenco
requires that, while freeing the present system from all its disabilities, some
check should be exercised to kcep the liability within reasonable bounds, in
case it should ever becomo real.

155. In Ireland, a similar difficulty was met by the passing of its Light
Railways Act of 1886 (the Act is printed as Appendix M), under which a sum
of money was hypothecated for a period of years for the promotion of railway,
in Ireland and, by arrangement with the Treasury, placed for this purpose at
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the disposal of the Board of Public Works, who drew on the National Debt
Commissioners from time to time for instalments as the money was required
to meet expenditure on the works,

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

157. The money thus hypothecated would necessarily require to be kept
entirely, distinct from the general finances of the Government of India. Itshould,
‘as- was flone in Ireland, be placed to the credit of the Railway Board, who,
subjecti to the control of the Governor General in Council, should be left free
and unhampered to administer the Fund in such manner as would be most
advantageous to the country.

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

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

159. In the casc of projects for ncw lines, if the Cayital is provided by the
Railway Board, the whole amount thereof should be a charge against the Rail-
-way Fund.

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

160. In Ireland the Irish Light Railways Act proved of the greatest benefit
to the country, and I feel confident that, if a similar arrangement could be intro-
duced in India and the Railway Board given a free hand within such conditions
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as Government may considér it necessary to lay down, a great impetus would
be given to railway construction in India and the Government would rarely
be required to provide any more Capital than the original contribution. On
the contrary, I am satisfied that tho Railway Board, as soon as they got into full
working order, would always have a handsome balance to hand over to the

country at the close of cach year.
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Craprrer III.
THE WORKING OF RAILWAYS.

161. The third subject of my Reference is-—

“To advise as to the management and development of the traffic
the convenicnce of the public, and the improvement of the
revenue;’

that is, the question of the practical working of the railways in India as dis-
tinguished from their administration.

162. The most important point ¢onnected with the working of a railway is
the transit of its traffic. The traffic consists mainly of Passengers and Goods
and each needs different treatment.

PasseNcER TrAFFIC.

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

On newly-opened lines a very high running speed may not be practicable till
the road has consolidated, and on sections of line with light traffic and on the
shorter branches it may not be economioally justified, but on the main routes, 1
think, the public have a right to cxpect that théy shall be carried in a much
shorter time from point to point than they now are.

164. Taking the principal centres in India, the average distance which
passenger travels per hour by the fastest train is shown in the following table :—

. Year railway AVEBAGE BPLED OF THn
Opcﬂod FASTEST TRAINA BETWEEN
Stations betweon which trains run Rauways :;‘;g(g‘{i:{"t ":1’; Distance. | MTATIONS WAl
stations Up Down.
named
Miles. Males. Miles.
G.1.P.and E. L. 1% 1,400 31-08 3077 ¥
Bombay and Caleutta ... { G PN 10w 1,221 2y | erar
Bowbay and Kalka (for Simla) .G LP.and E.L;| 1801 1,142 2072% 29°28
Bombay and Lahore #id Delhi “.Nl.v}"r.. E. L and 1891 1,289 20741 28'86
Bombay and Madras . (meII "P. and| 1871 793 | 2252 2443
ras.
Jcutta and Kalka (for Simla) B L . . 1891 1,116 3125 31°04
%?;]i:ttn and Labore vid Delhi . E.Land N. W. 1891 1,264 3046 3 .
Ditto vid Ghaziabad 1871 1.278 29-19 ¢
Calcutta and Madras . .| B.N.and Madras 1900 1,081 2886 2?'0?
Kurrachee and Lahore . N.W. . . 1878 782 22:91 2280

* The average speed of the Postal Special is 34°64 miles an hour.
t . ” w ono» " » » 348, ”
$ By arrangement between the railways, the p gers from Lahore are oarried by the North Weatern rallway wp to Ghaziabad and those

10 Lahore by the East Indian raflway up to Umballa Csntonment,
* T
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The less important trains show a4 much lower average speed, and on the
Branch lines it falls lower still as will be seen from the following statement :

i AVERAGE SPEED OF THE
SLOWEST TRAIN
Railway. Stations between which trains run, Distance. B“wn’;:;:ns. TATIONS
B U;_ ) Down
Miles, | Miles. | Miles
Caleutta to Mokameh 346 17°39 17-97
E. L. Ry. . {
Ondal to Alipur Branch . . 32 797 | 11110
Tundla to Jhansi . . . 151 14-58
G. L P. Ry. .
Bina to Katni Branch . . 163 13-39
Delhi to Peshawar 636 14-76 1399
N. W- Ry- .
Anmritsar to Pathankote Branch 67 183 —_—
Ahmedabad to Colaba . . 310 1658 21-8
B, B. & C. L. Ry. .
Anand to Ujjain Branch . 224 | 11111 | 11441
Arkonam to Raichur 308 10:80 —
M. Ry, . .
Podanur to Madras . 302 770 —
Poona to Mysore . . 711 1647 -—
S. M. Ry. .
Gadaj to Hotgi Branch ., . .| 178 | 1053 -—
{ Villupuram to Trichinopoly . .| 150 | 10°79 —_—
S. 1. Ry. .
Tinnevelly to Kallidaikurichu Branch . 19 869 755

165. The average number of passengers in a train is greater in India than
in any other country in the world. TFor the railways enumerated in the preced-

ing paragraph it was:
AVEBAGE NUMBER OF PABSENGERS IN A TBAIN,
Railway. e
lotclass. | 2ud class, | [OYOTREdBE | grg g | Tona;,
East Indian . 185 443 14°69 20798 | 22840
Great Indian Peninsula . 2:08 888 14:90 i28‘55 15441
Bengal Nagpur . . . 0-87 309 640 23233 | 24269
North Western . . . 1-35 436 1427 177-19 197-17
Madras . . . . 1-90 662 Q86 | 19294 | 20281
Bombay, Baroda and Central
India . . . 1-96 12-86 2765 18558 | 227-74
Southern Mahratta . . 1'14 378 e 17263 | 17755
douth Indian . . 085 361 26293 | 26729
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166. A rate of speed which does not exceed an average of 31:25 miles an
hour for the fastest train and which falls as low as 1399 miles an hour for
an ordinary train, and 7°56 miles an hour for a branch train cannot, therefore
be justified by the poverty of the traffic offering. In America, over large tracts
of country fairly comparable with India, the fast passenger trains run at an
average speed of from 50 to 55 miles an hour and the ordinary trains at from
30 to 35 miles an hour.

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

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

The first point I shall deal with in paragraph 176.

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

The dilatory, almost casual, way in which the station and train staff often
deal with trains is a matter which impresses one the more one travels in India.
The remedy is sometimes the simplification of methods but chiefly closer super-
vision to ensure that every man is at his post when the train arrives, that he under-
stands ;the duties he has to perform in connection with it and that he perform
these duties in a more energetic and methodical manner than is at present done.

The saving of even one minute at each station may amount to hours on a
long journey, especially in the case of single linc working where trains from
the opposite direction are affected, but it will benefit no one if time is saved
in the Time Table figures and no effort is made to see that the work is donc within
the time allowed. At prescnt even the long time provided is often excecded,
and the punctual running of the train thrown out. The passengers themselves
sometimes are a difficulty by their slowness in getting in and out of trains, but,
I think, it will generally be found thatthey will move just as quickly as the
railway staff show by their own cxertions to be necessary.

169. Inregard tothe latter, thatis the low speed at which trains arc actually
timed, speaking generally, I am of opinion that the speed of trains, both in
actual running time and in average, is much too low for the volume of traflic
offering. There are undoubtedly places where the population is sparse and there
is not a full amount of work for more than one train a day, and to run this train
at a greater speed than it is run at present might result at first in the service
being performed at a loss, but even in such cases a reasonably fast service would

in my opinion, always result in an increase of revenue.
12
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A very material acceleration of the speed of trains is, in my judgment,
necessary for the proper cultivation of the traffic, and the staff in India are
1 consider, quite capable of working trains, with safety, at such higher speed.

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

On the principal main lines there should bo not less than two fast through
passengor trains each way per day, and, if necessary, a gathering train should
precede, and a distributing train follow these fast trains to accommodate the
passengers from and to the intermediate stations at which they do not call.
The present traffic on these lines fully justifies such a service. On every other
main line there should be not less than two trains carrying passengers cach
way per day. On branches, the number of trains should be regulated so as to
fully meet the requirements of the district. Trains should also, when possible,
be so arranged as to admit of business men from neighbouring towns getting to
and from business centres on the same day.

171. Mized trains.—A good deal of the traffic in India is carried by mixed
trains, and the practice of running them could not be entircly discontinued
without adding seriously to the cost of working railways and branches where the
traflic is not sufficiently heavy for separate passenger and goods trains. On the
main routes, and in other places where the traffic is heavy, the running of mixed
trains is economically an unsound arrangement as it necessarily involves a low
rate of speed, but otherwise, I do not consider that there is any objection to
mixed trains and I do not recommend the running of them being prohibited in
India.

172. Carpiages.—The accommodation provided for the conveyance of passen-
gers is as good as the construction of the present vehicles will permit, but,
having regard to the nature of the climate, much remains to be done to secure
satisfactory public transit, especially with respect to the third class traffic, the
present ayrangements in connection with which cannot he regarded as at all
satisfactory.

Third class accommodation is not provided to the extent to which it should
be on the fast trains and except in the case of a few “ joint-stock ** trains third
class carriages are not run through to the final destination of through trains
at all, subjecting third class passengers thereby to considerable hardship. Seeing
that the bulk of the revenue from passenger traffic is derived from third class
passongers, this traffic is entitled to much greater consideration than it now
receives, and third class carriages should certainly be run through to the same
points to which the higher class carriages are run. )

In fact, it would almost seem that the railways in India were insvfi cient
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appreciative of the value of their third class' passenger traffic. The less paying
first and second class traffic appears to receive all the attention, whercas the
traffic which really needs to be fostered is that represented by third class
passengers, who are the backbone of the passenger business of every railway in
India, their numbers in 1901, excluding season ticket-holders, amounting to
nearly 170} millions, against 93 millions of all the other classes put together.

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

173. Third Class carriag es— Overcrowding of.—The third class carriages
are often much overcrowded. Possibly where there are family partics travel-
ling together in such numbers as to fill more than an ordnary compartment
they themsclves, with the desire to all travel fogether, may to some extent
be responsible for this, but T am of opinion that passengers, especially those
going on a long journey, would not wilfully overcrowd themselves, if suflicient
accommodation was provided on trains for them.

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

Gencrally speaking, the amount of stock provided on the trains for the third
class traffic is inadequate and the treatment to which third class passengers are
subjected in India calls for very special attention.

174. Third Class passengers—Treatment of —1It has been strongly repro-
sented that a very extensive system of levying unauthorised charges obtains at
stations ; that the native police not only interfere with passengers in their carriages,
but cndeavour to prevent them from even getting their tickets at the booking
office unless they arec given a gratuity; that in some cases they actually take
moncy from the passengers for the purpose of buying their tickets, and instcad
of procuring them for the distance required purchase them for a station
short of destination, the passenger only finding this out after the train has
started when no redress can be had ; and that, if they do not succeed, by coercion
or otherwise, in obtaining money from the passengers, they intimidate and harass
them in such a manner as to make them shrink from travelling by railway at all.

Complaint was also made that the subordinate station stafl arc given to
the same practices, and that, if they do not coerce the passengers, or in some way
obtain money from them, they use abusive language, and in other ways do what
they can to annoy and molest them, and frequently resort to personal violence.

It was also stated that many of the native Station Masters considerably
increased their incomes by requiring traders to pay them fees before they will
supply them with wagons to carry their traflic and in other ways pursucd the
same policy as the Police.
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I was necessarily unable, in the limited time at my disposal and on account
of my slight acquaintance with the language of the country and the difficulty
there is in India of obtaining evidence in matters of this kind, to verify these
reports by personal investigation, but from the statcments made to me by officers
(both railway and non-railway) in whose credibility I have the fullest confidence,
and from the fact that the practice appears tobe a custom of the country, I feel
satisfied that there is a good deal of truth in them. With my limited knowledge
of the people it would be idle for me to attempt to suggest a complete cure, but
I think the position might be ameliorated by—

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

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

175. Refreshments.—These may be divided into (1) light refreshments, and
(2) regular sit-down meals.

The former, as also drinking water which is supplied free, are retailed to
passengers without requiring them to leave their compartments and are chiefly
suitable for native passengers. Tho latter are in the European style entirely and
are served in refreshment rooms at regular hours.

For natives, because of caste difficulties, it has never been the practice to
provide refreshment rooms, where regular sit-down meals can be obtained ;
but, in response to a strong desire expressed by the Mahomedan and Hindu
community, native refreshment rooms have been opened at a few stations as
an experiment, and their extension should be determined by results.

176. Dining Curs.—The time, however, which is occupied; in refreshment
rooms in serving the numerous meals usual in India, tends seriously to pull
down the average speed of trains. Attempts bhave been made to introduce
dining cars, but these must be regarded as half-hearted, sincc the principal

trains do not provide them.

The only dining cars at present run in India are the following :—
Oudh and Rohilkhand State railway.—A car runs.daily on both the mail
trains in both directions. This is the only railway which has a
. regular service.
East Indian and Great Indian Peninsula.—A car runs once a week each
way on the overland mail special between Calcutta and Bombay.

Rajputana-Malwe (B., B. and C. I. ry.).—A car is run daily between
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Nana and Soojat only, on the up mail to serve breakfast and on
the down mail to serve dinner.

Assam-Bengal.—A car is attached daily to one train each way betwcen
Chittagong and Silohar.

Southern Mahratta.—This railway, I understand, intends running a car
daily on its mail train between Poona and Bangalore.

It would obviously be a waste of money to provide dining cars on railways
where the European passenger traffic is light and very variable, but on the fast
through daily services botween (i) Calcutta and Bombay, (ii) Calcutta and
Lahore, (iii) Bombay and Lahore, and (iv) Bombay and Madras; and possibly,
also, (v) Kurrachee and Lahore, I am of opinion, that a dining car should
always be provided. The trains on these services never lack European
passengers. They run between the chief centres in India, and on their journcy
pass through many towns of importance, between all of which a fair number of
Europeans are always moving about. The average number of upper class
passengers in a train is no criterion of the number travelling by the fast trains.
That is always higher than the average, as most of the higher class passengers
use the fast {rains.

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

177. Booking offices.—At all terminal and at most of the larger stations the
booking offices are kept open for the sale of tickets for the whole, or for the
greater part of the day. But on many of the railways there is much need for
improvement at the intermediate stations, where the offices are often not opened
till the train practically arrives at the station.

All booking offices should be opened sufficiently early to admit of the pas-
sengers obtaining their tickets without crowding or difficulty, and in good time
for the train by which they intend to travel. This may appear a small matter
to the station officials but to the travelling public it is one of importance.

The rules of course require that this should be done, and the railway
authorities should see that these rules are carried out.

In the cities and large towns where these do not already exist, sub-offices
should be opencd for booking, not only passengers but parcels and light goods
traffie, under somewhat similar arrangements to those in operation in Calcutta.
These sub-offices exist now in England not only in the large towns, but in
almost every village of importance.

178. Communication between passengers and guards.—It was originally
required by law that there should be some means of communication between
passengers and the guard, so that the former might be able to stop the train when
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necessity arose, and for many years a “ communication cord "’ ran along outside
the carriages between the brakevan and the engine. This arrangement was
discontinued as it was found ineffectual, and, except in a very few instances
no communication now cxists between the passengers and the guard.

The exceptions are—

(¢) The Madras railway which has adopted “ Winter’s system of electric
communication *’ on all its stock both coaching and goods.

(i) The Rajputana-Malwa (worked by the Bombay, Baroda and Centra
India Railway Company) which has adopted the same system or
its Mail trains only.

(#s) The South Indian railway which has also adopted Winter’s system
on its Mail trains only.

(¢v) The Eastern Bengal State railway which has adopted a system by
which the passenger can apply the automatic brake when
necessary.

(v) The North Western State railway which has tried, but which has
not yet finally adopted the same system.

(v¢) The East Indian railway which is making experiments with an in-
vention, of one of its own officers.

The matter isone of great importance and should be enforced by law, if
necessary. The Board of Trade in England make a point of never recommend-
ing any particular system, and I do not think I could with propriety follow a
different procedure. But the system permitted to be introduced on any rail-
way should meet the conditions (1) that it can be relied on, (2) that it can be
easily reached by the passenger, and (3) that a notice is placed in a conspicuous
part in each compartment, immediately beside the communication, showing how
it is to be operated and the penalty for its misuse.

179. Lighting of trains.—The lighting of trains in India must be regarded
as on the whole unsatisfactory. The through trains on the through routes
are well lighted with gas, but many railways still use oil lawps and none of the
railways are fully equipped. Appendix N gives the railways which are lighted
by gas or electricity. It shows that cven old-established railways like the East
Indian and the Madras railways still have a large percentage of vehicles using
vegetable oils and that the North Western State railway has only 53 per cent.
of its vehicles burning gas. The Bengal and North-Western railway which
carried over 9 million passengers in 1901 has every single carriage lighted
with vegetable oil, and the Rajputana-Malwa railway (worked by the Bombay,
Baroda and Central India Railway Company) which carried nearly 13 million
passengers in 1901, has only one train (the mail between Delhi and Ahmedabad)
lighted by electricity, all others being lighted with vegetable oil.

Electricity would appear to be specially adapted for the lighting of



65
Goods Traffic.

rains in India, having regard to the nature of the climate, and I think
it is very desirable that this should be kept in view in future. It furnishes
relatively a much better light than gas or oil, and gives out little or no heat.
It would also prevent the delay which is now necessary at stations in light-
ing the oil and gas lamps, particularly in the case of heavy trains. The
electric lighting of trains has now passed beyond the experimental stage. It
effects considerable saving in upkeep and working expenses, and Eunglish and
Continental Railway Compapics are now adopting the system very cxtonsively.
Its introduction, too, would permit of fans being provided in carriages during
the hot weather at comparatively little extra expense.

Whatever the system may be which is decided ﬁpon, I think its introduc-
tion should be made compulsory on all railways within a fixed number of years,
say, five, as the system of lighting trains with vegetable oil lamps does not
conduce to the comfort of the travelling public, or to the safety of their property
in a country where train thieves appear to be so numerous.

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

of other railways is the same.

Goovs TrarriIC.

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

plaints made to me at a later period :e=

TRAVELLED ON

DISTANCE THE THROUGH

' BETWEEN JOURNEY AT AN
Goovs BOoKED, BTATIONS | AVERAQE EPEED IN
NAMED. MIL¥S PER HOUR

VARYING FROM

Highest Lowest
From To Miles, miles per | miles per
. hour, hour.
Howrah (E. I Ry.) . . | Lucknow (O. and R. Ry.) . 466 441 37
Lucknow(O. and R. Ry.) .| Howrah (E. 1 Ry) . . 466 6-0 60
Howrah (E. L. Ry.) . .| Delhi (E. I. Ry.) . ol 954 11:0 725
Delhi (E. I. Ry)) . .| Howrah (E. I. Ry.) . . 954 120 475
Howrah (E. I. Ry,) . .| Jabalpur (E. L-Ry.) . .. 184 625 60
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TRAVELLED ON
Disraxce THE THROUGH

BETWERN JOURNKEY AT AN.

B .

Goops pookED STATIONS | AVEBAGE SPRED IN

NAMED. MILES PER HOUR
VARYING FROM

. Highest Lowest

From To Miles. | miles per | miles per

hour. hoar,

Bombay (B., B. and C. I. Ry.) | Cawnpur (B, B. and C* L | 1,071 550 550

Ry.)
Bombay (G. L. P. Ry) . . Cawnpur (G, I. P. Ry.) . 839 80 70
Cawnpur (G. L. P) . . | Bombay (G. I. P. Ry.) . 839 10+0 60
Kurrachee (N. W.) . +| Delhi (N. W. Ry.) . . 907 80 70
Delhi (N, W. Ry) . . | Kurrachee (N. W. Ry.) . 907 70 70

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

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

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

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

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

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

(f) of 29 wagons, 7 were delivered at 5 miles an hour, 10 at under 4

k miles, and 12 were outstanding.

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

184. These low averages are not so much due to the speed. at which goods
trains are timed to travel, as to the delays which are permitted to ocour at
starting, at intermediate and at engine-changing stations and junctions en route,

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

185. If delay in transit is to be avoided, it is necessary that there should
be a service of through trains for goods as well as for passengers; and if trains
were made up so as to give a load with wagons for one station, as it should be
possible to do in the case of the coal traffic, or, failng this, to give a load with
wagons for the furthest consecutive stations; and if the staff looked ahead more
and crranged through trains with loads to the furthest points and for engines
to be ready to take the loads on as soon as they arrived; in other words, if
more efficient methods of working were introduced, there is no reason why
the average speed at which goods are carricd could not be increased to twice
and in many cases three times what it now is, and that without incrcasing the
actual speed at which the trains are timed to travel in the Working Time Tables.

186, As an illustration of the great advantages which may be expected
from an acceleration of the goods traflic, it may bc mentioned that, by increas-
ing the speed at which goods are now carried to twice the present average, a
railway would immediately increase the work done by its rolling stock by 100
per cent., less the time taken to load and unload the second consignment, and
could thus carry the same traffic as it now carries with half the stock necessary
under present conditions, thereby saving the enormous outlay incurred in the
provision of so excessive a supply of rolling stock as now exists on some of the
railways, and in addition the great after-expense of maintaining and renewing
these unnecessary wagons, and it could do all this without any increase in the
running speed of its trains. If, at the same time, the running speed of the trains
was raised, the amount of work which could be obtained from the rolling stock
would be still further increased. '

187. The introduction of a practical system in connection with the working
of the goods traffic such as that indicated in the previous paragraphs would thus
not only materially help to develop business and consequently increase receipts,
but would considerably minimise shunting at intermediate and changing stations
and junctions, and thereby reduce working expenses and increase net earnings. It
would further do away with the need for a number of the sidings renuered neces-
sary at stations by the present methods of working, thus saving large capital

outlay on standing room and marshalling yards and the expense of maintaining
£2
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them, and would greatly expedite the transit of wagons, thus permitting of a
greater amount of work being got out of the same wagons and reducing the
outlay on rolling stock and subscquent maintenance and renewal expenses.

188. It has been urged that the apparent oxcess of rolling stock is due to
the busy scason traffic, for which extra wagons have to be maintained even
though they lie idle for a greater part of thie year, but this does not in any way
explain the low average speed at which goods traffic is carried, nor docs it, in
my judgment, in any way justify the large excess of wagons over normal
requirements which is now maintained on some of the railways,

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

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

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

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

Fares anD RATES.

191. General.—The Faresand Rates charged in India, judged from the
standpoint of the actual money payment made, are considerably lower than
those charged in England ; butfora comparison to be of any value, consideration
must be paid to the circumstances of the two countries. Taking the cost of
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oonstruction and working in England and comparing them with the cost of con-
struction and working in India, and in every other respect if like is compared
with like, I think it will be found that the fares and rates in India should, broadly
speaking, be only about one-sixth of those charged in England.

192. The average fares and rates charged in India are given separately and
collectively for all the railways in India in the Railway Administration R epart,
and there is, therefore, no difficulty in showing what these are; but similar
information is not available from published official sources for English rail-
ways. I am, however, able o show vory approximately what the corresponding
average ratcs are on the principal railways in England, and they compare with
the corresponding Indian figures as follows ;:—

PasskNarrs.
Rates per passenger per mile.

ENgranp INDIA
(excluding  (exeluding
season ticket season ticket
holders). holders).

Pios.* Pies,*
First Class + . . . . 1968 1275
Second Classt . e . 1308 549
Third Class . . . . 984 2:31

Goobs.

Rate per ton per mile,
Merchandise . . . . 2376 672
Minerals . . e . . 984 3:55

193. Before, thercfore, the fares and rates in Indis can be regarded, relatively,
as even equal to those in England, the former would require to be lower than
the rates now charged—

For passengers by about from 18 per cent. to 40 per cent. ;
For general merchandise by about from 30 per cent. to 60 per cent. ; and
For coal by about from 40 per cent. to 60 per cent.

194. That such low rates as these reductions would involve are not impossible
of adoption is evident from the fact that,in America, the rate for all merchandige
averages under 0724 cents or 4'344 pies per ton per mile, and, where water
competition exists, wheat is carried af a profit at as low a rate as two pics a ton
a mile, and other commodities, such as maize, at still lower rates, and both the
cost of construction and working are greater in America than in India.

In saying that these articles are carried af @ profit, I do not lose sight of
the fact that many railways in America have been through the Receiver’s hands,

® One pie is the one-twelfth part of one anna, and one anna is equal to ono penay. A pie Is, therefore, one
third of a farthing.

tInthe case of First and Second Class Pussenger fares, some allowanco requires to bo made for the extrs
sccommodation provided for each such passenger in India; but the third class passenger in India gets no advantage in
vhe matter of scating room, and scldom gets as good accommodation as is given in England.
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and that their Capital has been written down. The question of profit, however,
does mnot depend on Capital but on cost of haulage ; and, as I shall show later,
American railways have been able considerably to reduce their cost of haulage
(a charge which in such circumstances would necessarily take into consideration
all items of expenditure of every class except interest on Capital) by introducing
economical methods of working, and are, as a consequence, able to charge rates
now, which a few years previously would have forced them into bankruptey.

195. It is not suggested that such large reductions as those indicated should
be made straightaway in India. This could obviously not be done without
seriously disturbing the finances of the Government and the railways. But I
am of opinion that considerable reductions are immediately possible, and that
they are necessary, more especially in regard to the long distances for the
proper development of the traffic. Exactly what the extent of reduction on
each railway should be, and how it should be applied, I am unable to advise as
definitely as I would have wished (the question needs a much longer study of the
local oonditions on each railway than I have had time for, considering the
very extensive ground embraced in my Refercnce). But I have shown to what
extent relatively these reductions can be carried. Speaking generally, they
should be on a sliding scale, the percentage of decrease starting at a compara-
tively low figure for short distances and increasing as the distances grow greater.

On through traffic, that is, traffic going over more than one Company’s
line, all fares and rates should be caloulated on the through distance (this is
really expected by the Railway Act, but in practice is rarely done), and the
reduction should always be applied on the entire distance and not merely on the
local distance of each railway. It is the practice that prevails in India, of
oalculating rates on the distance to the junction only, which is to some extent
responsible for a good many of the high rates now obtaining, since the traffic
only gets the benefit of sliding scales of rates on the local distance to the
junction instead of on the whole distance that the traffic is carried. But if the
long distance traffic is to be developed in the manmer that such traffic has
been developed in America, the distance must be taken from the station of
origin to the station of destination, and the charges calculated on this through
distance at the reduced rate.

The percentage of reduction would necessarily differ on each railway, and
the reduction would have to be larger onsome railways than on others, since
the rates at present charged, and the conditions, are not the same on any two
railways. Further, the figures I have given all deal with averages. It doesnot,
therefore, necessarily follow that every rate at present charged in India will
need to be reduced —some might possibly need to be raised, though I think this
doubtful—but on the average, there would require to be a reduction to the
extent named to secure relative equality. :
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196. Any reductions of Fares and Rates must necessarily result in a falling-off
of revenue in the first instance ; but, if the experience of other countrics similar
to India may be taken as any guide in this respect, the impetus which the
reduced ratey will give to travel and commerce will be so great as to throw fresh
vigour into the whole business of the country, and to amply repay in a very short
time the temporary loss.

197. It may perhaps be properly mentioned here that the rates for coal were
generally reduced in August last, the amount of reduction varying with the
distance, and it has been suggested that the result has not been very satisfactory
I do not think any argument can be based on this experience, as it would be
obviously unreasonable to say that a reduction in rates had led to a lower volume
of traffic being moved (as has actually occurred), and it is well known that
the present dulness in the coal trade is due to causes entirely foreign to any
reduction of railway rates.

The effect of a change in rates can rarely be judged in the short space of
four or five months, but, given a reasonable time for the trial, I feel satisfied
that the reductions in fares and rates which my remarks point to will be shown
by experience to have been fully justified.

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

Maximum. Minimum.

Pies. Pies.
Passenger Traffic—18t class . 18 12
2nd ,, . 9 6
Inter. 4]— 3
» . 2
. 1
3rd . 3 1,
Goods Traffic—Special class ! !
oods pecia . 3 10
1
1st » . 3]
1
2nd 1Y) . é
2
3rd » . 3
1
g 6
5
4th »» . "6‘
E . 1
ixplosives class
. 2
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In the ocontracts with the original guaranteed Companies, the English
practice was followed and only a maximum was prescribed. When, however,
the railway system expanded and competition became possible, it was deemed
desirable to preseribe a minimum to prevent railways which had nothing to
lose by so doing, their dividends not being affected, from carrying traffic at rates
which it was considered could not possibly pay. Under the revised contracts,
there is no longer any necessity for placing the restraint of a minimum on such
Companies, and I am of opinion that where necessary to secure and develop
traffic, railways should be ecmpowered to lower rates below the prescribed mini-
mum ; in other words, that the minimum should be withdrawn. A Company
working under the revised contracts cannot enter into competition with another
at unremunerative rates and keep this up for any time Withouf‘ suffering in its
income, and I think self-interest will be found to cxercisc a sufficiently strong
coutrol against rockless competition. If it docs not, Government always have
the power to step in and stop it when they please.

199. 7Villa tickets.—Turning {rom general pringiples to details, to encourage
the erection of substantial villas or residential houses along the lines of railway
in the vicinity of large towns or business centres, and to induce business men to
live in the country instead of staying in towh, a free ticket covering the
distance from the one place to the other, withia ~ radius of, say 20 miles, mighf.
be issued to the occupier for a series of years (10 is the usual period) in con-
sideration of the traffic which may be expected from his family and visitors
travelling to and fro. This would create a new and permanent source of -
revenue, and, wherever the arrangement has been adopted, it has proved satis-
factory to tho Railway Companies.

200. Weck-end, Excursion, and Tourist Tickets.—With few exceptions,
no cheap week-end, excursion, or tourist tickets are issued in any part of India.
These should be provided, and more facilities in connection with Bank and
other holidays extended to the publiec.

201. Coolic traffic.—To meet the case of the labour traffic, there should be
specially low fares for coolies going to the tea gardens or for sowing or harvoest-
ing operations, the rate at the most not exceeding half the ordinary rate, in
consider@tion of the objects for which the passengers are travelling,

202. Season and workmen's tickets.—The train service for this traffic is on
the whole I think reasonable, but the charges for both season and workmen’s
tickets are too high and need revision. They should bear the same relation to
the charges made for similar services in England as in qhé case of ordinary fares.
The average chargss for season tickets in England are approximately 4:08 pies
per passenger per mile as against 141 pies in India.

203. Traders’ tickets.—To enable traders to help in the development of the
traffic, a system of Traders’ Tickets might be introduced on Indiap railways.
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I understand the practice was followed on some railways but was discon.
tinued as the Railway Conference expressed disapproval of it because it was
considered that it encouraged unfair competition. It has been attended with
satisfactory results wherever it has been adopted in other countries, and I am of
opinion that it could with advantage be generally introduced in India.

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

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

205. Invoicing and Way-billing of Traffic.—As a consequence of the present
procedure, the way-bills, invoices and registers have numerous columns in which
the forwarding clerk has to fill in cach Company’s proportion of the through
rate. The amount of labour and unnccessary expense that this involves, to say
nothing of the delay in booking and forwarding the traffic and in preparing the
receipt for the consignor, are considerable. The clerk should be furnished with
atable of distances and a scale of rates and he should be required to enter only
the through rates in the way-bill or invoice. The division of charges between
the several rail ways is a matter entirely for the Audit office. This is the system
followed in England, and it is very advisable that in the interests of all
concerned a similar system should be adopted here without delay.

206. Goods and parcel collection and delivery.~—It is not the general
practice on Indian railways to undertake the cartage, collection, and delivery
of goods and parcels, but the convenicnce and cconomy of the arrangement to
the public, and its benefits to railways themsclves whercver it has been tried
are so great, that the system might with advantage be introduced on a more
extensive soale, especially in the larger towns in India.

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

so placed as to meet, to the best advantage, the requirements of the public, and
L
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they are in consequence oostly to work, and subject the public to unnecessary in-
convenience and expense.

To enumerate instances of bad location would be futile, since every railway
in India affords numerous examples of this. The mistake was chiefly made
when railways were first begun in India, the ideaat that time apparently being
that the further the station was placed from a town, the less it would be in the
way. Wiser counsels have since prevailed, but the evil has not yet been com-
pletely removed. Stations and Goods depéts should always be placed on the town
or business side of the railway, and in the position most convenient for the public.
Otherwise 8 tax is imposed in perpetuity on the people and the trade, since the
further the station is from the centre of business the greater is the expense of

getting to and from it.
208. Development of local industries.—1 do not think sufficient attention

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

209. Equalisation ¢f traffio.—A very large part of the traffic on Indian
railways is forced into two or three months of the year. It is, Iam aware, very
difficult to alter long-established customs of Trade, but if what is known as
the “busy season traffic ” could be spread over a longer period, it would be an
enormous advantage economically not only to railways but to the trade of the
country as well. Fewer engines and wagons, fewer ships, fewer warehouses in
towns where land is expensive, would be required and the cost of transportation
generally could be considerably reduced. The unaided efforts of railways alone
cannot bring about the necessary reform, but railways might help towards it by
the quotation of lower rates during what are known as the slack seasons of the
year, so as to encourage the public to forward more of their heavy traffic during
the slack season and thereby relieve the pressure during the busy period. The
idea may sound Utopian, but it is well worth an effort, in view of the great
benefits which would result from its realisation.

210. Risk Note.~The conditions attaching to the Risk Notes in use on
Indian railways, which it may be mentioned have the sanction of law, are of a
very onerous nature. Railways are not only exempted from all liability for
loss or damage to the property while in transit which they could not with due
care have prevented, but they are relieved of responsibility for the wilful acts
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of their own servants. In other words, if a consignment has totally dis-
appeared while in the possession of the railway, the Law Courts hold that no
claim lies against the railway under the present wording of the Risk Note.

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

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

212. Coal traffic.—Strong complaints were made, with the reasonableness
of which I was satisfied, of the loss sustained through abstractions from the
trucks while in transit and through coal being piled up to a greater height
than the sides of the wagons, which resulted in the falling off of the contents
while the train was running and during shunting operations. Complaint was
further made of the refusal of Railway Companies to weigh wagons at the
journey’s end and to pay compensation for the difference between the weight
delivered and that invoiced and charged for, or even to allow credit for
freight charges on the undelivered weight. In dealing with a commo-
dity like coal, some allowance is necessary for dryage during transit, but
the amount of this is easily ascertainable. The loss referred to is, however,
attributed to other than natural causes, and to ignore the reasonable representa-
tions of the trade in regard to it, practically amounts to a raising of the rate
and the imposition of restrictions on the development of the traffic. The public
have a right to expect that they shall have delivered to them the same weight
of traffic as they deliver to the railway for carriage, that their goods shall be
re-weighed at the time of delivery, and that they are required to pay freight on
no more than is delivered to them after making due allowance for differences
in scales and losses due to natural causes.

213. Complaints were also made with respect tothe high rates for coal
generally, and especially for long distances. 'The rates have very recently
been reduced, though the concession has been deprived of much of its value by
the new rates being made “Owner’s Risk Rates.”” But, as I have shown
in an earlier part of this chapter, the rates are still very high and, in my opinion,
require to be considerably reduced, if the traflic is to be fully developed.

214. In connection with the question of the coal rates, the charges made on
coal to Bombay were specially brought to my notice. At present the traffic is
carried by rail (about 180 miles) to Caloutta and from there by sea (about 2,080

miles), the rate by the direct rail route (about 1,147 miles) being prohibitive.
T2
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Fares and Rates.
The charges by the two routes are at present as follows : —
Vid Caleutta=
Per ton, Total per ton,
Rs. A, Re. A.

By rail . . . 210
By sea . . . 4 8*
Dock charges at Calcutta 0 10 7 12¢

Vid rasl route—
16 2 16 2

915. To the Calcutta or sea route the objection is made that the purchaser
is never sure of getting the particular quality of coal he purchases and, I am
informed, that the coal is subjected to so much handling and consequent damage,
that, to avoid this, the large consumers of coal in Bombay and the coal merchants
in Calcutta are prepared to pay as high a rate as Rs. 11-8 a ton by the all-rail
route.

These rates, however, are below the minimum which the railways concerned
(the Bengal Nagpur and the Great Indian Peninsula railways) are permitted
to charge, and some doubt has been expressed whether the traffic could be
profitably carried at Rs. 11-8 a ton.

216. In America, to meet water and other competition, the loads of trains
are now as high as 4,000 tons. In India the highest load at present is
1,000 tons, and on this basis, assuming that one-third of the load is tare or
dead weight, there would be 666 tons of paying load in each train which

would yield a gross revenue of . . . . . Rs. 7,659
Rs. A. P
Deduct Rs. 1} per mile for working expenses 1,720 8 0

(As a matter of fact a train of this nature could
be run for little over one rupee a mile.)

Allow the same for the empty wagons
returning, and even assuming none of

them get a back load . . . . 1,720 8 0 3,441
The profit per train of coal would be . . . . . Rs 4,218
Which would be equal to a profit per train

mile Of . . . . . (] . » 1.83

The average gross earnings per goods train

mile on the Great Indian Peninsula and

Bengal Nagpur railways in 1901

amounted to about . . . . 3:60
and the working expenses, including all

charges for supervision and other fixed

expenses which are not affected by varia-

tions in traffic, amounted to about . . © 193

showing a profit per train mile of about . . . 167

§ The rates, [ am informed, vary between Re. 6 and Bs. 4-8 & ton.
t To this bave to be added Dock and other charges in Bombay, the amount of which is unknown,
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217. While, therefore, there can be no doubt that the Bengal Nagpur and
the Great Indian Peninsula Railway Companies could carry the coal from the
coal-fields in Bengal to Bombay at a rate of Rs, 11-8 a ton without loss, and
could earn from the traffic at least as great profits as they now earn on an
average from each goods train they run, I think there can be equally little
doubt that it would pay them to carry the traffic for a great deal less than their
normal profits on each ton handled, when the alternative is the loss of the
business altogether. The railways could, therefore, afford to carry the coal even
at a lower rate than Rs. 11-8 a ton without suffering any loss.

If heavier engines were employed to haul the traffic and if the high carry-
ing capacity American wagons, which are particularly suitable for this class of
traffic, were used, the rates could be still further reduced, as the working expen se
would be materially reduced, since the more the tonnage carried by each train
the less would be the cost of haulage and the greater would be the profits.

218. I said in another place that in America wheat was being carried for
long distances a¢ @ profit at two pies a ton a mile and maize at a still
lower rate. What America has been able to do, India should be able to do and
much more, seeing how much more expensive everything is in America.

A reduction in rates by the rail route may lead to competition with the sea
route, but that does not, in my opinion, appear to be a sufficient reason
for depriving the great coal industry of India of the means of development
which would be secured by the reduction in rates by the rail route which is
sought. It is not merely a question whether the traffic shall go by land or by
sea. The disabilities under which the traffic at present labours open the door
to the introduction of English and Japanese coal, and these should be removed.

Rorring STOCK.

219. The Rolling Stock on Indian railways, speaking gencrally, is not well
adapted to the requirements of the traffic either in design or utility, and, in my
opinion, falls short to a serious extent of what is necessary for cconomical and
efficient working.

220. Railway Rolling Stock consists of (1) Engines, (2) Passenger vehicles
of the different classes, (3) Goods vehicles, and (4) Miscellaneous vehicles. The
Jast class needs no comment, as the service in which it is employed is special
and limited. The remainder I will deal with seriatim.

221. Engines.—The conditions of the traffic in America and India are very
similar, and a comparison between the two countries would, I think, be not
unreasonable. In America loads of 8,000 tons are now quite common and loads
of 4,000 tons are fast being introduced. In India the best load on any railway
i the East Indian railway load of 1,000 tons which is much above the average.
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222. The question of introducing engines of higher power and of limiting the
number of types of engines has been dealt with recently by a special committee,
aud it is unnecessary to refor to it here further than to say that, unless in quite
exceptional circumstances, five different types of engines should be ample for
the train service of even the largest lines, véz., one for fast passenger trains, one
for either ordinary passenger or fast goods trains, one for heavy goods trains, one
for branches, and one for shunting yards,

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

Shunting engines should be of such construction as to permit of their
being moved backward and forward with the utmost expedition, and the work
now performed by special shuﬁting engines should not be left to be done, asin
most cases at present, by the ordinary train engines, or by old engines quite
unsuitable for the purpose. The “Tank’ engine is now recognised as the
wost efficient type for this service, and has beon introduced on some of the

railways with the successful results which were to be expected.

224, In India, railways profess to run a train with as many wagons as the
engine is economically capable of taking at the speed prescribed, which is
usually very slow. There can be no doubt that the principle of working an
engine to its highest pulling power consistent with a satisfactory service is a
sound one. But I would recommend that railways should be required to make
experiments to see whether they are getting full work out of their engines, as,
from a series of test cases which I had made, I am not satisfied that this is the
case on all railways.

225. Engine mileage.—In the compilation of Time-Tables, railways
should particularly endeavour to arrange their goods trains in pairs, that
is, an up train to pair with a down, so that an engine going out from its home
station shall always have a timing to come back to as soon as it has had a
reasonable halt at the out-station.

In practical working, an engine is usually required for a load either from
its home or from the out-station. In any case the traffic is usually more
important in one direction than in the other. The direction in which the load
is to travel fixes, or should fix, the train in that direction, and this train, and the
one which is paired with it, should be simultanecously notified to run, so that the
engine may be certain of returning home as quickly gs possible. Any system
which permits of trains being ordered to run without regard to the train by which
the engine is to return, must lead to engines being delayed noedlessly’ at out-
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stations, deprive the railway of the full use of them, and necessitate the employ-
ment of more than the service really needs.

