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CHAPTER |.

GENERAL ADMINISTRATION.

General Review.—This report deds with Indian Railways in the
financial year 1925-26. The monsoon, an all important factor in railway
working in Tndia, was strong in northern India till August 15th, 1925,
when it disappeared entirely from the north-wost. It was somewhat weak in
the Deccan throughout the seeson.  Over the plains of India as a whole the
aggregate rainfall was 4 per cent, bdlow normal. The wheat crop depending
very largely on the previous monsoon and winter rains was 10 per cent, below
that in the previous year and there was little or no movement for export.
This was the main reason for a drop in the goods earnings of the year by
nearly 2 crores—a Joss which was only partially made good by a genera
improvement in coaching traffic.

2. Great progress was made during the {eer in the many schemes of
improvement directed towards the better working of traffic and increased
capacity of the main trunk lines. The construction of new lines proceeded
according to the programme laid down, and about 340 miles were added in
the year. The work of surveying new projects and re-examining projects
formerly surveyed but not constructed which had commenced in the previous
year was continued intensively, and at the dose of the year the construction
projects in hand or about to be undertaken amounted to nearly 2,500 miles.

3. The following events during the year were perhaps of outstanding
public interest. The transfer of-the Great Indian Peninsula Railway to State
management took place on 1st July 1925 and involved the disappearance of
the Company which had managed the railway since 1853 when it opened the
first section of.. railway, constructed in.-India, The amamgamation of the
East Indian Railway and Oudh and Rohilkhand Railway on the same date
eeliminated along familiar name in Indian Railway History. The formal
oPening of the Khvber Railway by the Hon'blc Sir Charles Innes, Member
of Council for Railways, in the unavoidable asence of His Excellency the
Viceroy, took place on 2nd November 1925. The construction of this railway
which ‘traverses the ancient trade route through the Khyber Pass presented
engineering difficulties of an unusual nature, and its completion within five
years of commencement of work was looked upon as a notable achievement.

For the second time since the separation of Railway Finances from the
Generd Finances the Railway Budget was presented to the Legislature in
advance of the general budget and was considered and voted on by the
Legislative Assembly separately.

A number of delegates from Indian Railways- including officia
representatives of the Rallway Board, attended the International Railway
Conference held in London in"June 1925.

4. Termination of the contract with, the Great Indian Peninsula
Railway and the amalgamation of East Indian and Oudh and Rohilkhand
Railways.—Last year's report mentioned the amalgamation of the East
Indian and Oudh and Rohilkhand Railways, the impending termination of
the contract with the Great Indian Peninsula Railway Company, and the
territorial adjustments which it was then proposed to make in the areas
served by the East Indian, the Great I ndian Peninsula and the North Western
Railways.

The process of amagamation of the East Indian and Oudh and
Rohilkhand Railways was facilitated by the prior reorganisation of those
railways on the Divisional System, a reference to which was made in last
year's report. The Oudh and Rohilkhand Railway had been formed into
two Divisions which on the amalgamation took their place in the combined
system administered from Calcuttaalong with the four previously constituted
East Indian Railway Divisions. In consequence of these arrangements the
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amalgamation was carried out smoothly and without any dislocation of the
ordinary business of the railway.

Arrangements made in advance in regard to the transfer of the staff and
the examination of stores and other details enabled the Great Indian Peninsula
Railway to be taken under the direct control of the Railway Board on 1st
July 1925 with the same facility as was experienced in the case of the East
Indian Railway on 1st January in that year.

Previously on the 1st A pril 1925 the Delhi-Ghaziabad Section of the East
Indian Railway was transferred to the North Western Railway with running
powers to Delhi for the East Indian Railway, and the North Western Railway
also took over the working agency of the Delhi-Umballa-Kalka Railway. The
Naini-Jubbulpore Section of the East Indian Railway was transferred
to the Great Indian Peninsula Railway on the 1st October 1925.

As one result of the territorial adjustments referred to above there has
been a large reduction in the number of junctions between different railway
administrations in the north of India with corresponding economies of time
and money in the matter of transfer of traffic and rolling stock from one
administration to another. The number of junctions where two or more
State-managed railway administrations meet has in fact been reduced from
18 to 7 by these adjustments. Each of the State-managed systems now
serves a well defined geographical area, and certain advantages have been
obtained in working from the fact that former competitive routes are now
controlled by one administration within each area.

5. Powers of the Government of Indiain Railway Matters—It had,
for some time, been generally accepted that existing rules and orders imposed
restraints on the powers of the Government of India which hampered them
in the efficient management of railways; and both the Acworth and Inchcape
Committees expressed their view that a revision of the powers reserved to
the Secretary of State in respect of railway management was overdue. On a
representation which the Government of Tndia made to him in June 1925
the Secretary of State for India in Council has agreed to a large enhancemenf
of financial powers in railway matters. Perhaps the most noteworthy point
in the delegation is that the Government of India can now sanction capital
expenditure on new and open lines up to Rs. 150 lakhs instead of Rs. 12%
lakhs on new lines and Rs. 20 lakhs on open lines, as previously. This
extension of powers will greatly facilitate the conduct of railway business.

6. Purchase of the Delhi-Umballa-Kalka Railway.—During the year
negotiations for the purchase of the Delhi-Umballa-Kalka Railway were
brought to a successful issue. Under the contract with the Delhi-Umballa-
Kalka Railway Company the Delhi-Umballa-Kalka Railway could only be
acquired by the Secretary of State (on the 31st December 1926 or on the 31st
December of any subsequent tenth year) on payment of a sum equal to twenty-
five times fifty per cent, of the average yearly gross earnings of the railway
during thefiveyears preceding the purchase, ft was obvious that, so long as
money could only be borrowed at over 4 per cent., the acquisition of the railway
under these conditions could not be financially profitable, whilewith increasing
traffic the loss to the State from working the line for a remuneration much
below the present operating cost would be bound to increase. Negotiations
were therefore opened with the Board of Directors of the Delhi-Umballa-Kalka
Railway Company for the purchase of the railway outside the terms of the
scontract, and eventually the line was purchased on the 31st March 1926
for a cash payment to the Company of £3,000,000 or about Rs. 4,00,00,000.
Had the line been purchased under the terms of the contract the cost would
have amounted to Rs. 687 lakhs.

The railway since its construction had been worked by the East Indian
Railway Company, and as already stated the working agency was transferred
to the North Western Railway at the commencement of the financial year.
The purchase did not, therefore, involve any change in the arrangements
under which the line was worked.
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9. Railways and the Legislature.—In the Council of State and the
Legislative Assemhly continued and lively interest has been shown in the
working of railways. Out of 3,836 questions asked 1,022 or over 26 per cent,
referred to railway subjects. The progress of Indianisation, the arrange-
ments for recruiting and training employes, matters affecting the well-bein
of the staff and of lower class passengers, reduction of rates and fares, an
the representations of the various communities in the railway services were
the main subjects on which information was sought.

10. Railway Budget. In accordance with the Procedure which the
separation of railway finance from the general finance of the country rendered
possible, the railway budget was introduced on the 18th of February 1926,
separately from, and in advance of, the general budget. Before presentation
to the Legislature, the railway budget was discussed in great detail with the
Standing Finance Committee for Railways. In both Houses a separate day
was allotted for the genera discussion of the railway budget, and in the
Assembly 4 days (February 24th to 27th) were set aside for the discussion of
the demands for grants.

The budget on the whole was well received. In the course of the
discussion on the demands for grants, criticism was mainly directed
gainst the proposal to extend the concessons granted to State Railway

ficers in accordance with the recommendations of Lord Lee's Commission
to Company-managed railways, the non-appointment of an Indian to the
Railway Board, the progress made with the Indianisation of the services
provision of facilities for lower class passengers and the appointment of a
Rates Advisory Committee instead of a Rates Tribunal. Among other
matters discussed in the course of voting on demands were: grievances of
railway employess further reduction of coa freights, methods of preventing
railway accidents, powers of the Public Accounts Committee, the stores
purchase policy and claims for loss of or damage to goods.

Among the motions for reduction which were carried, the most important
were the motion for omitting the demand for the Railway Board and the
motion for reducing the demand for working expenses by Rs. 20 lakhs. The
arguments in support of the first motion were based on various grounds, such
as, the dow progress of Indianisation, the extension of the Lee Concessions
to officers of Company-managed railways, the non-aprpointment of an Indian
to the Railway Board. The second motion was definitely directed against
the extension of the concessions referred to above to officers of the Company-
managed railways. Both these demands were restored by the Governor
General in Council. Many other nominal reductions under various demands
were moved to draw attention to particular matters and, apart from those
already mentioned, the only other important matter was the demand for a
further reduction of third class railway fares.

Onlv the first 4 of the 15 demands for grants were discussed in detail in
the Assembly, the rest being passed without discussion on the last day
allotted for discussion of the demands.

11. Central Advisory Council for Railways.—During the year 1925-26
two meetings of the Central Advisory Council were held, one in the Simla
Session of the Legislature on the 22nd of August 1925 and the other in the
Delhi Sesson on the 23rd of March 1926.

The August.meeting was devoted to a discussion of the Railway Board's
scheme on the Recruitment and Training of Railway Officers in Indiawith
reference to the following services :—

(i) Transportation.

(i) Civil Engineering.
(iii) Mechanical Engineering.
(iv) Stores.

As a result of that discussion and the subsequent discussion which the
Railway Board had with the Agents of State-managed Railways, the scheme
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(4) The reasonableness or otherwise of any conditions as to the packing
of article specially liable to damage in transit or liable to cause
damege to other merchandise.