The question of re-arranging the distances between changing stations, so as
to get a full day’s work out of the engine on each trip, might also be re-
considered to see if any alteration would be economically possible.

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

226. Delay in repairs.— Another of the causes operdting against better results
would secm to be the number of engincs constantly under repairs. Appendix P
shows the percentage for the several railways. It varies from 7°14 per cent. on
the Darjeeling-Himalayan railway to 26°24 por cent. on His Highness the
Nizam'’s railway, the average being generally over 15 per cent. In England and
America the average docs not usually exceed 8 per cent. An engine is a costly
article, and I do not think the results presented in Appendix P can be regarded
as at all satisfactory.

227. Passenger Vehicles.—Indian railways are very backward in their
employment of bogie carriages. No other kind of vchicle is used in America,
as they are now considered to be much superior to the four or six-wheelers in
comfort and convenience to the passenger and in economy of working to the
railway. So much is this now recognised to be the case that hogies are being
extensively introduced all over Europe. The bogie appears to me to be
a class of vehicle specially adapted to Indian conditions, and the building of any
more of the present type of four-wheeled vehicle should, in my opinion, be dis-
couraged. The composition of all the important trains should be made to consist of
bogiestock. The attachment of bogies and four-wheelers on the same train should
be avoided as far as practicable, and four-wheelers (of which there are more than
enough for such traffic as they may be regarded as useful for) should be con-
fined, as far as possible, to these special uses and to the less important trains and
branch line services. Of course it will not be possible for some years to ensure
that the composition of even the important trains shall be entirely bogies, as
there are so many four-wheelers, but that is theobject which, it seems to me,
should be kept in view, and it cannot be attained while railways continue
to construct four-wheelers.

928. All new passenger vehicles should be provided with lavatory accom-
modation in the third as well as in the higher classes, and the existing lower
class carriages travelling on all but short distance trains should be fitted
with lavatory accommodation as soon as this can be conveniently arranged.

I received numerous complaints of the great inconvenience suffered from
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the absence of this accommodation, and, considering the conditions of railway
travel in this country, there can be no doubt that the complaints were well
founded. Since my first arrival in the country, however, the question has been
taken up and orders have already been issued by the Government of India for
the necessary accommodation to be provided, and it only remains now to see
that they are carried out without undue delay.

229. One of the peculiarities of Indian railways is the provision of carri-
ages for no fewer than four different classes of passengers. This unduly increases
the dead weight of trains and the cost of working. The average number of

passengers of the different classes in each train, in 1901, was—

!

Gauge. 1st. 2nd, Inter. [ 8rd. " Seagon tickets. Total,
Broad . . .| 148 545 1364 | 173:65 456 19878
Metre . . . .| 088 345 859 | 217-37 0-83 22592
Broad and Metre . . 131 4-86 10-65 | 186-66 ,I 3-39 20687

and it becomes a question for consideration whether it might not be expedient
to reduce the number of classes. I am disposed to think that if some railways
(for instance the railways in Southern India and in Burma) find three classes
sufficient, all should be able to do so.

230. Goods vehicles.—On the metre-gauge railways bogie wagons (but with
a low carrying capacity) are used to a limited extent. On the broad-gauge
railways, they are used to a still more limited extent. But the high-capacity
Amecrican bogie exists nowhere in India.

231. For the higher class traffic which is consigned in small quantities,
the four-wheeled wagon is, perhaps, the more suitable type of vehicle, though
in America they have not found this to be the case cconomically; and for
such traffic a percentage of the four-wheeled low-capacity stock might be
retained. But for the heavy traffic which represents 80 per cent. of the whole
traffic carried by Indian railways, the most economical vehicle is pre-eminently
the high carrying capacity American bogie truck. The conditions in regard to
traffic in India are not at all dissimilar from those in America, and I can see
no reason why India should not be able to derive from the use of such vehicles,
the very great benefits which America has done.

232. Without going into the scientific value of large wagons, or why these
arc more economical if placed on bogies, a few practical considerations may be
mentioned to show the great advantage of the high-capacity American bogie
over the most up-to-date four-wheeled stock in India.

233. The chief of these is the high ratio of paying load to dead weight,
The best vehicle on the East Indian railway, which carries the bulk of the coal
trafic in India, is a four-wheeled open wagon, the tare of which is 7 tons
17 cwt. and 2 qrs., with a carrying capaocity of 16 tons, that is, the ratio of
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paying load to dead weight is roughly 2 to 1. (T am informed this railway
has now under construction four-wheeled stock with a tare of 7 tons and a
carrying capacity of 17 tons.)

234. In America the best vehicle is an open bogic, the tare of which is
17 tons 10 cwt. with a carrying capacity of 50 tons, that is, the ratio of paying
load to dead weight is roughly 3 to 1.

235. The load of the Indian train is 1,000 tons (though in practice aboui
10 per cent. extra is taken), which would be made up—

— Tare. Cupuuty | Total.
Tons. Tons. ! Tona.
In the case of the Indian vehicle, of 45 wagons . 354 720 1,074
Do. do.  American bogie, of 16 wagons . 280 1,080
Difference in favour of American bogie . o =74 + 80 '

936. In other words, assuming that the engine can only takc the same
weight of bogies as it does of four-wheelers (as a matter of fact, as will be
shown presently, it can take considerably more), with the American vehiele
80 tons more of paying load are secured over the present Indian train, that is
an increase of over 10 per cent. in paying load with a reduction of over 20 pes
cent. in dead weight, while with the four-wheeled vehicle the paying load it
sacrificed to the dead weight.

237. Now the greater is tho average load in a vehicle, the greater will be
the average paying load in a goods traih and, conscquently, the lower will be
the cost of hauling each ton moved. When, therefore, the saving in onc train i
multiplied by the large number of trains which is run during the year, th
enormous economy that would result from the introduction of the America
high-capacity wagon becomes apparent.

238. But the improvement in train load does not stop here. Experiment:
in America have shown that the higher the gross weight of the vehicle, the lowe:
is the ton resistance, and consequently that an engine can haul a higher load o
bogies than of four-wheelers, and of high-capacity bogies than of low-capacity
bogies. The mere fact of concentrating the weight of the train into a few car
makes it possible, (1) if the load is not incrcased, to elfect a marked saving ir
the consumption of coal by the engine, or (2) to incrcasc, and considerably
increasc, the paying load of the train, on the principle that “ the nearer the
load is to the horse the easicr is the draught,” and hecause the fewer th
vehicles the less in proportion is the friction, also the fewer the spaces betweer
vehicles the less is the cnergy of the engine absorbed in overcoming air resistance

I understand these conclusions are not borne out by the experience of th
North Western State railway, but the results obtained in America would appea
to be so obviously what might be expected, that I think it may be reasonabl;
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assumed that the failare of the Indian vehicle must have been due to fautly
construction.

239. Again, the usc of the high-capacity American bogie reduces the initial
outlay on stock and the subsequent maintenance charges, one 50-ton American
bogie costing less to buy than three four-wheeled Indian vehicles, and obviously
much less to keep up, an important consideration in railway working.

240. Further, there is also the great saving which it effectsin the length of
a train. A bogic and a four-wheeler train of the weights rcferred to in
paragraph 235 would measure respectively 86} ft. X 16=584 ft. and 223% ft.
X 45=1,020 ft. That is, the four-wheeled train, in addition to carrying
80 tons less of paying load and 74 tons more of dead weight, is nearly twice as
long as the bogie train.

241. The saving in this direction must lead to saving in another, since the
longer the train the greater the standing room required for the trucks in
the station yards and the accommodation required for rofuge sidings at
passing places. In the large yards, marshalling dep6ts, and at terminals, that
15, at points where traflic concentrates, this becomes a very important considera-
tion, as land can only be obtained at such places at an ever-increasing cost.

242. Finally, there isthe important fact that where any portion of a rail-
way is overcrowded with trains, and more cannot be run without laying down
additional lines, the use of the large wagon with the large engine would at once
relieve the congestion by reducing the number of trains, while at the same time
permitting of the traffic being wrought with a smaller sta{f and a smaller number
of locomotives,

243. These are all solid advantages and it is worth the while of any railway
to introduce any type of engines and vehicles which will shorten the length of
its trains and make it easicr to handlé them and to haul them weight for weight.

244. An objection advanced to the use of the heavy bogie, namely, the
difficulty of moving it by manual labour, has been overcome in America by
special contrivances, by means of which one man is able to move along the
heaviest wagon, so that this objection can no longer be urged against its adop-
tion.

245. It is not proposed that the present vehicles should be at once
superseded ; but in building new stock, the existing type should not be extended
beyond what is necessary for the conveyance of the traffic consigned in small
quantities, for which there is now an ample supply of these trucks for many
years to come.

246. At present, wherc old and worn out stock is being replaced, the
efforts of railways are being directed to the designing of four-wheeled vehicles
which will increase the ratio of paying load to tare or dead weight. What-
cver may be done in this direction is so far satisfactory that it reduces the
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non-paying weight in a train, but even when the four-wheeler has the same
ratio of capacity to tare as the American bogie, the latter would still be by
far the superior vehicle, as the long wheel-base with resulting rigidity would
remain with the four-wheeler, and it is the flexibility of the bogie with its
comparatively short length which gives it the great advantage over the four-
wheeler.

2477. Wagon supply— Increase of —With the great development which is
taking place in the traffic in India, indents are constantly coming in to the
Government for an increase of the wagon supply, but as I have shown in an
earlier part of this chapter, wagons are not at present being worked to their full
power because of the time taken at the despatching station between the time
they are put into the sidings to be loaded and the time they are forwarded, and
at the terminal stations before they arc unloaded and made available for a
second load or for return, and because of the time they take in transit between
the station of origin and the station of destination. These delays naturally
restrict the wagon supply, and seriously interfere with the utilisation of the
rolling stock to the best advantage.

To mcet the large increase of traffic which comes during the busy scason
it has hitherto been the practice to supply extra vehicles, but I am of opinion
that this over-pressure would be more satisfactorily met, not by running the
heavy and unwieldy trains necessarily at slow speeds which may be suitable
for normal times, but by running trains with lighter loads at a higher speed.
An increase in the speed of goods trains would not, as is amply borne out by ex-
pericnee, lead to anything like a proportionate reduction in the load of the
train. By increasing the speed of trains, therefore, during times of pressure
not only would more work be got out of both engines and wagons, but a much
smaller number of both would bo required than would be necessary at the
slower speeds, and large outlay on Rolling Stock with subsequent maintenance
expenses would be avoided. The provision of a special supply of engines and
vehicles to meet the busy season’s traffic is very far-reaching in its consequences.
Apart from the stock lying idle for the greater part of the year or rendering
insufficient service, it involves outlay in the provision of standing room at
stations and possibly leads to a duplication of the track with all the subsequent
expense of maintaining them.

I do not think too much importance can be attached to this question. An
enormous amount of money could be saved by a better utilisation of the rolling
stock, and T am of opinion that before the Government sanction any increase
to the present supply, they should require very clear evidence that the difficulty
in which railways find themselves cannot be overcome in some less costly

way.
2
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248. For minimising the extent of rolling stock and securing economy in
working, wagons of large carrying capacity are peculiarly fitted for the grain,
seed, cotton, jute and coal traffic. In short, the sound prineiple to be adopted
for the economical working of any railway is to have vehicles of large carrying
capacity with the least possible dead weight, a policy which has been attended
with such very satisfactory results in the United States and Canada.

219. Azle loads.—Such stock, however, as the very economical 50-ton
American bogie or high power engine, is not possible in India under the
restrictions at present imposed by the Government on the loads which may be
placed on engine and wagon axles. This restriction is due to the fact that the
roadway and bridges are not considered strong cnough for higher loads. The
railway bridges in India are much more substantially built than those in
America and, gencrally speaking, have a considerable margin of safety. The
permanent-way can always be strengthened by closer sleepering.

250. In view, therefore, of the axle loads permitted in other countries and
the larce margin of safety which admittedly exists in the case of all Indian
bridges, in view also of the great savings which would result from the adoption
of the larger engine and wagons, the question of increasing engine and wagon
axle loads is entitled to most serious consideration. That consideration it ig
now recciving at the hands of the Government, on the report submitted on the
question by Mr. C. W. Hodson, Director of Railway Construction, and it is only
necessary for me to remark that truc economy lies not in making the stock to
fit the road, but in improving the road to fit the stock. In America the greatest
importance is attached to this policy and any outlay incurred in the attainment
of it is regarded as immaterial in view of the great advantages secured
thercby. In fact, it may with truth be said that America owes her present
commercial position in the world to no small extent to her low freight rates,
which have been only rendered possible by the enormous loads her trains haul;
and that some American i'ailways which were in financial difficulties were only
able to save the situation by adopting the arrangements advocated.

251. Repairs to Rolling Stock.—The number of engines and vehicles under
repairs at one time on Indian railways is very high as will be seen from
Appendix P, and this cannot be regarded as at all satisfactory. I was assured
that special efforts were made to turn out of the workshops as much stock as
possible during the busy season and to defer repairs till the slack season, but I
did not lind that this was always done.

There is, in my opinion, room on all railways for a very marked improve-
ment indeed in connection with this important matter.

262. Automatic coupling.—The centre-buffer coupliné in use on the metre-
gauge railways in India, should be on the principle of the central automatic
buffer coupling in use in America, which has double instead of single action*
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These couplings afford much greater security to the shunting staff, expedite

marshalling arrangements, and make it immaterial in which direction the coup-
ling of the next vehicle faces.

It is deserving also of serious consideration whether the central buffer coup-
ling should not be adopted for the broad-gauge stock. The Great Eastern
railway in England is introducing this type of coupling (in combination
with the ordinary style of coupling for use when an old and a new type
vehicle eome together) and its advantages have been fully demonstrated in
America. I shall have occasion to refer to this question again later.

253. Widening of vehicles,—In America and on the Continent, the gauge
of railways is 4° 8}’ and the width of vehicles 10° and 10" 6"
respectively, whereas in India, where the broad gauge is 5 67 the width
of the vehicle is only 9" 6”. It becomes, therefore, a question for consider-
ation whether more advantage cannot be taken of the broader gauge in
India in building vehicles in the future. The subject is involved in the
general question of gauges, and 1 proposo, therefore, to defer dealing with
it till T come to the larger question.

TRAIN WORKING BY ABSOLUTE BLock.

254, It is not the universal practice in India to work trains on what is
known as the Absolute Block System. Still less is it the general practice to
employ any system of Block Instruments to provide the nccessary authority for
a train to procced from one station to another.

255. Even the main routes over which the fastest trains run, are not
supplied throughout with Block Instruments, as will be scen from the following
statement ; and, where such instruments are at present employed, they are not in
all cases of the type which supplics tangible cvidence to the driver in the form
of a token, that authority has been duly received from the station to which his
train is about to proceed :—

T

Number

| Number of supplied with
Seotion of lines, Railway, stations in special
section, Block Instru.
ments.
Great Indian Peninsula . 115 115
Bombay to Calcutta
East Indian . . . . 169 45

Bombay to Kalka

{ Great Indian Peninsula . 1567 110
(| Bast Indian & . . . 50 12




86
Train working by

Absolute Block.
Number
Numberof |supplied with
Section of lines. Railway. stations in special
section. Block Instru.
ments.
(| Great Indian Peninsula . . 157 110
|
Bombay to Lahore . « 4 | East Indian . . . . 44 12
|
| North Western . . . 30 0
Great Indian Peninsula . . 78 78
Bombay to Madras . . .
Madras . . . . 62 51
Calcutta to Kalka . . . | East Indian . . . . 240 57
East Indian . . . . 234 57
Calcutta to Lahore . . .
North Westere . . . 30 0
Kurrachee to Lahore . . .| North Western . . . 100 0

256. The number of stations supplied with special Block Instruments on
cach railway is shown in Appendix Q. The percentage of stations so supplied
for all India was, at the end of 1902, only 17°58 per cent., so that the number
at present fitted is not large and the progress towards a general adoption of

the system is very small.

257. Not only is this so, but, as I previously remarked, all railways do
not work on the system which prohibits one train from entering a section until
the previous one has cleared it, and the following railways still work on what
is known as the “ Line clear and Caution message system : "—

(1) His Highness the Nizam’s railway; (2) The Bengal Central railway ; (3) The
Bengal and North-Western railway; (4) The Jodhpur-Bikaner railway .
(5) The Darjiling-Himalayan railway; (6) The Morvi railway; (7) The
Assam-Bengal ; (8) The Burma; and (9) The Bhavnagar-Gondal-Junagad-

Porbandar railway.

Up till September 1902, the East Indian railway followed this system on sixteen
sections of its main line, but steps arcbeing taken to discontinue it as soon as
possible, and it is expected that the practice will very shortly cease. The three
State railways (North Western, Eastern Bengal and Oudh and Rohilkhand)
only recently abandoned it, but have not done so wholly. On branches, two
trains are permitted to be on the same section, that is, between two stations, at
the same time, and on all portions of the line, a ballast train is permitted to

follow an ordinary train before the latter has cleared the section by reaching the
station in advance,
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258. In England, this procedure would never be permitted- even on lines
with the lightest traffic, and I do not think that the arrangements in India
in connection with this most importzint matter can be regarded as at all satis-
factory.

259. On lines, or parts of lines where the traffic is never heavy, the cost of
adopting a system of high-standard Block Instruments would no doubt be
probibitive, and it would not be expedient to force the expense of special instru-
ments on such poor lines. But it is possible to secure absolute Block working,
where the traffic is light, without special instruments (even the old *Train
Staff ” system, a very cheap method, would secure this on such lines) ; and I
am of opinion that Government should prohibit absolutely the employment
of any system which permits of one train leaving a stat'on, before the previous
train has reached the station in advance.

260. While, however, I consider that on the less busy lines special Block
Instruments might be dispensed with, the main routes and all busy lines (for
instance, the main lines of the East Indian, the Great Indian Peninsula, the
Madras, the Bengal Nagpur, the Bombay, Baroda and Central India system, the
North Western, the Oudh and Rohilkhand and the Eastern Bengal State railways)
should be compelled to adopt some system of Block Instrument which gives out
a token, and which makes the withdrawal of a second one impossible until the
first has been put back into one or other of the instruments controlling the
section between two stations.

261. There are many kinds of such instruments now on the market, all of
which have passed beyond the experimental stage, and two systems have recently
been invented, one by Mr. Neale the Telegraph Superintendent of the Great
Indian Pcninsula railway, and onc by Mr. Theobald a Telegraph Engincer on
the Madras railway.

I could not with propriety recommend any particular system for India, but
I think that the invention of local officers is entitled to consideration.

Nor do I think it necessary that onc system should be adopted all over
India. I do, however, consider that there should be only one system permitted
on each railway and that that system should be of the nature stated in para-
graph 260.

262. Within what time the system should be adopted would -depend
upon the decision at which Government arrive in regard to the provision of
Capital for Improvements.

263. But the matter is one of great importance in the interests of the
travelling public, and I am of opinion that they should not be deprived of
the security which the system affords for a longer period than five years.
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INTERLOCKING OF POINTS AND SIGNALS.
264. Even on the main routes where the fastest trains run, the important

precaution of interlocking points and signals has been neglected at most stations,
as will be seen from the following statement :—

Number of | Number of
Section of line, Railway. stations on | stations
sections. Jinterldeked.

Great Indian Peninsula . . 1156 16
Bombay to Calcutta . . .
East Indian . . . 169 51

Great Indian Peninsula . . 167 29

Bombay to Kalka . . .
East Indian . . . 50 7

Bombay to Lahore . East Indian . . . . 44 7
North Western . . . . 30 26
Great Indian Peninsula . . 78 %0
Bombay to Madras . . .
Madras . . . . . 62 6
Calcutta to Kalka . . .| East Indian . . . . 240 45

East Indian . . . . 234 45
Caleutta to Lahore

j Great Indian Peninsula . . 157 29
|
L

North Western . . . . 30 25
Kurrachee to Lahore . . .| North Western . . . . 100 84

265. The number of stations interlocked on each railway is given in Appen-
dix R and a reference to it will show that, taking the busiest lines in India, on the
East Indian, only 2474 per cent. of all the stations were interlocked in 1902, only
12:07 per cent. on the Great Indian Peninsula and only 8:29 per cent. on the
Bombay, Baroda and Central India system. The North Western and the Oudh
and Rohilkhand State railwa$s are the best equipped of all the railways the
percentage on these lines being 44:'80 and 4744 respectively. But all the
others are very much behindhand, and some of the railways carrying a large
passenger traffic, for instance the Madras,* the South Indian and the Burma
railways, have not yet got beyond the experimental stage, and others like the
Bengal and North-Western have done nothing to provide this protection to
their constituents.

266. As in the ease of the Block Instruments, while I think that, on rail-
ways or parts of railways where the traffic is light and the number of trains

® The stations shown as interlocked on the Madras railway are almost entirely on the State section recently

saand th tha \amnono A wmanl
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small, the interlocking of points and signals at stations might be deferred till
business improves, on the main lines where the traffic is heavy and fast trains
are run, it is my opinion that the points and signals should be interlocked at
every station.

267. On what scetions this should be done would depend on the volume of
the traffic. Every station between Bombay and Calcutta, Kalka, Lahore and
Madras, Madras and Caloutta, Kurrachee and Lahore, Bombay and Delhi by
the Bombay, Baroda and Central India railway, Bombay and Calcutta by the
Bengal Nagpur railway, Moghal Sarai and Sahatanpur by the Oudh and
Rohilkhand railway, Caloutta and Siliguri by the Eastern Bengal State railway,
on the main line of the Burma railway, Madras and Trichinopoly on the South
Indian railway and Poona and Bangalore on the Southern Mahratta railway
should, in my opinion, be interlocked without delay; and there are doubtless
many other sections of linc where the volume of traffic and the speed at
which trains are run require the protection.

268. The ratc at which the work shall be proceeded with, depends again
on the decision of the Government of India as to the method of providing
money for Improvements. The question isone of great importance to the
safety of the travelling public, and I do not think the provision of the pre-
caution should be undertaken at a slower rate than will permit of the work
being finished within five years.

269. Attention may also be called to the marked absence of uniformity in
conncction with the fixed signals on many of the railways in India. On some
the distant signal is treated as an absolute stop signal, on others it is a stop and
draw-in signal, and on others again it is sometimes used mercly as a repeater of
the Home or Starting signal. The same signal should always have the same
significance, that is, should convey the same meaning, on all railways, and this
is the universal custom in England.

The question is one which has been under the consideration of the Railway
Department of the Government of India for some time, and it is very desirable
that an early decision should be arrived at.

AvuroMATIC BRAKES,

270. Fair progress has been made towards the provision of automatic
brakes on all coaching stock, but much still remains to be done.

271. Appendix S shows the number of engines and coaching vehicles oo
each railway fitted with automatic brakes.

The North Western State railway is the best equipped of all the railways
in India, and of the rest the East Indian, the Greal Indian Peninsula, the
Bengal Nagpur, the Madras, the Oudh and Rohilkhand State, the Eastern Bengal

State and the Bombay, Baroda and Central India (Lroad-gauge section) are
N
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fairly equipped; but railways carrying a large passenger traffic like the
Rajputana-Malwa (worked by the Bombay, Baroda and Central India Railway
Company), the Bengal and North-Western, the South Indian, the Southern
Mabhratta and the Burma railways are either very badly equipped, or entirely
un-equipped. In England and Amcrica it is compulsory to provide every
coaching vehicle with an automatic brake, and I think the same rule should be
applied to India. It is difficult to confine the order to main lines as vchicles
used on branches do find their way on to the main line, but it might be made
permissible to only pipe vehicles usually employed on branch and mixed train
services.

It may be observed that in the United States not only are all passenger
vehicles required to be provided with automatic brakes, but all goods vehicles
also, and I am of opinion that the time has arrived when India should make

more rapid progress in the same direction.

MisceLLaNEOUS.

272. Permanent-way.—The permanent-way, both rails and slecpers, on Indian
railways, while well maintained, is not always up to the rcquircments of the
increasing traffic. All railways appear to be fully alive to the necessity for
strengthening the road-bed, but their progress is not always as fast as they
would like it to be on account of the difficulty about getting money.

973. Dust prevention on railways.— On a number of the railways, the dust
created by trains during their journey, on account of the nature of the ballast
used or the country traversed, subjects the public to much discomfort, and the
bearings of thc engines and vehicles to undue tear and wear. In Ameriea,
railways spray the lines with mineral oil, and the experience is that up toa
speed of between 40 and 50 miles an hour the arrangement is satisfactory, but
much over this speed its advantages decrease on account of the greater suction
of the train breaking the crust. The sprinkling is donc about once a year,
and for a very dusty line twice for the first year. From 1,500 to 2,000 gallons
of oil a mile are used in the first instance and about half this quantity there-
after.

I would suggest that, in the first instance, an experiment might be made
on a railway particularly subject to the dust nuisance, say, the North Western
railway, with a view to deciding with what advantage the arrangement could be
adopted in India.

274. Ballasting arrongements.—In America, hopper bottom wagons are
employed for hallasting. They are 40 to 50 feet long, from 30,000 to 35,000 lbs,
in weight, carry from 90,000 to 100,000 lbs. of ballast, and are fitted to
automatically spread the ballast to any depth. The great advantage of the
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trucks is that they permit' of work being expeditiously done and without
the stoppage of the train, and save the carriage of coolies, who arc neccssarily
idle while the train is travelling betwoen the place from which the ballast is
obtained and the place at which it has to be laid down, and who could be hetter
employed in getting another load ready.

Labour is no doubt cheap in India, but the recurring charge of wages, it
seems to me, would tell against the economy of the present arrangement in the
long run. On busy scctions of a railway, too, saving in time would be an
important factor, as a ballast train working between stations under present
conditions must block the line for a longer time than is convenient.

In America, where labour is expensive, the arrangement has naturally been
found most satisfactory, and I am disposed to think that, notwithstanding the
cheapness of labour here, it would he found economical in India also.

275. Gradients.—DBuilt, as many of the railways in India were, with a view
to economy of construction, there are many portions of them which might be
aptly termed humps and hollows. These all tend to limit the loads of trains and
to increase the cost of working ; and a good deal of economy would result from
the ecasing of the grade by slicing off the tops of the humps and filling in
the hollows. In America and Australia the process has been attended with
much success, and it might be found advantageous to give it attention in India
when other more pressing matters have been disposed of.

276. Hours of Labour.~—1t is difficult to record what the terms of duty of
the staff are on cach railway, as the period of work necessarily varies with the
local conditions. DBut, speaking genecrally, except under exceptional circum-
stances, the hours of duty in India are on the whole of a reasonable nature,
and range from eight hours a day at the larger stations where the work is conti-
nuous, to about twelve at the smaller stations where the work is intermittent
and long intervals for rest are obtainable between trains.

271. Training of Signalmen.—1I noticed that the men in charge of the
interlocking frames in signal cabins were not always as well acquainted with
their duties as they might have been. It is very necessary for the safety of
the travelling public that they should have a thoroughly practical knowledge
of their work, and they should, I think, be taught their work in a {raining
school before being put in charge of a cabin. To permit of this, I would sug-
gest that one or more such training depOts should be established on cach
linc or on colleetive lines under thoroughly experienced instructors, and that no
man should be given ecmployment as a signalman unless he possesses a proper
certificate of efficiency from this institution.

Signal cabins differ from onc another in importance and it would be impos-
sible to suggest a rate of pay for these men, but I may say that I heard nothing

to lead me to the belief that they were underpaid at present.
N%
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278. Sight and Colour-testing of Railway Employés.—It does not appear
to be the general practice on railways to test the sight of the staff connected
with the outdoor working of trains at stated intervals. It is very important
that the examination should be repeated at intervals, which should be made
shorter as the men grow older.

OvuTpooR SUPERVISION.

279. I have reserved my remarks on the question of supervision for the
conclusion of the chapter on the Working of Railways. The successful work-
ing, or otherwise, of a railway depends entircly on the quality of the supervision
which the staff generally receive, and I am of opinion that very considerable
leakage might be prevented on Indian railwayg by a more effective system of
outdoor supervision.

The conditions of the country necessitate a greater amount of writing
than would be required elsewhere, but to try and work a railway system
satisfactorily by that means alone, or largely by that means is quite impractic.
able. What is absolutely necessary for the proper conduct of the business of the
railway is the possession of more knowledge by the directing officials of how the
outside working is being carried out, and this can only be obtained by systematic
outdoor inspection extending down to the most minute details by the superior
staft.

In addition to this, it is most essential that there should be thoroughly
qualified enecrgetic Inspectors of the class one invariably finds in England, who
aro so great a help to the Superior Traffic Officers and so valuable to the
railways. The Inspectors should travel regularly over their respective districts
and exercise the closest scrutiny over all details of working and should report
shortcomings wherover and whenever they occur. They should further be able
to show their men the way out of difficulties or to tender practical suggestions
to their superiors for overcoming them. These qualifications arc not always to
be found in the present men and greater care should be taken in the selection
and training of men for this important duty.
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CHAPTER 1IV.
GENERAL.

280. The last subject of my Reference is—

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

281. In the earlicr part of my Report I have dealt with the administration
and working of railways and their financial arrangements as affecting the
management of railways individually. In the present Chapter I propose to
consider the more general questions which are involved in my Reference, and
which affect Indian Railway Administration as a whole.

DBranxcoes or FEEDER LINEs.

282. One of the most important of these is the question of Branches or
Feeder lines.

In Appendix I I have given a list of the several projects which have been
submitted to the Government and which now await construction. As I
remarked before, all these projects are regarded by their proposcrs as imme-
diately necessary for the development of the various Provinces through which
they pass. It is difficult, therefore, to prepare a statement to show the order in
which the construction of all these railways should be undertaken.

283. But speaking generally, the efforts of the Government should, in my
opinion, be directed—

(i) to the connecting up of detached and isolated lines, so as to bring
them into direct communication with the rest of the railways
in India,

This is very desirable not only for the proper development of the
railways themsclves, but for the development of the Provinces
through which they run.

(ii) to the connecting up of existing lines on opposite sides of Jarge tracts
of country now devoid of suitable transport facilitics; and

(iii) to the extension of the main lines or the construction of branches,
in those parts of the country which are now cut off from railway
communication, but which are known to be fcertile, and in which
the latent possibilities of an increasing trade are good.

284. To attain the end which I consider the Governme:.v should strive for,
the construction of the following projects appears to me to be necessary :—

(@) the linking up of the two sections of the Eastern Bengal State
railway by a bridge across the Ganges ;
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() the linking up of Bengal and Assam vid¢ Dhubri and Gauhati ;
(¢) the linking up of India with Burma vid Assam;
(d) the linking up of the Northern and Southern Sections of the Burma
railways by the construction of the Sagaing Bridge over the
Irrawaddy ;
(¢) the extension of the Assam Bengal railway from Chandpur to

Shatnol, with a wagon ferry betwecn the latter and Naraingunj
and of the Eastern Bengal State railway from Naraingunj to
Aircha, with a wagon ferry between Aircha and Goalundo ;

(f) the linking up of the Bombay, Baroda and Central India railway
with the North Western State railway vi@ Kathiawar and
Sindh ;

(9) the extension of the Godhra-Rutlam branch of the Bombay, Baroda
and Central India railway to connect with Muttra and Aligarh ;

(k) the linking up of the two armsof the Great Indian Peninsula
railway and of His Highness the Nizam’s railway by a connec-
tion from Itarsi through Nagpur to Warangal or Secunderabad ;

(¢) the linking up of the two arms of the Bengal Nagpur railway by a
connection from Raipur to Vizianagram with a harbour at
Vizagapatam ; and lastly,

(7) the linking up of the metre-gauge railways on the north, centre and
south of Iundia, which are at present entirely cut off from each
other, by a line from Khandwa on the Rajputana-Malwa to
Kurnool on the Southern Mahratta railway »id Nander and
Secunderabad, or from Khandwa to Hotgi on the Southern
Mahratta railway vié Nander.

285. Most of these projects are essentially lines of development, intended
to join up systems or open out new country. A direct return on the Capital
expenditure on works of this character cannot and ought not to be immediately
expected. They will all help materially to increase the income of the railways
they join up, in all of which the State is interested, and in the course of time
they will themselves have a high commereial value and will add considerably to
the general revenues of the country. This is the classof work in whicl, in my
opinion, the Government should unhesitatingly and ungrudgingly embark, as it
is only the Government, because of the indircet benefits they arc reaping of
cqual if not greater value, who can afford to wait for the direct returns. In
late years, unless the estimate of traffic could show that a line would earn 8} per
cent. on the outlay from its own earnings, sanction to its construction has been
given with hesitation. Had this principle beeu followed always, no railways
would ever have been made in India. Assuggested clsewhere, the Govern-
ment should look to the indirect as well as to the direct benefits when consider-
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ing railway projects, and should not be guided by the estimated direct ecarnings
of the line alone.

Turning now to the projeots themselves, the only ones which appear to call
tor special remarks are (¢ ), (¢) and (7).

986. Linking up of Burma with India.—Several routes have been examined
for a line of railway between India and Burma, but they were all found diffi-
sult on account of the mountain barriers which separate the two countrics, and
‘he consideration of the question was deferred because of the very great cost
which any routc would involve. While in Burma I took every opportunity of
nquiring into the question, and, looking at it entircly from a railway point of
riew, I think it would be desirable to conncet up the two countrics, but the
project is not so urgent as many others beforc the Govornment. When the
iime comes for undertaking the work, a further and very exhaustive survey
should, I think, be made to ascertain the best alignment for a commercial rail-
way. [ have heard many express the opinion that a better route could be
ound than any of those hitherto examined, and this would scem to be not
anlikely.

287. Raipur-Vizianagram connection with Harbour at Vizagapatom.—
lhere is no question as to the desirability of constructing the Raipur-
Vizianagram line, and the Government have for some time been in negotiation
vith a syndicate about the project. But the question of the Harbour at Vizaga-
atam is more difficult to decide. There is at present not a single harbour in
vhich ships can lic on the long sea-board of about 800 miles between Calcutta
mnd Madras. The residents and business men of the district are very much in
avour of the project, but the cost of constructing a Harbour would be great, and
he only suggestion I can offer in connection with the question is that the
Jovernment should have a complete survey made and estimates prepared to see
vhether the trade which would seek this port would justify the outlay which
he construction of a harbour would necessitate.

288. Linking up of the Metre-Gauge railways.~ Until latcly the metre-
rauge railways in India were to a very large extent isolated from one another.
lhe group north of the Ganges was a few years ago linked up with the group
n Rajputana and still more recently the latter was linked up with the group
n Kathianwar. But (1) the Burma, (2) the Assam, (3) The Hyderabad-
Yodavery line in the centre and (4) the group in Southern India consisting
f the Southern Mahratta and the South Indian railways still remain cut
ff from cach other.

289. (1) and (2) have already been referred to separately. In regard to
3) and (4), it does not appear to me that there can be any doubt as to the
visdom of connecting them up as soon as possible. To do so would give an

¥
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impetus to the working of the railways in India generally by the creation of
healthy competition between the two gauges and would very materially faci-
litate and expedite the transit of traffic. It would permit of the interchange
of vehicles for through traffic, thus saving transhipment with its accom-
panying delay em route at junctions and the consequent damage to goods,
thereby considerably reducing the quantity of rolling stock required for the
carriage of the same volume of traffic not only by the metre but also by the
broad-gauge lines, since the avoidance of transhipment would save the delay
of at least 24 hours to every wagon load, broad and metre-gauge, which is now
subjected to transhipment. It would further allow of the north and south
railways borrowing stock from each other during pressures of traffic, since the
busy seasons of the two districts fall at different periods, that of Northern India
being between April and June while that of Southern India is between Decem-
ber and April.

200. The best route for the connection of these metre-gauge lines, having'
regard to all the circumstances, would, in my opinion, be by a line cither (1)
from Khandwa, vid Akola, and Basim, on to Purna, there connceting with the
Hyderabad-Godavery railway with a continuation from Hyderabad to Kurnool
Road, there joining the Southern Mahratta railway; or (2) from Khandwa to
Basim, then on to Hotgi, joining the Southern Mahratta railway at the latter
point.

The line common to both routes from Khandwa to Basim, a distance of
172 miles, has already been surveyed. The remainder of both routes ha§ not yet
been examined.

291. The linking up of the metre-gauge railways of India would be
followed by such far-reaching and beneficial results to the country that I consi-
der it to be a matter of first importance.

292. Another point connected with the question of linking up the metre-
gauge railways is that of giving them direct access to ports. The question
is not one of extreme urgency, but is a matter which should be kept in view,
unless it is decided to try and combine the gauges, a subject to which I shall
refer presently.

203. Three other subjects connected with the question of Branches or
Feeder lines which have been specially brought to my notice are—

(a) the railway terminal arrangements at Calcutta ;

(&) the Port of Calcutta ; and

(¢) the extension of the warchouse and jetty accommodation at Chitta-
gong Port to properly meet the requirements of the traffic.

294. Railway terminal arrangements at Calcutta.—In regard to the first,
the Fast Indian and the Bengal Nagpur railways arc separated from the town of
Caloutta by the river Hooghly, which is connccted by a floating bridge which
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has periodically to he opened to allow ships to pass; and the Eastern Bengal State
railway has its terminus on the outskirts of the city.

An enquiry was recently held as to the desirability of having a central
station in the heart of Calcutta to serve all these railways, and the question has
been deferred on account of the expense of the scheme.

In London the great inconvenicnce resulting from the absence of proper
connections between the several railway termini has recently led to the appoint-
ment of a Royal Commission to consider how the difliculty can be overcome.
In Chicago, too, an enquiry has recently heen made with the same object.

The expense of any such scheme must necessarily be great, but that its adop-
tion will some day be forced on the Government I think there can be little
doubt. In the meantime the price of land will go up and the difficulties of
acquiring a site, which will not serionsly interfore with vested interests and
other projects {or the improvement of the city, must grow greater.

It seems to me, therefore, that it would be a wise policy to anticipate the
future and make provision mow for a demand which must sooner or later,
probably sooncr, grow irrcsistible.

205, The Port of Calcutta.—The greater portion of the traffic served
through the Port of Calcutta is carried by the East Indian and the Bengal Nag-
pur railways, which have their termini on the right bank of the river. The
Docks, however, have been built on the left hank. To get to the Docks, the East
Indian railway cross the river 21 miles ahove Calcutta and run in on the metals
of the Eastern Bengal State railway. The Bengal Nagpur railway have only
a very round-ahout access to this bridge and consequently work a wagon-
ferry across the river, which is costly, slow, and ill—adapted for dealing with
a large traffic.

One of the commodities dealt with at the Docks is coal. This traflic did
not exist in any large quantity when the site for the Docks was selected, but it
has now grown enormously and constitutes a very large proportion of the
business done at the Docks. It all comes from across the river, and the question
arises whether provision should not be made for it to be dealt with on the right
bank, that is, without bringing it across the river,

Proposals have been made by the Bengal Nagpur railway for the work to
be done near a place called Luff Point, which is some miles down the river on
its right bank, but these are not approved of at present by the Commissioners of
the Port of Caleutta and by other interested parties.

Objections, cven where self-interest is involved, are entitled to due consi-
deration ; hut too much weight cannot be attached to them when considering
an important matter of this naturc. The question, which is one of great interest
to the coal trade, must be considered from a broader point of view, and, in my

opinion, the Bengal Nagpur railway should not only be permitted but should
0
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be encouraged to provide thesc and other terminal facilities and conveniences
which may be required for the quick handling and despatch of a business of the
magnitude of the coal trade.

296. Warehouse and Jetty accommodation at Chittugong.~The Port is in
its infancy and the arrangements for dcaling with the traffic are at present in-
adequate, but steps are being taken to have these improved and all that is

necessary is to see that facilities keep pace with requirements.

Crearine Houss.

297. The next question of importance is the establishment of a Railway
Clearing House for all India.

Over sixty years ago, the complications arising out of, and the expenso
attending, the apportionment of {reight on through traffic, that is, traffic originat-
ing on one railway and terminating on another, became so great in England that
the English railways decided to adopt the system followed by the Banks, and
introduced a Railway Clearing HHouse. Expericnce has [ully justified the step,
and the Railway Clearing Ilouse in England is now regarded as one of the
most valuahle adjuncts of the great railway industry in England. Work has
been cxpedited, a large saving of establishment has been rendered possible on
railways, the work previously done by railways is now performed by the Clear-
ing House at farless cost to the railways (the saving to the railways is usually
estimated at from 40 per cent. to 50 per cent.), and generally the system has led
to greater cfficiency and economy.

298. The Railway Clearing House may briefly be described as an Association
of Railway Companies which have voluntarily combined together for the joint
regulation of matters of common interest. It is open to any railway to join or
to leave the Association at pleasure, though few abstain from membership. A
Committee manages the affairs of the Clearing House. Each Company appoints
one delegate, who is gencrally the Chairman of the Board of Directors, and these
delegates form the Committec of management. Though governed by delegates
from each railway, the Clearing Ilouse is an absolutely independent body ; and its
decision is final and conclusive in respeet to any sum declared by it to be duc to the
Clearing Iouse ; and its resolutions are binding even on the Companics whose
delegates abstained from voting on a measurc. As, by its very constitution, it
cannot be interested in one railway 'more than in another, it has got to be recog-
nised as a perfectly neutral and impartial body and has consequently been able
to render very valuable service to the railways of England ever since it was

established.
209. The business of the Clearing House is primarily to “clear ™ the
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more than two railways (traffic passing over less than threo railways is dealt
with in the railway’s own Audit Offices) ; and the work is paid for in proportion
to the work done for cach railway.

In India, there is not a large amount of traffic which passes over more than
two lines, but there is much more than there was in England when the Clearing
House was first started there ; it is daily growing larger ; and it must increase as
new routes are opened up.

300. One thing which particularly struck me in India was, literally, the
perfect army of eclerks maintained in every Railway Audit Office, the number
being infinitely greater than is found necessary in England where the traffic is
much heavier. Of course, some allowance must be made for the difference in
the classes of the men, but it seemed to me that, notwithstanding this, the staff
was much greater than it should be.

The reason for this large establishment is to be found in the system. All
through invoices show in detail the classification for cach railway and the
share of the [reight attributablo to each.  All these items have to be checked by
the railway which collects the freight, and every other railway has to check
over its own charges, if it does not check those of the other railways also
(Mutatis mutandis, the same arrangement is followed in regard to all other kinds
of traffic besides goods )

In Chapter 11I, T referred to the enormous labour this entailed on the
station staff and in the Audit Office it is jusi as great. I there suggested that
a uniform classification should be introduced for through traffic for all India,
and that all rates should be calculated on the through distance and shown
in one entry in the invoice. The adoption of these suggestions will relieve the
station stalf, and will facilitate the work in the Audit Offices, but it will not
dispense with the necessity for the recurring check, so long as cach Audit
Office has 1o check over, and bill for, its own charges.  This can only be avoided
by the establishment of a Central Railway Clearing House.

301. The railways in India are practically unanimously in favour of its
introduction, and the Government of India have for some time past heen
endcavouring to bring it about, hut so far, for one rcason or another, the
accomplishment of the object has been delayed. 1 am of opinion that in view
of the great savings, both in time, labour and money, which the Clearing ITouse
eflects, no further time should be lost in its establishment in India.

302. Major C. A. R. Browne, R.E,, of the Indian Public Works Department,
in a very exhaustive and able report written in 1896 cxplains the working of
the Engl'sh Clearing Iouse, but T think it would be advisable that the Sceretary
of the English Clearing Iouse should be consulted as to the details of the
system to he established in India. It would probably require a special Act to
constitute it, and for simplicity of reference I attach a copy of the English

Clearing House Act as Appendix T.
o
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303. The Clearing House should be situated in some central place, so as to
admit of business being transacted expeditiously. Allahabad has been suggested
as a suitable centre, but this is a question that must necessarily be left to
the Committee of the Clearing House to determine.

304. In addition to the clearing of traflic, the Clearing House in its corporate
capacity deals with the question of mileage and demurrage on vehicles passing
from one railway on to another, and in many other ways relieves railways of a
ereat deal of work and performs it at a very reduced cost.

305. Of course, the establishment of a Clearing House would not altogether
do away with the clerical work in conncction with station accounts, but it would
greatly minimise it and entirely stop the same work being done over and over

again by different people.

RETURNS AND STATISTICS.

306. Arising out of the question of the Clearing House are two subjects

vamely :—
(¢) Returns.
(b) Statistics.

307. Returns.—~In regard to the former, at present all accounts arc required
to he kept up at stations and the returns in connection therewith submitted
weekly. Efforts have been made by some of the railwaysto extend the period to
cover the whole month, but the proposal has not met with general acceptance (a
large number of the railways are in favour of it, but unless all agrec to it, its
adoption is not possible). In England all accounts arc prepared for periods of
amonth ; and as a considerable saving could be effected by the change, I am
of opinion that the Railway Administrations which decline to join with the major-
ity in giving the system a trial are not alive to their own interests in the matter.

308. Statistics.—The present cost of compiling statistics required by Gov-
ernment scems to me high.  As cestimated by railways, it varies between Rs. 50
and Rs. 48,300 per annum, the total for all railways, vide Appendix U, being
Rs. 3,28,788 per annum. The total mileage on which this sum was spent was
25,857, so that the cost of the returns works out to Rs. 12'72 per mile per
annum. Much of the information furnished, I have found to be of great value
to me in my enquiry, but I think a substantial saving could be cffected by a
modification of some of the returns. The submission of them annually instead
of half-ycarly should also be sufficient. This question, however, had already
attracted the attention of the Government and is now under their consideration.

Trarric CONFERENCE.

300. Connceted with the Clearing House, but not forming part of it, are
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the several Committees of General Managers and others, which frame rules for
the general governance of the railways and which consider and, if possible,
settle all questions affecting tho interests of railways in general and of parti-
cular railways, arbitrate on disputes, and deal with any other business which
may be laid before them. If a Clearing House is established in India, these
Committees will form a natural part of it. DBut in the event of the proposal
for the Clearing Ilouse not meeting with acceptance, T am of opinion that a
permanent Conference to deal with matters affecting the working of railways
should be established without delay. (It should meet at least every half-year, the
same as in America—they meet quarterly in England—and there should he a
sub-committee to temporarily deal with pressing matters as might be required.)
Such a Confercnee, it properly and efficiently managed, should develop into a
very valuable institution, not only to the railways themsclves, but to the

Government and the public also.

LocoMorive AND CARRIAGE AND WacoN SUPERINTENDENTS (CONFERENCE.

310. I think it is also very desirable that there should be a regular Confer-
ence of Locomotive and Carriage and Wagon Superintendents, to discuss and
report on all matters affecting the improvement, cconomical construction, and
maintenance of the rolling stock, and that it should be held every six months if

practicable, but not less than once a year.

INDENTS.

311. There has been some complaint about the delay in obtaining stores
from England, and it was represented that these delays and the inconvenicence
and loss arising therefrom arc largely duc to the manner in which the indents
are dealt with in London, and to the method of inspection of articles manufactured
in England as compared with the mode of inspection adopted with respect to
similar articles supplied from other countries. I enquired into the subject at
the India Office and subsequently reccived from the Director General of Stores a
letter (printed as Appendix V) which explains very fully the difficultics which
have had to be contended with in England in recent years. Other questions
arising out of my enquiries wero referred by the India Office to the Government
Consulting Engincer in London, but the information which I required had not
reached me at the time of going to Press.

312. Tt was further represented that specifications are so drawn up both in
India and in England and are so hedged with conditions that the contractor’s
tenders are much higher than they would be if the specifications were of a simpler
nature. In my own experience, I have found that much economy can be clfected
by the simplification of the specification ; and I would suggest that the question
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should be gone into with the contractors with a view to the omission in future,
as far as practicable, of conditions which they may regard as unnecessarily
oncrous or likely to lead to expense and delay in the execution of the work.

Much money might also he saved by anticipating future requirements and
by placing orders for a succession of years and taking advantage of favourable
markets. If contractors knew that they could rely upon having steady work of
a particular kind for a succession of ycars, and could spread this work over
the whole of such period and supply the stores at stated intervals and in such
quantitics as would meet the immediate wants of the railways, instead of being
required, as at present, to deliver the whole indent within a few months, they
could undertake its construction at much less cost. Such an arrangement should
suit the railways all right, as the articles cannot possibly all be used up the
moment they arrive in India. All that railways require to be able to count on is
that they shall get what they nced in regular quantities at definite intervals,
and if this was arranged for, they too could avoid having to rush through their
work in short periods. Work hurriedly done may be good, but it never is
economical.

Another great advantage which would result from the arrangement would
be that it would be unnecessary to keep up the very large reserves of Stores now
maintained on all railways; and that there would, as a consequence, be so much
less Capital laid out, which must be unproductive and unremunerative so long

as the Stores remain locked up and out of use.

Broap 7zrsvs METRE GAUGE.

313. This question is not included in my Reference, but I have been speei-
ally asked to state my views on the subject.

I suppose few persons would now be found to deny that the adoption of
the &' 6" gauge was a great mistake. The introduction of the narrower metre
gauge at a later period was the incvitable consequence, because of the great
cost of constructing the wider gauge. The objection to the wider gauge from
a financial point of view has, in the case of a large number of projects, conti-
nued ever since, and at the end of 1902, there were no less than 10,896 miles
of metre-gauge railway in India, as compared with 14,312 miles on the 5 6"
vauge ; and cvery day more railways are being constructed on these two different
gauges, The 5" 6” gauge cannot, therefore, any longer be spoken of as the
‘“standard gauge” of India. The metre gauge has become as much the standard
gauge as the 5 6” gauge.

314. Now I do not think it will be disputed that two standands of gauge,
each crossing and re-crossing the other, cannot, under any circumstances, be
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regarded as an unmixed blessing; but before any remedy can be suggested,
the relative advantages of the two ganges require to be considered.

315. In England, the width of a vehicle for the 4" 8}” gauge is 8 6”; in
America it is 10’ 0”; and on the Continent of Europe 10" 6.

In India, the width for the 5’ 6” gauge isonly 9 6", or a foot less than
on the Continental railways and only a foot more than on the Euglish rail-
ways. The metre gauge is 7' 9”, or only 9” less than the 4’ 83" gauge railways
in England, The Indian 5 6” gauge stock, therefore, is obviously insufficiently
wide for the gauge.

To be relatively equal in width to the stock on the Continent, the Indian

4

vehicle would nced to be 12”37 wide, so that the railways in India have never
obtained the full bencfits of their wider gauge and are working about 22}
per cent. under power.

On the other hand, the width of the metre-gauge vchicle relatively should
be 7’ 47, so that the metre-gauge lines with vehicles actually 7° 9% wide are
really doing better proportionately than even the Continental railways so far as
the utilisation of power gocs.

316. So far, therefore, as the merits of the two gauges arc concerned, from
an cconomic point of view, I think there can be little doubt that the 5" 6” gauge
railway is not so good a servant to the country as the metre gauge.

317. But a comparison of the gauges goes deeper than the mere merits of
the two gauges and the question scems to be—

(a) Is uniformity of gauge desirable ? and if it is,
(b) Which is the best gauge to adopt for the standard ?

318. As to the first point, I think the answer must be in the affirmative,
as it will generally be admitted that a break of gauge is a drawback always, and
that in certain eventualities it might prove extremcly inconvenient. It neces-
sitates, too, a great deal of expense in the transhipment of the traffic when
all junctions in India between differing gauges are reckoned, and a very much
larger supply of rolling stock than would be nceessary if there was no break of
gauge, since the unavoidable delays during the process of transhipment absorb a
large quantity of rolling stock of both gauges. But these are points which
would be governed by the financial consideration of which is cheaper—
uniformity of gauge with larger outlay or break of gauge with larger working
charges.

319. In regard to the second question, namely “ which is the best gauge to
adopt for the standard,” it is necessary to consider what the cffect would be of
adopting one or other of the cxisting gauges as the standard.

320. If the b 6” gauge were adopted, the effect would be—

(¢) that the metre-gauge railways would require to be widened both in
their rolling stock and in their tunnels, bridges, permanent-way
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fixed structures and possibly station buildings; and, what must be
considered a much more serious matter,

(4¢) the b’ 6” gange railways would also need to be widened, if they are
to be worked up to their full power, not only in their rolling
stock, but in their tunnels, bridges, and fixed structures and
possibly also in their permanent-way and station buildings.

In other words, if uniformity is to be arrived at, and if the 5° 6 gauge is to be
the standard, and if the loss of power which has been going on since the 5’ 6”
gauge was introduced is to cease, both the 5’ 6" gauge and the metre-gauge
railways of India will practically require to be re-built and very large expendi-
ture must be expected.

321. On the other hand, the adoption of the metre gauge as the standard
would probably necessitate the whole of the 5° 6” gauge rolling stock being
scrapped, but would otherwise involve comparatively no expense in the altera-
tion of the roadway.

The metre gauge has rendered excellent serviee in the past, and it is.
in my opinion, capable of meeting all the requircments of India. But it scems to
me that the replacement of the 5 6" by the mectre gauge would be fraught
with so much difliculty as to make it practically impossible to make the
change. I am further disposed to consider that it would not be suitable for the
standard gauge of India, in view especially of the possibility in the not too
remote future of there being direct railway communication between India and
Europe.

322. The whole question is so full of difficulty, and the evil is so far
advanced, that it is not casy to advise upon it, but the remedy would seem to lie
in a middle course, namely, in the adoption of the Europcan and American
4’ 8}" gauge. This would require no change in the roadway of the 5 6" gauge
railways, and no reduction in the size of their rolling stock. It would also
cost far less to convert the metre gauge to the 4 8" gauge than to convert it to
the 5’ 6" gauge. The introduction of the change, however, would not be casy of
accomplishment, though it would, in my opinion, be quite practicable, if it was
slowly worked up to and prepared for.

323. What would be necessary to bring about uniformity would he—

(i) subjcct to the exceptions to which I shall hereafter refer, to discon-
tinue constructing any more 5' 6” gauge lines ;
(ii) to build all 5" 6” vchicles in the future with central couplings and
suitable for running on a 4" 81" gauge ;
The side buffers should of course continue to be provided until all
stock is fitted with the central couplings.
(iii) to build all through metre-gauge lines in future, so as to permit of

their conversion to the 4" 8}” gauge when the time comes ;
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(iv) when metre-gauge bridges have to be re-built, to construct them
suitable for the 4' 83" gauge;

(v) togradually widen the roadway of the metre-gauge railways, so as to
take the wider gauge vehicle ;

(vi) to build all metre-gauge vehicles in future so that they shall be
capable of running on trains drawing vehicles of the wider gauge.

At present, there are many metre-gauge vehicles in India which
are so constructed, and which are run on 5" 6” gauge trains, the
wheels being changed every time this is required to be done.

324. What would then happen would be this. When all the vehicles were
of a construction to permit of the 5" 6” gauge and metre-gauge vehicles running
on the same train, the question would have to be considered whether, until
the metre-gauge roadway had been made suitable for the wider gauge vehicles,
interchangeability of stock was to be arranged for or transhipment was to be
allowed to continue. If the former was regarded as the more important, metre-
gauge rails could be laid between the wider gange, and metre-gauge vehicles
could then run without hindrance on the wider gauge trains. (The converse
would, of course, not be possible.)

This would, no doubt, be a costly arrangement, but uniformity of gauge
will in any case be impossible without large expense, and the process of conver-
sion must be a very slow onc. Uniformity, however, is bound to he demanded
some day, and the longer a sctilement of the policy to be pursued is deferred, the
greater will be the difficulty and expense of introducing it.

325. The evil effect of break of gauge could be considerably minimised by
allowing the metre-gauge railways access to all the important centres of trade
and busincss. But this will not wholly overcome it, and its inconvenicnee must
continue so long as there is a difference of gauge without interchangeability
of rolling stock.

326. My remarks may appear to be inconsistent with the suggestions made
in an earlier part of this chapter in conncetion with—

(1) the construction of the Itarsi-Warangal, the Bombay-8indh connce-
tion and the cxtension of the Godbra-Rutlam railway to Muttra
and Aligarh ; and

(2) the linking up and extension of the metre-gauge railways ;

and with the remarks in an earlier part of this Report in connection with—

(3) the construction of Branches on gauges narrower than that of the
main linc.

327. In regard to 1 and 2, while uniformity is being worked up to, the
development of the railway systems cannot stand still. To make all new rail-
ways on the 4" 81" gauge would, I fear, add to the evils arising from break of
gauge. It scems to me, therefore, that the metre gauge must go on cxtending,
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and that the missing links in the 5° 6' gauge must be filled up. Heroic
remedies are not possible, and all that Government can do is to work towards
uniformity of gauge, and this can be done by building all stock to be inter-
changeable.

328. In regard to (3), the construction of short branches or feeder lincs is on
an entirely different platform from the construction of through lines. Here
cheapness of construction is generally the first consideration, as if the branch is
built to a higher standard than the traffic requires, it cannot yield a reasonable
return on the outlay.

329. But in the construction of branches, where a difference of gauge is
found really to be necessary, it seems to me that the gauge should not exceed
2’ 6” where the branch is off a 5’ 6” gauge lino.

Where it is off a metre-gauge line, if it is thought desirable to differen-
tiate the gauge, a 2 0” gauge should be ample, as anything between that and the
metre gauge would not justify a departure from continuity, in view of what is
entailed in a break of gauge, viz., separatc engines, wagons and carriages, with
transhipment at the junction and consequent delay in transit, whereas the con-
tinuation of the metre gauge would admit of the rolling stock being used to the
fullest cxtent, and the traffic being wrought by the parent line with very little
if any, addition to its ordinary stock.

330. These narrow-gauge lines, however, should not be allowed to develope
into through lines of communication, but should be confined to what they
are intended to be, namely, feeders. It would be an economic mistake
in my opinion, to cncourage any development of the 2" 6” or the 2 0” gauge
into large systems. There seems to be a tendency in this direction at present,
and, unless it is checked, the Government will have on their hands the difficulty
of a third gauge ramifying through the country and raising all the complica-
tions created by the introduction of the metre gauge.

331. Whatever may be done, however, towards securing uniformity of gauge
in India, there still remains for consideration the present question of the loss of
power entailed in the employment of the &’ 6” gauge. As has alrcady been
shown, vehicles for this gauge of railway should be 12’ 8” wide; but this
width would be unattainable cxcept at a prohibitive cost, as tunnels, bridges
fixed structures, and possibly pecrmanent-way and station buildings would all
have to be altered to allow of its adoption. It seems to me, however, that
the width might be increased to that obtaining on the Continent of Europe
namely, 10" 6”, without disturbing any of the fixed structures. The only
difficulty I can see in the way. of this is the doors of the carriages, but
this difficulty could be overcome by doing away with the side doors and the
foot-boards, and by adopting the American type of end-opening carriage. I have

said in another place that I consider this type of carriage best adapted to
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Indian requirements, and in its general introduction will, I think, be found a
solution of many of the difficulties at present operating against economical
management in India.

The metre-gauge vehicle is proportionately wider than the continental
vehicle, but even the metre-gauge vehicle could, I think, be made 9 inches wider
or 8 6” in all, the same width as the English vehicle.

332, The whole question is now under examination by the Government of
India, and if it is found that the tunnels, bridges and fixed structures will
permit of vehicles 9" 6” wide of the end-opening American type being run over
a metre-gauge roadway, the adoption of a 4’ 8}” gauge as the standard for India
would be considerably simplified and the cost of making the change consider-
ably reduced ; and the attainment of uniformity of gauge would be brought
within measureable distance.
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CONCLUSION.

333. In conclusion, I desire to convey my appreciation of the willingness of
everyone with whom I have been brought into contact, from the highest to the
lowest, whether railway or Government official (and this has been particularly
the caso in regard to the Secretary and the other officers in the Public Works
Department as well as the Government Director in London), to afford me all
the information they could, and to help me to the utmost of their power. But
for this it would have been much more difficult to have accomplished the task
assigned to me within the limited time at my disposal.

To the officers of the American and Canadian railways I have to express
my most sincere thanks for the very valuable information with which I was
furnished, for the arrangements made to enable me to obtain an intimate know-
ledge of the working of their lines, and for tho extremely cordial manner in
which I was received by them in connection with my mission.

334. After the most careful investigation and study, in all its bearings, of the
Refercnce submitted to me, I have embodied in the foregoing Report the policy
which, in my opinion, the Government should in the future pursue in connec-
tion with the Administration and working of the railways in India. The enor-
mous population, the industrics and commerce of the country, the railways
and the Government would all fully participate in the numcrous benefits arising
therefrom, including among them tho systematic opening up of the vast tracts of
territory at present isolated, cheaper fares, more comfortable, expeditious, and
afer travelling, better train service, speedier transit for goods traffic, and lower
rates for its conveyance.

If proper effect is given to the carrying out of the arrangements embraced
in this policy, I have the fullest confidence that the railways in India will be
a great success both commercially and financially, and that, instead of their
being a possible cause of financial embarrassment or a burden, they will add
greatly to the prosperity of the people and will prove one of the strongest
supports of thc Government in the development of the country.

THOS. ROBERTSON,
Special Commissioner for Indian Railways.

CALCUTTA
bth Marck 1903,
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Appendix B,

Statement showing railways in Indin for which the Government have

no financial responsibility.

Name of railway "35\:‘55)‘:“ Total of each
(1) Railways financed by (‘omlmnlosfv;ll:;nlout assistance from the Goyernment Miles. Miles.
0 B
Barsi Light . . . . . . . . . . 2169
Bengal und North-Western (Company’s section) . 74300
Bengal Dooars extension . . . . . . . 7776
Calcutta Port Commissioners’ . . . . . . . . . 7°65
Deoghur . . . v . . . . . . . 479
Karaikkal-Peralam . . . . . . . 1465
Ledo and Tikak, Margherita Coiliery . o e . . .« e 1100
Pondicherry . . . . . . . . . 785
Powayan Light . . . . . . . . . . . 3060
Rohilkund and Kumaon (Company's section) . . . . . 5392
Saganli-Raksaul . . . . . . . . . . 18-09
Tarkessur . . . . . . . . . . . . 2223
Tarakeshwar-Magra . . . . . . . . . . * 3112
West of India Portuguese . . . . . . . . . 5111
(ii) qu‘my% financed by Companies with assistance in form of a subsidy T 110828
or guarantee from Local Bodies. .
Bengal Dooars . . . . . . . . . . . 36°40 |
Darjeeling-Himalayan . . . . . . . . . . 6100
Dibru-Sadiya . . . . . . . . . . . 7750
Howrah-Amta . . . . . . . . . . 28 69
Howrah-Sheakhala . . . . . . . . . . 1976
Nilgri . . . . . . B . . . . . 16 90 ;
Ranaghat-Krishnagar . . . . . . . . . 20 25 :
Tanjore District Board (Mayavaram -Mutupet) . . . . . . 71:11 i
Thaton-Duyinzaik L e e e 776 ‘
Tezpur-Balipara . . . . . . . . . . . 2010 i
(it1) Rallways financed by Companies with assistance in form of a rebate. E 34046
Abmedubad-Parantiy . . . . . . . . . . 5470
Mymensingh-Jamalpur-Jagannathgany . . . . . . . 53 37
South Behar . . . . . . . . . . 7876
Southern Punjab . . . . . . . . . 123 93
Tapti Valley . . . . . . . . . . . 156'48
———— 76624
Carviod over . . 221008
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Appendix B—concld.

Statcment showing railways in India for which the Government have
no financial responsibility —concld.

Name of railway

Leugth at
end of
1002,

Tota! of
each clasy

(iv) Railways financed by Native States,

Bhavnagar-Gondal-Junagad-Porbandar
Bhopal-Itarsi (Native State section) .
Bhopal-Ujjain . . . . .
Bina-Goona-Baran . . . .
Birur-Shimega . .

Cooch Behar . . . . .
Dhrangadra . . e .
Gaekwar's Dabhoi . . .« .
Gaekwar's Mehsana . . . .
Gwalior Light . . . . .
Hindupur (Yesvantpur-Mysore Frontier) .
Hyderabad-Godavari Valley .«
Jammu and Kashmir (Native State Section)
Jamnagar . . . . . .
Jetalsar-Rajkot . . . . .
Jodhpur-Bikaner . . . .
Kolar Gold-Fields . . . . e
Kolhapur . . . . .
Ludhiana-Dhuri-Jakhal . . v e
Morvi . . . . . .
Mysore-Nanjangud . . . .
Nagda-Ujjain N o« e
Nizam's Guaranteed Stats . .
Parlakimedi . . . P
Petlad-Cambay & o . o e
Rajpipla . . . . . .
Rajpura-Bhatinda . . . .
Shoranur-Cochin o« . . e
Udaipur-Chitor . . . . .
Vijapur- Kalol-Kadi . N .

.

Brought forward

. L]
. .
» L]
Ll .
M .
. .
L[] .
L]
. L
. L]
. .
. .
L] .
L]
. L]
. -
.
. .
. -
. .
. -
. .
. .
ToTaL

.

Miles.

33419
4428
11827
146°59
8703
83:60
2083
78'80
92 63
126:14
51'35
89142
15:92
5422
4621
70829
988
2927
78:66
94'36
15-80
3432
38013
24'68
3242
8737
107:05
6483
67:30
2044

Miles.
2,219:96

3,24217

6,462:13
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Appendix C.

Statement showing Railways in India for which the Government have

full financial responsibility.

Total of ench
class

Miles.

Name of ratlway. L::rgfut
1902.
(1) Rallways owned entirely by the Government. Miles.
Amraoti . . . . . . . . 572
Bezwada extension . . . . . . . . . 2068
Bhopal-Itarsi (British section) . . . . . 1311
Cawnpore- Burhwal (metre gauge link) . . . . . . o 8111
Eastern Bengal State . . . . . : &91-31
Godhra-Rutlam-Nagda . . . . . . . . . 14114
Guntakal-Mysore Frontier . . . . . . . 119°50
Jodbpore-Hyderabad (British section) . . . . 123-98
Jorhat S . . . . . . . 3025
Khamgaon . . . . . . . . . . . . 789
Lucknow-Bareilly . . . . . . . . . . 231-17
Madras (North East line) . . . . . . 49719
North Western . . . . . . . . . . 3,163-63
Oudh and Rohilkhand State . . . . . . . 1,037'53
Rajputana Malwa . . . . . . . ., 1,665:64
Tirhut State . . . . . . . . . . 517°64
(;l) Railways purchased by Gowl:;:einltor::::k‘. ‘ompanies bat leased to the
East Indian . . . . . . . . . . 1,928:17
Great Indian Peninsuls . . . . . . . 1,547 63
South Indinn . 1,143:66
(iil) Railways promoted by Compunies on the guarantee of Government.

Assam Be.ngal . . . . . . . . 589-21
Bengal Central . . . . . . . . . . . ‘ 12501
Bengal Nagpur . . . . . . . . . . .1 1,663'38
Bombay, Baroda and Central India . . . . . . . . : 46090
Bralmaputra-Sultanpur . . . . . . 6937
Burma . . . . . . . . . . 1,259 95

Delhi-Umballa-Kalks . . . . . . . .

Hardwar-Dehra . . . . . . . . . .

Indian Midland . . . . . . . . . .

Modras . . . . . . . . . . .

Mysore section (Southern Mahratta) . . .

Raipur-Dhamtari . . . . . . . . . .

Southern Mahratta . . . . . . . . . .
TorAL

162-24
3204
79625
88810
29622
5624
1,042:04

8,537°69

4,61445

7,821'51

20,473:30
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Railway am Q'l‘mﬂic Act,

@ Ly
[51 & b v, Cu. 25.]

ARRANGEMENT OF SECTIONS.

Section.

1.

p=d

b = I A N

10.
11.
12.
13.
14,
15.
16

17.

18
19.
20.
21

Short title and construction.

PART I1.—COURT AND PROCEDURE OF RAILWAY AND CANAL
COMMISSIONERS. "}

FEsTaBLISHMENT OF Ra1nwaY AND CANAL ¢.OMMISSION,
¢

. Estublishment of new Railway and Canal Commission.
. Appointment and tenure of office of appointed Commissioners,
. Appointment and attendance of ez-gfficio Commissioners.

Sittings of Commissioners,

. Appointnent of additional Judge.
. Provision for complaints by public authority in certain cases.

JURISDICTION.

. Jurisdiction of Railway Commissioners transferred to the Commission,
. Juricdiction of Commissioners under special Acts.

Jurisdiction over tolls and rates.

Jurisdiction to order traflic facilitics, notwithstanding agreements.
Power to award damages,

No damages where rates published under certain conditions.
Orders on two or more compaties.

Amendment of 36 & 37 Vict., ¢, 48, 5. 8, as to references 1o arbitration under speclal Act.

Power to apportion expenses between rallway company and applicants for works.

APTEALS,

Appeals on certain questions to supertor court of appeal.

SUPPLEMENTAL.

General powers and enforcement of orders.
Costs.

Power to make rules.

Appointment of officers, clerks, ete.

. Salaries, expenses, ete.
. Company to which this part of this Act applies.

PART IL—TRAFFIC.

. Revised classification of traffic and schedule of rates.
. Provisions as to through traffic.
. Powers of Commissioners as to through rates.

performed.

. Extension of enactments as to undue preference to goods carried by sea.

. Group rates to be chargeable by railway companics.

. Power to dock companics and harbour boards to complain of undue preference,
. Complaints to Board of Trade of unreasonable churges by railway companies,
. Annual returns by railway companies to contain such statistics as the Board of Trade shall

require,

32

. Undue preference in case of unequal tolls, rates and clasges, and unequal services

A. D, 1888,
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A, D. 1888, Seotion.
— 33, Classification table t.  open for inspection, Copies to be sold.
34, Placo of publication of . stes in respect of traffic at places other than stations.
35, Power to make rules for purposes of this part of this Act.

PART ML—CANALS

36, Part IT to extend to canal companies.

37, Application of 36 & 37 Vict,, ¢. 48, to canals,

3S. Powers of Commissioners over canal tolls, rates and charges where a railway company or
its officers own or control ne traflic of a canal,

49, Returns by eanal companie

40, Bye-laws of canal companies.

41, Inspection of canals.

42, Misapplication of a railway company’s funds for acquisition of unauthorised interest w
canal,

43. Canal companies may agree for through tolls, ete.

41, Canal companies may - waolish clearing system,

435, Abundonment of canal.

44, Delinition of “canal company.”

PART IV.—MISCELLANEOQUS.

47, Perpetuation of 36 & 37 Vict., ¢, 18.

48, Ervidence on rating appeals.

49, Recovery and application of penalties,

50. Partic- may appear in per-on or by counsel, etc,

51, Pailiamentary agents entitled to practise before Commissioners,
52, Saving of powers conferred on Commissioners and Board of Trade.
58, Procecdings of Board of Trade.

54, Fxpenses of loral authorities.

53, Definitions,

56, Commencement of Act,

57, Peuding business.

58, Transfer of pending business from superior courts.

53, Repeal and savings.

ScrEprLE.

P v 0.9,
:.
e
L Af \-J.ll‘

CHAPTER 25,
An Act for the better regulation of Railway and Canal Traflic, and for

other purposcs.
[Toth Angust 1883, |
Bo it enacted by the Queen’s Mogt Excellent Majesty, by and with the advice and cone
cent of the Lords Spiritual and Temporal, and Commons, in this present Parliament ascembled,
and by the authority of the same, as follows :

Shurt tutle 1. This Act may be cited as the Railway and Canal Trafic Act, 188K,

if}dlif,in This Act shall be construed as one with the Regulation of Railways Acty, 1573, and the
3 TVt Acts amending it; and those Acts and this Act may be cited together as the Railway and
I

Canal Traffic Acts, 1873 and 1888,
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PART I.—COURT AND PROCEDURE OF RAILWAY AND CANAL
COMMISSIONERS,

Terasuisiuent of Rammway anp Caxat CodMMIssioN,

9. On the expiration of the provisions of the Regulation of ailways
respect to the Commissioners therein mentioned, there shal. ” d a
styled the Railway and Canal Commission (in this Act referr
consisting of two appointed and three er-officro Commissioner:
courb of record, and have an official seal, which shall be ju(l"‘

. . . . Y
may act notwithsfanding any vacangy in their body.

3.—(1.) The two apponted Conunissioners may be upim
after the passing of this Aet, and from time to time as vacaneles o

(2.) They shall be appointed on the recommendation of the Presi "'71,(,1& ‘
and one of them shall be of experience in ruilway business, o,

(3.) Seetion five of the Regnlation of Railways Act, 1573, shall apply to (R4 app .
Comnissioner.

(4.) There shall he paid to each appointed Commissioner such salary not exceeding three
thouand pounds a year as the President of the Board of Trade may, with the concurience of
the Treacury, determine,

(5.) Tt shall be lawful for the Lord Chaneellor, if he think fit, to remove for inabiiity or
ushehavionr any appointed Comnissoner.

4,—(1.) OF the threo ec-officio Commissioners of the Ruilway and Canal Commission one :ulel’i‘t‘zt‘m“‘
chall be nowinated for England, one for Seotland, and one for Ireland 5 and an ex-offic;o Com= ance of or-

. , . .. . . offieio Come
miesioner shall not be requited to attend ont of the part of the United Kingdom for which he s ;;fﬁcmgm,:!

nominated.
(2.) 'The ez-ufficio Commissioner in each ease chall be sl judge of a superior conrt as—
(a) in England the Lord Chancellor, and
(#) in Scotland the Led President of the Conrt of Ses<ion ; and
() in Ireland the Lord Chancellor of Freland ;
wav from time to time by writing under his hand assign, and such assigument shall be made
for a period of not less than five years,

(3} For the pupose of the attendance of the er-oficio Commissioners, regulations shall he
made Trom time to time by the Lord Chancellor, the Lord President of the Court of Session
and the Tiord Chancellor of Treland respectively, in communication with the ea-oficco Com,
missionets for England, Scotland, or Treland, as the case may be, as to the arangements for
cecuring their attendance, as to the times and place of sitting in each care, and otherwise for the
convenient and <peedy hearing thereof.

5.—(1.) Subject, to the provisions of this Act, and to general rules under this Act. the sittings of
Commissioners may hold sittings in any part of the United Kingdom, in such place or places Sﬁ:ﬁ:s
as may be most convenient for the determination of proecedings befure them.

(2.) The Central ofhee of the Commussdoners shall be in- London, and the Commissioners
when holding a public sitting in London shall hold the sume at the Koy al Courts of Justice, or
at such other place as the Lord Chancellor may from time to time appoiu,

(3.) Not less than three Commissioners shall attend at the hearing of any ease, and the
ex-officio Commissioner shall preside, and his apinion upon any question which in the opinton of
the Commissioners 1< a question of law shall prevail.

!

(+) Save as aforesaid, seetion twenty-seven of the Regulution of Ratlways Act. LST3, 36 & 37 Viet, « 8.
~hall apply, and any aet may be done by any two Commissioners.
(6.) Every judge who may with his consent be asdgned to hold the oflice of cr-offiio
Commissioner shall attend to hear any cases belore the Commiission, which as «o-ofiero Com-
missioner he is required to hear, when and as soon as the cases are ready 1o be heard, or a< soon
thereafter as reasonably may be; and any snch judge shall be required to perform any of the
other duties of a judge of a supetior comrt only when his attendance on the Commission is not
e luired.
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(6.) If and when any judgo who may be assigned to hold the offico of ez-oficso  Commis-
er is temporarily unable to attend, the Lord Chancellor in England, the Lord President of
Court of Session in Scotland, and the Lord Chancellor in Ireland, may respectively nomi-
v £ o superior court to sit as ex-officso Commissionen in place of the judge who is
nable * ~d ax aforesaid, and the judge so nominated shall for the purpose
. 1 ez-gffieto Commissioner.
wd of Trade is satisfied either of the inability of an appointed
1g of any case, or of there being a vacancy inthe oftice, and
seedy hearing of the case, he may appoint a temporary Com-
h Commissioner, for all purposes connected with such case,
wi. thereof, have the same jurisdiction and powers as if he were
A temporary Commissioner shall be pwd such sum by the Com-
1o to sit, or, if the office is vacant, out of the salary of the office, as the Presi-
v wvard of Trade may assign

v On an address from both Houses of Parliament representing that, regard being had to
the duties imposed by this Act on the ez-ofieso Commissioners, the state of busmess of the High
Court 1 England requires the appointment of an additional judge of that court, it shall be
lawful for Her Majesty to appoint an additional judge of such court, and from fime to time
on a like address but not otherwise, to fill any vacancy in such judgeslup, and the law relating
to the appointment and qualification of the judges of such superior court, to their duties and
tenure of office, to their precedence, salary and pension, and otherwise, shall apply to any judge
so appointed under this section, and a judge <o appointed under this seetion shall be attached to
such division or branch of the court as Her Majesty may direet, subject to such power of tran<fer

as may exist in the case of any other judge of such division or branch.

7. (L) Any of the following authorities, that is to say—

(a) any of the following local authorities, namely, any hatbour bowd, or conservaney
authority, the Common Conneil of the City of London, any coundil of a aty or
horough, any representative county body which may be created by an Act passed
in the present or any future session of Parlisment, any justices in quarter session
assembled, the Commissioners of Supply of any connty in Seotland, the Metro-
pohtan Board of Works, or any urban sanitary authority not being a council as
aforesaid, or any rural sauitary authority ; or

(4) any such assoclation of traders or freighters, or chamber of commeree o1 wsiculture
as may obtain a certificate from the Board of Trade that it is, i the opimon of
the Board of Trade, a proper body to make such complaint,

may make to the Commissioners any complamt which the Commissioners have juri-diction to
determune, and may do so without proof that such anthority is agyrieved by the matter com-
plained of, and uny of such wuthorities may appear in opposition to any complamt which the
Commussioners have jurisdietion to determme m any case where such anthority, or the persons
represented by them, appear to the Commussioners to be likely to be afleeted by any determma-
tion of the Commisioners upon such complaint. )

(2.) The Board of Trade may, if they think fit, require, asa condition of gwving a certiticate
under this ~ection, that security be given mn such manner and to such amount as they think
nece~ary, for any costs which the complumants may be ordered to pay or bear,

(3 Any certilicate granted under this section shall, unless withdrawn, be in foree for

twelve months from the date on which it was given,

Jurisdiction,

8. There shall be transferred to and vested In the Commissioners all the jurisdiction and
powers which at the commencement of this Act were vested in, or capable of being exercised
by the Railway Commissioners, whether uuder the Regulation of Railways Act, 1873, or
any other Act, or otherwise, and any reference to the Railway Commissioners in the Regulation
of Ruilways Act, 1873, or in any other Act, or in any document, shall, from and after the
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commencement of this Act, be construed to refer to the Railway and Canal Commission estab-
lished by this Act.
9. Wheve any enactment in a special Act—
(a) contains provisions relating to traffic facilities, undue preference, or other mat
mentioned in section two of the Railway and Canal Traftic Act, 1854, or
() requires a company to which this part of this Act apphes to provide any sta

road, or other similar work for public accommoday "
(c) otherwise imposes on a company to which this party apphes any obli
tion in favour of the public or any individual,
or where any Act confains provisions 1elating to private branch ra wwivate sidy
the Commigsioners shall have the hke jurisdiction to hear and determ.”, - of a

travention of the enactment as the Commissioners have to hear and determine o .
a contravention of section two of the Rallway and Canal Traffic Act, 1854 as am.
subsequent Acts,

10. Where any question or dispute arises, involving the legality of any toll, rate, o, N oo
charge, or portion of a toll, 1ate, or charge, charged or sought to be chareed for merchandize ‘
traflic by a company to which this part of this Act applies, the Commis _.crs shall have jur-
diction to hear and determine the same, wnd to enforce payment of such toll, vate, or charge,
or so much thereof as the Commissioners decide to be legal.

11. Nothing in any agreement, whether made before or after the passing of this Acty Junsdietin t0
which has not been confirmed by Actor by the Board of Trade, or by the Commissioners under ',,'1‘:‘“1 1:;‘:’}:,}3’:;:““
the Regulation of Railways Act, 1373, or this Act, shall render a company to which this part terements
of this Act applies unable to afford, or shall anthorise such company to refuse, such reasonable
facilities for traflic as may in the opinion of the Commissioners be required in the interests of
the publie, or shall prevent the Commissioners from making or enforcing any order with
respect to such facilitios,

12. Wherethe Commissioners have jurisdiction to hear and determine any matter, they Fower toaward
nay, It addition to or in substitution for any other relief, award to any complaining party who (s
i~ aggrioved such damages as they tind him to have sustained ; and such award of damages
shall be in complete satisEiction of any claim for damages, including repayment of overcharges
which but for this Act, such party would have had by reasonof the matier of complaint.

Provided that such damages shall not be awarded unless complaint has been made to the
Commissioners withur one year from the discovery by the party aggrieved of the matter
complained of,

The Commussioners may ascertain the amount of such damages either by trial helore
themeelves, or by direeting an inquiry to be taken before one or more of themselves or before
gome oflicer of their court.

13. In eases of compluint of undue preference no damages shall he awarded if the Com- No damages where
ratcs published
under certain

have been in operation, been duly published in the rate books of the railway company kepy, gt ¢Onditions.
their stations in accordance with section fourteen of the Regulation of Railways Act, 1873, s

missioners ghall find that the rates complained of have, for the period during which such rateg

amended by this Act, unless and wntil the party complainmg shall have given written notice
1o the raulway company requiring them to abstain from or remedy the matter of complaint, and
the ruilway company shall have failed, within a reasonable time, to comply with such require-
ments 1 such a manner as the Commissioners shall think reasonable,

14. The Commissioners may order 1wo or more companies to which this part of this Act Orders on
two or wore

applies to carry into effect an order of the Commissioners, and to make mutual arrangements companies.

for that purpose, and may further order the companies orin ease of diflerence, any of them,
to submit to the Commissioners for approval a scheme for carrylng into effect the order, and
when the Commissioners have finally approved the scheme, they may order each of the
companies to do all that is necessary on the part and within the power of such company to
carry into effect the scheme, and may determine the proportions in which the respective
companies are to defray the expense of so doing, and may for the above purposes make, if they
think fit, separate orders on any one or more of such companies,
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Provided that nothing in this section shall anthorise the Commissioners to require two
compauics to do anything which they would not have jurisdiction to require to be done if such
two companies were a single company.

15. For the purposes of soction cight of tho Regulation of Railways Act, 1873, and any

1er enactment telating to the 1eferenco to the Railway Commission of any differenee between
npauies which under the provisions of any general or special Aet is roquired or authorised to

reforred to arbitiatio e provisions of any agreement confirmed or authorised by any
¢h et shall be ¢ provisions of such Act.

16.—(1.) W Board of Trade or the Commissioners, In the exercise of any power
en by any ¢ spectal et, on appheation order a company to which this part of this
app! ovide a bridge, subwy, or approach, or any work of a similar character, the

te or the Commissioners, as the case may be, may require as a condition of making

or that un agrecement to pay the whole or a portion of the expenses of complying with

_eder shall be entered into by the appheants or some of them, or such other persons as the

poard of Trade or Commissioners think fit, and any of the following loeal authoritics, namely,

any savitary authority, highway board, surveyor of highways acting with the consent  of the

Vestry of his parish, or any other authority having power to levy rates, shall have power if such

authority think fit, to enter into any such agreement as is sanctioned by the Bowd of Trade or
Commissioners for the purpose of the order.

() Inosueh case any question respecting the persons by whom or the propartions in which
the expenses of complying with the order are to be defrayed may, ou the application of any
party to the application, or on a certaficate of the Board of Trade, be determined by the Com-
missioners.