(5) Complaintsin respect of conditions as to packing attached to arate.

(6) Complaints that Railway Companies do not fulfil their obligations
to provide reasonable facilities under Section 42 (3) of the Indian
Railways Act.

14. Standing Finance Committee—The Standing Finance Committee
for Railways met 14 times in the course of the year. The first two meetings
were held a Bombay on the 29th and 30th June 1925. At these meetings
the Committee discussed the question of the re-organisation of audit and
accounts on railways, considered the Railway Board's observations on Mr.
Rama g\alyangar's articles on railway expenditure, and discussed the question
of the]c Jjustments in the accounts to be made in connection with the revalua-
tion of stores.

The next meeting was held at Calcutta on the 20th July 1925 where the
Committee considered the rules prcg)osed to be laid down by the Railway
Board relating to English grants and the certification of indents for imported
stores. They aso discussed the cost of the super audit establishment in
connection with the re-organisation of audit and accounts, and agreed to the
creation of the appointment of Director of Finance on the Railway Board.

The 4th and 5th meetings were held at Simla on the 4th and 11th
September 1925.  The Committee examined at these meetings proposeals for
various important items of new construction, such as the electrification of the
Great Indian Peninsula Railway, the provision of railway facilities for New
Delhi, and the remodelling of the Victoria Terminus. They aso considered
the proposdls of the Rallway Board for the reduction in the cost of
establishment of the Railway Board.

The Committee met 3 times in November—on the 12th, 13th and 14th—
in Calcutta, when they considered certain proposals for new works, in addition
to the quinquennia programmes of the more important railways, as aso the
?eneral question of the programme of capital expenditure and expenditure

rom the depreciation fund. They adso discussed and approved of the
proposal to carry out an experiment to ascertain the feasibility of establishing
a Clearing House for Indian Railways.

The Committee met next in Bombay on the 7th and 8th December, where
they considered the quinquennial programmes of the railways left over from
the November meeting, and discussed the introduction of an improved overland
mail service between Bombay and Calcutta.

The next meetings of the Committee were in Delhi on the 18th, 19th and
20th JanuarK 1926, when they discussed the budget proposas of the Railway
Board for the year 1926-27, and the proposals for supplementary grants for
the year 1925-26. They dso considered the question of the reduction in

ger fares and expressed their gratification at the start that had been
made In the reduction of rates and fares.

The last meeting of the Committee during the year 1925-26 was held at
Delhi on the 17th February. The questions discussed included the construction
%f_lnarv lines and the purchase and dismantlement of the Arakan Light

allway.

15. Medtings with Agents and visits to Local Governments and
Railways.- The Railway Board held general meetings in October 1925 and
March 1926 with the Agents of the principal railways for the discussion of
important subjects. During the year 21 visits were paid either by the Chief
Commissioner or a Member of the Board to Local Governments and 51 to
Railway headquarters. In addition severd Agents paid individual visits to
the Railway Board. Close contact has thus been maintained by the Railway
Board with the Local Governments, the Railway Administrations and public?
bodies, such as Chambers of Commerce who are invited beforehand to bring
forward matters of interest for discussion. In the course of these visits the
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Chief Commissoner and the Members have travelled on inspection over most
of the main lines of the principal railways in company with the Agents and
principal officers

16. Indian Railway Conference Association—At the 1925 ssson of
the Indian Railway Conference Asociation the quesion of the future
functions and activities of the Associdion wes teken into consideration at
the instance of the Railway Board.  In aletter to the Association the Railway
Board had invited attention to the fact that as a result of the Great Indian
Peninsula and East Indian Railways being brought under State manegement,
mogt of the larger junctions in India would be those betwean State railways,
and that the smplification resulting from the new configuration would
eiminate much of the work of the Conference in relation to the Sate'managed
railways. They pointed out further that it wes necessay for the State as
Owner and Manager of the mgjority of the broad gauge railways to take
direct charge of the standardisation of equipment, such as locomatives, rolling
gtock, track and bridges, subjects which had bem dedt with from time to
time by the Conference Association.  On the other hand it was pointed out
that there were many directions in which the Railway Conference Association
could be of grest assstance both to the Stale and to Ralways as a whole,
and it was suggested that the Association should consder the advisability
of defining the range of its future activities in view of the dtered conditions
referred to.  The whole question was discussed by the Conference a their
mesting in October 1925 and again a a Specid medting held in March 1926
and as a result of their deliberations a number of important changes were
decided on.  The principle underlying these changes wis the recognition of
the separate functions of the Association acting on the one hand as a body
deding with interchange of traffic and on the other as a medium for the
interchange of idess on technicd railway subjects Of the changes decided
on the principa wee the formation of an Operaing Committee for
Interchange to ded with all questions afecting the movemat and interchange
of rolling ock and cognete matters; the abolition of the Locomative and
Cariage Superintendents Committee and the formation of a Mechanicd
Section and an Engineering Section to report in an advisory capacity on
questions relating to Mechanicd and Engineering subjects  The formation
of other sections to ded with statistical, administrative, dores and other
questions was dso conddered but it wes dedded to hold thee in abeyance
until experience had ben ganed of the working of the Mechanicd and
Engineering Sections  Minor dterations were dso mede in the rules of the
Association with a view to obtaining dedsions more expeditioudy than hes
hitherto ben posshble

The Indian Railway Conference Association hes along and useful history
behind it and it is believed that the extendon of its functions in the manner
indicated will admit of a more intensve and ussful study of the technica
problems of Indian Railways.
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CHAPTER I,
FINANCIAL RESULTS OF THE YEARS WORKING.

17. The principal results of the working of railways are summarised
in the table below :—

|
—_— Clogn T Wntiways. | lher Eailways. Total of uil Exllways,

( 192825 HARE NAdh 35,270

(i) Total route mileage open .
for traffic. II'J'Z-"»-EH B3G5 888 W4,070

192 125 545,088, d0 408,300 ST, 845,400
(ii) Number of pasengers{

originating. 1UH5-26 504,708,000 SLEER0N | G0 08500

192435 | 19,102,445 000 807,908,000 | 19,910,350,U00

(iii) Number of passenger
1935-26 | 11,512,584,000 418,690,000 | 20,%41,435,000

miles.
1924-25 74,425,000 3,168,000 T T0g000
(iv) Tons originating {
138026 76,414,000 4,201,000 617,000
1024-2% | 21,063,5684,000 205,007,000 [21,2065,681,000
(v) Number of ton miles .
1923-20 | 10,081,723,600 287,156,000 |19, 588,874,000

18. Trade Review. The chief feature of the monsoon of 1925 was its
early incidence in North-West India and its complete withdrawal from that
area after the middle of August. Averaged over the plains of India, the
rainfall during the monsoon period was in defect by 4 per cent. Taking
the year as awhole, the rainfall was within 25 per cent, of the normal except
in Orissa and the Madras Coast North where it was in moderate excess and
in Baluchistan, Hind, Rajputana, and Gujrat where it was in large defect.

, Exports of Indian merchandise which reached the record figure of
lis. 385 crores in 1024-25 fell to Rs. 375 crores in 1925-26. The exports of
raw cotton during the year increased from 594,000 tons in the preceding
year to 745,000 tons although there was a slight decrease in production,
while the value of cotton manufactures exported showed a decreese of Rs. 1,63
lakhs chiefly on account of reduced exports of cotton yarn and piecegoods.
The outturn of the jute crop was 3 per cent, less than in 1924-25 and the
exports of raw jute dropped by 49,000 tons to 647,000 tons but higher prices
accounted for an increase in value of Rs. 9 crores. The yield of the wheat
crop of 1924-25 which was mostly moved during 1925-26 was less than that
of the preceding year by 10 per cent, and the exports of wheat fell from
1,112,000 tons in 1924 25 to 212,000 tons in 1925-26, while the exports of
rice, notwithstanding a small decrease in production, rose by 276,000 tons
to 2,577,000 tons. The yield of the winter oilseeds crop was better than
in the preceding year, but the exports declined slightly. ,

Imports of private merchandise also showed a decrease of Rs. 20/ crores
to Rs. 226 crores, the largest decrease being in cotton yarn and manufac-
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21. The decrease of 134 56 lakhs in gross earnings is chiefly due to a fall-
ing off in earnings from Goods traffic on the North Western, East Indian
and Great Indian Peninsula Railways.

The decline in the earnings on the North Western Railway is due to the
heavy drop in the export of grains through Karachi. This loss of long dis-
tance traffic is reflected in the North Western Railway figures of ton miles of
general merchandise which dropped from 2,412 millions in 1924-25 to 1,648
millions in 1925-26 and it is the falling off in this class of traffic that has
brought about the large decrease in ton miles on Indian Railways, notwith-
standing an increase in the number of tons carried.

The earnings of the East Indian Railway also show a falling off. but
this is principally due to the transfer of the Delhi-ITmballa-Kalka Railway
to the North Western Railway from the 1st April 1925, and of the Naini-
Jubbulpore Section to the Great Indian Peninsula Railway on the 1st Octo-
ber 1925.