(%) In this section the expression * parish " shall have the same meaning as the <ame
expression s In the Acts relating to highways ; and the expression ** the consent, of the vestry
of his parish”’ shall, in any place where there is no vestry meeting, mean the consent, of 4 meet-
ing of inhabitants contiibuting to the highway rates, provided that the sume notie shall have
been given of such a meeting as would be requited by law for the wssembling of & meeting 1
vestry.

" 1//]}:'41[8.

17.— (1) Noappeal shall lie from the Commissdoners upon a qpiestion of fact, or upon any
question regarding the locus standi of a complainant.

(2.) Save as otherwise provided by this Act, an appeal shall lie from the Commissioners 1
a superior court of appeal

(3.) An appeal shall not be bronght except in conformity with such rules of court as mav
from time to time be made in relation to such appeals by the authority having power to muhe
rules of court for the superior court of appeul.

(+) On the hearing of an appeal the court of appeal may draw all such inferences as are
ot inconsistent with the facts expressly found, and ure necessary for determiving the question
of Law, and shall have all sue powers for that purpose as if. the appeal were an appeal from 4
judgment of a superior conrt, and may make any order which the Commisdoners could have
made, and also any such further or other order as may be just, and the cost® of and incidental
to an appeal shall be in the disretion of the court of appeal, but no Commissloner shall be luble
to any costs by reason or in respeet of any appeal.

(3) The decision of the superior conrt, of appeal <hall be final: Provided that where there
has been w difference of opinton between any two of sach supetior courts of appeal, any
supetion court of appeal in which a matter afferted by such difference of opinion i, pending may
vive leave to appeal to the House of Lords, on such terms as o eosts as such comrt, shall
determine

(6.) Save as provided by this Aet, an order or procecding nf the Commssioners shall not
be questioned or reviewed, and shall not be restrained or removed by prohdbition, injunetion,
certiorard, or otherwise, either ab the iustance of the Crown or otherwi-e,
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Supplemental, A

18.—(1.) For the purposes of this Act the Commissioners shall have full jurisdiction to Gener
hear and determine all matters whether of law or of fact, and shall as respects the attendance g’,‘:}‘;“,’
and examination of witnesses, the production and inspection of documents, the enforcement of of or
their orders, the entry on and iuspection of property, and other matters necessary or proper for
the due exercise of their jurisdietion under this Act, or otherwise for carrying this Act into
elleet, have all such powers, 1ights, and privileges as are vested in a superior court : Provided
that no person shall be punished for contempt of court, except with the consent of an ez-officio
Commissionet.

(2.) The Commissioners may review and rescind or vary any order made by them; but
save as 1s by this Aet provided, every decision or order of the Commissoners shall be fina!

19. The costs of and mcidental to every proveeding before the Commissioners shall be in Costs.
the deseretion of the Commussioners, who may order by whom and to whom the same are to be
paid, and by whom the same are to be taxed and allowed.

20.—(L) The Commissioner may from time to time, with the approval of the Lord Chan- Power to
cellor and the Pre<ident of the Board of Trade, make, rescind, and vary general rules for their make ralcs,
procedwe and practice under this Act, and generally for  (4in into effect this part of this
Act. “

(2.) All rules made under this section shall be laid before Parliament within three weeks
after they are made, if Parliament i< then sitting, and if Parliament is nol then sitting, within
three weeks after the beginuing of the then next session of Parliument, and shall be judictally
poticed, and shall have effect asf they were enacted by this Act.

21.— (1) There shall be attached to the Railway aud Canal Comuwission such officers, Appowntment
clerks, and messengers as the Lord Chancellor, with the consent of the Treasury as to number, c{erﬁfc&
from time to time appoints.

(2.) There shall be paid to cach of such officers, clerks, and messenzers, such <alaries as the
Treasury from time to time deternune.

22. The salaries of the appointed Commissioners, and of all officers, clerks, and meseengers Salaries,
attached to the Railway and Canal Commussion, and all the expenses of the said Commission of Gipenan, e
and incidental to the earryma out of this Act, shall be paid out of moneys to be provided by
Parliament

23, This part of this Act shall apply to any railway company, and to any canal company (‘ompany to

wh I(‘]
and tu any railway and canal company. Part [ applies.

PART I1.—-TRAFFIC.

24.—(1.) Notwithstanding any provision in any gencral or special Act, every railway %det
(Inssitication
company shall submit to the Board of Trade a revised classification of merchandise trallie, and of tiahic and

schedule of

a revized sehedule of maximum rates and charges applicable thereto, proposed to be charged by | /%"

such ralway company, and shall fully state in such classification and schednle the nature and
amonnts of all terminal charges proposed to be authorised w respeet of cach elass of traflie, and
the irenmstances under which such terminal charges are proposed (o be made. I the deter-
mination of the terminal charges of any railway company, regard shall be had cnly fo the
expenditure reasonably necessary Lo prov ule the accommodation m respeet of which such charges
are made, irrespective of the outlyy which may have been actually wenred by the 1ailway
company in providing that accommodation.

(2.) The classification and schedule shall be submitted within ~ix wonths from the passing
of this Act, or such further time as the Board of Trade may, in any puticalar case. penmit,
and shall be pablished in such manner as the Board of Trade may direet,

(3,) The Board of Trade shall consider the elassifieation and + hedule, and any objections
thereto, which may be lodged with them on or before the preseribd tine and i the preseribed
manner, and shall communicate with the railway eonpany and the persons (if any) who have
lodged objections, for the purpose of arranging the differences which may have arisen,

T
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(4.) If, after hearing all partics whom the Board of Trade consider to be entitled to be
heard before them rospecting the classilication and schedule, the Board of Trade come to an
agreement with the railway company as to the classification and schedule, thoy shall embody
the agreed classification and schedule in a Provisional Order, and shall make a report, thereon, to
be submitted to Parliament, containing such observations as they think fit in relation to the
agreed classification and schedule.

(5.) When any agreed clagsification and schedule have boen embodied in a Provisional
Order, the Board of Trado, as soon as they convenlently oan after the making of the Pro-
visional Order (of which the railway company shall be deemed to bo the promoters), shall
procure a Bill to be introduced into either House of Parliament for an Act to confirm the
Provisional Order, which shall be sot out at length in the schedule to the Bill.

(6.) Inany case in which a railway company fails within the time mentioned in this section
to submit a classification and schedule to the Board of Trade, and also in every case in which a
railway company has submitted to the Board of Trade a classification and schedule, and after
hearing all partics whom the Board of Trade consider to be entitled to be heard before them
the Board of Trade are unable to come to an agreement with the railway company as to the
railway company’s classification and schedule, the Board of Trade shall determine the classi-
fication of tratlic which, in the opmion of the Board of Trade, ought to be adopted by the
railway company, and the schedule of maximum rates and charges, including all terminal
charges proposed to be authorised applicable to such elassitication which would, in the opinion of
the Board of Trade, be just and reasonable, and shall make a report, to be submitted to Parlia-
ment, containing such observations as they may think fit in relation to the said classification
and schedule, and calling attention to the points therein on which differences which have atisen
have not been arranged.

(7.) After the commencement of the session of Pailiament next after that in which the
said report of the Board of Trade has been subinitted to Parliament, the railway company may
apply to the Board of Trade to submit to Parliament the question of the classification and sche-
dule which ought to be adopted by the raillway company, and the Board of Trade shall on such
application, and n any case, may embody in a Provisional Order such classification and sche-
dule as in the opinion of the Board of Trade ought to be adopted by the railway company, and
procure a Bill to be introduced into either House of Parliament for an Act to confirm the Pro-
visional Order, which shall be set out at length in the schedule to the Bill,

(8.) If while any Bill to confirm a Provixional Order made by the Board of Trade under
this seetion is pending in either House of Parliment, a petition is presented agamst the Bill or
any classifieation and schedule comprised therein, the Bill, so far as it relatesto the matter
petitioned against, chall be referred to a Seloct Committee, or, if the two Houses of Parliament
think fit so to order, to a joint Committoe of sich Houses, and the petitioner shall be allowed
to appear and oppose as in the case of a private Bill.

(9.) In preparing, revising, and settling the classifications and schedules of rates and
charges, the Board of Trade may consult and employ such skilled persons as they may deem
necessary or desirable ; anid they may pay to such persons sueh remuneration ag they may
think fit and as the Treasury may approve.

(10) The Act of Parliament confirming any Provisional Order wade under this section
shall he a public general Act, and the rates and charges mentioned in a Piovisional Order ag
confirmed by such Act <hall, from and after the Act coming mto vperation, be the rates and
charges which the railway company shall be entitled to charge and make,

(11.) At any time after the confirmation of any Provisional Order under this section any
raillway company may, and any person, upon giving not less than twenty-one days’ notice to
the railway company may, apply in the prescribed manner to the Board of Trade to amend any
cassification and  schedule by adding thereto any articles, matters, or things, and the Board of
Trade may hear and deterinine such application, and olassify and deal with the articles, matters
or things referred to therein in such manner as the Board of Trade shall think right, Every
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determination of the Board of Trade undor this sub-section shall forthwith be published in the A. D, 1888.
“ London Gamette,” and shall take cffect as fiom the date of the publication thereof, i

(12.) Nothing in this section shall apply to any remuneration payable by the Postmaster.
Ggeveral to any railway company for the conveyance of mails, letter bags, or parcels under any
peneral or special Act relating to the conveyance of mails, or under the Post Office (Parcels) Act 45 & 46 Vict, e, 74.
1882,

(18.) Nothing in this section shall apply to any remuneration payable by the Secretary of
State for War to any railway company for the conveyance of War Office stores under the
owers conferred by the Cheap Trains Act, 1883,

95. Whereas by section ‘wo of the Railway and Canal Traflie Act, 1¥5¢ it is enacted 45& 47 Vict, e 34.
that every railway compny and canal company, and ralway and eanal company chall. ac o d- tlhr,?‘:;m::ézo
ing to their respective powers, afford all 1easonable facilities for the receiving and forwarding
and delivering of traffic upon and from the several railways and canals helonging to or worked
by such companics respectively, and for the return of carriages, trucks, boats, and other
vehicles ; and that no such company shall make or give any undue or unreasonable preference
or advantage to or in favour of any particular person or eompany, or any particular description
of traffic, in any respect what-oe:er, or shall subject any particular person or company, or any
particular description of taflic, to any undue or unreasonable prejudice or disadvantage in any
respect Whatsoever ; and that every railway company and canal company and railway and canal
company baving or working 1ailways or canals which form part of a continuous line of railway
or capal or railway and canal communication, or which have the terminus station or wharf of
the one near the terminus etation or wharf of the other, shall afford all due and reasonable
facilities for receiving and forwarding by one of such railways or canals all the traflic arriving
by the other, without any unreasonable delay, and without any such preference or advant-
ago or prejudice or disadvantage as aforesaid, and so that no obstruction may be offered to the
public desirous of using such railways or canals or railways and canals as a continuous line
of communication, and o that all 1easonablo accommodation may by means of the railways
and canals of the sevoral companies be at all times afforded to the public in that behalf:

And wheroas it is expedient to explain and amend the said enactment :

Be it therefore enacted. that—

Subject as hercinafter mentioned, the said facilities to be so afforded are herchy declared
to and shall include the due and reasonable receiving, forwarding, and delivering
by every railway companv and canal company and railway and canal comypany,
ab the request of any other such company, of through traflic to and from the
railway or canal of any other such compuny at through rates, tolls, or fares «in
this Act referred to as through rates) ; and also the due and reasonable receiving,
forwarding, and delivering by every railway company and canal company «nd
railway and eanal company, at the request of any person interested in through
traflic, of such traffic at through rates: Provided that no application shall be
made to the Commissioners by such person until he has made « complaint to the
Board of Trade under the provisions of thix Aet as to complunts to the Board
of Trade of unreasonable charges, and the Board of Tiade have heard the com-
plaint in the manner herein provided.

Provided as follows :

(1.) The company or person requiring the traflic to be forwarded <hall give wiigten
uotice of the proposed through rate to each forwarding company, stating both it
amount and the route by which the traflic is proposed to be forwarded ; and when
a company gives such notice it shall also state the apportionment of the through
rate. The proposed through rate may be per truck or per ton .

(2.) Each forwarding company shall, withinten days, or such longer period as to
Commissioners may from time to time by geveral order preseribe, after the
receipt of such notice, by written notico inforn the company or persons rer julring
the traffic to be forwarded, whether they agree to the 1ate and route ; anld if they
object to either, the grounds of the objection :

L
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A, D. 1888, (8.) If at the expiration of the preseribed period no such objection has been sent by any
- forwarding company, the rate shall come into operation at such expiration :

(+) If an objection to the rate or route has been sent within the prescribed period, the
matter shall be referied to the Commissioners for their decision

(5.) If an objection be made to the granting of the 1ate or to the route, the Com-
missioners shall consider whether the granting of a rate 1s a due and roasonablo
facility in the intevest of the public, and whe'her, having regard to the cir-
cumstances, the route proposed is a reasonable 1oute, and shall allow or refuse the
rate accordingly, or fix such other rateas may seem to the Commissioner
just and reasonable :

(6.1 Where, npon the application of a person requiring traffic to be forwarded, a through
rate 1s agreed to by the fowarding companies, or is made by order of the Com-
missioners, the apportionment of such through rate, ii' not agreed upon between
the forwarding companies, shall be determined by the Commisioners

(7.) If the objection be ouly to the apportionment of the rate, the 1ate shall come into
operation at the expiration of the prescribed period, but the dedision of the Come
missionets, s to its apportionment, shall be 1estrospective; in any other cage
the operation of the rate shall be suspended until the dedision is given :

(8.) The Commissioners, i apportiomng the through rate, shall take nto consideration
all the eircumstances of the case, meluding any special expense menrred m
respect of the construction, maintenanee, or wor hing of the route, or any part of
the route, as well as any special charges which any company may have been en-
titled to make m respecet thereof -

(9.) Tt shall not be lawful for the Commissioners in any ease to compel any company to
aceept lower mileage vates than the muleage rates whih such company may for
the time bemg legally be charging for like traflie cartied by a like mode of
transit on any other Jine of communuation between the same p ints, being the
points of departure and arnval of the through ronte

Where a railway company or canal company use, maintam, or work, or are party to an
arrangement for using, maumtaining, or working steam vessels for the purpose of curying on g
communication between any towns or ports, the provisions of this section shall extend to guch
steam vessels, and to the traflic earried thereby.

When any company, upon written notice beng given as aforesaid, refuses or nevlects
without reasons toagree to the proposed thiough rates, or to the route, or to the apportiomment,
the Commussioners, 3f an order is made by them upon an appheation for thiough rates, may
order the respoudent cowpany or companies to pay such costs to the applicants ag they think

fit.
Powers of Commis- 26 Subject to the provisions in the last preceding section contained, the Commissioners
th . .o K
:mf_" s to throogh 11l have full power to decide that any proposed throngh rate is just and reasonalle, notwith-

standing that a leas amount may be all tted to any forwarding company out of such through
rate than the maximum rate such company is entitled to charge, and to allow and apportion
such through rate accordingly.
Unduc preference in 27.—(L) Wheoever it is shown that any railway company charge one trader or class of
j::ﬁ,i’i,‘,‘ﬁ f.‘,‘,‘;:é:;:u" traders, or the traders in uny dustrict, lower tolls, rates, or charges for the same or similar
;:ff:r’g:l;“‘ services morchandise, or lower tolls, rates, or charges for the same or simlar services, than they charge
to other traders, or clagees of traders. or o the traders in anobher tstriet, or make any difference
' treatment i respect of any such trader or traders, the buden of proving that such lower
charge or diflerenve in treatment does not amount to an undue preference shall lie on the vail-
way company
(2.) In deciding whether a lower charge or difference in treatment, does or does not amoung
to an undue preference; the cowt having jurisdiction in the maftor, or the Commissioners, as
the cage may be, may, so far as they think reasonable, in addition to any other considerations
affecting the case, take into consideration whether such lower charge or difference in treatment

15 uecessary for the purpose of securing in the interests of the public the trafic in respeet of
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which it is mado, and whetber the inequality cannot be removed without unduly reducing the A.D. 1888,
ratos chargud to the complainant : Provided that no railway company shall make, nor shall the —
court, or the Commissioners, sanction any difference m the tolls, rates, or charges made fur, or

any difference in the treatment of, home and foreign merchandise, in respect of the same or

similar gervices.

(3.) The court or the Commissioners shall have power to direct that no higher charge
shall be made to any person for services in respect of merchandise carried over a less distance
than is made to any other person for sioular services m respect of the hike description and
quantity of merchandise carried over a greater distance on the same line of railway.

28. The provisions of scetion two of the Riulway and Canal Traflic Act, 1351, and of section Extension of ensct-
fourteen of the Regulation of Railways Act, 1875, and of any enactients amending and ;T,'}f;':fc:.ot::m|
extending those enactments, shall apply to traflic by sea in any vessels Lelonuing to or chartered carried by sea.
or worked by any rmlway company, or in which any rulway company procures merchandise
to be curied, in the same mauner and to the like extent as they apply to the land trallic of a
railway company.

29 —(L.i Motwith-tanding any provision in any general or special Act, 1t shall be Jaw ful Group rates to be
for any ralway company, for the purpose of fixing the rates to be charged for the carrage of ;‘:;ﬁ;ﬁ,ﬁf;rd‘
merchandise to and from any place on ther wailway, to group tegether any number of places in
the same district, sitnated at vanous ditances from any pont of destination or departure of
werchandise, and to charge a umform rate or uniform 1ates of carnage for merchandise to and
from all places conprised in the group from and to any peint of destination or departure.

(2.) Provided that the distances shall not be unreasonable, and that the group rates charge
and the places crouped together ¢hall nct be such as to areate an undue preference.

(3.) Where any group rate exists or is propused, and in any case where there is a doubt

whether any rates charged or propused fo be charged by a railway company may not be a con-
travention of seetion two of the Rulway and Canal Traflic Act, 1854, and any Acts amend-
g the same, the rulway company may, upon giving notice in the presciibed manner, apply to
the Commisiorers, and the Commissioners may, after hearing the parties interested and any
of the authouties mentioned 1 scetion seven of this Act, determine whether such group rate
or any rate charged or proposed to be charged as aforesaid docs or does not create an undue
preference. Ay persons aggrieved, and any of the authorities mentioned in section seven of
this Act, may, at any time after the making of any order under this seetion, applysto the Com-
misetoners to vary or resemnd the order, and the Commissioners, after hearmg all purties who
are interested, may make an order accordingly.

$0. Any port or harbour authoity or dock company which shall have reason to believe power to dock coms
pames and harbour )
boards to complain of
an undue disadvautage as compared with any other port, harbour, or dock to or from which undue preference.

that any ratlway company is by s rates or otherwise placing their port, harbour, or dock, at
y 3 port, ) )

tralfic is or may be carried by mesns of the lmesof the sald railway company, either
alone or e conjunction with those of other raillvay companics, may make complaint there-
of to the Commussioners, who shall have the like junsdiction fo hear and determine the subjeet-
matter of such complamt as they have to hear and determine a complaint of a contravention
of sectron two of the Railway and Canal Traffic Act, 1851, as amended by subsequent Acts.
31.~(1.) Whenever any person reeeiving or sending or desiring to send goods by any Complaints to Board
railway 1s of opinion that the railway company is charging him an unfair or an unreasonable :f)g':f:&i:g;"m"'
rate of charge, or is in any other respeet treating him in an oppressive or unreasonable manner railway companics.
such person way complain to the Board of Trade.
(2.) The Fourd of Prade, of they think that there is reasonable ground for the complaint,
may thereupor eall upon the railway company for an explanation, and endeavour to settle ami-
cably the differenees between the eomplanant and the railway company.
(8.) For the purpose aforesaid, the Bowd ol Trade may appoint either one of thar own
ofiicers ot any other competent person to communicate with the complainant and the railway
company, and £ reeive and eonsider siush explanations and communications as may he made
w reforence tu the complaint ; and the Board of Trade may pay to such last-mentioned person
~uch remunerstion ut they may think fit, and as may be approved by the Treasury.
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(4.) The Board of Trade shall from time to time submit to Parliament reports of the com-
plaints made to them under the provisions of this section, aud the results of the procsedings
taken in relation to such complaints, together with such observations thereon as the Board
of Trade shall think fit.

(5.) A complaint under this section may he made to the Board of Trade by any of the
anthorities mentioned in seetion seven of this Act, in any case in which, in the opinion of any
of such authoritics, {hey or any traders or persons in their distriet are being charged unfair
or unreasonable rates by a railway company ; and all the provisions of this section shall apply
to a complaint so made  as if the same had been made by a person entitled to make a complaint
under this section.

32—(1.) The returns required of a railway company under scction nine of the Railways
Regulation Act, 1871, shall include such statements as the Board of Trade may from time to
time prescribe, and the forms r.ferred to in tht section may from time to time be altered by
the Board of Trade in such manner as they think expedient for giving effect to this section
and the said seetion nine of the Railways Regulation Act, 1871, shall apply accordingly. ,

(2.) The Board of Trade may from time to time alter the times fixed by the said Act or
by the Railways Regulation Act (Returns of Signal Arrangements, Workings, ete.), 1873, for
the forwarding of any of the returns required by the eaid Act or this Act.

33.—(1.) The book, tables, or other document in use for the time being containing the
general classification of merchandise earried on the railway of any company, shall, during sll
reasonable hours, be open to the inspection of any person without the payment of any feo at
every station at which merchandise is received for conveyance, or where merchandise is received
at some other place than a station then at the station nearest such plact, and the said book,
tables, or other document as revised from time to time shall be kept on sale at the principal
office of the company at a price not exceeding one shilling.

(2.) Printed copies of the classification of merchandise tratfie, and sehedule of maximum
tolls, rates, and chages of every railway company authorised, as provided by this Act, shall be
kept for sale by the railway company at such places and at such reasonable price as the Board
of Trade may by any general or special order prescribe.

(3.) The company shall within one week after application in writing made to the secretary
of any railway company by any per-on intere-ted in the carriage of any merchandise which has
been or is intended to be carried over the railway of such company, render an account to the
person so applymg m whirh the charze made or claimed by the company for the carriage of
such merchandise shall be divided, and the charge for conveyance over the railway shall be
distinguished from the terminal charges (if any), and from the dock charges it any), and if
any terminal eharge or dock charge 1 included in such account the nature and detail of the
terminal expenses orlock charges in respect of which it is made shall be specified,

() Every railway company shall publish at every station at which merchandise is recoived
for conveyance, or where merchandise is received at some other place than a station then at the
station nearest to such place, a notice, in such form as may be from time to time prescribed by
the Board of Trade, to the effect that such book, tables, and document touehlno the classification
of merchandise and the rates as they are required by this section and section fonrteon of the
Regulation of Railways Act, 1873, to keep at that station, are open to public inspection, and
that information as to auy charge can be ohtained by apphcation to the seeretary or other officer
at the address stated in such notice.

(5.) Where a railway company carrics merchandise partly by land and artly by sea, all the
books, tables, and documents, touching the rates of charze of the railway company, which are
kept by the raillway company at any port in the United Kingdom used by the vessels which
carry the sea traffic of the railway company, shall, besides containing all the rates charged
for the sea traffic, state what proportion of any through rate is appropriated to conveyance by
sea, distinguishing such proportion from that which is appropriated to the conveyance by land
on either side of the sea,
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(6.) Where a railway company intend to make any increase in the tolls, rates, or charges  A. D. 1888,
published in the books required to be kept by the company for public inspection, under section -
fourteen of the Regulation of Redlways Act, 1878, or this Act, they shall give by publication
in euch manner as the Board of Trade may prescribe at least fourteen days’ notice of such in-
tended incresse, stating in such notice the date on which the altered rate or charge is to take
effect : and no such increase in the published tolls, rates, or charges ofjthe railway company
shall have cffect unless and until the fowteen days’ notice required under this “section has been
given,

(1) Any company failing to comply with the provieions of this section shall, for each
offence, and in the case of a continuing offence for every day during which the offence conti-
nues, be liable, on summary conviction, to a penalty not exceeding five pounds.

34, When traflic is received or delivered atany place on any railway other than a stalion pie, of publication
within the meaning of section fourteen of the Regulation of Railways Act, 1873, the railway :)‘: :::f;c'“;t‘;‘mg:
company on whose line such place is, +hall keep at the station nearest such place abook or books other thau stations.
showing every rate for the time being charged for the carriage of traffic other than passengers
and their luggage, from such place to any place to which they book, including any rates
charged under any special eontract, and stating the distance from that place of every station,
wharf, siding, cr place to which such rate is charged,

Every such book shall, during all reasonable hours, be open to the inspection of any person
without the payment of a fee.

35.—(1.) 'The Board of Trade may from time to time make, rescind, and vary rules with Power to make rales
respect to the following matters :— {)mlﬁpg?r::

(a) The form and manner in which classifications and schedules under this part of this
Act are to be prepared and submitted to the Board of Trade and to Parliament,
and the publication, advertisement, and settlement (by the Board of Trade) of
such classifications and schedules, and of Provisional Orders;

(6) All proceedings before the Board of Trade under this part of this Act ;

{¢.) 'The fevs to be paid in respect of such proceedings ; and

(d.) Any matterauthorised by this Act to be prescribed.

(2.) Aoy rules made by the Board of Trade in pursuance of this section shall be laid
before Parlioment within three weeks after they are made, if Parliament be then sitting, and
if Parliament be not then sitbing, within three weeks after the beginning of the then next
gegsion of Parliament, and shall be judicially noticed, and shall have effect as if they were
enacted by this Act.

PART III.—CANALS.

36. All the provisions of Part IT of this Act relating to any railway company shall, £ Part IT to extend to
far as applicable, apply to every canal company, and to every rulway and canal company ; and canal companics
in Part TI of this Act, unless the context otherwise requires, the expression “railway company ”
shall include a canal company and railway and canal company, and the expression “railway”
ghall include a canal, and the expression “rate ™ shall include tolls and duesof every description
chargeable for the use of any canal or by any canal company.

37.—(1.) Section fifteen of the Regulation of Railways Act, 1873, shall apply to the Application of 36
terminal charges of a canal company. xﬁxm"‘ “’

(2.) The Railway and Canal Traffic Act, 1854, as amended by the Regulation of Railways
Act, 1873, shall cxtend to any person whose consent is required to any variation of the rates,
tolls, or dues charged for the use of any canal, or by any canal company, in like manner as if
such person were a canal company, and the expressions “ canal company ” and “railway and
canal company ” iu the said Acts, and this Act shall be construed accordingly to inelude such
person.

(8.) The provisions of the Railway and Canal Traffic Act, 1854, and the Regulation of
Railways Act, 1873, with respect to rates, shall apply to tolls and ducs of every description
chargeable for the use of any canal or by any canal company. And nothing in any agreement,
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A.D.1888. whether made before or after the passing of this Act, and whether confirmed by Act of Parlia-
- ment or not, and nothing in this Act shall prevent the Commissioners from making or
enforcing any order for a through rate or toll which may in their opinion be required in the

interest of the public.

(+) Any company allowing traflic to pass from a canal on to any other canal or any
railway, or from a railway on to a canal, shall be deemed to be a forwarding company. and the
allowing of traflic so to pass shall be deemed to be the forwardiug of traflic within the meaning
of the above-mentioned Acts.

(5) The provisions of the Railway and Canal Traffic Act, 1854, and of the Regulation of
Railways Act, 1873, and of this Act, with respect to through rafes, shall extend to any canals
which, in conneetion with any river or other waterway, form part of a continnous line of water
communication, notwithstanding that tolls may not be leviable by authority of Parliament upon
such river or other waterway.

Powers of Commise 38. Where a railway company, or the directors or olficers of a railway company, or any
a‘;;‘f:';’::":n';“l of them or any persons on their hehalf, have the control over, or the right to interfere in or
#charges whoro s mail- goncerning the traflic conveyed, or the tolls, rates, or charges levied on the traflic of or for the
:sf{eﬁ?'ﬁﬁﬁnzr” m conveyance of merchandise on a canal, ot any part of a canal, and it is proved to the satisfaction

control the traffic of

» oanal. of the Commssioners that the tolls, rates, or charges levied on the traffic of or for the conveyance

of merchandise on the canal are such as are caleulated to divert the tratlic from the canal to the
railway, to the detriment of the camal or persons sending traflic over the canal or other
canals adjacent to it—

(1) The Commissioners may, on the application of any person interested in the traflic of
the canal, make an order requinng the tolls, rates, and charees levied on the
traflic of or for the conveyance of merchandise on the canal, to be altered and
adjusted in such a manner that the same shall be reasonable as compared with
the rafes and charges for the conveyance of merchandise on the railway -

(2) 1f within such time as may be preseribed by the order of the Commussioners, the
tolls, rates, and charges levied on the tratfic of or for the conveyance of mer-handise
on the canal are not altered and adjusted as required by such order, the Commis-
sioners may themselves by an order make such alterations in and adjustment of
the tolls, rates, and charges levied on the traflic of or for the convevance of
merchandise on the canal as they shall think just and reasonable, and the tolls.
rates, and charges as altered and adjusted by the order of the Commissioners
shall be binding on the company or persons owning or having the control over
the traflic of, or the tolls, rates, and charges levied on the traflic of, or for the
conveyanee of merchandise on the canal :

(3) No application shall be made to the Commissioners under this section until the
Board of Trade have certified that the applicant is a fit person to make the
appheaton, and that the applieation s a proper one to be submitted for the
adjudication of the Commussioners ; and no order shall be made by the Commis-
sioners under this section unless notice of the application has heen served upon
such company and persors, andm such manner as the Board of Trade may
direct :

{4} The Commussioners may at any time, upon the application of any ecmpany or person
affected by any order made under this seetion, and after rotice to and heanng
such companies and persons as the Commissioners may by any general rules or
speetal order prescribe, rescind or vary any order made under this seetion,

Retarns by eanal 39.—(1) Every canal company shall, on or before the first diy of January in every year,

sclagralcs: Leonning on the first day of January next after the passing of thiy Act, send to the registrar of
jomt stock companics a return stating the name of the comvany, a short description of their
canal, the name of the principal officer, und the place of their oflice, or, if they have more
than one office, of their principal otfice.
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(2.) Every canal company shall within such time as may be prescribed by the Board of A.D.1888.

Trade, and afterwards from time to time whenever required by the Board of Trade, not being
oftener than once in every year, forward to the Board of Trade, in such form and manner us the
Board may from time to time preseribe, such returns as the Board of Trade may require for the
purpose of showing the capacity of such canal for traffic, and the capital, revenue, expenditure,
and profits of the canal company.

(3.) When the canal of a canal company, or any part thereof, is intended to be stopped for
more -than two days, the company shall report to the Board of Trade, stating the time dwing
which such stoppage is intended to last, and when the same is re-opened the company shall so
report to the Board of Trade.

(4.) A company failing to comply with this section, shall be liable, on summary convic-
tion, to a fine not exceeding five peunds for every day dwing which their default continues, and
any director, manager, and officer ¢f the company who knowingly and wilfully authenses or
permits the default shall be liable, on summary conviction, to the like finc.

40.—(1.) Every canal company shall, before such date as the Board of Trade may pre Byelaws of canal

scribe, forward to the Board of Trade true copies, certified in such manner as the Board of compnuies:
Trade dircet, of any byclaws or 1egulations of such company which are in force at the com-
mencement of this Act; and the byelaws of any canal company, copies of which are not for-
warded fo the Board of Trade as provided by the section, shall from and after the said date
cease to have any opcration, save in so far ag any penalty may have been already incurred under
the same.

(2.) A byelaw or regulation of any canal company hereafter to be made under any power
which has before or at the time of the passing of this Act been, or which may hereafter be cone
ferred on any canal company, shall not have any force or effect until two months after a true
copy of such byelaw or regulation, certified 1n such manner as the Board of trade direct, bas
been forwarded to the Board of Trade, unless the Board of Trade before thy expiration of such
period have signilied their approbation thereof.

(3.) The Board of Trade may, at any {ime after any existing or future byelaws or regula-

tions of a canal company have been forwarded to them, notify to the company their disallow-
ance thereof, or of any of them, and in care such byclaws or regulations are in foree at the time
of the disallowance, the time at which the said byelaws or regulations shall cease to be m force.
A byelaw or regulation disallowed by the Board of Trade shall not after such dicallowance have
any force or effect whatever, save (as regaids any byclaw or regulation which may be in force
at the time of the disallowance theteof) in so far as any penalty may have becn then already
incurred under the same,

(4.) The Board of Trade may fiom time to time make, rescind, and vary such regulations
as they thunk fit with respect to the publication by canal companies of their Lyclaws and regula-
tions, and with respect to the publication by canal companics of their mtention to apply to the
Board of Trade for the allowance of any intended byelaws and regulations.  Any regulations so
made which are for the time being in force, shall have effect as if they had been enacted in this
Act. ’

41. Whenever the Board of Tradcare, through their officers or otherwise, informed that Inspection of eanal
the works of any canal are in such a condition as to be dangerous to the public, or to cause seri-
ous inconvenience or hindrance to traffie, the Board of Trade may direct such officer or other
person as they appoint for the purpose to inspect the said canal and report thercon to the Board
of Trade, and for the purpose of making any inepection under this section the officer or person
appointed for the purpose shall, in relation to the canal or works to be inspected, have all the 34 & 35 Vict. c. 78
powers of an inspector appointed under the Regulation of Railways Act, 1871. "

42.—(1.) No railvtray company or dircctor, or officer of a railway company shall, without Misupplication of &
express statutory authority, apply or use or authorise or permit the application or use of any milwsy company’s
part of the company’s funds for the purpose of acquiring cither in the name of the railway com- f,%?ﬂ?.?{h::,‘},:;lw
pany, or of any director or officers of the railway company, or other person, any canal interest, op "Tet @ esuik
of enabling any director or officer of the railway company or other person, to purchase or acquire
any canal interest, or of guaranteeing or repaying to any director or officer of the railway company

v
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or other person who has purchased or acquired any canal interest tho sums of money expended
or ability incurred by such director, officer, or person, in the purchase or acquisition of such
canal interest, or any part of such money or liability.

(2.) In the event of any contravention of the provisions of this scetion, the canal interest
purchased in such contray ention shall be forfeited to the Crown, and the dircctors or officer of
the company who #0 apphied or used, or authorised or permitted such application or use of the
company’s funds, shall be liable to repay to the company the sums so applied or used and the
value of the canal interest ro forfeited ; and proccedings to compel such 1epayment may be taken
by any shareholder in the company.

(3) In this section the expression “ company’s funds’’ means the corporate funds of any
rallway company, and includes any funds which are under the control of or administered by a
rallway company ; the expression “officer” includes any person having any control over a com-
pany's funds or any part thereof: and the expression “canal interest”” means shares in the
capital of o canal company, and includes any interest of any kind in a eanal company or canal.

43.—(1) Any canal company may make and enter inbo contracts and wriangements with
any other canal company or canal companies for the passage over and along their respective
canals, or any of them, of hoats, barges, vessels, and other through traffie, and for the use, by
such traflic, of the wharves, landing places, and other works of any such canal, upon payment
of such through tolls, rates, and charges, and subjeet to such conditions and restrictions as may
be agreed upon between such companies; and for the collection and recovery hy any one of
the companies on behalf of themselves and the other companies interested of the tolls, rates,
and charges payable in respect of such through traflic ; and for the division and apportionment of
the tolls, rates, and charges ; and any such contract may contain provisions for the erection and
maintenance of or otherwise for providing warchouses, offices, and other buildings and conve-
niences, aud any other provisions for the purpose of carrying into effect any such arrangement
and any company may apply their funds or moneys for the same purpose.

(2) Notwithstanding any enactments providiug for the charge of equal tolls, rates, and
charges, such through tolls, rates, and charges as ahove mentioned may respectively Le computed
at a lower toll or rate per mile than the tolls, rates, or charges charged for the pastage over and
along the same canals of like traflic, not being through traffic, withcut necessitating or occasion-
ing any reduction of the last-mentioned tolls, rates, or charges.

(3.) Any ke contracts and arrangements existiug at the passing of this Act shall be, and
from the respective dates of the making thereof shall be deemed to have been, as vahd as if the
same had been made after the commencement of this Act.

44. Tor the purpose of facilitating through traffic upon canals, any canal companies upon
whose canals through tolls, rates, or charges may be in operation, may estublich a canal clearing
system, on such principles, in such manner, and subject to such regulations as to the admission
of other companies to such system, the retirement of members, the appointment of a committee
to conduct the business of the system, and of a secretary or other necessary officers, the mode of
conducting business, and such other regulations for carrying into effect such eystem as may
from time to {ime be approved by the Board of Trade in writing under the hand of the secretary
or one of the assistant sccretarios of that Board; and any company may apply any funds or
money belonging to them, for the purposc of establishing or carrying into effect any such
system, and the provisions of sections eleven to twenty-six inclusive of the Railway Clearing
Act, 1850, shall, mutatis mutandis, apply to any canal clearing system whon so established.

45.—(1) Where, on the application of a canal company, it appears to the Board of Trade
that any canal or part of a canal belonging to the applicants (hereinafter referred to as an unne-
cevary canal) is ab the time of making the application unnecessary for the purposes of public
navigation, or where, on the application of any local authority, or of three or more owners of
Jands adjoining or near to any canal or part of a canal, it appears to the Board of Trade that that
canal or part of a canal (hereinafter referred to as a derelict canal) has for at least three years
previously to the making of the application been disused for navigation, or, by reason of the
default of the proprietors thereof, has become unfit for navigation, or that the lands adjoining
or near thereto have suffered injury by water that has escaped from the derelict canal, and that
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the proprictors of the derelict canal decline or are unable to effect the repairs necessary to prevent ~ A. D. 1888,
further injury, the Board of Trade may by warrant signed by their secrctary authorise the —
abandonment by the existing proprietors of such unnecessary canal or such derclict canal, and
after the granting of the warrant, and the duc publication as required by the Board of Trude
of a notice of the grinting thereof, the Board of Trade may make an order releasing the canal
company or the oth.r pr oprictors of the unnecessary or derclict canal from all liability to maintain
the same canal, and from all statutory and other obligations 1n respect thereof, or of or
“onsequent on the abindonment thercof.
(2) In the case of an unncerssary canal no warrant of abandonment shall be granted
ualess the Board of Trade are satisfied =
(a) That it is unnecessary for the purposes of publie navigation.
(/) That the application hus been expressly authorised by a resolution of a majority
of the shareholders of the canal company owning the canal present and voting at
an extraordinary or special general mecting of that company.
(¢) That such public and other notices of the application have been given as the Board
of Trade may require.
(&) That compensation (the amount thereof {o be determined in case of difference as
the Bourd of Trade may preseribe) has been made to all persops entitled to com-
pensation by reason of the proposed abandonment of the canay.

(3) In the case of a derelict canal the warrant may be granted on the condition that the
canal or any part thercof, with all or any of the powers relating thercto, be transferred to any
person, body of persons, or local authority, and where any such condition is imposed, the Board of
Trade may, if they think fit, £rame and ebody in a Provisional Order a scheme for the munage-
ment of the eanal or any part thereof.

(+.) The Provisional Order may provide for the constitution of a body te manage the canal
or any part thereof, for the transfer to that body or any loeal authority of the canal or any part
thereof, and of all or any of the pow.rs relating thereto, for the limitation or discharge of any
labilities affecting the canal or the owners thereof for the time being, and for any other matter
which muy appear to the Board of Trade tv be necessary or proper for carrying this section
into effect.

(5.) The Board of Trade may submit to Parliament for confirmation any Provisional Order
made by it in pursuance of this section, but any such order shall be of no force unless and untal it
18 confirmed by Act of Parliament.

(6.) I winle the Ball confirming any such order is p>nding in either House of Parliament,
& potition is presented agamnst any order comprised therein, the Bill, so far as it relates to the
order, may be referred to a select committee, and the petitioner shall be allowed to appear and
oppost as in the case of private Bills.

(7.) In this section the expression “local authority ”’ means anyone of the local authorities
mentioned in section seven of this Act.

(8.) For the parpose of giving effect to the provisions of this seetion, the Board of Trade
may require the applicauts to furnish any evidence in their possession or under their control
relative to the application, and may at the expense of the apphcants appoint and send an officer
to inspect the canal referred to in the application, and to obtain information and evidence in the
neighbourhood  thereof relative to the proposed abandonment, and may from time to time
make regulations as to the mode of making applications, and the nature and mode of publica-
tion of notiees, and generally as to the conduct of proceedings,

46. In thix part of this Act the expression “canal company” shall include a roilWay pegnition of *

caual
and canal company ” so far as relating to any canal of any such last-mentioned company. commpany.”

PART 1V.—MISCELLANEOUS.

47. So much of the Regulation of Railways Act, 1879, as limits the time during wlueh Perpetaation of 36
that Act shall continue in foree shall, save so far as it relates® to the appointment of the & 37 Viet, c. 43.

Commission, be repealed, and the said Act, save as aforesaid, shall be perpetual.
v
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48. On any rating appeal, and before any court, whore it may be material to show the
recoipts or profi s of a railway company or canal company, or railway and canal company, it
shall be lawful for the company to prove the same by written statements or returns verified by
the affidavit or statutory declaration of the manager or other responsiblo officer, and any such
statements or returns shall be promd fuere evideuce of the facts therein stated with respect to
such receipts or profits : Provided that the person by whom any sueh affidavit or statutory
declaration is made shall in every case, 1f required, attend to be eross-cxamined thereon,

49. Bvery penalty recoverable on summary convietion under this Act may be prosecuted
and recovered in the manner directed by the Summary Jurisdiction Acts before a court of
summary jurisdiction.

50. In any procecdings under this Act any party may appeat before the Commissioners
either by himself 1 person or by counsel or solicitor.