22. The rise of Rs. 151 18 lakhs in working expenses is not real. The
working expenses of 1924-25 benefitted to the extent of Rs. 14096 lakhs on
account of the Privy Council decision exempting railway companies from the
payment of customs '«duty on stores imported by them for the working of
State Railways and of Rs. 38 29 lakhs on account of the adjustment by
credit to Working Expenses and debit to the Railway Reserve of the differ-
ence between the book and the market value of stores. This adjustment was
effected in accordance with a decision of the Legislative Assembly. If these
adventitious gains are disregarded, the working expenses of 1924-25 would
have been Rs. 61.7003 lakhs against Rs. 62.90-78 lakhs shown as having
been incurred in 1924-25. The working expenses of 1925-26 are Rs. 64.41 96
lakhs or a decrease of Rs. 2807 lakhs when compared with the real expendi-
ture of 1924-25.

23. The following table compares the real expenditure of 1924-25 and
1925-26 under the major heads for which grants are voted by the Assembly :—

(FifrureB in thousands)

? 182425, 193E-28, Differaman,
. _ - —
Ra. Re. R,
1. General Administration . 14,32,70 | 12,0850 + 0805
2. Repairs and Maintenance and Operation +A,72,78 | 4#43TAT | —1A541

3. Appropriation to Depreciation Fund 10,55,00 10,66, %8 +51,88

TOTAL B3, 40,48 08,040,20 —d40,28

i
Deduct worked lines . ! 5,70,45 8,55,84 | —12,81
TOTAT, WORKING EXPENSES 04,70,04 | 64,4106 | —28,07

The increase of Rs. 6325 lakhs under General Administrations is
partly due to the larger establishments employed consequent on the addition
to open mileage of railways, partly to annual increments to the staff, and to
the payment of the Lee Commission Concessions to the officers of the Company-
worked Railways and the East Tndian and Great Tndian Peninsula Rail-
ways with retrospective effect from the 1st April 1924
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the reduction of Rs. 135-41 lakhs under " Repairs and Maintenance
and Operation " u due principally to the following:—

(a) Reduced operating expenses consequent on the falling off in the
amount of Goods traffic handled;

(b) Less expenditure on repnirs; partly due to the enforced suspension
of work in the North-Western Railway Workshops consequent
on the labour unrest.

(c) General economies effected in operating expenditure and in ohnrges
for maintenance and repairs.
24. The contribution of Rs. 5.48,80 Inkhs to General Revenues is arrived
at as follows : —
(Figures in thousands of rupees)

(Based on actuals of penultimate year 192.8-24).

Rs. Rs.
1. 3 per cent, on capital of 5,40,88,90 at charge—Commercial lines . 5,40,39
2. (i) Receipts—
Cross traffic receipts—Commercial lines . . .92,94,37
Subsidised Companies—Share of surplus profits . . 23,04
93,18,01
(ii) Charges—
Working Expenses—Commercial lines . . . . 59,15,00
Tndian States and Railway Companies' share of surplus
profits . 1,14,16
Interest—
On capital at charge—Commercial lines . . 19,(16,80

On capital contributed by Indian States and Companies. 8,09,94
Land and subsidy . . . . . . . 5,40
Miscellaneous Railway Expenditure . . . . 15,26

Contribution at | per cent, on capital at charge—

Commercial lines . . . . . . 5/40,'59
88,07.85
(in) Surplus . . . . . . . . 1,50,10
(iv) Contribution of one-fifth of surplus . . . . 90,33
8. (i) Total contribution from railway revenues (I plns 2 (ie) . 0,30,42
Deduct—Loss on strategic, lines—
(i) Interest on Capital of ;26,2258 . . . 1,02,37
(ii) Loss i n working . . . . . . 18,67
1,21,04

(iii) Net payment due from railway to Ceneral Revenues
in 1925-20 . . . 5,69,88
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(Figures in thousands of rupees)

Rs. Rs.
4. Add®;of excess over 8 erores of surplusin 1925-26 arrived at as
follows :—
(0 Total receipts (including Government share of surplus
profits from subsidized companies and interest on
Depreciation and Reserve Fund balances) . . 1,00,58,46
(if) Total charges (including surplus profits paid to com
pauies interests and other miscellaneous charges) . 91,30,81
9,27,65
(Hi) Total gain from Railways during 1925-26
4,18,27
(iv) Excess of gain over contribution 4 (ii)—3 (iii)
39,42
(v) Contribution equal to of excess over 8 crores

5. Total contribution to General Revenues durlng 1925-20,8 (ii) 5.48.80
plus 4 (i) R R o

25. A word of explanation may be added here as to the wide difference
in the capital at charge figures of 1923-24, 1924-25 and 1925-26 adopted in
%:alllculatl ng the contributions to General Revenues. The figures are as
ollows.—

1923-24 5,40 erores.
1024-25 5,81
1925-26 6,01

The increase in the figures of each, succeeding year is not due merely
to ihe increased capital outlay of the year over the preceding year, but is
accounted for partly by the liabilities taken over by the State on the assump-
tion of direct State management of the East Indian and Great Indian
Peninsula Railways which amounted to about 27 crores in 1924-25 and 5
erores in 1925-26.

26. The return during 1925-26 on the capital at charge of the Budget
Lineswas 5 31 per cent., which is an appreciable improvement over the return
of 501 per cent, realised in 1913-14. It dso compares very favourably
with the return in more recent years excluding the years afected by the war,
the percentage in 1921-22 being 2-64 per cent, only, rising to 4 38 per cent,
in 1922-23 and 524 per cent, in 1923-24. The return for 1924-25 was as
high as 585 per cent.

27. These percentages are calculated on the total capital at charge of
both Commercial and Strategic Lines. The latter being iinremunerative
adversdly affect the financial returns. Excluding the figuresrelating to those
lines the net returns on the capital at charge of the commercia lines will
be slightly better. Under the separation convention the loss on the work-
ing of the strategic lines, which includes the interest on the capital at charge
of these lines, is borne by the Central Government. The reason for the lower
percentage 5-31 per cent, as compared with last year is principally due to
the falling off in goods traffic and to the working expenses of 1924-25 includ-
ing thespecial credits of Rs. 179 lakhs referred to in paragraphs 21 and 22.

28. The institution of the depreciation fund has assured, to Railway
fid ministrations a definite source out of which the expenditure on replace-
ments pnd renewals can be met. without the uncertainty of sufficiency of
funds which was a feature of the past. The table below compares by
individual railways the charges to working expenses op account of deprecia-
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tion and the actual expenditure on replacements and renewals during 1924-25

and 1925-26:—
(Figures in thousands of Rupee ).
Crodit to Depre | Amount spent on| Credit to Depre | Amount spent on
ciation Funﬁoby Replacement) and | ciation Fun?{)y Replacements and
Railways. debit to llevonue enewas and | debit to Revenue enewals and
& on account of charged to Do on account of charged to Do-
Depreciationin | preciation Fund | depreciationin | preciation Fund
1924 25. in 1924-25. 1925-26. in 1925-26.
(6] @ ®) @ (6)
North-Western . 21197 12587 22309 16220
Eastern Bengal . 7327 50,78 7573 36,05
East Indian 20054 183,60 19243 13128
Croat Indian Peninsula 13558 8239 14596 10819
STATE LINES WORKED BY
COMPANIES—
Bengal Nagpur . 102,70 41,26 1,0954 42,02
Bolmg_ay. Baroda and Central 1,07,04 70,28 1,0985 116,86
ndia.
Burma 41,07 32,90 42,95 41,52
Madras and Southern 71,08 69,48 74,02 85,35
Mahratta.
South Indian 40,56 1713 47,26 48,22
Other Railways 44,59 4532 46,05 2071
TOTAL 10,35.00 7,29,01 10,66,88 798,40

29. An analysis of the Financial results of the year of individual rail-

ways is given in the statement be

ow,.—



Financial remits of the working of Railways owned by the State.

(Figuresi n thousands of Rupees).
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State Lines Worked by
Companies.

Bengal Nagpur

Bombay. Baroda and Central

Burma .

Madras  and Southern

Mabhratta.

South Indian

Other Railways .

Net of Miscellaneous Receipte]
and Charges not attribntable
to any one Railway.

Interest on Depreciation and
Reserve Fund balances.

B T e T e S B |
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NUMBERS OF PASSENGERS CARRIED ON INDIAN RAILWAUS.
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30. With the exception of the Burma and South JLndian Railways the
financial results of railways for the year 1925-26 are less favourable than
those for 1924-25. This is due in some measure to the decline in gross earn-
ings, but also, as explained in paragraph 22 to the working expenses in 1924-25
being reduced by special credits amounting to lis. 179 lakhs.

The improvement on the Burma Railways is accounted for by the large
rise, principally duetoricetraiiic of lis. 64 lakhs or nearly 15 per cent, in gross
earnings.

On the iSouth Indian Railway the more favourable results are also due
to increased earnings, principally from passenger traffic.

31. The working of all railways, except the Bengal Nagpur Railway
resulted in a net gain to the State during the year 1925-26. The loss on
the Bengal Nagpur .Railway amounted to Rs. 40 (10 lakhs which is 35 lakhs
more than the loss during the year 1924- 5. This loss is attributable to a
larger debit on account oi calculated depreciation, to increased payments in
interest charges on the larger capital outlay and to expenditure on the renewal
of debentures. The necessity lor ejecting economies in the working of this
railway is a subject that is receiving the special attention of the Railway
Board.

32. Analysis of earnings.—The total earnings on all railways of
Rs. 113 39 crores consisted of Rs. 64-83 crores from Goods Traffic, Es. 39 49
crores from Passengers and Rs. 907 crores from Parcels, luggage and Mis-
cellaneous earnings.