51. Any person who shall be certified by the Chairman of Committees of the House of
Lords or the Speaker of the Honse of Commons to have practised for two years before the
passing of this Act in prowoting or opposing Bills in Parhament shall be entitled to practise
any proceedings under this Act as an attorney or agent before the Commissioners: Provided
that every such person so practising as aforesaid shall, in respeet of such practice and every-
thiny relating thereto, be subject to the jurisdiction and orders of the Commussioners, and
further provided that no such person shall practise as aforesad until i name shall have been
entered 1 a roll to be wade and kept, und which is hereby authorised to be made and kept, hy
the Commisstoners.

£Q. The power< and jurisdiction conferred by this Act on the Commiissioners or Board of
Trade shall be 1w addition to and not in substitution for any powers and jurrdiction vested 1w
the Commissioners or Board uf Trade by any statute.

53.—(1.) All documents purporting to be rules, orders, or certificates made or issued by the
Board of Trade, and to be sealud with the scal of the Board, or to be sgned by a socrctary or
asststant secretary of the Board, or any person authorised in that behalf by the Presdent of
the Board, shall be received in evidence, and decmed to be such ovders, rales, or certifieates
withont further proof, unless the contrary 1s shown,

(2.) A certificate sizned by the President of the Board of Trade that any order made,
certificate issued, or act done, 1s the order, certificate, or act of the Board of Trade, shall 1e
conclusive evidenceof the fast so certufied .

54.—(1.) Where any local authority having power under this Act to make or oppose any
complaint to the Comuussioners, or the Board of Trade, or to enter into any agreenent to pay
the whole or a portion of the cxpenses of eomplying with an order of the Commissioners o
the Board of Trade, or to mahe any application for the abandonment or acquisition of a canal
under this Act, meur any expenses in ot incidental to such complaint, opposition, agrcoment, or
application, such expenses may be defrayed out of the rates or funds out of which the
expenses mearred by s wh authority m the exeoution of their ordinary duties are def rayed, and
if such autharity 13 2 rural <anitary authority m England, shall be defrayed as gencral expenses,
unless the Local Government Board direct that they shall be defrayed as special eXpenses,

{2.) A local anthoiity may enter into any contract involving the payment hy themselves
atd their sueeessors of any expenses authorised by this section to be defrayed.

(3) Where any such local authority lve no power to borrow money for the purpose of
defraying any expenses anthorised by this section, such  authority, if other than a surveyor of
hrghuways, may, with the consent of the Buard of Trade i the case of any harbowr board or
conscrvancy authority. und with the consent of the Local Government Board in the case of
authori! v, butow money in manner provided by the Local Loans Act, 1875, on the
gecurity of the rafes or funds ouf of which the expenses are authorised to be defrayed and the
preseribed period for the loan shall be such period as the Board giving such consent may
approve.

(4.) Ou the request of any board whose consent is requred for such loun, the Board of
Trade ov Comuussioncrs shall cereify such particulars respecting the amount of the said ex.,
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penses and the propriety of incurring the same and of borrowing for the payment thereof as A, D. 1888,
may be requested by such board. _

(6.) In Treland, any authority borrowing in pursuance of this section may borrow in
manner provided by the Public Tlealth (Irelaud) Act, 1378, i like manner as if the provisions 41 & 42 Viet,, c. ¢
of that Act with respect to borrowing were re-emacted in this section, and in terms made
applicable thereto,

55. In this Act, unless the context otherwise requires,—

Terms defined by the Regulation of Railways Act, 1873, have the meanings thereby
assigned to them :

Definitions.

The term “ conservancy authority ” means any persons who are otherwise than for
private profit intrusted with the duty or wvested with the power of conserving, main-
taining, or improving the navigation of any tidal or inland water or navigution :

The term “ harbour board ”’ means any persons who are otherwise than for private profit
intrusted with the ‘duty or mvested with the power of constructing, hnproving,
managing, regulating, and maintaining a harbour, whether natural or artificial, or any
dock :

The term “Lord Chancellor ” means the Lord High Chancellor of Great Britain :

The term “undue preference’

" includes an undue preference, or an undue or unreasonable
prejudice or disadvantage, in any respect, w favour of or arainst any person or partis
cular class of persons or any particular description of traffic :

The term “ terminal charges ”’ includes charges m respect of stations, sidings, wharves,
depits, warchouses, cranes and other similar matters, and of any services rendered
thercat :

The term *“ merchandise " inclules goods, cattle, lives tock, and animals of all desersp-
flons ¢

The term “ trader ™ ineludes any person sending, reeerving, or desiring to send merchan-
dise by ratlway or canal :

The term “home,” m relation to merchandise, includes the Umted Kingdom, the
Channel Islands, and the Tsle of Man :

The term ** ratmg appeal”” means an appeal against any valuation lt or against any
poor rate or any other loval rate :

)

The term  Summary Jurisdiction Acts ™ in Scotland means the Summary Procedure 27& 28 Vict, ¢
Act, 1564, the Summary Junsdiction (Process) Act, 1581, and any Act or Acts A Vet ¢
amendmy the same : and in Ireland, within the pohee district of Dublin metropolis,
the Acts regulating the powers and duties of justices of the peace for such district, or
of the polive of such district, and elsewhere, the Petty Sessions (Ireland, Act, 1851, 14 & 15 Vick
and any Act amending the same :
The term “ superior court ”” means, ax regards England, the High Court of Justice ; as
rezards Scotland, the Conrt of Sewsion ; aud as revards Ireland, the High Court of
Justice :
The term “superior conrt of appoal”’ means, as regards England, Her Majesty’s Comt of
Appeal ; as regards Seotlund, the Court of Sewio 11y either division of the Inner Honse; and
¢ regards Treland, Tor Majesty'’s Court of Appeal :
The term “rules of court” means, as regards Seotland, acts of sederunt.
In the application of this Act to Ireland, the espresson “eoundl of a borongh” ncludes
vewn or township commissioners, and any reference o Justices in quarter sessdons <hall be o -
strued to refer to a grand jury; and any reference to the Lozl Goverinent Boud or w0 an
urhan or rural sanitary authority, shall be constraed to refer o the Loal Government Boad
for Treland, and to an urban or rural sanitary authority in Ireland
56, This Act thall come into operation on the fir t dav of Jamvary one thevsand cloht Commenceront ¢
hundred and - eighty-nine, which day isin this Act refened to as the commencement of this 4%
Act: Provided that at any time after the pising of this Act any appointment and rules may
be made, and other things done for the purpose of bringing this Aet wito operation af such
coumencement.
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A. D. 1888. 57. Subject to general rules to be'made under this Act, all procedings which, at the
o commencement of this Act, under the Regulation of Railways Act, 1878, and Acts amending
:::h;; :,T;ne:sm it, or nnder any other* Acts, are pending before the Railway Commissioners, ehall be transferred
to the Railway and Canal Commission under this Act, and may thercupon be continued and
concluded in all respects as if such proceedings had been originally instituted before that Com-
mission,
Transfer of pending 58. Every action or proceedings which might have been bronght before the Railway Com-
:’:;:‘:f:ﬁ from  missioners i this Act had boen iu force at the time when such action or proceeding was begun,
and is at the commencement of this Act pending before any superior court, may, upon the
application of either party, be transferred by any judge of such superior court, to the Railway
and Canal Commissioners under this Act, and may thereupon be continued and concluded in
all respects as if such action or proceeding had been originally instituted before that Come
mission:  Provided that no such transfer, nor anything herem contained, shall vary or affect
the rights or liabilities of any party to such action or proceeding.
Repenl 59.—(1) The enactments mentioned in the schedule to this Act are hereby rcpealed to the
extent therein specified.
(2) The repeal effocted by this Act shall not affect—

(a) Anything done or suffered before the commencement of this Act under any enact-
ment repealed by this Act, or the expiration of any office which would otherwise
have expired by virtue of any enactment repealed by this Act ; nor

(¢) Any right or privilege acquired, or duty imposed, or lability or disqualification
incurred, under any enactment so repealed ; nor

(¢) Any fine, forfeiture, or other punishment incurred or to be ineurred in respect of any
offence committed or to be committed against any enactment so repealed ; nor

(d) The institution or continuance offany proceeding or other remedy, whether under
any enactmont so repoaled, or otherwise, for ascertaining or enforcing any
such liability or disqualification, or enforcing or recovering any such fine, fore
feiture or punishment as aforesaid.

SCHEDULE,

Acrs RepeALED.

Section 59 Note.—A description or citation in this schedule of a portion ¢f an Act is inclusive of the
words, section, or other part first and last mentioned, or otherwise referred to as forming the
beginning or as forming the end of the portion described in the description or citation,

Session aud Chapter of Act. Short Title, Extent of Bepeal,

17 & 18 Vict, ¢. 81 .| The Railway and Canal Traffic | Section four and section five.

Act, 1854,
31 & 82 Viet, e 119 .| The Regulation of Railways | Section sixteen, paragraph two,
Act, 1468, from “ The provisious of ”’ to the

end of the rection.
36 & 87 Viet., ¢, 48 .| The Regulation of Railways|Scction three, from “The term
Act, 1873, “ superior court,” to the end of
the section, section four, section
olqvcn, section  twelve, section
thirteen, section twenty-one, secs
tlon twenty-two, section twenty-
three, section twenty-four, section
twenty five, section twenty-six
| from the words “‘lhe Commis-
sloners may review”’ to the end of
the section, section twenty-cight,
section  twenty-nine,  section
thirty-four, and section thirty-
feven,
37 & 88 Vict,, ¢, 40 .| The Board of Trade Arbitra- [Section eicht, from “and shall con=

tions. ete.. Act.*1874. tinue in farea ' ta € aynivatian
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The railrouds of the world.

The following table is compiled, reduced and converted to English units, from the tables
published in the May-June issue of the Archiv fur Eisenbahnwesen :—

The raslroads of the world at the end of 1900.

PER MILE OF RAILEOAD,
CouXTix. Milos in 1000. iufr?a;&i?éﬂg'—
| Inhabitants, Square nules.
.
Eugors.
German Empire . . . . . 81,033 85 1,701 652
Austyia-Hungary (including Bosnia and 22,017 146 2,051 11:39
Heyzogovinia).
Groat Rritain and Ireland e 21,864 28 1,859 553
France . . . . . . 26,611 46 1,451 778
Russia (including Finland) .. 29,892 246 3,556 6832
Italy . .o . . . 9,810 22 3,307 11-28
Belgium . . e . 3,043 98 1,711 289
Netherlands (with Luxemburg) . . 1,994 25 2,678 6'89
Switzerland . . . . . . 2,351 62 1,416 679
Spain . ., . . 8,300 38 2,138 2311
Portugal . . . . . . 1,476 08 3,581 2423
Denmark . . . . . 1,865 g 30:0 1,312 795
Norway e e e e e 1,286 ! 59 1,735 9696
Sweden . . . . . . 7,034 144 725 2473
Servia , . e e . . 359 14 6,047 51°54
Roumanis . . . . ., 1,925 5 8,012 | 26:27
Greece .. . e . 605 &l 4,023 4102
Torkey in Europe (with Bulgaria and 1,953 293 6,080 5280
Roumelia).
Malta, Jersey, Isle of Man . . . 68 00 6,363 625
Total Europe . 176,174 10:1 2,216 2118
Norrr AMEBICA.
United States . . 193,304 58 383 1548
British North America . . . . 17,831 96 294 18985
Newfoundland . . . . . 641 874 324 66-74
Mexico . . . . . . 9,055 199 1,394 8473
Central America (Guatemala, Honduras, 718 139 3,31 230°32
Nicaragua and Costa Rica).
Total North America . 221,549 66 427 3319
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Appendix G.

Appendix G—conid.

The vatlroads of the world at the end of 1900~contd.

CoUNTRY,

SoUTH AMERICA.

Colombia .
Cuba . .
Venezuola .
San Domingo

Brazul . .

Argentine Republic

Paraguay .
Uruguay
Chili

Peru .
Bolivia
Eouvador

British Guiana

Jamaica, Barbadoes, Trinidad, Martinique,

.

.

Puerto Rico, Salvador.

.

.

. .
. .
. .
. .
.
.
. .
.
. .
. .
. .
.
. .

Total South America and West Indios

British India

Ceylon .

AsIa.

.

.

Asa Minor and Byria

Russia (Trans-Caspia)

Siberia and Manchuria

Persia . .

. .
. L]
. -
. [ ]
. .

Dutch India (Java and Sumatra)

Japan . .

Portugucse India

Mulay States (Borneo, Celebes, etc.) o

China . .
Korea . .
Siam .

French India (Cochin China, Pondicherry,

.

Malacca and Tonquin).

. .
.

Total Asia

PER MILE OF BAILEOAD.
Milon in 1000, | fnerosse, 1906
100 Inhabitants. Square miles.
400 139 11,260 1,284°66
1,134 2-6 1,439 4044
634 00 3,856 63574
17 00 4,308 160-39
9,196 136 1,845 35109
10,175 132 471 10963
167 00 8,107 €21-89
1,144 147 728 6031
2,850 187 1,053 10513
1,086 00 2,876 420 06
621 00 3,031 82078
186 00 6,478 621'68
66 1614 5,065 1,616:90
857 257 e
28,357 119 .
23,758 178 12,281 8236
297 00 11,232 95661
1,716 416 9,035 40031
1,658 764 422 12922
3,862 1041 1,499 1,242-28
34 00 264,706 18,693'18
1,301 06 30,885 177°74
3,661 598 12,713 3358
51 00 10,800 24:34
273 896 2,633 12192
401 488 890,900 10,685°06
26 400,000 8,40000
203 1271 14,336 1,203-42
238 30 "
87,469 205 e




Appendix G—concld.

41
Aprendix G.

The raslronds of the world ut the end of 1900—concld.

CoUNTRY.

Armics.

Egypt . . . . . . .
Algeria and Tunis . . . . .
British South and Central Africa
Nutal . . . . . . .
South African Repubhe . . . .
Orange Free State . . . .
Mauritinus, Réunion, Gold Coast, Lagos,

Congo, Angola, German S.-W. Africa,

Moznmbique, German K. Africa, Somali,
Enthrea,

Total Afiica .

AUSTRALASIA
New Zealand . . . .
Victoria
New South Wales . .
Bouth Australia
Queensland . . . . .
Tasmania . . . . . .
Woest Australia .

Hawaiian Islands . . . .

Total Australasia

RECATITULATION,
Europe . . . . .

North America . . . .

Sowth Amevica . . . . .
Avia . . . . . .

Africa . . . . . . .
Australasia . . . . . .

Total the World .

\

PER MILE OF BAILROAD,

Miles in 1900, P::‘rc:g;:;e.or
18981000,
Inhalitants. Bquare miles
2,087 443 4,571 18396
2,612 T 34 2,413 13114
2,087 801 10313
737 . 1,066 3,714 00
1,203 721 9903
597 - 348 8480
2,298
12,601 357 .
|
i
’ 2,290 40 || 326 4589
; 3,217 51 | 366 2748
2,810 7-4 480 10966
1,382 07 142 604 14
2,800 174 173 i 28874
479 09 371 5471
1,363 183 123 71695
88 246 1,238 7763
{
14,922 | 7'5 306 20660
|
I
176,174 1011 2,215 21-18
221,540 66 127 3319
28,357 119 .
7,496 20'5
12,501 357
14,922 76 306 206 66
490,960 10'3 .
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Statement showing railways which have from time to time bheen suggested by Local
Governments and others and which at the present time require to be constructed.
[N.B.~Lines sanctioned or under construction have been excluded.]
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Province in which the
rallway hes,

Nawe of railway,

ASSAM

BENGAL

Silchar tramways projected by Jardine, Skin-
ner and Company ¥ :—
Sialteck-Lala Bagar . P
Silchar-Duarband . . . .
Silchar-Tikalpur . . .

(2' 6" gauge, cost Rs. 14,75, 405 )

Lungai and Chargola tramway projected by
Octavius, Steel and Company + ~—
Karimganj-Chandi Khira . .
Patharkandi-Maguracherra .,
(2' 6" gauge, cost Rs. 12,00,000.)

Sylhet tramways projected by Shaw, Wallace
and Company t *—
Sutang-Madva . ., . .
8rimangal-Manumukh . . . .
Kalaura-Chhatak .
(2 6" gapge, cost Rs. 40, 40,350)

Mangaldai tramway projected by McLeod
and Company t :—
Rangamatighat-Ghagrapara .
(2’ 6" gauge, cost Re. 7,00,000.)
under

Assam-Burma  connection

“ Burma,”)

(8ee

Txlagaon-by]het .
(3" 34" gauge, cost Re. 36 16 907)

Blshenpur -(Baukura)-Calcutta Chord %) .
(6" 6" gauge, cost R 1,00,71,837 for a
single line to Howrah )

Ranaghat-Godagiri-Maldah-Raiganj or Kati-
har mth branches * . —
5' 6" gauge, oxcluding Ranaghat-Moor-
shedabad section . .
3’ 33" gauge .
(cost Rs. 4,01,74,850, enludmg the co:t
of the section under construction,)

.

Bairagnia-Bagaha, with Bettiah connection *,
(3'.33" gauge, cost Rs. 66,49,559.)

) e e M —

Approxl-

mate

length.

Miles.

(=3
(=3

'S
173

=
=)

w0
<

81

59
156

107

Total for

Province,

Miles.

283

Order of %
nuportance
tuwhich
line s |
placed by
Lneal
Govern=
ment H

BRMARKA

The Chwef Commissionce has hittle
2 1o add to previous reports sab-

witted on the sulject of thewe
(] trammways, but is disposed to eon-
[l sder that the extension ot tram-
ways o Light radways is calou-
lated to be of greater value to
the peeuliar requitements of the
| Provinee than the construction
of any further wain lves of

cowplete agicement with the views
expressed by the representatives of
the Mercantile Community, as to
the importance of this link.

3 Luthway

4
|
{J
|
|

w1 Consulting Engineer merely states
1 that he advocates construction of
this branch

1 "l‘ho Government £ Bengal is 1u
I .
i
|

3 Both as a through connection be-

tween the metre guuge systems
unorth of the Ganges, and as s
loeal line giving 1a1lway commu-
nieation to the district of Maldah
and the town of Rampore-Boaha.
the proposal 15 one that the Loeal
Government 1 desirous to see
canted out at an early date.
Runaghat-Moorshedabad — scetion,
avont 76 miles io length, retie
mated to cost approximately
Re. 68,25,160, is under con-
J struetion.

———
na

i [his branch of the Tirhut State
ralwav would eventually develop
mto a through line by connection
with Gorahbpm m the Uwmted
Provinces, It will scrve a rich
rice tract, and be of the first im-
Fmtnuve m time of famine. The
ine 1s likely (o be remunerative

Seoretary of Statc has sanctioned
funds for construction being rawed
by Bengal and North-Western
Railway Company.

* These Lincs have been gurveyed.
1 A reconpmissance suivey has only been made of these lines,
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Appendix H—conid.

statemont showing railways which have from time to time heen suggested by Local
Governments and others und which at the present time require to be con-

structed—contd,

[N. B.—Lines sanctioned or under construction have been excluded. ]

Provinco in whieh the

Nawe of railway.
rulway hes, |

BENGAL—contd.

Mansi-Baptiahi and branch * . .
(3" 3, gauge, cost Rs, 62,10,602.)

|

H

|

l Aklaura-Bhairal Bazar* .«
[ (333" gauge, cost R, 10,42,000.)

|
|

!

| Netrokona Mymensingh # . .

i 33 gauge, costy meluding 8 brudge
| over the brahimaputra and the Geuripur
l brane b, 8 mules, Rs. 24,76,217)
l

!

|

Shibuhash-(Kssengunge)-Kotchan d pujr-
Macura *,
(5' 6" gauge, cost Re, 49,94,000.)

, Hooghly-Catwa * - e e
(5' 6" gauge, vost Rs, 68,1 1,980.)

Sambalpur-Sonepm-Khurda & ooy
(5’ 6" wange,feost Rs. 2,37,00,000,)}

Chandbali branch & .
(Not surveyed )

. . .

Jajpw Lranch . . .
(Not smveyed,)

Ranchi Platean (under examination) . .
2! b gauge, cost upproximately
s, 59,70,000 )

Sadpnr-Titalia branch ® o
(334" gange, st Rw, 24,55,000.)

Sopur or Mymensingh to Tungail . .
(Not surveyed )

Baras t-Basirhat . . s . .
(Mot wurveyed )

Puura-Matabhanga extension (under survey).
(3 3 gauge, cost  approximately
s, 20,00,000.)

Hajigani-Shatnol branch® . e

(3" 33" gauge, cost Re. 32,81,600.)

Sakn-lanagar ¥ . . .
(8" 3," gauge, cost Rs 16,99,518)

Natfore-hampore-Boala * . .
(3" 3% gauge, cost Ky 11,15,000.)

Bonarpara-Kaunia * .

(83 gange, ost Re 2207427

Approx-

wmale
leugth,

61

65

190

25

20

30

24

44

No order

Qrder of
importanee
Total f h.'l whll(‘h
'otal for ine is
Province. | placed by Reuazgs,
Local
Govern-
mont
Miles.

4 | This line (formerly known as the
Ganges-Nepal frontier lme) 15 of
1mp.ortm_1(‘c, botb as a famune pro-
tective line, and ulso as a connec-
tion with an important sub-division
at present unserved by any railway
1t 18 expected to carry a largo export
1ee traflie, and to be 1emunerative,

. | This branch of the Assam-Bengal
' railway 13 one which 18 Likely to be
remunetative It will serve 8 high-
ly populated district
e ¢ ) The bianch will tiaverse a highly
fertile and thaehly populated tract,
the cost 13 not hihely to be high,
and it wll form a valuable feeder
to the Dacea-Mymensimngh section
of the Eastern 1engal tadway.
" 7
8
Y

i
Advaested for consideration, hut not
clusscd 1o any order of urgency,

Ditto.

| . Ditto.

Ditto.
tro.
Ditte.

Ditto

Merely recommendod by Consulting
Engineer

Secretary of Slate has sanctioned
the fuuds for construction of thu
hine bemg rased by the liengs!
and North-Western raillway

Thus is an important trade centre.

® Those lines huvo been nurveyed.
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Appendix H.
Appendix H-—conld.

Statement showing railways which have from time to time been snggested by Local
Governments and others and which at the present time require to be con-

structed—contd.
( N.J3.—Lines sanctioned or under construction have heen excluded.]

f
! I Orler of !
Hupurtan e
Appron- | o ¢ n; which
p) fu which tho ) o’ Total fur me " 3
lrov:z;};‘:}?u: ) Name of rarlway. l?::;[:[h. Pm;‘mu‘:'- M?f::;{nhy L Rxazxs
Goveru-
ment, i
. |
IO . - B - - - N
|
Miles. | Miles. |
!
BENGAL~— Daltongnnge-Boojoodth . . . . 80 !
eoneld. (Not surveyed ) |
Bhagalpur vid Bausi, Hasdia and Decghur to i - .
Pardyanath * i
(o 6" gmuge, cost Rs. 55,39,203.) !
. |
Nawada-Madlupur-Nulhaty and Dausi-Suwi . 210 X
|
| !
Burdwan-Cnfwa * . . 31 | 1
{6’ 67 gauge, conb Re 2040, 418) ' :
Cotwa-Abmadpu-Ondal . . . . (R w The Cutsi-dhmadpur section, 33°
| mles, has been surve-y'd and s
Pwi-Astrang . . A . . 94 . b estimate Lo cost, on the 3' ¢ gauge,
(ot smveyed.  Assnmed cost, on 5 6° ¢ Redz0m0
gauge, Lis. 27.20,000.) ;
DaccasMymensmgh railvay extenniong ¥ :— [
Dacea to Ancha, with o brdge over the 5y . oo
Diallessuy. !
(3 8," grage. cost Bs 76,71,060.) E
Extension of the Mymensingh-Netrokona 5. . P
ralway to P'wra Ari i :
(3 35" gange, cost Rs 2,350,505 ) !
Shambhuganj-Gauripur branch . . 8 |
(& 34" gange.) !
Singhjam ri4 Sherpur to Nalitabari | . 25 !
(333 gauge, cost Rs. 10,02,250.)
Goalvndo-Naraingunge extensiont . A()
(3" 33" cauge, cont Ry 58,46,738.)
Phulbari-Sumjhia ® . . . 13 |
(¥ 37 gauge, cost Rs 441,445\ |
|
Sara- Pﬂma light railway o . 18 ;
{37357 gauge, cost about L. 5 10 OUO) |
Singi-Tohagara section,  Singia-Madaripu- 9
¢ lmndpul rallway *
(7" 0" gauge, cost Bs. 29,66.000.) '
Begum Sarai-Rowsara . 14 e
(Not surveved.  Assnmed ('Ont 0113 3%”
guuge, Rg, 5,50,000.)
Sewan-Mirganj and  Daronda-Malarajgan) 16
tramway.
(20" gauze, cost, as estunated hy the
promoters, Rs. 4 32,000)
shikmpur-Bikna-Tho1i  branch, Buiragnta- 2 . . %
Luhaga extension.*
(¥ EX gauge, cost Rs. 4,090,383,
No\vnpar‘\ -Gournadt Thava (Falerdi) # 55 | 2,009
(8" 6 gauge, cost, as estimated l»y the
promoter, Ry 59,566,318 )
i |
BERAR . .| Klandwa-Akolu-Basim* . .
(Yee unler ** Centyal I’munccq )
Nagpur-Ammotr . .
(See under * Central Provinces. )
|
]

* Theso lines have been sunoycd
t A reconnumsance snrvey bas only been made of this line
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Appendix H.

Appendix H—conld.

Statement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to be con-
structed—contd.

[N.B.—Lines sanctioned or under construction have been excluded,]

Province 10 which the
railway lies

Name of railway.

Approxi-
mato
longth,

Total
for
Province.

BERAR—concld.

BOMBAY .

Ttarsi-Betn]-Wardha . .
(See under * Central Provmces )

K]mmtmon Jalna ®
(2" 6” gauge, cost, Rs. ‘30 76 20")

Amraoti-Ellichpur * ,
(2' 6" gauge, cost Rs. 7 92, 95? )

Agra-Delhi Chord * .
(Sce under “ United Provinces. ")

Bombay Port Trust *
(6" 8" gauge, cost Rs. 31 00000)

Nagda-Raran-Muttra* .
(Sce under * Rajputana. )

Hyderabad-Kura-hi metre gauge extension
(Not surveyed )

Bombay-Sind connection * .
(5' 6" gauge, cost Rs. 3,21,00 000)

Baran-Ajmer-Marwar * | . . .
(Sec under ** Kajputana.”)

Rewari-Kuchaman Road * .
(See under ** Rajputana. )

Deesa Tharad with IModar Radbanpur branch*
(3' 3% gauge, cost ks 22,71,057.)

Larkhana-Kambar-Shahdadpur
(Prelminary survey made.)
(56" gauge, cost Rs. 13,07,200.)

Kosamba-Velachbha-Zankavao branch# .
(2 6" guuge.)
Miyagam-Sinor branch®

(2 6" gange, cost Re. 576,032 )

Bahadarpur-Bonghir extension® .
(2' 6" gauge, cost Rs. §,84,113.)

Broach-Jambusar tranch
(2’ 6" gauge)

Baroda-Savli
(Under survey, gaugel 6”)

Nur- lemd loop - .
(3" 6" gange, under survey)

Nadnd-Kapadvanj branch
(Under survey  Cost on 6 6" gauge is
assumed at Rs. 8,73,360.)

Mauuud roal-Chanssma-Bechraj: *
(3' 8% gauge, cost Re. 10,19,601.)

Vmuugﬂr Vn]npur ettension®
(3" 43" gauge, cost Ke. 584,280)

Dabhora extension, Mehaana-Kheralu railwayt
(3 34" gouge)

90

3

26

16

Miles,

121

Stile. |

Order of
import-
anoe in
whioh
'ine is
placod by
Loeal
Govern.
ment.

REMARKS,

To be taken iin hand as soon as the
traffic justifies 1t.

* [ heae lines have been surveyed

t A reconnaiseance survey hag only been made of this line,



Appemlix H—contd,

Statement showing railways which Imvc from time‘to time been suggested by Local
Governments and others and which at the present time require to be con-
structed—contd.

[N.B.—Lines sanctioned or under construction have heen excluded.)
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Provinee in whioh the

rallway lies.

BOMBAY—
comcld.

BURMA

Namo of ruilway.

Songadh-Palitans branch ® R
(3' 33" gauge, cost Rs. 620,791)

Jamuager- Salaya extension
(8' 3§" gauge.)

Mandvi-Bhuj-Tuna « &
(Not surveyed.)

Belapur (or Lakh)-8angawmner +.
(9" 6” gauge.)

Dhulix-Awmalner
(5" 6" gauge, cost Re, 2000 000.)

Barsi Road-Pandharpur .
(2' 6" gauge, approximate cost Rs.13 33 300 )

Bombay-Southern Mahratta direct connection
(8 33" gauge, assuwmed cost Rs. 1,68,09,000.)

Bagallot- Hungund #
(3 3§" gauge, cost Rs. &1;,41 767)

.| Sagang bndge e e e T

Pegu-Moulmein ¥« .
(8" 3}" guuge, cost Rs. .) ,04,000.)

Henzada- l\yangm .
(3' 33" gauge, cost Rs, 54 68,677. )

Bhamo-Momein . . . “
(Not surveyed.)

paw  (Thibaw)-Mono  extension, Hsipaw
T\mbaw Manpau section, #
(3' 33" gauge, cost Rs, 35,61,178.)

Manpan-Mone . . . .
(Not surveyed.)
Shwebo (or  Kinu)-Letkobin-Thabeitkyin
branch.*

(3" 3§” gauge, cost Rs. 18,41,285.)

Prome-Magwe-Meiktila extonsion .
(Not surveyed.)
(3' 83" gaugo, cost about Re. 1,13,00,000.)

Pegu-Syrian .
(Reoonnaissance survey sanct]oned )

Dalla-Dedayo . .
(Reconnaissance survey sanctxoned)

Than-Taungyi c e e e
(Swrvey sanctioned.)

Aesam-Burma connection . . .
(Hukong valley route.)
(3' 83" ygange, cost Rs. 3'83 crores.)

Approxi-
mato
length.

Total
for
Province

Order of
impor.
tance fu

placed by
Local

Govern.
mout.

Miles.
17

85

70

32

20

33

202

31

114

66

120

60

29

176

60

120

284

Miles.

1,267

1,189

BaMiRKS,

Alternative to Myitkyina-Momoin
railway.

Of the three routes reconnoitred, the
Hukong valley route was reported
to be the most feasible; but the
Military ~ suthorities preforred
the Manipur route, 385 miles in
length, estimated to cost about
Re. 6} crores. The third, called

. Aeng pass route, was estimated to
cost about 7 crores for » distance of
about 460 miles,

® Those lines have been surveyed.
1 A reconnaissance survey has only besn made of these lines,
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Appendix H—conld.

Statement showing railways which have from time to time been suggested by
Local Governments and others and which at the present time require to be
constructed—contd.

[N.B.—Lines sanctioned or under construetion have been excluded,)

Order of
mport-
ance fn
n which the . Ap?:(o: - ']f‘(?:"l ;thlh B
Pmﬂr“:&\\:,i lies. Numo of ruluay lglu‘gth. Province ;.1.'.'35(174 e
enl
wa‘?vm-
nent,
Miles. | Miles.
CENTRAL |Nagda-Baran-Muttra e “ 1
INDIA. (See under “ Rajputana ™)
Baran-Marwar . . . . o 2
(See nnder Rn)putnna )
Harpalpur-Nowgong . 19 “ 8 | A2 6" gauge line might be taken
(2 O gauge, (‘(M, Rs. .’,"18 000 Not sur- along the present road all the way
veyed for 5' 6° or 2' 6" gauge.) from Hurpalpur through Nowgong
to Chhaterpur with little, it any,
sddition to the present rond bank
or bridges and 1n the same way
carried to the Ken river.
Damoh- Attam"‘ 151 o No special remarks by Chief Com-
(2 6” gauge, cost Ps 27 18, OO() ) missioner.  The Licutenant-Gov-
crnor, United Provinees, considers
Katni-Cawnpore extension . o the lino' essential in the 1nterests of
(See under “ United Provinces’ ) the United Provinces.
M:rmpnr-M aihar Chordf . 140 - .
(6' 6" gauge, cost Rs. 1, 55 ,00, 00, )
Rewa-Sutna* . . 81| ..
(2' 6" zange, ‘cost Rs, 5,‘34 900)
Gwalior-Sabalgarh * . 56 397 .
(2’ 0" gnuge, cost s, ]5 68,38%)
CENT AL, Gondia-Chanda extension with Brahmapuri- 200 1
PROVINCES. | Nagpur branch.
(Under survey by Bengal-Nagpur railway.) '
Nagpur-Amraoli . . . 120 | o 2
(Not surveyed ).
Bllnbpurﬂ\lungeh . . 32 . 3
(8" ¢” gauge, under survey)
Vizisnagram-Raipur with branch . . " 4
(Seo under “Madras ")
Itarsi-Betul-Wurdha and Warora-Chanda- 340 o 6
Kazipet.
Dhamtari-Markhasra-Basla-Antagarh-Khon- 230 [
degaon-Kotpad-Ryagurra.
(Not surveyed.)
Harda-Hindia . . . . . 10 7
|l (Not surveyed )
i Fhandwa-Akola-Basim * . 172 8
; (3" 3.° grauge, cost Rs.'1,18, 04 300)
I Sarbalpnr-S8onepur-Khurda * . 9
(Nee under ¢ Bengal,”)
Chhindwara-Amla . . . . . 60 e 10
(Not surveyed.)
Damoh-Attara + . . . ) an 11
(8o under * Central Indm ")

* Theso lines have been surveyed.
t A reconnaissauco survey bas only been made of these lines.
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Appendix H—contd.

statement showing railways which have from time to time been sugg«;sted by
Local Governments and others and which at the present time require to be

constructed—contd.

[ N.B.—Lines sanctioned or under construction have been excluded.]

Province in whuch the
railway lies,

JENTRAL

PROVINCES—|

concld.

HYDERABAD
(N1ZAX’8)

KASHMIR

MADRAS .

N me of ralway

Mungeli-I'andaria-Dovgargarh
(Not smveyed.)

Mandli-Bilaspur extension
(Not suiveyed.)

Katm-Cawnyore extension .

(See under “ United Provinees )

Ttarsi-Elhichpur
(Not surveyed.)

Khandwa-Akola-Basim*

(see under * Contral Provinees.””)

Sironcha-Kazipet .

(See Wammehnnda-ani‘pot " 'm)dcr

“ Central Piovinees.”)

Raichur-Wondalli . .
(Preliminary smvey made

.

(2’ 6" gange, cost Re. 12.53,336.)

Larsi Town-Tadwalu

(2' 6" gange, approvimate cost I's. 11,09,350.)

Khamgaon-Jalna* .
(Bee under “ Berar.”")

Hydernbal-Kistna river

(Not smveyed  Approximate cost on
3337 uauge, R, 1,40,00,000.)

Kalaki-Sarai-Abbotabad-Srinagar®
244,983,474
2.98.86,284

3 8y
(g.—ﬂ’f - gauge, cost Rs,

Basim-Hotyi . .

.t Jammu-Srinacar®
% o il _1;71&3»000)
gy Bruges cost R yga 56 000

The length of the standard gauge line is

200 miles.
Guntur-Repalle* . .

(3' 33" gauge, cost Rs. 17.34,000)

Trichinopoly-Tirukoilur® .

(3’ 33" gauge, cost Re. 81,00,000.)
Famine branch to Southern Mahratta rail-

way —

Phirangipuram-Gurzala*
(8’ 33" guuge, cost Rs. 1

2,50,641,

Famine branch to the South Indian rail-

way -
ﬁnlikiri-Rsymhoti"‘ .

(3’ 33" gange, cost Rs. 10,75,736.)

Podanur-Dharspuram .
(Not surveyed.)

Rameswaram cxtonsion® o

.

(3" 33" guuge, cost Re. 84,09,456.)

Approxi-
mato
Tength.

Miles.
140

120

90

43

28

168

180

208

38

97

51

84

Total
for

Order of

import-

Ruee 10

which

hne is Reuinxs

Provinee | placed by

Lol
Govern-
ment,

i
!
|
Miles. !
12 ] Becommended in connection with
| Buaspur-Munngeli, with  possible
i branch to Dongargmh.
e R " Suggested by Bengal-Nagpvr Rail-
way Board as passing thiough a
. goud agricultural distiict.
i
1,514 {
i
|
|
|
}
439 o
388

Tho completion of thus line will re-
lieve much anxicly now periodically
experienced 1n regard to the tracts

2 which it 13 intended to serve,

2 Ditto Ditto.

3 | The district 18 a rich one, and need
opening out.

4 | Demanded in nterests of 8 growing
traffic.

* These lines have been surveyed,



50
Appendix H.
Appendix H—conid,

Statement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to be con-
structed—contd.

[N.B.—Lines sanctioned or under construction have been excluded.)

Order of
fmport-
A Dotal | ‘which
Proxie ] h1¢!
Province 1n '1"."“’ tho Name of railway. ry’mm-. furol’uro- l‘;mlx is ReMagks,
ralway lew. length, vince. placed by
Local
Governe
ment,
Miles. | Miles
MADRAS— em-Atur® . . 36 - 6
concld. (2" 6" gauge, voqt Rs. l..,.?,&lO)
Yerragudipal-Jammalamudagu* . . 24 e 5
48" 10.45,904
gauge, cost Re, 7
(" j S8 12,146,831 '
.. . }
Vizianagram-Rarpur with hranch* . 359 - 6 !
(5" 6" gauge, cost R, 2,81,04,780) ’
‘\'m]an"wl “Erode® . 121 . 7
(8 8% guuge, cost Rs. 1,-1,03,400) X
i
Arsikere- Mungnlmo“ . 136 8 -
(2" 6" gauge, cost Rs. 35, 4.3 S !
!
\Tysmo Tollx(h(rly . 146 . 9 i

126" gange, cost Rs. 8100000)

Bezwada-Masulipatam* . . 50
3 of gauge, oot Rs, 27,59,000.)

Dham‘an-Yarklas a- Jmla-Antug'&rh-Khonde-
gaon-Kotpad-Ky iguna . .. ™ .
(See under ( cntnl I’rovmus )

Ganjam Distriect Tnght railways—

Chucacole-trunipur . . . 65 o
Chiacole Calmyapatam . . . 24 .
Chieacole-Parvatipur . . . 42 v
Parlakimeds- Laruva . . . 35 ) o
Berhampore-Gopalpur 8

(26 gauge, cost, as ectimated by the
promoters, Re, 45,10,000.)

Dusi brilge-Bobhli—8alur with Pedda-
penhi-1 arbatipur branch . . 60
(26 gauge.)

DBerhampore- Ruscelkonda® . 4) o
(2 6" gauge, cost Ks, 14,90,711. )
Viziangram-Uimlipatam . 15
{(Not surveyed. Assnmed cost on 56"
gage by, 9.39,000.)
Kumhahenam-Mannargudi . . . 21 - e
(Examined but not surveyed.)
3 33 guge, assumed  cost
Re. 12,60,000.)
Trichinopolv-Thondi . . . . 86
(Not surveyed )
W %L wvange,  assumed  cost -

Re. 87.50000.) \
Satymangalam MctHupalaiyam . 25 e
Dhote-n 10 nu] . 32 ves B l

(" 8. ganwe, cost Rs. 7, 11 000)
Berwaila .lu':m,qu tt . . . . 04 o

(Not surveyed.)

i(5' 6" ganye, appreximate oost Rs. 43,5¢,000,)
Coonuoe-Ootasam ind o . B . 12 | 1,688 o

* Those Liues bave been suryeyed,
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Statement showing railways which have from time to time been sugeested by Local
Governments and others and which at the present time require to be con-
structed—condtd.

[N.B.—Lines sanctioned or under construction have been excluded.)

| - !
! Ordar of
| import-
| . an;v (hn
A g Tot whie
Prov'i‘n‘f;;x; mt'lch the Nawe of ruilway l(‘:;l:é?lct h:;lnli‘zu« pll;l(.;ll::y Ramapxs
Local
Govern-
meut.
e —_ e e e —
)
1
Miles. | Miles. I
|
PUNJAB . | Amritsar-Tarn Taran-Patti* . 27 1 l
(6" 6” gaugce, cost s 13,39,177.1 l
! i
Shahdara (Lahore)-Sangla 60 i .. 2 ;
’ (Not sarveyed.) ! 1
i
Sangla-Chiniot 20 3 These three lines are urgently re-
(Not surveyed) | quired for the new Clenab
} colouy.
(1ojra-Samundrt 16 | 4
(Not surveyed ) i
Ludlnana-Ferozepore* . i 5
(Sce “McLeodganj road- Fazilka- Fcrwepore- | i
Ludhusna”) i ‘
Jullundur-Hosluarpur* 21 I 6
. (5" 6" gauge, cost Rs 11,10 000) :
Phillonr-Nurmehal-Nikodar 30 t 7
(Not surveyed ) ,
I
Ludhiana-Jagraon-Bassemn or Rackot . 10 8
i (Not swrveyed.) {
:Changa-Manga-Chaman-Pakpatan 70 o Y
(2 v" gauge. not surveyed.) }
Abdullapur-Nuhan . . . 30 r 10
(Not surveyed.) f !
| f
Sialkot-Duska-Pasrar-Narowal . ., 64 | !
(3 8” gauge, not surveyed.) ! [
Khana-Sajrala . 10 i 12 !
(Not surveyed.) '
Ludhiapa-Bhatinda ., R . 70 | 13
(Not surveyed.) ;
Jech Doab (Southern section) o+ 63 : . The Northern section, 52 miles in
(Reconnoitred.) ! length. 15 under construction.
Jhang-Lyallpore-Gogeern-Toba Tek Singh .| 104 l
(6" 6" gauge, cost as estimated by pro-
moters R 63,76,000.)
(Not surveyed.)
Shahdara (Lahore)-Lyallpur ., . 72
(Not surveyed.) “
Jullundur-Kapurthala-Sultanpur . 29 -
(Jullundur-Kapurthala section, 13 miles, has
boen surveyed and is estimated to cost on
5' 6" gango Rs. 6,08,000.) ‘
Lodhran-Kahror-Mailsi . . . 38
(2" 6" gauge, not surveyed.)
Batala-Aliwal-Dera Baba Nonak . 20 "
(2' 6" gauge, not surveyed.)
Bhem-s}nallpur 81 "

(2' 6" guuge, not ;uneyed )

® Thene lines bave beca aurveyed.
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Appendix H—conid.