33. Passenger earnings—There was an increase of 1.87 per cent, in
the Passenger earnings from 38-76 to 39-49 crores. The numbers of and
earnings from passengers are summarised in the table below separately for
each class for the four years previous to the War and for the six latest
years. Figures for Reason and Vendor's tickets are shown separately for
the last three years as well as included in their proper classes. Graphs are
also inserted showing year by year from the beginning of the century the
number of passengers carried by classes and the number of passenger miles.

Indian Railway
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w1 . . e 3,135 | 1p7462 ddb 47 | JBgHT [F%-1-] ) | Lo s 16,1418 1698
Wz . . NG Febk | g3 | aTSG6T | dudly G | - pEHL ULET | 17013 17,86

1314 . Ba )y A8 | 1207 ] slObe0 | BG004 | edbE [ Batu | Lusad | 183703 {1436
-
195021 o wvh | FAU L OLLTRO | dld | RREEY | A0 | 53680 | LELLY | AHMEIG | 3724

wopgz L) paes | utos| ol sousan | seare | vuedr | 2oear | Lasnn | oasspe | aLe8
egas | o | sa23 | wa2p; suma7u ) 56466 | 13RTL | J7 | Lubat | suoss | 4nse
e ] M7 | 438 | aows | slnore | ssosd | 12050 | Luses | Lates | sugits | mg0
a2t .| a6 | wuse | seed [ Baams | seste | L9 | veeie | Ledss | asguri | soer
wasst b e | ea06 ] eser | oseteen | couur | Liga | pmzge | Laspe | saasgs | wise
ekt | Lesv | wueeu ) osoes | sraam | L | uanar | momis | Lanw| smsz| L.
102¢36f . L2 [ g | wnsay | osensos | . | pzan | oLezeo | e | ossas | L.
ket | Lase | oaer | e | oseam | L [ ppoas|oeese | aseen | oagreas | L

Excludes the Maurbliaiij and Parlakiinedi Light Railways for which detailed information is
not available.

nnte of season and vendor', tickets and their earnings included under the respective
classes; the former at Ihe rale of 60 single journeys per month.
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34. An increase has taken place in the numbers carried in each class
except First Class. Earnings from passengers carried have increased by
76 lakhs under Intermediate and Third Class.

35. In 1922 on account of the large increase in working costs on rail-
ways due to the abnormal rise in the price of materials and an increased
wages bill it was found necessary to enhance the maxima fares by 25 to
33 per cent, and goods rates by 15 to 25 per cent. But the question of the
desirability of retaining rates and fares at this level continued to receive
the careful attention of the Government of India and the Railway Adminis-
trations. The strengthening of the financial position resulting from the
separation of railway from the general finances and the good years in 1923-24
and 1924-25 enabled the majority of railways to consider reductions in
Passenger fares.

With effect from 1st January 1926 the South Indian Railway reduced its
1st class fares by ordinary trains from 224 to 18 pies per mile and by mail
trains in proportion. Similarly 2nd class fares were reduced from 11 to
9 pies per mile by ordinary trainsand proportionatelgetr)y mail trains. Third
class fares by mail were also reduced on 1st November 1925 from 5 pies all
distances to 4£ pies for the first 100 miles-and 4 pies for additional distance
and on 1st February 1926 the fares by ordinary trains were reduced from
3Y2piesto 32 pies.

The East Indian and Bengal Nagpur aso reduced Inter and 3rd class
fares from 1t January 1926. The reductions on both lines were:—

Intermediate by Mail— )

from 7 pies per mile for iirst 300 miles

and 5 pes pe mile for additional digance

to 7 pies pe mile for firss 300 miles

and 32 pies per mile for additional digance
Intermediate by ordinary trains—

from 5 pies’ all digances

to 5 pies for firg 80 miles

and 32 pies for additiona digance

Third dass by ordinary trains—
from 3 piés all ddances |

to3 1/} pies for first 300 miles

and 2Y%2 pies for additional digance

the fare by mail trains being reduced in proportion.

Other railwayswerearrangi n%for reductions to have effect from 1st A pril
1926 and in framing the Railway Budget for 1926-27 alowance was made for
a e(lj’edl._JCtlon in revenue amounting to Rs. 163 lakhs on account of these
reductions.

36. Passengers travelling without tickets In view of the large
number of passengers travellirég without tickets and of the loss to railways
and to Government caused thereby the I ndian Railway Conference Association
recommended in February 1923 that the Railways Act should be amended in
order to strengthen 4he position of Railways in recovering fares and penalties

from passengers travelling without tickets.

It was, however, decided that it was not advisable to amend the Act
in the direction suggested until all other possible alternatives had been tried.
Meanwhile Railway Administrations adopted the foll owing measures—

1. Stricter supervision and discipline.
2. Reorgdanisation of the Travelling Ticket Inspection system, etc.,

an
3. Introduction of system of checking trains by Flying Squads of
travelling Ticket Examiners.