Statement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to be con-

. structed—contd.
[ N.B.—Lines sanctioned or under construction have been excluded.]

Provinee 1n which the
roilway lioa.

PUNJAB—
concld

RAJPUTANA.

Name of railway,

Pathanlot-Baijnath with branches (Kangra
Valley). . . .
(2" v" gauge, cost Rs. 50,84,000.)
Agra-Delhi Chord . . .
(See under ** United Provinces.” )

Kuchaman-Sirsa Chord . . . .
(See under * Kajputana.” )

Rewari-Kuchaman road . . .
{dee under ** Rajputana.”)

Karnal-Kaithal-Nabha . . R
(Not surveyed  Assumed cost on the
5" 6" gange, Rs. 56,010,000 )
Sonepat-Saharaupur.
(See under *“ Umted Frovinces. " )

McLeodganj road-Fazilha-Ferozepore-Ludhi-
ana . .

(6’ 6" gsug»lz )

Mandra-Chakwal
(Not surveyed.)

Dehra Ghazi Khan-Sakki Sarwar . .
(Net surveyed. Assumed cost ou 5 6” gaugo,
Rs. 35,00,000 )
Rawal Pindi-Murree with extension to
Kullana and Gharial .

(2" 6" gauge. Under survey.)

Baran-Ajmer-Merwar® . .
(3" 35" gauge, cost Rs. 1,36,66,806.)

Nagda-Baran-Muttra® . .
(6" 6" gauge, cost Rs. 3,60,69,244.,)

Rewari-Kuchaman road® . . .
(8" 33" guuge, cost Re. 53,10,944.)

Madhopur-8ikar branch* .,
(8" 82" gauge, cost Rs. 8,60.413.)
Jchazpur-Nasirabud and Jehazpur-Paondero
extensions *
(8’ 35" gauge, cost for tho Jehazpur-Nasir-
abad section, 71 miles, Rs. 31,62,877.)

Kuchaman-£irsa Chord
(Not surveyed.)
(3’ 83" gauge, cost approximately
Rs, 58,..1,000.)

Mauli-Nathdwara branche . .
(3 33 "guuge, cost I, 4,00,000.)

Approxi-
mate
length.

Miles.
90

70

150

40

35

60

134

31

131

170

16

Total
for
Provinoe.

Males.

1,233

Order of
mmport-
anco
which
hine 18
placed by
Loca)
Govern-
went

Bauinxs,

The Ferozepore-Ludhiana section, 77
miles, was surveyed and lestimated
to cost Ra. 44,66,000 on the 6’ 6°
gauge.

The Hon ble the Agent to the Go-
ernor General for Central India con.
siders ths line of primary import-
ance to Contral Indin and places
it first in order of urgency for

construction  Bombay places it 3rd
m order of importancé without any
romurks,

# Thoss Lioes bave been aurveyed.
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Appendix H—conid.

tatement showing railways which have from time to time been suggested by Local
Governments and others and which at the present time require to he con-
structed—contd.
[N.B.—Lines sanctioned or under construction have been escluded.]

! Order of

! lmpo:t;u:‘n
Approxi | Total | M Whic
K hich th hne is
f‘)'l:l:l(i;l‘l‘y'hc: 0 Name of railwsy. ]:?‘I;t& Pr(f:}l'me pl;n:)eﬂti]hy ReManes
Governs
| i ment,
Miles. | Miles.
|
AJPUTANA— | Dholpur-Bari . . . . . 21 1,070 |
concld, (Under survey.)
UNITED Fatehpur-Markundif . 72 v 1
PROVINCES. (5" 6” gauge, cost Rs 98,46, 166 )
Moradabad-Ramnagar* . . 47 2
(5 ' gauge, cost Rs. 16 50000)
Bareillv-8Soron* . 63 3
(3" 33" gauge, cost Rs 53 50000)
Piliblut-Barmdeo . . 40 4
(8" 32" guge, cost Re. 12 00,000)
(Not surveyed )
Lalkua-Kaladhungi-Kashipur . .. 40 b
(Not surveyed.)
Harpalpur- Rath-Hamit pur . . A . 6
(Seo ** Harpalpur-Kalpn")
Damoh-Attarat . . . . e 7
(See under “ Central Indm )
Pokhriydn-Awraiyat . . 28 8
(20" guuge, cost Rs. 7 "8000)
Kiteha- K'\b]upur -Ramnagart . 0
(3’ 33" zauge, cost Rs 1000000)
Katni-Cawnpore extension . . . 180
(Not suzveyed.)
Gograghat-Sitapurf . 58
(3’ 8" gauge, cost Rs. )5 ,00,000.)
Hurpalpur-Nowgong . . e
(Sce under ¢ Leutml Iudm. )
Nagda-Baran-Muttra . . O e
(¥ee under * Rujputana.”)
Mirzapur-Maibar chordt . . . S
(“Sec under Central India ™)
Cawnpore-1lamir pur 40
(Not surveyed. Assumod cost on 2 6,
Rs 6,00,000.)
Sonepat-Saharanpur . . 60 -
(Not uurvoycd Arsumed cost on the
6' 6" gauge, Ry, 48,00,000).
Allababad-Jaunpur with Badshabpur-Shab-| 118 .
gan] branch.
(Not surveyed, gauge 3’ 33")
Goralhpur vid (ml[\\tmngm] to Bagaha with 61
Padranna buane
(8 33" gauge, cost Rs. 24,82 889)
Kopaganj to Doluni (Barhalganj)* c 22 .
(3' 3} gange, cost Rs. 7,80,402,)

® These linoa have been surveyod,
1A suryey besjonly beon made of thess lines,
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Statement showing railways which have from time to time heen suggested by
Local Governments and others aund which at the present time require to
be constructed.—coneld,

[ N.B.—Lines sanctioned or under construction have been excluded, ]

Provinca in which the
ratlway Livs.

UNITED
PROVINCES—
concld.

Approxie Total
Name of ruilway. mate for Pro-
length, vinee,

Miles. | Miles

Bhatni-Bettish* . . . . . 50
(3" 83" gauze  The results of suivey not
yet received )
Ushabazar-Tulsipur with Jurwa Braneh* . 66 o

(3" 33" gauge, vost Rs. 26,90,495.)

Dulwa-Ramnagar ghat . 25
(Not sunveyed. Edimated cost on 3 3*"
gauge, Rs. 10,00,000.)
Naim Tal-Kathgolam . 13 .
(Not surve ad but examine ul by /promotor
;\ssllmu cost on " geuge
s, 12,00,000 )
Gajraula-Chandpur . . o ., 21
(Results of survey awaited.)
Hardoi-Sandi* . . 14 "
(6" 6" gauge, cost Rs 3 6..,001)
Saharanpur-Shahdaia (Delhi) with Baraut- 125 e

Meerut branch.
(2 6 gauge, cost Rs. 70,00,000)
Meerut-Gurbmukhtesar*t | . . 29
(8" 6" gauge, cost 1is. 17,61,637.)

Gurhmukhtesar-Khurja . . . . 40
(6" 6" gange )
Dehra-Mussoorie-Landour . 47 .
(Prehmmary survey  for 2 07 gaugt
carried out, cost Rs, 32,52,895.)

Hnrpalpm SKalpi . 102
(2' 6" gauge, probable cost Rs. lu 90, ‘Wi)
Cawnpore-Rac Bareli-Fyzabid 140 | 1,616

(6’ 6" gauge, ussumed cost Rs 1, 1200 000)

Order of
wmport-
ance in
which
line 18
placed by
Loeal
Goverus
ment.

Rumarxs.

Dudwa to Mohan river, 6 miles, has
been sanctioned for constiuction at
a cost of Rs, 94,085,

tThis is alternative to Mecrut-Hapur
branch, which would be 19 81 miles
in length, and is estimated to cost
Rs. 10,087,415 on the 5’ 6" guuge

* These lines have been surveyed.

SUMMARY OF APPENDIX No.

1L

Provinee.
Assam . . . . . B .
Bengal . . . . ..
Berar . . . . . . N
Bombay . . . . . . .
Burma 4. . . . . . . . .
Central India . . . . . . .
Central, Provinces . . . . . .
Hyderabad Ce e e e
Kushmir . . . . .
Madras . . . . . . . .
Pungub . . . . . . .
lajputana . . . . . . .
United Provinees
GBAND TOTAL ¥oB ALL INDIA

Total mileage
at prescot
required,

e a3

283
2,009
121
1,267
1,189
397
1,514

388
1,686
1,233
1,070
1,616

13,187




traflic.

[N.B.—All interchanged traffic
Junetion’s t

(column 8) i
‘aflic on these results, sce

Appendix I.

Statement showing income obtained by the construction of certain Branches from the
Branch’s own earnings and from the main line's earnings from interchanged

Appendix 1.

s not attributable to opening of Branch, For effect of the
Appendix J.]

Capltal ‘ NKT BARNINGS OF
optiag o Acrusr var pimINGa | M8 SISE IO Perentage
from com- . TKATRIC o ;""" ot
Adminlstration by meéxc: o D?::ul;rto::‘ %2:3‘:1.;“‘ Years. T T T u“"“l;-':m
Nius oy BeaNco. A orked. moo:'l Lo bccnn!ui{pnynble e " | Amount. | porientage Amount. | pyreantage Cu;mt .
yeur of Hoveude. (Omitting| °* Capital | (0,0itting | 0 Capital ou;llx:‘
iy I I TR A LA
Rs. o ¥
M ) 3 3 " 5 | 3 7 | s o | 10
\ 17,25 133‘7 119 oL va| 457 | 1148
17,28 132 765 89 515 1280
Tarkossur* JE LRy . L< zes It deman Jlasss | sy 788 &7 | 603 | 1296
17,28 ) | 1880 137 790 88 510 1300
| 17,29 ( 1830 1,44 836 90 520 1355
\ 7,31 1895 19 263 75 10 26 12:89
787 \( 156h Septe 1896 39 503 1,05 1370 1873
Cooch Behar . .J/EBSRy 9,01 h"‘mlj“"" 1897 35 392 1.01 1117 1509
Z 10,43 S 3. )l 1808 7 0es | 11| 11z | L
12,09 1899 43 332 1,17 902 12 34
g 9.71 ? 1?,25 49 500 2,94 2307 2807
. . N 0,83 | { 1st  Januar 1587 28 287 121 12 3L 1518
Watirabad-Sialkot N. W. Ry. . 2 by 5 1884, y g 1888 o il 155 1678 1013
9,97 1889 41 414, 214 2146 2567
i 9.81 1;91 39 419 bk 827 12 46
0,45 | 1802 87 301 68 %20 1111
SalkotTawi . IN.W.Ry.. .<| o (P Mareh )} 153 3 315 fs | 618 008
1890
| 9,60 : 1894 43 448 T4 771 1219
| 9,60 1895 46 479 81 879 1353
¢ 5584 1885 66 118 1.69 302 420
55 99 1886 56 100 200 373 473
. Amritsar-Pathankot* N. W, Ry . 55393 | 8th Jure1884 (| 1887 70 125 115 208 53
55.80 ) 1838 8 150 1.57 261 441
65,04 ; 1859 98 175 1.55 | 276 151
51,10 1696 37 0rg ! 49, 0w 158
- 87T ) AL os0 | Tri o usT 137
. 97,06 | 23rd Septems 1598 L8 059 v 0757 136
Bina-Goona-Baran LR Ry e U e 1895, 4 1w | 1,2 1ol sl 1at 238
(‘R’"" lwe, LM/} 1,00.22 1900 ) 2200 200 289 509
¥) 100,43 PR 122 1.50 125 277
g 29,72 ( 1502 1,53 515 588 1978 2193
30,27 1) 1893 1.98 655 8.24 27 22 3377
Gaokwar's Mcheana* - |R.M.Ry . .7| 3096 “1‘501 July /) 1oy | ue sl | 100y | 8808 4072
Ji 3255 : z 195 | 202 Gou | Tasy| 1502 | 2124
t 2,61 1896 9,71 832 3,71 1188 1970
< 4,00 1804 2 679 78 19 50 2520
4,00 ooy Y| 1695 o3 571 o7 175 2246
Palanpur-Deesa®* . R M. Ry, ol a8 8“;8153“““’" 1896 e 608 G0, 1436 21 33
8 4.18 ' 1897 23 653 s71 2077 2630
4,18 1498 oy 525 74 1770 £2:03
S 15,64 S 1896 54 3144 | 138 882 1296
X 1599 1807 43 208 107 670 038
Udaipur Chutor® Meywar Darbar 17,89 Z 1801895August 189% 61 343 1.28 717 10 L0
(Mamline, R M. 2 1090 - / 1899 | 1,05 Su7 | eal] 1161 16 88
Ry) 19.80 1900 1,86 938 4.20 2122 30 60
S 23,29 1803 50 215 ot 400 21
23,06 | ) 21st  April 1894 44 189 7l 306 45
Kolbapuc* 8.M. Ry, . N 1801 1895 51 215 g3l a5l 565
23,06 1896 54 236 ub 408 G 43
g 6,19 1 1593 14 296 7 191 347
N 603 2 st December Y| 194 13 213 10 167 380
Mysore-Nanjangnd .|S. M. Ry. , z (.:'09 1891. 1805 16 20 13 298 e
610 | 1696 w 281 8] 299 580
2366 1882 89 878 | 103 436 814
. 26,04 L 18~8 1,56 508 112 429 1027
Darjeeling-Mimalayan® . | D. H. Ry. Co. . 27,23 | > 4th July 1881 4| 1884 147 539 1,00 368 907
(Mam ling, E. B. 27,28 1886 1.68 599 86 | 314 013
8. Ry.) 27,32 1886 2,42 886 99 363 1249
) 1943 1898 86 449 63 323 765
Abmedsbad-Parantiy .| B, B. & C. L Ry. )| 19.50 |( 1st Januaryd | 18991 122 621 | 1,18 602 1226
system, 19,66 1898. 1000 | 1,66 798| 1,62 779 1677
19,49 1901 99 510 o7 313 858
Barm Loght .. .| Bami Light Ry, (} 1343 1808 25 188 | 230 1718 1898
Co. 13,57 | (1st  January Y| 1899 6 475 298| 2104 2669
(Muin Tine, @ 1. /| 1857 I 1897, 1900 42 aqs | 187| 1378 | 1691
P. Ry) 18,00 1901 80 €13 | 343 | 2037 3250
.. 13,08 1899 8 065 15 1416 181
Rejpipls* . . .[B,B.&C LRy T CE Y i > 0es| 83| 26 847
1 1899 12 ‘
1307 |y 1901 10 080 19 143 223
Gwalior Light* . UG LY Ry,
(Muin lme, I M 2711 || 2lst Decem- § | 1900 |(1)-137 e 14 0h3 053
Ry.) 31,07 ber 1899, 1901 | (})-520 19 0063 062
Birar-Shimoga S.M.Ry. . . { 22,94 } 18t December § | 1900 106 8 167 273
24,01 1899. 1901 17 07 34 142 213
Ssgauli-Rexanl . .|B.&N. W.Ry® .| 10,67 |1st January 1901 | 1901 14 127 83 778 908

# The figures for the gross carnings from interchan
changed trafic wero furuishod by the raflways working or conncoted with tho Branch.
in eolumn 8 havo beon deduced from the gross earnings by Coducting workiag expen’soa calcalated st the“:u;zox(:\:opomon as the workin

bear to its gross carpings, In the case of the Wazirabad-6ialkot and the Awiritear-Pathankot Branches, the proportion o

of the ecommeraial sestion onli, has been tuken, as the :ﬁm for the latter cannot be soparated,

¢ the North Western

The ret earnings as shown
g expenses of the maln line
rallway system, and nvt
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Appendix K,

Statement of Gross Earnings of Railways affected, in year before and year after through
opening of Railways which were calculuted to cause the diversion of traftic from them.

a9

Appendix K.

GROSS BARNINGS OP RAILWAY
AFPEOTED IN YEAR BEFORE AND YEAR
IAPTER THROUGH OPENING OF RAILWAY)

ENTERRD IN OOLUMN (1).
i d .
Railway. D:h:oﬁgﬁe Railway affected |  Year hefoia:”~ i ,Y,ofi aﬂf; |
Mileage | Groes | Gross | Mileage
opon ab | earnings [earnings | open ny
close of [omitting fomitting | close of
year. 000, 000. Year,
1 2 3 4 6 6 7
Bajputana-Malws | 14t Junuary 1881 | E. I Ry. . 1,600 | 4,8504 | 47117 | 1,608
Railway.
(B 1 Ry. . 1,610 | 464,36 | 440,57 | 1,610
l *4,91,41 | *1,610
|
Indian  Midland | 1st Murch 18894 | R. M. Ry. 1,664 | 1,86,14 | 1,7428 | 1,672
Rudwsy, 1
| 22400 | *1,674
B AR R T EE Y
L By.
Bengal-Nagpur | 1st February (| E. LRy. . 1,610 | 440,57 | 49141 | 1,610
Railway. 1691,
G. L I Ry. 1,288 | 3,81,45 | 406,65 | 1,248
(iP.B Ry. . 108 9,97 7,02 108
Sontherun  Punjab | 10th November |
Railway. 1897. Pt *6,08 | *108
|
L N. W.Ry. 2714 | 29441 | 876,01 | 2818
|
Southern Mahrattn !
Ruilway— i
Pouna to Bangalore; 12th  August §|M Ry. . 839 | 86,31 | 95,06 839
1889. |
! I, L P, Ry. 1,988 | 4,10,50 | 8,81,45 | 1,288
|
| *4,06,65 | 1,288
Southern Mahratta,
Railway —
Guntakal to | 7th S«‘ptvmbcr, M. Ry, 839 | 96,24 | 1,03,21 839
Mangalore, 1893. :
|
Enest Coast Rail- !
way— (I M. Ry. | €39 | 1,07,20 | 1,13,39 844
I .
Bezwadn to} 23rd Febmaryd |N G S.Ry. "0 330 3907 40,12 330
Mudras. 1899, |
LS M. Ry. . 1,042 | 506l | 6466 042
Bajputans:Malna |
Railway—
Meheana to|1st Februsey ¢{R. M. Ry..« .| 10672 1,7428 | 2,2400 | 1674
Viramgam. 1801, g ‘ )
B,B. and C. 1, 461 | 1,20,40 | 1,42,44 461
. Ry.
Dhond-Manmad | 17th April 1878. © @, L P, Ry. 1,076 [§2,45,35 | 2,6248 | 1,276
Railway.

Increase
in
milenge
-4

104

5

gain (+)
to railway

affected by
opening of
rallway en.
tered 1n
lcolnmn (1),

3

Omittjng
000.

3 l+36.12

—13,79

j
|

+ 387,04
—11,56
+37,85

+2,01

+ 60,83
+ 26,20
~ 2,95
—3,04
+81,60

+9,75
—29,13

I

—38,93

+6,96

+6,18
+10,0%

+1403

+49,72
+13,04

+7,12

Loss (—)or

§+1

¥

KReManks

tIn 1895 the gross earnings were
Re. 13,18,902. In 1806, that i,
before the Southern Punjab Rail-
way was opened, they dropped to
Rs 9,097,823, and in 1897, still bes
fore the Southern Punjab Railway
was opened, to Rs. 6,06,727. Since
then till 1901 the income romained
congtant, In 1901 1t rose to
Rs.8,60,642. The drop in the carn-
ingg 18 not atbributed either by the
No:th Western Railwav or by the
Folitieal Aweut at Patiala to ghe
opemug ot the Southern Punjab
Railway, and the latter officer does
not cousder that the Southern
Puujub Ratlway 18 responsible for
the loss of revenue of the P. B. Ry.
In 1889, that 18, before the South-
ern Mubratta Bailway had been
opened for more than four monthe,
the Grent Indian Peninsula earn-
ings bad dropped to Rs. 8,70,68,814,
By 1801 they had risen to
Rs. 4,52,55,383, but from that
year thoy kept steadily falling tall
1897 when they were us low a4
Rs. 2,84,32,402 and only recovered
themselves m 1901 when they were
Rs. 4,16,67,453. The fall in the
enrungs wig notdue to the opening
of the Southern Mabratta Railway,
but to other causes.

§ Theae figures represent the groes
earnings of the Grent Indian
Penivsula Railway in 1876, The
figures for 1877, the year immo-
diately before the Dhond and Mane
wad Railway was opened, were
Rs. 8,2774,151, but 1877 wes the

car of the great famine, and the
earnings of that year were abnormal,

® show g figures for thizd yosr after that shown in colump 2 0 g8 to permit of au cstimute being formed of the period during which loss was suffercd.

(%}
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Appendix L,
Appendix L.

statement showing the outlay on railways in India during the past 20 years and the earn-
ings therefrom and the revenues of India during the same period.

RAILWAY EARNINGS
Gross Cupitsl (N LAKHS).
b Intorest (harges Not earnin; e e e
RAILWAY MILEAGE OPKN, tl 1 g8
L * uum:]yn(a?";mmv::'y ' c?clg::l“:ﬁ ::otn Gross Rovonues | Valu of Tmports |  derived from
wholly under p(‘up\tnl outluy at of India and Exports Dutfes ou Exports| Gzoss. NEt.
construction at loso of your for the year, (Total) for the ‘I‘“" Ihmpurta L
Yxan — e —— close of year oppostte which year. or the year. -—-
" opposto which entry appears.
Atoloseof | Incrense over the | CUtFY appears. () (@)
year opportte | year shown in (a)
which entry | line immediately For the year. | For the year.
Wppears. above.
Miles. Miles. Lakhsot Rs. Lekhgof Rs. | Lakhs of Ra. Lakhs of Be, Lakbs of By,

1 3 s s 6 3 7 8 ¢ 10
T R T T T T T or
181 . . 9,894 1,45,68 583 75,68 1,43,50 2,09 13,41 7,28
1891 . .| 17314 7,420 2,341 9,38 80,14 1,95,62 1,51 BT 12T
1892 . .| 17,804 580 2,43,10 9,72 90,17 1,96,83 1,42 28,82 1233
1893 . .| 18510 616 243,54 994 90,57 2,06,08 1,50 24,34 12,78
B . . 18,900 396 2,53,89 10,16 95,19 2,00,26 3,60 6,57 13,52
196« o] 19,885 649 2,61,38 1045 98,87 2,04,89 471 26,27 14,13
1806 . . 20,262 707 2,71,41 10,86 94,13 1,08,12 417 24,41 1317
1897 o . 21,128 861 2,84,03 11,36 96,44 98,96 435 25,60 13,12
1898 . . 22,048 928 2.95,88 11,84 1,01,89 2,10,21 4,50 27,48 14,44
1899 . . 23,628 1,480 3,09,57 12,38 1,02,96 2,18,82 4,38 20,41 1545
1900, . . 24,760 1,232 3,20,92 3,24 1,12,91 2,2741 4,69 31,60 16,47

]
1201 . . 26,873 613 3,41,67 13,67 1,14,82 2,45,71 - 8,66 17,90

(o) Finsnclal yoars,
Mo1x.=~The Statement has been compiled from the following Bonrees =
Column 8 from Appendix 4 to the Administration Roport on the Railways in India (1001},
» 4from Appendix 7 ditto ditto ditto (1901).

Columus 6 and 7 wero compiled {row the Trade and Nnvlgnﬂnn Reports from 1881-1882 ; Financial and Commercial Statistics of British India from 1881-1882
and the Financial Statement for 1903-1903 publisbed in the ** Gazette of 1ndia ** Extraordivary of 8th March 1603.
Column 8 from the Fiuance and Revenue Accounts of the Goverument of Indla, The figures are given in £ for 1881.1882 and Bx rom1391-182 to 1898-1899,
and have been converted to rapees at par They exclude oustoms revenue fiom salt throughout and churges for collection of salt revenue up to
1899-1894 but include the latter from 1894-1805.

,  9=Rigures for 1861 apd 1871 from Appendix FF to the Administration Report on the Railways in India (1881-1882).

Ditto 1881 and 1801-96 from Appendix 7 ditto ditto ditto (1901).
Ditto 1807 and 1901 ditto 12 ditto ditto ditto (1801).
» 01— Ditto 1861 and 1871 ditte FF ditto ditto ditto (1481-1883),
Ditto 1851 aud 1898 ditto ditto ditto ditto (1882-1888 to 1897-68, Part I),
Ditto 1807 and 1801 ditto 12 ditto ditto ditte (1001),
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Appendix M.

Railways (Ireland) Act, 1896.
[59 & 60 Vrcr., Cu. 34.] A. D, 1896

ARRANGEMENT OF SECTIONS.

Section,
1. Advance by Treasury.
2. Order in Council confirming agreement.
3. Certain provisions of Tramways (Ireland) Acts not to apply to projected railway.
4. Limitation on amount of advance and provision of money by National Deht Commussioners.
5. Power of owner to grant land or advance money for a light railway.
* 6. Entry on lands.
7. Provision in case of default in working of undertakings.
8. Application of general Railway Acts.
9. Provision for the estahlishment of lines of steam-boats, coaches, ete,
10, Presentment in aid by grand jury.
11. Power to make rules,
12. Definition.
18. Short title and construction,

ScCiEDULE,
CHAPTER 84.

An Act to facilitate the construction of Railways and the Establishment of other
means of Communication in Ireland, and for other purposes incidental thereto.
[ 14th August 1896. ]

Be it enacted by the Queen’s Most Excellent Majesty, by and with the advice and consent
of the Lords Spiritual and Temporal, and Commons, in this present Parliament assembled, and
by the authority of the same, as follows ; that is to say +—

1.—(L) Where il ix certitied to the Treasury by the Lord Lieutenant that the making Advance by
of 3 railway under this Act 1% necessary for the development of the resources of any district, hut 7wy
that owing to the exceptional civcumstances of the district the railway could not he constructed
without, special assistance from the State, and the Treasury are satisfied that a railway company
ecisting at the time will, if an advance is made by the Treasury under this section, construct,
work, and maintain the railway, or work and maintain the railway when constructed, the
Treasury may make such agreement with the railway company as is authorised by sub-section
one of <ection four of the Light Railways (Ireland) Act, 1589, and may, subject to the hmitation 52 & 53 Vict., c. 66.
of this Act as to the amount to be expended for the purposes of advances, agree that the railway
he aided out of public money hy an advance under this section.

Provided that—

(a) the Treasury shall not make any such advance unless they are catisfied that land-
owners, local anthoritics, and other persons locally interested have, by the free grant
of land or otherwise, given all reasonable assistance and facihties in their power for
the construction of the railway ; and
(8) savemthe case of a railway which will be situated wholly or mainly within a congested
districts connty, as defined by the Purchase of Land (Ireland) Act, 1891, an advance 54 & 55 Viot.. c. 43
shall not exceed one-half of the total amount required for the construction of the
rathway.

(2.} An advauce under this section may he a free grant or a lean, or partly a free grant
and partly a Joan.

(3.) Any loan for an advance under this section shall he made on such conditions and at
euch rate of interest as the Treasury direct.

(4.) The Board of Works may examine any surveys, maps, plans, and estimates for the
cowstruction of the railway submitted to them, and if they consider that those submitted cannot
be made satisfactory, or if any alterations which they may suggest therein are not accepted, the
Roard of Works, if authorised by the Treasury, may themselves make or procure the same.

(8.) In the case of a railway which will be situated wholly or mainly within such congested
districts county as aforesaid, if the railway company do not agree to construct the railway, the

Board of Works may, with the sanction of the Treasury, construct or contract for the construes
tion of the railway. .
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Appendix M—contd.

A. D. 1896,

(6.) For the purposes of this section the Board of Works shall have all the powers conferred
by the Lands Clauses Acts on the promoters of an undertaking.

(7.) All costs and expenses necessarily incurred hy any Government department or officer
Under this Act shall be paid ont of the money provided by this Aect.
Order 1n Council 2. Where such agreement as aforesaid has been made by the Treasury with a railway
;G:"?t‘"‘llng "7 company, section five of the Light Railways (Irelad) Act, 1889, shall apply with the following
52 & 53 Viet, ¢, 66. modifications : —

{«) The Order in Council mentioned in the said section five may authorice the construction
or reconstruetion and maintenanee as part of the vulway of any prer, quay, or jetty,
and may empower the railway company or the Beard of Works to enter mto all
contracts and agreements necessary for carrying the order into effect :

(¢) The Order shall set forth the tolls and charges for passengers, ammals and thing.
conveyed ou the railway :

{¢) When the Treasury have agreed {0 make an advance as a free grant, the Crder may
make provision as regards any district that during a pericd not exeeedme ten
vears, to he fived by the Order, so much of the ralway as is in that distriet shall
not be assessed to any local rate at a ngher value than that at which the land
occupied by the railway would have heen assessed 1f it had remained in the con-
dition in which 1t was immediately hefore it was acquired for the purpo~es of the
railway. The Order may authonse the Lord Lieutenant to extend any such period :

(d) The Order may “upon the application of the Treasury be altered or added 5 by an
amending Order madein hike manner and subject to the Like provisions as the
onginal Order.

:f‘"}j;;f"nl"“;‘:i*i”"s 3.—-:(1.) W here an agreement under this A'(-t has l)(“cn entered into, the following provisiong

(Ireland) Acts not  Of the principal Acts shall not apply 1o the projected railway : (that s to say,)—

ro apply to pro- The provisons 1elating to the procedure for obtammg the approval of the undertaking

rected railway. by any grand jury, mumcipal corporation, town, or ofher commussioners, and for
ohlaining a guarantee, and relating to all procecding= prelimumary thereto :

The provisions relating to tolls and rates of charge :

The provivons relating  to deposits or other security for the completion of the

undertakimg -

The provisions conferring powers and imposing dutics on the county surveyor,

(2.) For the purposes of this Act there shall he substituted for the provisions aforesaid
such regulations as may he made by the Lord Licutenant in Connetl under this Act.

Limitation on 4.—(1.) The total amount advanced by the Treasury under this Act shall not at any one
amount of advance

o sxeeed five hundred thousand pounds,
and provision of time exceed five hu ) 1

money by National (2.) The Natwnal Debt Commissioners mav, ont of any money for the time being in {heir
Debt hands on aceount of savines hanks, lend to the Treasury, and the Treacury may borrow from the
Commissioners. ;

National Debt Commissioners, such money as may he required for the parpose of advances by
the Treasury under this Act, on such terms as to inferest, smking fund. and period of repay-
ment (not exceeding thirty years from the date of the loan) as may he agreed ou hetween the
National Debt Comnussioners and the Treasury.

(3.) The sums so lent hy the National Deht Commissioners shall be  repaid out of money

provided by Parhament, for the purpose, and if and so far a~ that money is insufficient shall Le
charged on, and payable out of, the Consohdated Fand, or the growing produce thereof,
Power of owner to 5.—(1.) Where any person has power, either by statute or otherwise, to sell and convey
ﬁsavz;l‘;"i‘::w for any land for the purpose of any works of a railway under this Act, he may, with the sanction
s light ratway.  of the Board of Works given under this section, convey the Jand for that purpose either with-
out payment of any purchase money or compensation, or at a price less than the real value, and
may so convey it free from all encumbrances thereon.

(2.) Whenever any person who is a landowner within the meaning of the Tmprovement of
Land Act, 1864, contnbutes any money for the purpose of any works of a railway nnder this
Act, the amount o contributed may, with the sanction of the Board of Works given under this
section, he charged on the land of the Jandowner improved by the works in the same manner,
and with the like effect, as in the case of a charge under that Act.  ~

(3.) The Board of Works shall not give thewr sanction under this seet'on unless they are
atisfied that the works for which the Jand 1s conveyed or the money is contnbated will effecs
a permanent imcease n the value of the Jund held by the smme title or of other Tand of the

27 & 28 Vich,
c. 114
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same landowner exceeding, in the case of a conveyance of land, that which is, in the opinion of A, D. 1896.
the Board of Works, the real value of the land conveyed, or the difference between that value _
and the price, as the case may be, and in the case of a contribution of money the amount con-

tributed : Provided also, that if the land proposed to be conveyed is subject to incumbrances,

the Board of Works, before giving their sanction under this section, shall cause notice to be

given to the incumbrancers, and shall consider the objections, if any, raised by them,

6.—(1.) The Board of Works or any company authorised to construct a railway under Entry on lands.
this Act, with the consent of that Board, may, before the arbitrator has framed his draft award,
enter upon any land, which they are by any Order in Council made under this Act authorised
to take, without making any deposit in the bank.

(2.) Where any such entry is made the Board of Works shall pay to the persons entitled
hereto the purchase money or compenation agreed upon or awarded to such persons pursuant
to the Lands Clauses Acts in respect of the lands so entered upon, and those Actsas amended by
this section shall apply accordingly.

(3.) Where any Order in Council under this Act incorporates the Lands Clauses Acts the
award of the arbitrator under those Acts shall be final, and the provisions of those Acts with
respect to traverses shall not apply.

7.—(1.) Where any railway constructed under the principal Acts or this Act has been Provision in case of
aided out of moneys provided by Parliament, the Board of Works may at any time (whethe® g;f;;éte;&mrékrg
tho undertaking has become the property of & grand jury or not) appoint an engineer or other
fit person to inspect and report upon the condition of the undertaking, and the working,
maintenance, and development of the same,

(2.) If such engincer or person reports that the undertaking is not efliciently worked
maintained, and developed, the Board of Works shall make a report to the Lord Lieutenant,
and the Lord Lieutenant in Council, after giving all persons interested an opportunity of
being heard, may, if satisfied that the undertaking has not been efficiently worked, maintained,
or developed, make an order appointing a manager or receiver of the undertaking for such time
and with such powers as may be specified in the order.

8. The enactments mentioned in the schedule to thiy Act shall not apply to a railway A‘)plic.afion of gene-
authorised under this Act, cxcept so far as they aro required by the Board of Trade to be incor- Sallmay Aoks.
porated, or applied by the Order in Council confirming an agreement under this Act.

9. Where it is cortified to the Treasury by the Lord Lieutenant that the establishment of Provision for the
any of the means of communication mentioned in this section is necessary for the development f?,:z:ﬂlﬁmﬁ.%ﬁm
of the resources of any district, but that owing to the exceptional circumstances of the district cooches, ete. ’
such means of communication could not be established without special assistance from the State,
the Treasury may authorise the Board of Works to enter into an agreement with any person
for the establishment and maintenance of any line of steam-boats, coaches, carg, carts, or other
vehicles moved by mechanical power, or otherwise, and to construct or reconstruct and maintain
or contract for the construction or reconstruction and maintenance of any pier, quay, or jetty,
or the immediate approaches therelo, or any structure necessary for the proper use thereof; and
the Treasury may, out of the money provided by this Act, make free grants in aid of any of the
above purposes,

10. Apy grand jury may, subject to rules and regulations under this Act, present any Presentment in aid
sum of money in aid of any railway or other means of communication, or any accommodation by graad jury.
work constructed or established under this Act; and section twenty-threc of the Public Works 1 & 2 Will, 4,
(Ireland) Act, 1831, and section ove of the Grand Jury (Ireland) Act, 1853, shall apply to Ses 17 vies,
such presentment, with this modification that the half-yearly instalments for repayment of any ¢ 136.
sum to be expended may be at a rate of not less than four pounds per cent. per annum on such
sum.

11.—(1)) The Lord Lieutenant in Council may make rules and regulations for the purpose Power to make
of carrying this Act into effect and for regulating the procedure thereunder: Provided roles.
that the assent of the Treasury shall bo necessary in the case of any rule or regulation
affecting the expenditure of money provided by this Act.

(2.) All rules and regulations under this section shall be laid before Parliament.

12. In this Act, tmle‘ss the context otherwise requires, the expression “ railway ” includes Definition,
light railway or tramway, and where provided by an Order in Council any pier, quay, or jetty
used in connexion therewith, ‘

2
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AD. 1596, 13. This Act may be cited as the Railways (Treland) Act, 1896, and save where the
Rhort bith . con- context otherwise requires, shall be construed as one with the princijal Acts, that is t‘o suy, the
steuction. Transfer of Ratlways (Irelaud) Act, 1890, and the Tramways (Ireland) Acts as therein defined,
558 55 Vil and the Tramways (Treland) Act, 1893, and those Acts and this Act may be cited collectively

.2 ' as the Tramways (Ircland) Acts, 1860 to 1806,

53 & 69 Viet,,
¢ 20

Note by Mr. Thomas Robertson,

The money provided for in this Act was hypothecated for a period of years and by
arrangement with the Treasury placed at the disyosal of the Board of Public Works for the
purposes named in this Act, they drawing on the National Deht Commissioners for instalments
irom time to time as they required them in connection with the preparation of the works.

SCHEDULE.

Sedtion S

ENACTMENTS RELATING TO SAFETY, LTC.

Scetton and Chapter. Title or Shart Title. Enactments referred to.

81 & 32 Viet,, ¢. 119, The Regulation of Railways Act, | Scctions nineteen, twenty, twenty-
1868, two, twenty-seven, twenty-eight, and
twenty-nine,

41 & 42 Viet., ¢, 20. The Railway Returns (Continu- | The whole Act.
ous Brakes) Act, 1878,

52 & 53 Viet.,, ¢. 57, The Regulation of Railways Act, | The whole Act.
1889,

1
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Statement showing rolling-stock lighted by gas on Indian railways
on 31st December 1902,

Number

Number

Roilway. fittod. w): :lgt;u ng(:;fld
T T - 2 3

Astam Bengal . . . . 171 178
Bengal Nagpur . . . . . o (a)485 666
Bomlay, Barods and Central India . . 404 418
Butma . . . . . . . . ) 18 863
Eustern Bengal (5 67 . . . . 407 453
Fastern Bengal (37 3') (¢) . . . . 402 413
East Indian o . . . () 1,198 1,665
Cieeat Indian Penivsula . . . . 1,339 1,543
Hyderabad-Godavan Valley . 81 131
Madras o . . . . 751 1,008
Nizam's Guaranteod State B . 121 182
North Western . , 1,108 2,000
Oudh and Rohilkhand . . . 598 802
Lajputana Malwa . . o Te 1,678
South Indian . . . . (h) 91 899
Southern Mahratla . . . . . 934 966
Yt ng‘ut . . . . Nil v
v'engal and North-Wistern . » s
Viengal Central o . . . . ,, ee
Hengal Dooars o . . . " e
Lengal Dooars Extensions . »
Bhavnagar-Gondal-Junagad-Porbarlar ' e
Coochi Behar . . . . . . e
Darjeeling-Himalavan . . »
Deoghur . . ” vor
Dibru-Sadiya . . o
Gackwar's Dabhor . . . ”
Gwalior Light , . ”
Howiah-Amta ., . ”
Howiah-Sheakbala . ” e
Jodhpur-Bikaner “ e
Jorhat . »
Morvi . . . . . . . . » ver
Nilgiri . . . . . . » v
Nowshera-Dnrgat . . . . . M e
Parlakimed: Laght . . »
Powayan Light . ¢ . . . » oe
Raipur-Dhamtari . . . . . »” "
Rujpipla . . . . . . . » e
Ranaghat-Krishnagar . . . . . » e
Rohilkund and Kwmaon . . . . »” e
Tarakeshwar-Magra o . . . . . " e
Tezpur-Balipara . . . . . . ” .

* 'Thatdn-Duyiuzaik Inght . . . . . »
Udaipur-Chitor . . . . . . » ves
West of India Portuguese . . e . " o

Porcentago
uf eolunn
2ond

9607
72:93
9665

161
89 85
9734
71-95
84:84
6183
70°32
6648
5301
466

463
1012
9668

REMARKa

(a) 1 lighted by clec-
tricity.

(h) Lighted Ly elie-
tneity.

(¢) Excluding  Dacea
section and Kauna-
Dharlla branch.

(d) 3lighted by leo -
fricity.

222
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Forms of Risk Note in use in England and India.

INDIAN FORM.
Approved by the Governor General in Counoil under section 72 (2) (b) of the Indian Railways Act, IX of 1880.)

(To be used when the sender elects to despatch at a  Special reduced ” or “ Owner's risk " rate, artioles or
animals for whioh an alternative “Ordinary " or “ Risk acceptance " rato is quoted in the Tariff.)

WaBRBAS the consignment of

tendered by '1:;:' as per

Forwarding Order No. _______of this date, for dospatch bythe —_ rajlway administration
or their transport agents or carriers to station, and for which ,,l, have received RailwaY

Rocoipt No. ———__of same date, is charged at a Spocial reduced rate instead of at the ordinary tariff rate
chargeable for such consignment ; '-'I;, the undersigned, do,in consideration of such lower charge, agroe and
undertake to hold the said railway administration and all other railway administrations working fn con-

nection therewith, and also all other transport agents or oarriers employed by them respectively, over
whosa railways or by or through whoso transport agency or agencies the said goods or animals may bo carrled in
transit from . station to station harmloss and free from
all responsibility for any loss, destruction or doterioration of, or damage to, the said consignment, from any
cause whatever, before, during, and after transit over the said railway or other railway lines working in con-
nection therewith or by unz other transport agonoy or agencies employed by them respectively for the carriage
of the whole or any part of the said consignment.

Bignature of sender
Wirngss.
(Signature) Father's name
Rank or
Residence) : {Caste.____....__-Agﬁ
Wirnzss.
(8ignature) Profession
( Besidence) Residence__
ENGLISH FORM.
FOR (Owner’s Risk Consignment Note).

éonsigﬁment Note.

For Perishable and other Merchandise carrled by Passenger train or by other similar gervice to be carried at
Reduced Rates at Owner’s Risk.

Thoe. - .-Railway Company hereby give notice that they have two rates for
the carringe of the undermentioned merchandise, at elther of which rates the said morcham!lsq may be consigned
at the Sender’s option ; ono, tho ordinary rate, when the Company take the ordinary liability of & Railway
Company ; the other, a Reduced Rate, adopted whon tho sender agroes to relieve t];e Company and all ot}mr
Companies or porsons over whoso lines the merchandise may pass, or in whose possession the same may bo during
any portion of the transit, from all liability for loss, damago, misdelivery, delay, or dotontion, except upon proof
that suoh loss, damage, misdelivery, delay, or detention arose from wilful misconduct on the part of the
Company's servants.® .

To the s e eenn eemeemmeesstmsnermasts sesrestesesssRRSSF RSt erena Railway Company,
. et ceeen e Station,
189
Roocoive and forward the undermontioned Moerchandise, to bo carried at the Reducod Rate, below the
Company's ordinary rate. in consideration whoroof I agroe to reliove tho ... . -
Railway Company and all othor Companies or porsons over whoso lines the Morchandis may pass, or in whose
seoesion the same may be during any portion of the transit, from all liubility for losy, damage, misdelivery,
K:lay, or detontion, ezcept wpon proof that such loss, damags, misdelivery, delay, or detention arose from
w0ilful misconduct o the part of the Company's servants.®
And T also agroo to the conditions on the back of this Note. (See at back.)
This Agreoment shall be deemed to bo separately mado with all Companies or persons parties to any through-
rato under which the Merchandise is carried.
Signature of Sender or his Representative
Address

Fach Company to introduce at the foot of this Form whatever columns may be necessary to meot its own
requirements,

© Th o italleised poxtion marks the difference betwoen the Evglish and the Indisn ccnditions,
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GENERAL CONDITIONS ON ENGLL3IL FORM.

Nore.—The Gieat Contral Company adopt the wards “from whatever cause arising ™ in liow of « axoept
upon proof that such loss, damaye, misdelivery, delaw or detention’ arose from wiljul misconduct on
the part of the Compony's servants.”—(Jomns, Sept., 1894.)

GENERAL CONDITIONS.

1.—The Company will not boe liable for loss of or injnry done to anv morehandize, matters or things
deseribod in tho Carriers Act, 1830, unlows tho putionlw articlos and le.vulno tacereot be declarod, and an
increased charge over and above the chargs for carringo bo paid as compon-stion for the risk inonrrod.

2.—In rospoct of any animals, luggage or morehandive booked through by them or theiv Agents for con-
voyanco, partly by railway and partly by ses, or partly by eanal and partly hy' son, the Company shall bo exemptod
from liability for any low, damage or delay which may arisv during the carriage of any ruch avtunls, luggage,
o werchandi-o by soa, from tho act of Gud, the Quevn's onewies, fire, accidents from machinery, boilers, and
«team and all and every othor dangers and accidents of tho »oas, rivers, and navigation of whatever nature and
Lind ~oever, iu the «amo manno as if the Company has signed and delivered to the Cousignor a bill of lading
containing such eondition.

3,=No claim in respoct of merchandise, for loss or damngs, during ithe tran-it, for which the! Company
may bo liable, will bo allowed unlosy the <ame bs mads in writing within threo days after delivory of the
wierchandise in rospeot of which the claim is made, such delivery to bo considered vomplete at the termination
of the transit u~ specifiod in the next Condition.

4.—The tran-it shall in no case extend boyond (a) tho timo whon merchandiss carted by the Company ix
unloaded or tondered at the address to which it is consignod; or (h) the expiration of 24 hour. after notice of
arrival of the merchandise, posted by the Company, i due for deliverv to the Consignee in the ordinary conrse
of post, ot notice of arrival is given to him por onally or delivered at hi. addro.+

3.—-After the termunation of the transit a+ defined in Condition 4, the Compuny will thenceforth and supe
juct to thewo eonditions hold the merchandise as warehou-emen, subject to the u.uul charges.

6.— Aftor the termination of the transit, merchandiso carried or conveyed by the Company will be subject ir
addition to the charge for carriage to farthor oharges for demuriage of 3s. por teuek per day, and ls. per sheet
per day. or in the case of wuoh merchandise as is unloaded from the trock, to rea onably chargos for vent am
wrsiees performed, untal 1t i removed from the Company’s premises ; and simidar charze. will ba modo with
vepeet to merchandiso the delivery of which cannot bo effectod by the Company, in con equ nee of 1ucorrect
«r invuflivient addres~.  Provided that no ~uch ¢hargos shall bo made if the Cowmpany have not given proper
opporturaty for the removal of the merchandive or thy dischargo of the truck.

When spocially constructed trueks aro u-ed 8. por track por day domurrige will be charged on trucks con-
stiueted toemry 15 tons and under 20 tons, 135, por travk por day on tracks capible of carrying 20 tons and
under 30 ton-, and 20s. per truck per day on tracks capable of carrying 3J ton- and above.

7.—Consignors ordering truck- and failing to load and order them away within 24 hours after such trucke
shall be ready for loading ab the station or siding to wiich they wory orderad, will be ubjeet to charges of

3. per tenek per day and ls. por sheet por day for domuirage, for every day or fiaction of  day they shall
be detained afier the expiration of such 24 hour-.

When ~pecially constructel trucks aro ordered s, per truck por duy domuriage will b charged on trucks
constructed to carry 15 tons and undor 20 tons, LZs. por truck por day on trucks eapable of cavtying 20 tons
amd undor 39 tons, and 20s. per track per day on truoks vapable of carmying 80 tons and nhove,

8.—All merchandise deliversd to the Company will bo received and hold by thew subjoct to a len for
money due to them for the earringe of and ather charge: upon such merehandiw, anl alo tua general lion fo
any other monuey. dus to thom fiom the owners of anch morehandise upon any account, and m eavo any uch lion
is not ~atisfiod within s reasonable tumo from the date upen which the Compiny hr t gwo notize to the owners
of the morchandise of tho exerci-e of the rxame, thy merchandi.e may be wold by the Compiny by avetion or
ctherwise and tho proveeds of ale appliod to the sati-faction of overy such lien and expunso-,

9.—All perishable articles rofused by the Consignoo, for at the placo to which they ure consigned ; or con-
nigned to a place not known by the Company’s agents or servant s, or insufficiently addres-ed, or not paid for and
tuhon away within s reasousbly timo uytur arrival, 1f addresed to be kept (ill callod for, 1aav bo forthwith sold
by auction or otherwise, without any notice to Sendor or Conaignoo, and payment or tender of the net proocods
of any such <als aftor deduction of freight, sharges and expensos shall bo accopted as equivalont to delivery.
10.—The Corpany will not be Liable for any lows of market.

11.—The Comp.mdy will not be liable for any indirect or consequential damagos in respoct of morchandise
lost, injurod or delsyed.

12,—The Company will not be liable for any low of or damage to, or delay of mershandise ro-ulting from
its being not properly protected by packing.

13 —The Compiny will not be liable for anv loss of or damage to, or delay of merchandise resulting from
its bemg not properly or not safficicntly addressed.

13.—The Company will not bo liable it merchandie is lost, injured, or delayed owing toa defectin a
wagon not belonging to or provided by the Company, unless ~uch defect aross from tho neglaot or default,

of the Company or their scrvants, or unless tho Company or their servants were guilty of negligence in not
discovering such defect.

15.—1In respect of merchandise consigned to places beyond the limits of the Company’s freo ddivary, the

re.ponsibility of the Company will cease when such merchandiso has boen delivorod over to another Carrier in
the usual cour«e for delivery,

16.—In all cases where tho Company’s chargos are not prepaid, tho merchandiso is aceopted for earriage
only upon the condition that the sonder remnins linble for the payment of the amotmt duo to tho Company,
or thy carriagy of such 1erchandice without projudios to the Company’s rights, ¥ any, agaust the Consigneo or
any othor per-on.

27 —Iu respect of trafio of every description which loses weight in transit threagh drainage, ovaparation,

o{ B‘a;_ny cause beyond the Company" control, carriage <hall bu paid upon the weight ascertained at ‘the wemding
L NN
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cines, coaching and goods vehicley

under repairs on ¢ach railway in India during the year 1901.

ENoINEs, CoA0ING 8TOCK. | Goons srouK.
— o : —
T | e R | e TR e e T
- | outotal, Palrs | on totul, TS o botal,
Assam Bengal .. 83 465 877 | 172 1916| 11'14 | 1,266 7596 605
Barsi Light . . . 5 100 | 2000 7 100 | 14729 62 150 242
Bengal and North-Western | 176 1731 989 | 667 { 6909 886 | 5,997 13159 219
Beugal Central o7 | 500 1832 | 111 450 405| 5000 3200 | 640
Bengal Dooars . 4] TO0O| 200 21| .. " 110, 40)| 364
Bengal Dooars Extensions 6 100! 1667 | 34 . 2220 450 | 203
Bengal Nagpur (@) . .| 177 | 3877 | 1908 | 651 | 7019 | 1078 | 5,092 13910 ' 272  (a) Excuding Dhasn-
Bhavnagar-Goudul-J unsgad- ot fitaach
Poirbandar . . 033 678 | 2035 | 196 ) 1323 676 040 3118 332
Bombay, Baroda and Central
Jondia . . . .| 188 | 8350 1782 | 491 | bH450| 1110 4,934 20160 4:08
Burma . . . .| 206 240 1209 | 837 | 12248 1163 | 38000 33953 | 81
Cooch Behar . . . 3| 074 21v67| 16 177 | 1106 67 229 312
Darjeeling-Hiwalayan .| 1i 100 714 76 &00 | 5261 2120 600 283
Dibru-Sadiya . . .| 22( 426) 1932 60| lla4| 1907 919 3639 396
Eastern Bengal (3767 o 118 1070 | 16770 | 450 | 6571 | 1214 | 2,400 16323 684
Enstern Bengal (3' 33) 11| 1864 | 1679 | 11| $016| 1669 | 2.864) 15440 539
Eastern Bengal (2' 67) 10 1391 1390| 31 1:88 547 206 1019 496
East Indian . o 820 9900 | 1194|1635 | (9950 | 1300 | 16,411 74007 451
Gackwar's Dabhoi - 8 200 | 2500 38 060 132 194 700 361
Great Tndian Peningula
. . } 762 | 172:00 | 9287 12,247 | 25000 | 11'13 {10,212} 67800 604
Indian Midland . .
Hyderabad-Godavari Valley | 36 2941 80| 88 4:26 | 4841 B9s| 1317 220
Jamnagar . . . 4 e 20 270 | 1038 104 337 324
Jodhpur-Bikaner 40 717 1792 138 877 6:36| 582 T46 128
Madeas (3) . . .| 174| 3850 | 2213 702 | 6200| 883 3,365 176:00 523 i (b) Cxeluding  Nilgin
Madras (North-East line) .| 68 760 | 1298 | 216 | 3750 | 1736 | 1,162 6750 499 ?;}lovxv‘:?’atfgng:?t‘.
Morvi . . o 8| 2oo| 20| 52| 1050| 2019| 119 880| 799 sratl
Mysore . . . .| 42| 790| 1881 212| 3203 | 1610| fos| 4397 | 698
Nizam's Guaranteed State 64| 1417 | 2624 188 1969 | 1473 987| 4820 488
North Western . 676 | 106:38 | 156°74 | 1,567 | 25101 | 1344 |11,818/1,967°76 | 1865
Qudh and Rohilkhand . 175| 1981 | 11'32| 649 | 4797 739 | 4,671 9518 208
Rajputana-Malwa . .| 428 | 10566 | 2469 |1,867 | 13902 839 | 7,102 28781 4056
Rohilkundand Kumaon (o) | 81| 330 | 1065 | 162 | 1993 | 1311 | 866 65483 633 | (¢) Excluding Puwaian
Light railway for
Southern Malratta . .| 177 | 8476 | 1904 | 749 | 12636 | 16:85 | 4,053 30785 7-60 which  informa-
SuthIodin . . .| 28| 77| ves| o31| 10305 | wor | agse| mmson| wes| e
Udsipur-Chitor . 3 016 §00 | 20| 364 1362 35| 260 743
N.B.~Information for Dooghur-Jozhat, Howrah-Amts, Howrah-Sheakhals, Tespur-Balipara, Ranaghat-Krish sud Twrakeshwar-Mogra railways 14 not

available,
.
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Statement showing number of Stations on the several Railways in India which are
supplied with special Block Instruments for working trains.

NuMub® 0P Brarions miTren with BLock INSTKUMENTS AT CLONE OF YEAR,

1902,

1884, 1900. ‘ 1901 !
|
PRSI [ e —
i | ,
! Peroent- | Percent- | ; | Perccut-
Nawme ot glway. ‘[Numbcr Porvv;"\ft- Number | age of | ! Number | age ot . Number | nw»n}
Number| (e :‘“fhm J|Number| supplicd | stations Number wupplied | stations Namber supplied | stations
ot |l | Seenntied] . Of with | suppliea | of .+ with fsupplled | of with | suppiled
»tations Block mp{h tations ’ Blook with ;ulmium; Block with stations  Hidek with
on Instru- B‘Y-Iwk on lme | Instra- Block on line | Luxtra- Block  onliso. ' Jnutru- | Block
lino monts. nstru- | ments, Instru | i ments Ingtin. 4 ments Tustrue
| : :onl- | ments. | | meuts. | ments
) | |
—_ PP —_ e
R | ;7 ,
Hengal-Nagpur ol oBs 12 gg | 10 : 8 STy w12 588 | 28 12 550
| . L e
: , i X " y
Bombay, baroda and Central | 124+ 17 6010 | U6, 6 205 151! n 099 i 1% ! % 4935
India H | | |
Ditto,  Rajputana-Malwa !‘ . ; i | W6 3 ! 117
Seetion i ] k | ! |
Enstern Bengal Statc . | | : 205 : 2 i 098
Last Indian— + . 261 P o | 3 2 060 | MO IS 1 B % ]‘ 2000
. Lo o
Lo [ |
! { ; !
| | | ! |
| Lo |’ |
; | one
Great Indwn Pamnsala o | 918 28 | 10000 | 231 281 1 10000 231 : 21| 1000 ; 232 202 ’ 100 00
| ' ! i
! : | |
| ! | ‘
Ditto, [udian Midiand Sec- i s - I T I 1 9%
tion, . y
. i ; |
Madras I ol T | 19 100 ) 81716 1 212 ; 40 | 5147 [ 284 148 | 5211
: s i
1 < e
' i
i |
1 .
: | | |
South Tndian o 166 0 602 | 118 A s ! 180 A we | 29 2l | 1005
b ' I
Southern Mahratta 215 100 4739 211 105 197 ar o105 197 | 225 104 4622
' ! N 0
As3am-Lengal . . | i 8 ! i
Barsl Light o« . ! | - ! 4 !
pengal Coutral o . i i 2 i |
Heogal Dovars .+ ; . | 2A g
Bengal an1 North-Western - | ! ; 208 :
Bhavnagar-Gondal-Junngad- i . 1 L6 5
Porbandar. ) ! i i
Barms .+ . ; . 186 I
|
Caleutta  Port  Commis- : | 4 i
glonery’, ! ! i
Darjeeling- Himalayan . i 1 .
I |
Deoghur . . . i 2 |
!
Dibza-Sadiya . . . i 17 i E
Howrah-Amta . . " . )t} "
Howrab-8heakhala N " . . 12 .
Jodbpur-Biksuer . . 42
Jorbat . . . - " " . 7
Morvi - . 15 -
Nizam’s Guarantoed Btate , v “ 8
North Western State Lo 500
Oudh and Rohilkhand Stato . " 156
Ranaghat-k rishnagar . . 8 “
Rohilkband and Kumaon . . " 58 “
‘Tarakeshwar-Mogra . . 18
‘Tezpur-Kulipara . e " “ 8 “
Thatén Duyfnzbik . . " " 2
Udatpur-Chitor ., " . - " - 1
TomaL . e - " 39812 588 1758

Namc of system ewployed
m 1802, .

1"’1"0'3 Tablet, Dulton’s
lnlilat, Webb and Thomp-
son’s staff, Winter’s block.

Precve’s  block Syke’
block v TR
Sykc’s  Jock and Bk

instruments,

Tyre's Tablet.

Pryee and Ferreira’s Double
line with sutomati lock
and block,

Ditto  without  ditto.

Tyre's No 6 pattern-tablet
instruments,

Ditto new automatie ditto,

Preece’s amgle wire sema-
phores,

Neal's voucher block.

Preece’s single wire sema-
phores.

Winter's Block Inetruments
with eleotrically inter-
locked  startng  sema-
phares,
Ditto

Theobald’s train key,

without ditto,

Winter's antomatie tichet
iskutng wstruments.

Winter’s black, Webb and
Thompson’s  staft, Theo-
bald’s tramn key,







Appendix R,

Appendix R,

§tatement showing the number of stations on the several railways in India at which the
points and signals are interlocked.

NouBES up RTATIONS AT WIIOR POITTH AND RIGNALY ARK INTERLOCKED AT OLOKE OF THE YRAS

1899,
Name of raiway, Numbher Pma":'
‘ a0 0
Number |t "':l‘o."" atxflelo‘nn
of "l': 1¢ 3| aupplled
atations W‘“ v ‘]"’ with fo.
on line, .:eﬂm:r‘ terlocking
apparae
. locked tus.
Bengal-Nigpur o o« of 136 37 221 |
Bhavnagar-Gondal-Junagad- “
Porbandur,
Bombay, Barods snd Contral 1 124 € 1613
India, '
4 |
| !
Ditto, Rajputana-Malwn [ 263 9 341
section, J |
i
|
|
Burma . . . o G 2 12,
. i
Bastern Beogal . o . 185 | 11 58
| . E
|
Esstlndian o . .| 281 3 103
|
i
|
Great [ndian Peninsula 218 2% mou’
1
dsnMdland . . .| 18 1| 9m
Madrs . o o | I8 2 2561
Nizam's Guaranteed State . 58 uoun
North Western .+« 45 15% 3414 ;
' I
| i
Dudb and Rolutkhand » o 21} Nl s,
| i
i
Zouth Indisn . . 166 ! 6 361 i
1
I
Amam-Bengal o .
Barsi Light .
Bengal Contral .+«
Bengal Dooars .« -
Bengal and North-Western .
Calcutta Port Commussioners’ A

Darjecling-Himalayan .
Deoghur
Dibru-Sadiys

. . . .

Howrah-Amta . .

Howrab-Sheakhals

o
Jedbpur-Bikaner . . .
Jorbat e e
Morvi, & & o
Bouthero Mahratts
Ravaghat-Krishnsgar

Robilkond and Kumaen .

Tarakeshwar-Magra o+

Yespur-Balipara s . .
Thatdn-Duyfnzkik ., .
Vaulpur-Chitor « o

TomL

1000,
. Percents
Number
{
Number®! “';“""l"' a?alxi(:)lm
of |8 w‘nc ¢ fuppliod
Btationn |mxiu 8 ’1‘"( with in-
on line. .:0“1';’1';_ terlocking
appara-
locked | “FPu
140 43 07N
!
oA 1R
! | ‘
i .
1 !
|
2 100 301,
| ' )
] I
175 | 2!
| | '
i ‘ ,
m, u' 8,
| !
| |
| i :
ORI T 13
|
l !
21 # 0¥
A
' |
12 ;o 91!
i {
; |
wl ow 2se!
|
2] 7 | 303
461 1651 3579
i 1
i i
154 o 0n
|
e [
.
1 6 ‘ KR

lonl

Numbe i
Nunmber “u¢ Shieh |

o N "
atat 1ons POIVIS and

jountime im‘e mter-
l locked |
) .
m B
.
|
6 1 l
oz
|
i
%7 - 8
1
186, 7.
12
19 3
} |
30 7
! |
B %
woon!
m
|
} |
B, @
i
w, om
SR )
1% 1
1
|
i
- i
Dl
L

| i R
i Number | Percent

‘of stations,

go of
stutions
wmpphed
with in-

iterlocking

appara-
tug

3%

108

nu

2206

112

903

1765

4458

212

4026

38

Number

wtationy
on hoe, ¢

232
135

284

86

500

|
|

2
" Poreent- | Name of sgatem e iployed
Number ;% g "o
of gtations wlatione .
at which + Bred
puints and’ i:‘llt»::‘x‘r:,
signale | MU0
arenters, “‘;‘:;(v‘:"l:‘_*‘
locked ‘ [ ’
Sy l
87 3901 88 LA and Moree’s,
| % Dttane,
1! 15 ‘ 1 ypeeral syntem,
. 1
% 1683 |18 Markennie v d Holia e,
[ Duttoy’s.
2 Lydeand Cromnaline
Controlling apparatus,
| 6 Country wade
I
8 313 | 1 Mackenae aud  Hel-
, Jand’s
3 Dutton’s
! 6 Local manufactured on
i Tappct eystem
|
3 161 | 2 Saxby svd Farmer’s.
. 1 Merely a polnt’s 1ndica ty
' (8touey’s Patent),
33 1610 | 4 Mackenzic aud Hollaud’s.
i 3 Tappet nterlocking,
| 4 Suxby and Farmer's,
1J C Mils
18 Luigt and Moree's,
9 2474 ' 66 Engleh rystem,
17 Kxperime tal
32 Detector system
| Baxby and karmer's and
| ¥ast Iudian Kuilway
2% 1207 | 26 Buxby and Fanmei's ard
© Tappet locking.
| 2 Yappet locking,
13 897 ' Wreneh's Timms and  Sax-
Ly Farmer's make
51 1796 } 37 1istand Morse’s.
‘ 11 Expenmental,
2 Tappot locking.
1 taxby and Farmer's,
8 4419 37 List aud Morse’s.
1 Duttou’s.
204 44 80 ! 22 Ordinary Tappet locking,
19 Key loching.
. 4 Detector locking,
150 List and Moree’s,
I 4744 | 63 Listand Yoree's .
i $ Sahy aud Farmer's
|1 Dutton’s Patent
1 Wiendh's Patent
7 135 6 Dutton's
1 saxby und Farmer's.
1 Dattou’s
.
w
o1l 15
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Statement showing the number of engines and coaching vehicles on railways fitted

with automatic brakes at end of 1901,

Remanka

Locoyotives, CoscriNg VemicLys, |
. p | Fitted, | Not fitted. P}EE&E"’ Braked, { Piped, | Not ftted. :jﬁﬁﬁfﬁ'

Assam-Bengal . o4 Y 8302 | 169 . 100:00

engal Central [ 22 1852 . : 1 110 090
Bengal-Nagpur . . 61 116 84-46 500 @ 48 103 8418
Bombay, Paroda and Cential India 131 57 69°63 466 25 | 100-00
Burma . dow 2 | 4563 | 198 ¢ 29 610 ' a1
Eastern Lengal (5 6”) 74 44 6271 383 | 52 24 : 04:77
Enstern Bengal (973" and 2'6") . .| 49 75 8952 | 275 ’ 43 243 ' 5668
Enst Indisn 275 630 | 8378 | 1,32 . 92 206 1 8420
Great Indinn Teninsula . . . 264 846 4328 1,268 1[ 470 : 72:06
Indian Midland . 78 64 | 5493 | 152 3 22 835 | 3410
Madras . . . . 90 143 | 879 | o6l | 4 976 | 6993
Nilgrhi . . . . . 4 10000 8 | ' 10000
Nizan's Guaranteed Stato . 7 I 41 f 4 8 . 3383
North Western . . . 513 163 7589 | 1,600 f 108 536 ‘{ 7706
Oudhand Rohilkland . . . 6 | w0 | w7 s e 73 e85
South Indian . . . . 26 189 1168 134 : 27 770 1729
BersiLight . . 5 [ 7 |
Pengaland Korth-Westera .+ . s | L % |
Bengal Dooars e e e 10 } 1 ; “
Bhavnagar-Gondal-Junagad-Porbandar ’ 37 ! 263 x
Calcutta Port Commissioners’, . 24
Dajecling-Himalsyan & .| 14 LR
Deoghur . . . . . ’ " 3 e 10 ¢
Dibru-Sadiya . . . S 22 ’ v 80 .
Gaehwar's Dabhol .+« . .. 8 wo e 38
Gwalior Light . . . ‘ 9 A 2%
Howrah-Amta . . . . f 6 e | - &7 "
Howrah-Sheakhala N 3 . 18
Hyderabad-Godavari Valley . .! 35 e v 128
Jodhpur-Bikaner . ' . 40 e 146
Morvi . . . .. i . 8 . oo 54
Nowshera-Durgai . . . ! - 10 . 16 e
Reipur-Dbamtari . . . . T 2 .
Rajpiple I 3 . 7
Rajputana-Malws .« . N 428 “ " 1,657 v
Ranaghat-Krishnagar . . . - 2 - e 19
Rohilkund and Kumaon . . . 31 e oo 1568 -
fouthern Mahratta . . N 219 . s e 1,008 e
Tarskeshwar-Magra .« . of ., 4 e - . 25 sr
Tozpur-Balipara . . . . . . 3 e “ 12 "
Udaipur-Chitor . . . . 3 v e 26
West of India Portuguese . . e 12 . e s 87

ToraN ALL BaILWAYs . | 1,778 3,150 8604 | 7,727 660 8,656 4888
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English Railway Clearing House Act.

An Act forregulating Legal Procecdings by or against the Committee of Railway
Companies associated under the Railway Clearing Systom, and for
othier purposes. 13 & 14 Vie,, cap. xxxiii, 26th June 1850.

Whereas for some time past arrangements have subsisted between several Railway
Companies for the transmission without interruption of the through traflic i passengers,
animals, minerals, and goods passing over different lines of railway, for the purpose of afford-
ing, in respect to such passengers, animals, minerals, and goods, the same or the like
facilities as if such lines had belonged to one Company, which arrangements are commonly
known as and in this Act are designated as “ the Clearing System,” and which arrangements
are conducted under the superintendence of a Committee appointed by the Boards of Directors of
such several Railway Companies, which Committee is in this Act designated “ The Committee,”
and the business of such Committec has therefore heen and is now carried on at a building
appropriated for the purpoe in Seymonr Strect, adjoinng the Kuston station on the Londun and
North Western Railway Company : And whercas the Clearing System has been productive of
great convenience to the public, and of a considerable saving of expense in the transmission of
passengers, animals, minerals, and goods over the lines of the weveral Railway Companies
I,arties to such association; but considerable difficulty has been experienced in carrying into
effert the objects of the ussocation, in consequence of the Committee not posscssing the
power of proseenting or defending actions or suits, or taking other legal proceedings: And
whereas George Carr Glyn, Esquire, is the present Chairman, and Kenneth Morison ig the
present Secretary to the Committeo: And whereas the purposes afore<aid cannot be effected
withont the authority of Parliament, may it therefore please your Majesty that 1t may be
enacted, and be it enacted by the Queen’s Most Fxcellent Majesty, by and with the advice and
consent  of the Lords Spiritual and Temporal, and Commons in this present Parliament
assembled, and by the anthority of the same, That the several Companies which at the time of
the passing of this Act are parties to the Clearing System, and every other Company which
ghall in manner hereinafter mentioned become party to the eame, chall be subject to the
provi~ions of this At,

I1. And be it enacted, That 1f any Company which may not be a party to the Clearing
System shall, by wuting, scaled with the Common Seal of such Company, request the
Committee to admit such Company to be a party to the Clearing System, and the Com-
mnttee shall assent to such request, such Company shall from the time of such assent being
gwen, or at such other time as may be specified in the said request, become a party to the
Clearing System.

[1I. And be 1t enacted, That if any Company shall, by writing, sealed with the Common
Seal of such Company, give notice to the Committee of the desire of such Company to
ccase to be a party to the Clearing System, tuch Company shall, at the expiration of one
calendar month from the time when such notice shall be given, orif a more distant time
shall be stated in such notice, then at the time so stated, cease to be a party to the Clearing
System.

1V. And be it enacted, That if not less than two-thirds of the Committee present at a
meeting specially summoned shall, by writing sighed by their Secretary, or by two members
of the Committee, give notice to any Comjany that such Company shall cease to be a party
to the Clearing System at a time named in such notice not being less than one calendar
month from the time of giving such notice, such Company shall, at the time so named, cease
to be a party to the Clearing System,

V. And be it enacted, That each Companv party to the Clearing System shall at all times
be entitled to be represented on the Committee by one dclegate appointed by the Board of
Directors of such Company from time to time, such appointment to be certilled in writing by
the Seeretary or any two Directors of such Company : Provided always, that, notwithstanding
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any Company may happen to be unrepresented by a delegate at any meeting, the acts of the
Committee shall be valid.

VI. And be it enacted, That the Committee sball meet at one of the clock in the
afternoon of the second Wednesduy, in the months of March, June, Septembey, and December,
m every year, or so soon thereafter as a quorum shall be assembled, and at any other times
whereof the Secretary shall, at the written request of the Chairman for the time being, or any
two members of the Committee, give at least ten days’ notice in writing to every Company
party to the Clearmg System, or the Sceretary of every such Company; and every such
meeting may be adjourned from time to time, and from place to place, as the Committeo
«hall think proper ; and meetings and adjourned meetings of Committee shall be held at the
<aid building 1 Seymowr Street cxcept when the Committee shall have appginted some other
place, and then ag such other place; and in ovder to constitute a meeting of the Committee
there shall be ppesent at least ten members; and, except where otherwise provided, all
{uestions ; at every meeting shall be determined by the majority of votes of the Committee
present, and . case of an equal division of votes the Chamrman of the meeting shall have o
casting vote, n addition to his vote as one of the committee ; and notice of the business
to be brought before any meeting shall at least six days before the day of such meeting, be
uiven to every Company party to the Clearing System or the Secretary of every such
Company.

VII. And be it enacted, That until the first meeting of the Committee, which shall
be held after the passing of this Aet, the said George Carr Glyn, or other, the Chairman of the
Committee for the time being, shall continne in office ; and at the first meeting of the Com-
nuttee which shall be held after the passing of this Act, and in the month of March, in each
succeeding year, the Commiftee present at the meeting shall, 1f they think fit, either continue
in office the Chairman for the time being, or choose another Chairman ; and a General meetinge
of the Committee specially summoned shall have power to remove any Chairman; and if any
Chairman shall die, or resign, of be removed, the Committee shall have power, as soon ag may
be, to choose some other person to fill the vacancy thereby occasioned; but every Chairman
elected to supply a vacancy other than at a General meeting in the month of Mares in any
year shall continue in office so long only as the person in whose place he shall be so elected
would have been entitled to continue if such death, resignation, or removal had not happencd :
Provided always, that it shall not be necessary that the person chosen as Chairman be a dele-
gate of any of the Companies parties to the Clearing System ; but in case he shall not be 4
delegate he shall not be entitled to vote on any question, unless in the case of an equality of
votes, when he shall be entitled to give the casting vote.

VIII. And be it enacted, That if at any meeting of the Committee the Chairman shall
uot be present, the Committee present shall choose one of their members to be Chairman of
such meeting.

IX. And be it enacted, That the said Kenneth Morison shall he the Secrctary to the
Committee until he dic, or resign, or be removed ; and that the Committes shall have the power
to remove him and all future Secretaries; and that in the event of the resignation, or death,
or such removal as aforesaid of any Secretary, the Committee shall appuint a Secretary to the
Commuttee.

X. Aud be it enacted, That the Commuittee may from time to time uppoint a Treasurer,
aud remove such Treasurer, from his appointment, and prescribe and alter the duties of thc
office of Treasurer, and take from the Treasurer such secunity as they «hall think fit, which
security may be taken in the name or names of such per-on or persons as the Committee
approve of.

XI. And be it enacted, That any money which shall he received by the Committee
shall be held by the Committee as trustees for the Company o (?ompanics to whom the
Commuttee shall decide such money to be payuble; but no member of the said Commuttee
shall be answergble for any such moncy as may be lost or withheld by reason of the mis-
conduct, default, or insolvency of the Treasurer, or of any banker or agent in whose hands



81

Appendix T.
Appendix T—contd.

the same may be, or by reason of any cause other than the personal misconduct of such
member.

XT1. And be it enacted, That the accounts of the Clearing System and the balances
due to and from the several Companies parties thereto, shall be settled and adjusted by the
Secretary of the Committee for the time being, which Secretary shall also gettle and determine
the Amount to be from Time to Time contributed to the Funds of the Clearing System by the
Companics Parties thereto ; and in case of any difference respecting such Accounts, the Deci-
sion of the Committee, to the effect that any Balance or Sum is payable by any Company then
or theretofore Party to the Clearing System, shall be final and conclusive, and such Sum or
Balance shall be a debt due to the said Committee,

XII1. And be it enacted, That the Committee shall, out of the funds of the Clearing
System, pay all the expenses of the Clearing System, and all costs, charges, damages, an;l
¢Xpenses which the members of the Committee, or any or either of them, shall as such mem-
bers, or memwber, or which the Secretary as nominal plaintiff or defendant, or other party, on
behalf of the Committee, bear, sustain, or be put to, and that the members of the Committee
and Sccretary shall be completely indemnified and saved harmless out of the funds of the
Clearing System, and by the Companies partics to the Clearing System of, from, and against
all action and actions, suit and suits, proceeding and procecding-, of any sort, cost, charges
damages, and expenses to which they or any or either of them may inany way be subjected,
as members or member of the Committee, by reason of anything which they or he may lond
fide do or omit to do, whether such deeds or omission be within their powers or not,

XTV. And be it enacted, That the Committee may, by action of debt in the name of
their Sceretary, recover from and Company any balance or sum which such Committee shall
decide to be payable by such Company, whether to any other Company or on aceount of the
Clearmg System, and whether such Company be still at the time of such decision, or has then
veased to be a party to the Clearing System, and whether such sum or balance shall or shall
not have been previously ascertained by the Secretary to be payable.

X V. And be it enacted, That the declaration for the recovery of such sum or balance
may be in the form or to the effect of the form given in the schedule (A) to this Act
annexed, and that the Directions contained in the said schedule for the use of the same shall
be taken as part of this Act.

\VI. And be it enacted, That if the defendants in such action shall plead that they
never were indebted, then, on proof that the committee decided the sum in question to be
payable by the defendants, sud that the defendants were either at the time of such decision,
or at some pievious time a party to the Clearing System, and in the latter case upon furiher
proof that such sum was decided to be payable in respect of some {ransactioms, matlers,
or expentes which happened or were sustained whilst the defendants were parties to the
Clearing System. the plaintiff shall be entitled to a verdict on that plea.

XVII. And be it enacted, That the defendants in such action may plead any matter
showine that {hey have since the time of the decision, discharged the sum or balance so decided
to be payable, and shall not plead any plea with a plea denying the plaintiff to be Secretary.

XVIIL. And be it enacted, That the Committee shall cause notes, minutes, or copies as
the case tuay require, of all appointments made or contracts entered into by them, and of the
orders and proccedings of all their meetings, to be duly entered in books to be kept by them
for that purpose; and every such entry shall be signed by the Chairman of the meeting at
which such appointments, contracts, orders, or proceedings respectively took place, who shall
2dd the word “ Chairman ™ to bis signature, and which cntries may be made and signed
either at or after the meetings to which they respectively relate; and every entry purporting
to be so sizned, shall be received as evidence in all Courts, and before all Judges, Justices, and
others without proof of such respective meetings having been duly convened or held, or for the
persons making or entering such orders or proceedings being members of the Committes, or
of the signaturc of such Chairman, or of the fact of his having been Chairman, all of which
last mentioned matters shall be presumed, till the contrary be proved.

2¢
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XIX. And be 1t enacted, That on the trial of any such action, after it is proved to the
satisfaction of the Court or Judge trying the cause that such Company is or had once been
such a party, the books kept by the Committee shall be primd facie evidence of the truth of
the matter therein stated and contained ; and the Secretary, although the nominal plaintiff,
and the members of the Committee, shall be competent witnesses, oither for the plamtiff, or
for the defendants.

\X. And be 1t enacted, That the Committee may in all cases sue and be sued in the
name of the Secretary to the Committee ; and that in all proceedings at law and equity, and
in hankruptcy, or of any other sort, whether civil or criminal, the name of the Secretary
may be used instead of the names of the members of the Committee ; and proofs, in cascs of
bankruptey, 1nsolveney, or in winding up affairs, may be made by the Secretary for the
Committee.

XX1. And be it cnacted, That in any indictment or information for any felony or mis-
demeancur. wherein it shall be necessary to state the ownership of any property whatsoever,
whether real or personal, and the same shall either beloug to the Committee or be m  their
custody, or in the custody or possession of any oflicer, clerk, or servant of the Committee, of
of any person employed for the purpose, or in the capacity of clerk or servant by the Com-
mittee, or in or on any building or land used for the purposes of the Clearing System, or shall
be used or intended to he used for the purpeses of the Clearing System, it shall be suflicient to

state such property Lo belong to the Secretary of the Cominittee,

XXII. Aud be it enacted, That in any indictment, for embezzlement, wherein it shall be
necessary to state the party charged with the cmbezzlement to have been the clerk or servant
of some master or masters, or to have heen employed for the purpose, or in the capacity of
clerk or servant by some master or masters, and such masters shall have heen the Committec
1t shall be sufficient in such indictment to name the Secrctary of the Committee in every place
m such indictment where the names of the members of the Committee would but for this
enactment be required to be iuserted,

XXILI. Andbe it enacted, That every notice or requisition on the husiness of the Clear.
g System, or given pursuant to this Act shall be suflicient if 1t he in wriling signed by the
Secretary of the Committee, or Sceretary or other officer of the Company giving the same, and
if 1t he sent by the wgencral post addressed to the Seerctary of the Comjpany for whom the
same is intended, mn case such notice or requusition be intended for any Company, or o the
Secretary at the principal office of the Clearing System, m case such notice or rvequisition be
mtended for the Commitiee ; and proof of such wotice or requisition beng deposited in any
pubhe letter box or recerving honse for letters, mntended to be forwarded by the general post,
shall be decmed proof of the due serviee of such notice or 1cquisition ; and notices or requisi-
tions for vach member of the Committee shall be suflicient if sent in wanner aforesmd, addressed
to him at the principal office of the Company whom he represents.

XX1V. And be it enacted, That in all pleadings or proceedings, civil or criminal when it
shall be required to mention all the Companies parties to the Clearing System, or the Committee,
it shall be sufficient to mention the Companies by the deseription of “The Companies partics to
the Clearing System mentioncd in the Railway Clearing Act, 1850,” and to describe the Com-
wittee by the deseription of © The Clearing Committee mentioned i the Ralway Clearing Act,
1850,” without stating the names of the individual Companies and members,

XXV. And be it enacted, That in all cares where the names of the Secretary to the
Commitice shall be used under the authority of this Act, it shall be sufficient to name and
describe lim, and to state the authority for using his name, as in the form of declaration in
schedule (A)

XXVI. And be it enacted, That upon the death or removal of any Secretary, no action
or suit or other procceding pending in his name as plaintiff or defendant, or otherwise, cither
on behalf of or against the Committee, shall ahate or be stayed, hut as soon as another Secretary
shall be appointed the name of such new Secretary shall be thereinafter used ; and in an action
of law such name shall, whether it be hefore or after judgment, be introduced by suggestion



&3

Appendix T.
Appendix T—concld.

to which no plea or demurrer <hall be allowed; and the omission to make such suggestion
snd an erroneous suggestion, shall be mere irregularities, and shall, ou the application of the
Committee, or of the party opposed to the Committee, he rectified, but shall not otherwise he
taken advantage of.

XXVIL And beit cnacted, That all the costs, charges, and expenscs of obtaining and
passing this Act or incident thereto shall he pail by the said Committec out of the frst
noneys which shall come to their hands after the passing of this Act.

XXVIII. And be it enacted, That this Act may be called “The Raillway Cleating Ac |
1850, and shall be deemed to be a public Act, and as such shall be judicially noticed.

SCHEDULE A,

4. B., Secretary to the Clearing Comamittes, and now named by virtue of the iari-
way Clearing Act, 1850 ; by €. U, hix Attorncy, conplains of A" Y., whe have
eeun summoned to answer the smd .4, B, i an action of debt, for thas the Cleanne Com.
mittee have decided that the sum of €100 15 payable by the defend.nts, as parties to the
“learing System, by means whereof an action has acerued to the said Commttee to demand
n the name of ther Seerctary the smd sum of £109, yet the defendants bave not paid the
ame, to the damave of the said Committee of £10, and therenpon, the plai-diff, by virtue of
he said Aet, Lrings suit.

To wit,

Direction for using the alove form.
Suhsbbnie for Ao B, the name of the Secretary, and for C )., the pane of ks ltorney,
vl Fop XOV L Lhe name of  the Company defendanty, and Jor the supre anch sume as b case
vy veque and ald The venue.  Several counts may be iasestod oo L ahove m el where

Cowbeuns O roeghl fo e recovered,
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Statement showing the annual expenditure incurred by railways in the
preparation of statistics (excluding expenditure in the preparation
of statistics of rail-borne trade for which the Civil Department pay

separately).
ANNUAL EXPENDITURE INOURRED IN THE PREPARATION OF
STATISTICS.
Lcngth of | .
line For the purposes | For the exclusive
; operated | of the Railway purposes of the
RAlLway. :,‘,)1 81st . officcrsand the Government of Total. BEMazrxs.
December Board. India.
1902.
{ Amount.|'er mile, [Amount. |’er mile.| Amount. |Per mile.

Miles. ©  Ra. Rs. Rs. Rs. Rs. Re.

|
Agsam-Bengal . . 58921 3,200 543 5,300 9:00 8,600 14°48
Bengal and Nerth-Western .| 1,27878 2,288 | 176 6,714 | 528 8,952 7:00
Bagal Central . . 12501 8,708 ; 2062 4,023 | 3218 |(a)10,174 (2)81:39
Beugul-Nagpur . . .| 1,634:50 1,042 | 064 | 11,496 703 12,638 76

Bhavnagar- Gondal-Junagad-

Porbandar . . 45545 8938 196 8,211 7-08 4,104 901

Bombay, Baroda and Ceutral

Indm . .| 276840 (%) (%) 45,865 1666
Burma . . . .| 1,26996 () ®) 17,880 1419 ¢
Darjeeling-Himalayan . 61-00 876 ) 1718 876 | 1718 1,762 8436
Dibru-Sadiya . . . 8850 600 | 678 1,280 | 14:46 1,880 | 2124
Eastern Bongal . . . ‘ 1,161 81 ®) . ®) 13,740 | 1198
East Indian .l 218640 | 25,000 | 1148 7,680 | 361 [(c)48,300 22:09
Great Indian Peninsula . 270988 (%) ) 47,472 16:96
Howrsh-Amta . .| 2869 180 | 697 60 | 209 240 8:36
Howrah-Sheakbnla . . f' 1975 180 | 911 60 | 304 240 15
Jodhpur-Bikauer . . 82427 (V)] (%) 1,888 228 |
Madras f 147690 | 8915 | 265 | 15205 | 1084 | 19180 | 1299 f

i J
Morvi . ., . 0436 ®) () . 8,000 | 81791

Nizam’s Guarantced State 74213 | 8,400 | 458 8,000 | 1078 11,400 1586
3,77301 | 13,676 360 15,108 400 28,684 760

Oudh and Rohilkhand .| 1,150-98 'd) e 12,000 | 10-48 12,000 1043

North Western . . R

Ranaghsat-Krishnagar . 2026 180 889 60 296 240 1186
Rohilkund and Kumaon 324°59 (%) . (3) e 2,520 776
South Indian . . . 1,287-27 | 2,562 | 207 8393 | 678 10,966 8-85
Southern Muhratta . 1,872:¢8| 9,587 570 6,429 | 884 15,966 954
Tarakeshwar-Magra . 3112 20| 064 80| 096 50 160
Teapur-Balipara . . 2010 83| 418 69 | 18:38 852 17:51
Udaipur-Chitor , . . 6780 () ee () s 966 14'36
Torar . | 25,857-21 3,28,788 1272 |Average cost per
Re. 100 enrned
1:56 annas.

(a) Including Re. 2,448 cost of returns for Government and Board.
(b; Stabes that it is not possible to divido the cost between Government and Railway as desired.
Including Rs. 16,620 cost of returns for Government and Board,

e
2.1) Sta.:les that it is ot necessary to prepare statistics for Railway officers in addition to those prepared for
ove'.iment.
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Appendix V.,

No. S. 18498, dated 12th December 1902,

Demi-official from—E. G. Buris, Esq., Director-General of Stores, India Office
‘Whitehall, London,
To~T. Rosertsoy, Esq., C.V.0., Special Railway Commissioner for Indian railways

1 enclose you a statement showing the time taken to execute orders for railway stores on
indents reccived in this office hetween April 1900 and March 1902 inclusive.

I hopo it will be sufficient for your purpose, and 1 must express my regret that 1t has not
been sent earlier. The only excuse I can offer is that my Deputy has heen away for the past three
weeks, and I really have had no time to go into the matter thoroughly myself at an earlier date

You will see that the average time occupied between the receipt of indents and the ship.
ment of the stores was in regard to —

“ A *class, 7 months. - E” class 9 months (but locomotives, 18
“B” » 6 » mODthS) .

“ C ” » 7 bh] “ F ? b 6& ”

11 D » " 7 b « G_ » ” 6 .

The period covered by these indents is certainly, as far as three-quarters of it is concerned,
one of the worst that we have experienced for many years in getting pr. mpt delivery of stores.
As you are well aware, there has been a great boom in engineering work in this country.
Every shop of importance was full of work, and materials were only procurable at the expense
of considerable delay. As you will sec from the hst, the times required for the manufacture
of locomotivey specially were absolutely abnormal.  Now we get far better delivery not only
of locomotives but of all other stores, and the time required for provision will be proportionately
reduced. You will lind the delays in the supply of switches and crossings notable, and this will, I
fear, be a standing difficulty. The makers of switches and crossings cannot get delivery of the
small quantities of rails required hecanse manufacturcrs will not put in rolls specially for the work,
consequently the switeh and crossing maker has often to wait for months hefore he can get the
material on which to commence Ing work.  There are two courses apparently open to obviate this
delay, one is that, if practicable, switches and crossings should be made in India, where stores
of rails would ncarly always be available, or that we should heep a stock of rails for the purpose
in this country ; but 1f we are to do this, we should have to have some forecast for, say, two years
of the quantities of switches and crossings likely to be required for cach railway. Another
item in which delay frequently oceurs is in the supply of small quantities of iron and steel bars,
and of sections. In my opinion, railways in India should keep a sufficient stock of these to
meet all probable necds and should not indeut constantly for very small quantities, because this
gives a great deal of trouble, and is not economical,  This, however, opens up a larae general
question which concerns other large Departments as well as the railways, and on this I pro-
pose at an early date to address the Government of India.

In several cases you will seo that delays have been caused hy bicak-down of machineiy at
works. Now it is very diflicult to cancel a contract which has been broken thiough no fault of
the contractor, and it is almost impossible to ascertain how long repairs will take m the case
of failure of machinery. Of course manufacturers are sancuine, and give promise of an early
re-start of the work., But they are not the masters of the position, and are dependent on the
suppliers of the new machinery, or the repairers of the old, for the date on which they can
recommence manufacture.

If large work has been done on a contract and the delay does not seem likely to be mate-
rial, 1 never resort to cancellation, as T thik it would be impolitic, but every case naturally
depends on the attendant circumstances, whether of requirements or conditions of supply,
and must naturally be determimed on its own mens.

For myself, I can only act to the best of my judgment und ou the best advice T can get.
and I can assure you that the necessitics of the Indian railways ate not overlooked.

In one dircetion T would strongly urge you to use your wiluence, and that is in the restric-
tion of the number of indents sent home. I a little more foresight were exercised, the suppiics
required by Indian railways would reach them well m anticipation of their needs, and the
work of my department, in the constautly 1ecurring purchase of the samo deseription of stores,
would be very much relicved.
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Appendix V—contd,

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902,

Indent recoived.

April 10, 1900 .
(Home No. 232)

Jan. 24, 1800

March 7, 1900
(Home No. 297)

May 22,1900 .

May 28,1900 .,
June 6, 1900 .

June 19, 1900 .

June 19, 1900 .

June 27, 1000

June 80 1000

July 12,1900 .

+

Months
Stores. Shipped. from Reyarxas.
receipt.
Class G, 244 items . | 4 E:r cent. by Septom- 5
r 1900,
50 per cent. by Nov- 7
ember 1900.
Balance  December | 8 to 10 | Some items delayed by reference
100 to February to India.
1901.
Class B, 3 items + | July and October 1900 6
. C . .| June to October 1900 6
., D, . . | August 1000 4 | Slecper keys.
., B . . August to  October 8 | Locomotive duplicate parts
1900.
s B . . . | January 1901 . 9 | Delayed by reference to India.
' SOPtOXI)ller 1600  to 5 to 10 | Coaching ironwork, otc.
Febiuary 1901.
s G . . - | October 1900 . 6
» G, 997 items .| 75 per cent. by Nov- 6
ewber 1400
Balance December 7to 10
1900 to March 1901.
Class D, 10 miles rails | May 1901 . . 12 'INO funds were available it
and fastenings. : Ist Apnl 1901 and delivery
| was arranged accordingly, -
Crossings, ete. . October 1900 . . 5
Rails, cte., for six miles | September 1900 to:  3to 8

Rails, etc., 14items .

Fencing, 3 itews

Pig iron . .

Rails, eto., 8 items

C]ass B . .

D, 13 items

1

» E, 24 .
» E, ” .
» F, litem

” ‘Ai 1 ”»

” 1] 1 ” .
» D, 4 items .

.1 danuary and Febru.

. | September

. | Aprilto July 1901 .

February 1901. !

September  to  April
1901.

ary 1901.
September 1900

1900
February 1901,

Aprillgul .,

to

February to June 1901
March to June 1901 .

March to June 1901 .

January 1901 . .

Octolier 1900 .

o

January 1901 . .

3t010 ;Principal deluy with switel es

Jtod

10

8 to 12
9to 12

9to 12

Yto 18

L=

1
1

'

|

:
‘
,
b
i
z
|
!

and erossings for which «op-
tractors had  difficulty i1 (.-
tuining rails.

Action suspended by TIndia's
request for fonr months,

Ditto ditto
Ditto ditto. Locomot; ve
duplicates.

Ditto ditto. Carriaze iron
work, ete., small quantitres of
parts for renewals.

No payment till after 1st Apr?
1901 : reference to Indm

6 | Switches and orossings.
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Appendix V.

Appendix V—contd.

Ntatement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902 —contd.

Indent received.

July 12,1900 .

o 17,1900

. 25,1900

27, 1900

28, 1900
i
I

. 29,1000
|
Sept. 11,1000,

1
i
|
!
i
]
|
{

i

o 25, 1000

Pea 12,1000
» 24,1900

, 24, 1900

w 24, 1900

s G, 21

s, B, 3

» G, 8

. B0

» B3

” C’ 8

W B, @as
tiavellg

Stores.

i .
+ Py iron
t

gauge,

v oe
;_J\lnt.

1

"

1901,
2 ., .< Apnilto June 1001 .
D, 1 item > Januvary 1901
|
E, boiler . Februay 1903
i
I, 9itams o December 1900 to
[ Septomber 1901,
I
G, 26, « Docember 1900 to

w 70

B, 6items .

.
¢, 2

D, 2

r,30

F, 4
G, 17

D, 6

Class F, 28 items
" . | October 1900 to Feb-

.. 8 locomotives  hroad
.15 Jocomotiyes,

Class G, 12 1tems .

| 34 spans, 60 feet .

Class A, 57 spans
’ T

”»

o

"

-
.

» «, October 1900 to May

" . Felrauy to Novem-

Shipped,

Novembher 1800 .

ruary 1901,

i October 1900 to Jan-
uary 1901,

October 1900 to March
1401.

|
{1901,
|
i November 1800
[ be 1001,
holder, : September 19091
|
|
o

October 1900 .

i November 1901 .

|
metre | July 1901 . .

|
| February and March

June 1901,
I; ApnltoJuly 1901
|
 May 1901 . .
!
| May to
" 1901,

1
i

. } June 1901 . .

September

September 1401

.« May to October 1901

|
i
!
i Jnne 1901 . .

- | April to June 1901 . |

.| April to Tuly 1801
|

Months
from
receipt.

ReErMarka

4
Jto?

3to7

3t08 1
|

’
3to 10,
|
i

Spare parts for 1enewals.

4

7tw16 Workshop machinery,  wh'h
I oalwavs tales s Jong time, and
reference to India

14 Reference to India.
3.
15
f
11
5106
Ttod fmall stems of wron plates,
i
4
17 ' Lo omative  buil lers fall of
[ wak, two mouthy’ delay pn
i contract
3to12 Small items
|
3t08 Iitto
|
7 to 10 ; Shipped in monthly instaiments.
|
5

t
5tod 1901-02
6
9

H

|

Switchesand ossings 5 difficu!ty
’ m gettine rails

I

|

|

5 to 10 | Swall atems,  spare logcnot ive s
and cartiage purts for repewals,
6
!
4t06 '
|
4to 7 | Small 1itime,
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b7

Appendix V—conld.

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902 —contd.

Indent received.

e, 24, 1900

. 24,1900

Jan,

7, 1001

» 28,1901

Feb., 11,1901
Mureh 5, 1901

» 08,1901

.

,» 18,1901 .

. 18,1901 .

,, 18,1901

May 14,

1901 .

Mirch 20,1901 .

Apnil 18,1901

. 22,1901
» 26,1901

» 20,1901

”

”

”

»

”

s

”

I

”»

”»

”

Months
Stores. Shipped. from
roceipt.
Class B, 1litem .| June 1901 . . 6
C, 7items .| April 1901 . 4
G, 3 , .V dune 1901 . 6
L, 23, June to October 1901 6 to 10
G, 136 ,, . " Apil to June 1901 4to6
November 1901 11
Class F, feneing for  May 1901 . . 4
6 miles.
B, 1item . | September 1901 8
E, 10 carriages, December 1901 10
composite,
E, materials for | June to September 3to 6
60 wagons. 1volL.
G, 81items .| May to July 1901 3
2, September 1001 . 9
E 22 , . Angust 1001, . [
G, 400 ,, . l Aliout 80 per cent. by b
August 1901,
Balan:e by Octoler 7
1901.
B, 3 , . | September and Octo- 7
ber 1901.
c 3 , . October 1901 7
, . . "June to Angust 1001, 3to B
E, 7, .’June to November 3to8
| 1901,
F, 3 ,, . ! July and Angst 1901 5
G, 36 ., . | June to Scptember . Jtob
F. 6 loomo-! March 1902 | . 12
tives, broad gange, |
Class B, pump . July 1902 14
r, . and November to Decem- 9
Yoiler. ber 1901.
D, 15 niiles August and Novem- 4to7
ber 1901,
Febroary and March | 10 to 1d
1902,
E, 8 locomo- | Beptember 1902 . 17
tives.
A, 3, 160 feet , October 1901 . . 6
spuns.
E, litem .| Scptember 1801 . 6
b

”

ber 1001.

G, 7 itews .jAugust and Septem-
b

REMaREKS.

Fart locomotive

] duplicatu
builders all busy.

Two small items.

Reference to India.

Reference to India.

Some items referred to India.

Locomotives  ordered  from
Ameriea - two monthe’ delay in
obtuimng ship.

which

Worthington pumps
obtained from

had to be
America.

Switches and crossings. Diff-

culty in obtaining rails.

Delayed by alterations asked for
by India after contract let.
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Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Indent received.

Stores.

May 6, 1901

» 20,1001 .
. 21,1901,

» 21,1001 .

June 3, 1901

» 4,1001 .

July 8, 1001 .
. 8,1901

» 81001
» 9,1001 .

80,1901 .

August 19, 1901

s 20,1901

Class G, 819 items .

Class D, 156 miles .
w B, 3 locomo-
tives, metre gaugo.
Class A, 1 item
»w D, 4items .

» F! 4 ” .
” Gl 44 " .
1item

” ”

o g 981 items

» F, fillers .
» D, 10items ,

Tons, 1,670, rails
Class T, 1 item

» Ey 1 ” e .

» B3, . .

” GvG » o .

110 wagons . .

Tairs, 22C, wheols and
axles,

Class F, foncing &
mile

» E, wheels and
axles.

Ditto .

Months
Shipped. from RemMangs.
receipt.
About 80 per cent. by 6
September 1901.
About 20 per cent. in 6
October 1901.
Balance,  November Cto8
1901 to January
1902. <
April 1902 . 11 | No funds arailable till 1st A pril
1902, and delivery was arranged
auoldlns]y
October 1902 17
February 1902 9 | 128 feet span.
September 1901 and 1to11 : Deluyed by 1eference to India.
April 1902. |
September 1900 4
Noiember 1901 6
January 1902 . 8 | Delayed by reference to India.
90 per cent., Septem- 3to 6
ber  to  November
1901.
Balance,  December| 7 and8
1901 and January
1902,
May 1908 . . 11 |
l
2 items, November 5
1901
1 item, December 6
1901.
8 items, February 8 I

1902.
3 items, March 1902
1item, Apil 1902
April 1902 .
November 1901 .
October 1901 o .

October and Novem-
ber 1901.

July to October 1902
April to July 1902 .
November and Dec-
ember 1901,
September 1902 .

October 1902 .

i
|
!

9 ' Switches and crossings.
| Rails could not b obtained.

10 ‘
10
5
4
4and b

12t0 15
9to12

3and 4

13

14

Break-down  at

Worthington pumps which had
to be obtained fiom America.

Four months’ delay i contract,

Referred to India.

coairactor’s

YR
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Appendix V—conid,

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Indent received.

Aug 20, 1901

Aug 27, 19ul

Sept. 2, 1901
Ang 20,1001

sept 6, 1001 .
w10, 1901

» 16,1001

. 17,1901 .

w 17,1901 .

» o 17, 1091

p 21001

%3, 1901

Shipped

Class K, 8 carriages .| July 1902 .

Stores. {
!
|

Wheels and axles

23 brale vans .

Wheels and axles

Travelling crane

K, 1 item

D2 , .

R P

A, 75 feet span

E, 40) wagous

300 pairs, wheels September to Decern. |

and axles,

E, fittings for’
100 wagons.

B, 19 items

G283,

l)’ S i1

E, 156 ,,

F.oan,,

A, 1 tem
B1
b1,
E 1

G, 12 items

G, 17 ,,

i
'; 1902

.

| September 1903 .
August 1902

June to October 1902
J g]y 1902 .
January 1902

January and March
1902,

May 1902

% July 1002

L July to October 1902 ;
1

|
|
|

 ber 1902, i
. |
February to Apnl 1002

|
!
" December 1901 to |
1 Apul 1902, |

21 items, Janu ury l
|

L6 1tems, February
and March 1902,

i
|
! Litem, August 1902
I
|

February 1002 .

;
t
1
|
) !
i 87 1tems, January to

} Mateh 1902, !

U6 atems, Apnl to
August 1902,

" Balanee, Octoler 1902 .

Decemler 1001 to

|
i

o
| |
|

. i December 1901

March 1902, !

April 1902

March 1902, L
i3] »”
March to May 1802 .

| 7itemns,  November
| 1401 te Junuary 1902

7 items, March 1902

Balance, April and
May 1902.

Months
from ReMarxs,
receipt.
1
13 | Difficulty in obtaining materal,

12 | Two months’ delay n contract.
10 to 14 | Difficulty in obtaining waterial,

11

4to6

9 | Locomotive  duplicate
very busy.

makers

11

Six months” delay 1o contradt,

11 to 14 | Broad gauge 1902 03,

12 to 15 ! Breuk-down at works.
dto?7

3te 7

b6tob :

Mostly of small value, Some
tews referred to India.

|
!
Jtu 6
|
|

funds  available  until
O1902-03,  and delivery  wus
f arranged uccordmyly
|
|
!

Some items referred to Ind a.

8 ' Reference to India.
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Appendix V—conid. .

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902 —contd.

Months
Indent received. Stores. Shipped. fiom REMABRKS.
receipt.

Oct. 7, 1901 . {Class B, 15 1tems . | January to May 1902 4t08

([ » B8 December 1901 . 3
l[ s F,1 ., . | February 1902 . 5
» G, 5 « | January 1902 . . 4

Nov. 11,1901 .| , C,4 items .| March and May 1902 5to7

. E 16 . | 12 items, March 1902 5
Balance, May and June, 8
1902. |
w F,2 o | March and April 1902 5to 6
, G2, Ao " 4 Bto6
» 20,1001 . , A, 3 items . | June and July 1602 . Gto?
» o D, 105 miles P. | 3 items, May and June 7
W, 8 1tems. 1902.
Rals and  fish-| June to November 7t012
plates. 1902,
Switches  and | August 1902 . . 9
(rossIngs.
, 40, 1001 . 0 F, 4items .| Apriland July 1902, 8 |
w G, 2, L lAmil1oor . . 5
» 20,1901 ) B, sloon car-| Delivery not dus till Deiayed by referecce to India,
i 11age. 17th February 1903.
Dec, 2, 1001 . “ » G 21lems . All)‘x;llz and  October l 4to 11
. D02,
! »  E, locomotive . | Juno to October 1902 | 6to 1l
» ¥, 6items .| April to June 1002 . 5to?
W 201001 . G,23 .| February to May 1902i 3106
» 23,1901 . f s D2y, April 1902 . . | 4
S, K3 . .| Apiland June 1902 6
. G2, + | February 1902 . ‘ ]
Feb. 3, 1902 5 o (Apnl to July 1902 . Jto 6

=

. G156, .15 1tems, June and’ 5106
July 1902, ‘

'

Forges . . | October 1902 . . 9 !
‘ Wheel press .|, o« .l 9 !
1 ' ’
: Tyre drilling . | September 1903 .l 8
I I
o K, 166 items .| 131, May to October 1to ¥ ]
1902. ‘ !
Balanoe due, December ; ; Locomotive duplicates.

! 1902. ‘I
| » F, 7 . .|Mayl902 . - 4 :

»o 1002 LB, 1, | September 1902 . 8 | Air compressor ordered fiom

i ! Amcrica.
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Appendix V—contd.

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Indent received.

Stores.

Jun 27, 1902

Feb 11,1902
7, 1902

. 24,1902 .

w 24,1902
26, 1003

-

27, 1902

March 38,1902

1902 .

W 26,

Apil 3, 1900

. 10,1900 .

. 10,1900 .

. 19,1000 .
o 4, 1900

. 30,1900 .

» 30,1900 .

.

Class B,

2

”»

”

1

"

”

1 item

G, 267 items

C, Gasholder

E, 12
tives.

locomo-
3 locomotives
10 brake vans

F, 7 items o
B, road roller
B, boilers .
E, 200 wagons .
400 wheels and
axles.

A, 15 spans of
200 feet.

E, materials for !

250 wagons ex-
cept buffers.
D, 23 miley

Rails and fish-
plate-.

23 tons., rails

and fish-plates.

G, 297 items

E, 8 locomo-
tives,

C, 1 item .

G, 16 ,, .

E, 2 , .

Travelling gas-
holders.

F, 10items
G, 8 , '

Shipped.

Months
from
reooipt.

RrMarxks.

July 1902 .
Most, May to October
1902,

Ready for shipment .

May to August 1002 .
August 1902
June 1902

November and Decom-
ber 1903,

Augnst to Docember
1902.

June to Octoher 1002,

Part  in December
1902.

August 1900
, January 1901 .,

May 1901

65 per cent. by Septem-
ber 1900, .

30 per cent. b ¥ Decera-
ber 1000,

Balance, January to
dune 1901.

June 1901 .

October 1900

July

to  December
1900.

July 1901

August 1800

1 ” .

409

Jto 6

9to10

6 to 10

10

14

9told

16

3to8

15

Due 18th Avngust 1908,

No funds available until 1903-04.
Due 4th August 1903.

No funds available until 1903-04.
Due 6th April 1903.

Referred to India.

Budget grants, 1902-03 und
1903 04, all dne for delivery
by 23rd June 1903.

Contractors are behind-hand in
delivery.

Principally various sections of
iron which contractors will not
put the rolls in for specially
unless quantitics are large,

No funds 1ill 1001-02. Ordered
from America.
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Appendix V—condd.

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902 —contd.

. Months
Indent received. Stores. Shipped. from Remanks.
receipt.
May 7, 1900 .| Class C, 1item . | October 1900 . . b
s D, 3, . | September to Decem- 4to7
ber 1900.
w E, 38, « | October 1900 to Mareh| 6§ to 10
1901,
w F, 3 . | January 1901 . . 8

., G, 12, . A;Jgg;t 1900 to March | 3 to 10 | Small items,

. 7,100 .| L, A2, . | Desember 1900 and 7 to 8 | Reference to Indiu.
January 1901.
» Dy 2, . [Tanuary 1901 . . 8  Switches and crossings. Diih.
colty m obtaining rails.
, 13,1900 .| ,, F, 156 , .| October and Novem- 65t06
ber 1940,

. 6,23, . | September 1900 to 4 to 8  Small items.
danuary 1901,

1,000,000,  October ] ]
1900.
. 16,1900 .| ,, G, 12,700,000 {l 7,000,000, January 8 '}Asked for by 31st March 19C1.

tickets. ' 1901, |

| .
(| 4,000,000, March 1901 10
. 28,1900 .| ,, G, 49items .| October 1900 . . b
June 6,1900 .| ,, A, 9spans, 30| Junuary 1901 . . 8

foet.

, 12,1000 .| ,, B, 9items .| September to Nov- 8to5
ember 19.0.

., C 2 .| October and Nov- 4tod
ember 1900,
w D, 3, .| December 1900 and 6to9 Smallitems

March 1901,

s F,10 . | October and  Nov- 4tob
ember 1900,

s G,62 . | August 1900 to Jan- 2t0 7
uary 1901,

Iron . . | March and June 1901 9 to 12 Small items.

w 22,1000, .| , G, 600 toms |200 tons, July 1900 1

piteh 370 tons, Ostober 1900 4

30 tons, January 1901 7

July 6,1900 .} ,, G,600tons pitch | 420 tons, October 1900 4

180 tous, January 1001 7

June 27,1960 .| ,, G, 16itoms .| October to December dtoB
1900.

July 10,1900 . »w B, 4 « | October 1900 . 4

,» 10,1900 . , E, 14 . | October and Noy- 4105
ember 1¢00.
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Appendix V.,

~ Appendix V—conldd.

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902 —contd.

Indent xeceived.

July 10,1900

. 10,1900

£5,1000 .

»

Auvgust 14, 1900
28. 1900
(B. G.. 1902-03)

Sept. 3, 1000

. 5, 1900

Class F,

”

»”

”»

3

"

”

»

400 wagons, ete

S00 wheels and axles . |

Class E.10 locomotives‘ Angust and September

”

Stores. Shipped.

1 item . | November 1900

September 1800
March 1901,

G, 32 items . to

¢, 18 .| January to May 1901

E, axles May to October 1901

16 items, springs | January 1902 .

iron-| Septeuber and October

Carriage
1901,

work.

About 150 items' January to Angust

11901,
a2, . ‘I May to July 1901,
¢, 1, . ! October 1900
E, buffers ‘. November 1901

Harsehair cloth ‘ January 1901 .
. November 1900

o May 1901 . .

I, 3 itemns
Pump

Novemb:r  190) to
i March 1901.

@G, 7 items .

C, 8-wheel lathes May 1901 ) ]
3 ” , Augnst 1901

2., " INovomber]!)Ol .

|
. Junuary 1801 , .

(&, 2 itemos

E, 10]ocomotives October and Novem-
ber 1902

30 boilers . 11n October 1902,

! February to June 1902

|
|
| !

February to August. |
i 1902
1902

20 boilas .« | January {o Scptember

1003
400 wagons , | November 1901 to
Jannary 1902, !

%00 wheels and | June to October 1901

axles.

A, 1litem Janmary and March

1901.

B, 7 items

-

December 1¢00 to May
1901.

Months
from
1eceipt.

REMaREKS,

5

Small items
Indiy.

2t09

Some referred to

6to 11
10 to 16
19 | Referred to Imdia.

15 to 16

6 to 1% | Some items referred to In lia

101012 |

3|

16 ‘ 4 mon thy’ delay 1y CorUiaetor
6 ’
1!

—
=

Dehvery deferpad by the order
of the Seeretary of Nipte m
order to facilitate d Hvenes

o5 of engines for Soutlh, Afa,

17 to 21 | No tunds {il] 1902.03,

17 to 23 Ditto.

24 to 25 | Dehivery  defored iy order 10

expedite  engines for N
{ ot outh
|
17 to 26 |
15 to 17 1\0‘ Cfunds avaluble until
190102, deliveries  were, 44
far as Possible, attanged aecond-
ingly  The contractors vy
very late i some instances,
10 to 14
7 -
Jto 9
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Appendix V—conld,

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Months l
Indent received. Stores. Shipped. from RrMarks
receipt.
Class I, 2 items . | Febraary and Murh I 6to7 [
1901,

|
& F, 60 ,, Junuary to July 1901 5toll '

s @,16 .| January to June 1¢01 51010 ' Small itens

Sept 18, 1000

Sept 18, 1900
Sept. 18, 1900
Sept 18, 1900

“ept. 23. 1900

Oet, 22,1900

Nov, 12,1900
Nov 12,1900

Nov 17, 14900
Nov. 17, 1900

Nov 17, 1900
Noe. 26, 1900

Pee

10, 1900

Dec. 18, 1900
Dec. 20, 1000

Nov. 18, 1000

.

.

» L, 6 locomotives

.
» l‘l, 6 ” .
» E’ 6 ”

» B, 1item .

» Gy 13 itemy

September and October |
1902,

November 191 2

January 14901

N

i

!

June 1901 !
|

» E, Loco. Dept.

'

Coaching  1ron
WOTA.

Wheels and
axles.

Class D, 4 items .|

” A, 29 ”
" Bt 6 ”»

B

w K, 5000 bLoilor; March 1801,

tubes.
» B, 82 items
"‘ ](" 2 7”

., G, 81 Mareh to June 1901 .
b G 88, Jumelo0l ‘
, @ litem . Mayl001 N
» B, 3ditems .| Mayto July 1901 .,
., C 8 . April and May 1901.
»w D, 1 item ’I\Iarch]ﬂl)l . .
» F, 5 items May to  September
1901.
Pump . . | January 1002 ,

Class G, 12 itoms

»w D, 173-ton spikes

» E, aecident
orane.

» E, 7items

Rails and fish-plates
88 miles.

|
|

.1 April to June 1901
I May to July 1901 .

.| March to Secptembor

Deccmber 1900 and
Muarch 1901,

|
March and April 1901 ;

!
June and July 1901 . |

Jnly 1901 . .

May 1901
March and April 1901

1901,
Maroh and May 1901
September 1901 .

April and May 1901 .
March and hi.y 1901

1
|
21to 25 |
o Delivery deferred m exdis -
expedite engines for s0 -
: Afnca.
26 f
No funds were avalatlc ey
1903-1904
4

9 Ttems refared to Tndia
8 to 6
GtoT |
|
0 to 10

-4 months’ delay on cortiac

i
|

{ Switches and avossings, Dt
eulty in obtainimng i

-~

1t0d

!
|
4,!
5107!
6&08}
Lto7
7
6
6to8
6to6
4

6 to 10

i Reforence to India.

134

4 to 10

3106

9 | 3 months’ delay in contiact

4 to b

4106

2z
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Appendirx V.

Appendix V—contd.

Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Months
Indent received. Stores. Shipped. from
receipt.
Spihes and fish-holts, | February to May 1801)  3to 6
33 miles.
Switches and crossings | June 1001 . . 7
D 18,1900 . " o July 1901 . . 7
Dee. 18, 1000 . 1 Tanks, water May 1901 N . b
Dec 28,1000 . Ciamkaxies, 12 . |June1001 . . 6
Jan, 28,1901 .| Tyves, 216 . . | July 1901 . . 6
Fov. 4,1901 .| ClassC, 2 items . | Soptember 1901 . 8
» G413, .| 80 por cent by June b
1901.
2 items, September,
November and Decom- g Tl
ber 1901,
Remainder, September 8
1001.
Feb 11, 1001 » G, 7:0tons piteh ; Apnl, May and June 2to b
1901.
Feb. 26,1901 .| , G, 2,000 casks| Juno 1001 4
cemernt,
Mareh 11, 1901 w G, 135 items |60 per cent. by Sep- 7
tember 1901.
80 per eent. by Nov- 9
ember 1901,
Balanee,  December 9to12
1901 to March 1902.
Mareh 11, 1001 » B, 5 items May 1901 . . 3
» B, 1item June 1901 . . 4
» G,1litems . |Juneand July 1901 . dtob
3 ., . | September 1901 . 7
March 12,1901 .| ,, E, copper firebox !April 1801 . 2
plates.
March 18,1901 .| ,, G, 33,000,000 14,000,009, July to (]
tickots. September 1001,
8,000,000, December 9
1001.
8,000,000, February 11
1002.
3,000,000, March 1003 12
March 18,1901 .} |, (3, 32 iterus .i November 1901 8
March 25, 1001 ., G,13,607 tons |June to July 1801 . Stod
fuel.
April 1,190 » B, 24 items November 1901 . 8
s G,48 . | November 1901 . 8

ReEmMapks

Difficulty in obtaining rails,

Ditto ditto.

Broad-gange, 140102,
Ditto.

Reference to India.

Small items.

Small itoms.

Asked for by end of 1901-
1902,

Asked for April to July 1901.
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Ntatement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902 —contd.

Indeut, received.

Stores,

Shipped.

April 22, 1901

April 29, 1001

May 13, 1001 .

May 29, 1901 .

May 29, 1001 .
Jane 8, 1901

June 8, 1001 .

June 3, 1901 .

Class E, 7 items

G, 402

”» ”»

F, 10

” .

G, 6
K, 40 scts biake

ngging.
A, 2items .
D, 8

” ”

Rails and fish-plates .
Class T', 2 items

for 1,300 coaches.

. 70 pereent. by Octo-

. | September 1901 .

w B 7, . | Septemher to Novem-
ber 1901.
s C 7T . i August to December
1901.
w E, 1 .| August 1901 . .
w F, 8 . | Octobor 1901
w G, 97 ,, .1 94 items, July to
December 1901.
8 items, Fecbruary
1402.
» , 1, . | September 1901
w B 2 . | December 1901
s C 2 . | December 1901 and
January 1902.
s D, 1 . | January 1902 .
s F1 . | April 1902 .
w G, 4 .| August to October
1901.
» E, 27 , . { September 1901 to
May 1902.
2 items, July 1902
» B, gasworks .| May to September
1902.
» G, gas fittings | May to October 1902

August and  8eptem
ber 1901.
bor 1901,

20 per cent. by De-
ccmber 1901,

Balanee by March

1902,

8 items by December
1901. .

2 items, July and

August 1902,
July 1901
October 1901 . .

October 1901 . .

¢ items, October and
November 1901,

QOctober to March 1902

from

!
Months |
receipt. i

4t0b

11

8

!
i

RBeEMaARE 2

15 to 16 Reference to India.

5to8

6010 |
4|
1086 |

2to T

7t08

11
3tos

3to 12

14

12t0 16

13 to 17

|

Very small items.

Reference to India (twice)

No funds availuble t:l] 1902
1903 for part

Reference to India




100
Appendix V.

Appendix V—conld.

Ntatewent showing the time taken to execute orders for railway stores
on indents received between April 1900 and Mareh 1902 —condtd.

. ‘ '
( ! ’ Monthy |
Indent recerveld ' Store-. Shipped. o from | ReEvayrggs
' i o reeerpt.
. SR L ' ~

| .
June 12, 1901 . Class G, 307 items
November 1001,

! |
i .
¢t About 50 per cent. by ! 6 |
?
t

FAbout 10 per cont. by, 8
| Jwuary 1002, I
| .

{ i
; Remainder, February, i 8,to 12 Small balances of various e~
1 April and June 1vu2.
{

1
]
|
Jane 12, 1001 1 Class By acerdent ' May 1002 ‘ 12 )

¢rune. ! |
i

30 underframes . Angnat 1002 1 1o
; |

110 wagony - May 1902 . . 12

28 wheels and May toOctober 1902 11 to 17§ Iheak-down at contriti -
ales. ! warkd, No funds avuolanh

! tall 1902-1908
34 wety Inale zear, Manch toJune 1903 . @ to 12
RTRTRTIR

Roofing canvas 1 July 1uo2 . 14

i

! .
Class (5, 27 1tems . '\Lw 1002 . 12 J

June 15, 1901 o8 G, 26 qhml»»r to Deeen- ' 3tod l

Ter Lyol. : \

Tupe 18, 1001 W K208 oty brake Mach te August 91014 |
LB 1902, i

Julv 2, 1l L Class G, 2 atems

l
I
{
i
i
i :
|( her 1901 and 3to8
f I }uuxry 1902,
V
July 3, 1001 . January 1002 . . 7
l
! . .
Switehes  anly Angast 102, . 13 | Difliculty in obtammy varl-
Crosings.
July 8, 1001 “Class G, 23 items Reptember 1901 te 2t 8
' Mar h 1902

j [

faly 9, 00l .7, E 20 traveld Augut 192 l 13 | Refened to Indie.
| ling tinks,

!
)

July 9, 1001 . | 9 wheelsand asles ) Jamawry  and  April 6to 10
oo,
)

July 4, 190l 10 10N tons coal L Aumast to September 1to2
Toul.

Jane 17, 1901 . Cliss D, 70 miles, | Septooalier 1901 to 3to8

petmanent-way Lebrary 1002,
Sy 22, 1900 L Class [, 21 itemns Fibenary fo October 7 to 15 | Lovomotive duplicate-.
1962,

July 22, 101, . G2, .1 May andJuly 1902 10 to 12

July 221001 .0 G, 2, | September to Decem- 2tod
ber TUnl,

Parts <] Felrnwry and  May 7toln
1402,

Aug 6, 1wl Class B, 5 items October 1901 1o Jan- 2to6
uary 1902,

Aug. 6, 1901 . Te0 toms piteh o | Felnuary to May 1902 6 to 10 |
jkNo funds till 1902-190 .,

Aug. 12, 1¢01 . Class €, 11wtems .| Kebraary to June 190, fito1l
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Statement showing the time taken to execute orders for railway stores
on indents received between April 1900 and March 1902—contd.

Indent recoived.

Aug. 12, 1901

20, 1901

Aug.

Aug 27,1901

Aug. 27,1901

.

Sept. 3, 1901

Sept 3, 1901

Sept. 9, 1901

Sept. 9, 1901

Sept, 16, 1901 .

Sopt. 16, 1901 .

8toros. Bhipped.

Class E, 252 items

¥ebruary and  March
to October i902.
@, 32 . | January to June 1902

” »

November 1901 and
April and Septem-
ber 1902.

300 axles. . | October 1903

Class G, 9 items November 1901  to
September 1902,
» G, 80 86 items, November

1901.

.

i
|
I
'
i
[

|
i
i

i

i
|
|
|
|
|

i
i 1 itewns, March 1902

Class E, 20 items  + 17 items, March to

i June 1902,

Axles, JIvly
' August 1902,

and

‘ Tyres, June and July .

1902.
» E, 8locomotives  June 1902

23 wagons . July 1902 .

!

Class A, 4 spans. 150 April and May 1902 .
feet. |

7 spans, 40 January 1902 . .
feot. :

Class D, swifches and ' June and August 1902

LIOSSINES. ;

b

Tio barg, ete. . January 1902 .

50,000 spikes . J December 1901 and
January 1902,
Turn-table . j June 1902 .

Class C, 1 itom - April 1902 .

!
» D, switches and | August 1902 .
crossings.

.

June 1902 . .
7 S
Class F, 7 items

”» m . eptember 1902

|

8 steam pnumps . !
)

!

.| Mareh to June 1902 .

w K, 44 sets, brake *
gear,

March to May 1902 .

Class E, Loco. Dept. | March to June 1902 .

Carriage and
wngon spare

May 1902 . .

parts.
Class B, 1 item o April 1902 . .
» Dy F and G, 8 | November 1901 to

items. Mareh 1902,

L

|

Months
from Remarks.
receipt.
6 to 15 | No funds till 1902-1903.
6 to 10 Ditto  ditto. Some items
reforred to India,
8 t0 18 | No funds till 1902-1903.
15 Ditto  ditto Droak-down
at contractor's wor s,
3t0 13 |No fund. till 1¢02-1903.
8
7 | Roferonce to Indig.
7t 10 )
11to 12 |:
No funds available t]) 1902-
10to 11 1903. e
10 |
11 '
8to9
5!
9to 11 | Mfficully in obtaining ral,.
5
4t0H
10
8 | Referred to India,
12 | Difficulty in obtaining rails,
10
13
7t010
7 to 9 | No funds till 1902-1903,
7 to 9 | Small orders.
8 ” ”»
7 | Reference to India.
2t 6
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Appendix V.

Appendix V—concld.

Ntatement showing the time taken to execute orders for railway stores
lon indents received between April 1900 and March 1902—concld.

Indent received.

Sept. 16, 1¢01

Sept. 23, 1901

Nov. 4, 1901

Nov. 12, 1901

Nov. 12, 1601
Nov 12, 1901

Nov. 18, 1901

Nov. 19, 1801

Npv. 25, 1901

Nov. 27, 1801

Dec. 4, 1801

Dec. 16, 1902

Dec. 14, 1901
Dec. 30, 1901
Feb. 38,1902

Feb. 3, 1902
Feb. 24, 1002

Feb. 24, 1002

March 8, 1902

.

. | 650 tons pitch .

Stores.

Shipped.

"Class G, 1 item

E, 16
Al
B, 5
¢ 3 ,
F, 87

» ”

” »

?

” (e 1}

»

»

G, 8
Class G, 3items

” ”»

w D4, .
» E, 41 .
s G, 8
w G, 8 .
» D1,
s E,20 .
» B 2,
w F, 6
» E, 60 wagons
2 brake vans
Wheels  and
arles.

Class E, 15 cylinders
for gasholders

Bullet-proof plates

.| Claes A, 3 items .|July 1902 . .
»w B 1 . | May 1902 ' .

s D10 . | May to October 1902
w B 7 4, . | March to Augnst 1902
15,000 tons fuel . | March and April 1002

Carriage seats
2,001 cugks cement .
Class F, 3 items
G, 12
C 3
B, 27
G, 42

” ” .

] "

.

” ”

” ”

Class G, 134 items

. | March and June 1902
« | February 1992

. March to May 1902 .
. | April and Jone 1903 .
. | January to May 1903.

. | May and June 1902 .

] February and March

.| March and May 1902
.| April 1902
.| October 1902

. | May 1002

. | March 1902

. | Angust 1903

.| May to September
1902

May 1902

2 items, January 1902 |
1, May1902 . ,i
March and April 1062 |
May 1902

” ”

1992,
April to May 1902
February to July 1902

February to June 1502 !

Ditto

.

Ditto

Juue to August 1803

ditto

. .

May to July 1902
May and June 1902 .
September 1802

” ” .

Months
from
receipt.

5t06“
|
i
!
}

b to?7
8t09i
|
3t08i
uoe'
5

1 |

!

11

11 |

Tt

6 to 11
3to9
Stod

Revarxs,

Waiting pattein from India.

No funds till 1902-1°08,

" Refer-
ence to India.

No funds till 19021908,

Original contract cancelled.

J No funds till 1902-1903.

Reference to India.

Referance to Indla as to sectiok’
of rail,

4t08
4tob

Sto7

May to October 1902

3to8

Most shipped by August 1002.
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