In spite however of endeavours made by railways large number of pas-
sengers still succeed in travelling without paying the proper fares.

In 1924, 2,347,819 er were detected travelling without tickets
and the total amount collected from them was Rs. 25,12,244. During the
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first six months of 1925, 1,080,785 passengers were detected travelling with-
out tickets and the total amount collected from them was Rs. 12,58,310.
The whole question is receiving specid attention.

37. Goods Earnings—The total earnings on all Railways from goods
traffic show a reduction of nearly 2 crores, from Rs. 66 46 to Rs. 64'47 crores
which is chiefly due to the falling off in earnings from wheat and grain on
account of the decline in exports referred to in paragraph 18 above.

The following statement shows the tonnage of principal commodities
and the earnings derived therefrom on Class T Railways during the last
two years. Apart from wheat and grain the most marked fluctuations
compared with 1924-25 were increases under cotton raw and manufactured,
kerosineoil, suga(ar, iron and steel, and other commodities, and decreases under

salt, coal and coke, iute and oilseeds.
103425, 102630,
——emm - — - . ‘[I):“m +
Commodty. W, of No.of N ale
bk Re. In [l Tw. in Farniups
razrivd in FraTa. earried in ararm, {Inkkat.
willlnan, millinna
(1) Coal and Coke . 4285 817 2201 896 —22
(2) Railway Stores | 2177 500 2050 201 —1B
(3) Wheat a8 408 200 z12 —108
(4) Rice in the husk and ricei B4y 485 502 4:49 +7
not in the husk. |
(5) Gram and Pulse, Jowar &:00 406 464 419 —187
and Bajra and other
grains.
(6) Marbleand Stone . 2-99 077 w78 g4 +11
(7) Metallicores 2-81 11 2-51) Tt —&
(8) Salt . 2-5¢ e 2-14 1-74 —48
(9) Wood, unwrought . 181 ras 299 t-og +12
(10) Sugar, refined and un- 97 1-6¢ 105 185 +21
refined.
Ao 385 878 360 —-1G
(11) Oilseeds
200 3] 257 42 +44
(12) Cotton, raw and manu-
factured. 124 143 161 128 -9
(13) Jute, Raw . 628 0-f n-nf 5o ')
(14) Fodder L 103 062 14 EL] +8
(15) Fruits and vegetables,
fresh.
1R 187 IR} 208 +18
(16) Iron and steel, wrought .
1'te 34 1-37 28 +87
(17) Kerosineoil
114 116 g 106 =10
(18) Gur, Jagree, Molasses, etc.
1608 183G 14-85 148 +128
(19) Other commodities
TOTAL oTis | d428 HI0-48 6200 —230




20 REPORT BY THE RAILWAY BOARD ON INDIAN RAILWAYS FOR 1925-26.

With aview to assisting industries and stimulating traffic it was decided
to make a reduction of approximately 10 per cent, in the rates for long
distance coal with effect from 1st April 1926.

38. Economies effected during the year,—The striving towards eco-
nomy and reduction in working expenses which has now become a settled
feature of railway working has again yielded satisfactory results. These
results are narrated in Chapter TV of the report dealing with Transporta-
tion and Working and in the paragraphs of this chapter dealing with reduc-
tion of stores balances and compensation claims. A feature of the working
of railways during 1925-26 has been a decrease in the tonnage of coal
consumed.

The total tonnage of fnel consumption on all Class | Railways fell from
6.740,244 tons in 1924 05 tone 0.610.361 tons in 1925-26 or a decrease of
1'93 per cent. The reduction is partly due to a decrease in the volume of
traffic handled and partly to the efforts made by railways to reduce fuel
consumption.  The tonnage of coal consumed per 1,000 gross ton miles on
broad gauge trains foil by 2-84 T T cent, for passenger trains and bv 0'70
per cent, for goods trains. The decrease for metre gauge goods trains was
103 per cent.

The expenditure on fuel generally has also fallen bv 25 lakhs on Class |
"Railways and while this is partly due to the improved coal consumption
figures mentioned above the principal cause is the reduction in the average
cost of coal received from the mines.

39. Stores Balances. Tn the report for last year attention was drawn
to the Inrge rednrtion« offorfod in the stores balances during the nrcvious
rears. "Further reduction amounting to "R . 195 lakhs were effected during
the vear under review and the appended statement shows the improvement
in this respect on individual railways since 1921-22: —

Stores balances (in thousands.)

Railway*. 1091.52. 1929-98, a0 1924-20, 102604,

I, tn, : Ha. Fiwa K.
Assam-Bengal . 34,81 aaa! 18,54 1280 F.AD
Bengal-Nagpur 14020 1M1 MR [ 1A% 01 14043 1976
Bombay, Boroda ad Central India LIAAT STAR F AR 2 1778 1,058,458
Burma L RS | AETT LN - ] 75,00
Eadt. Indian o AT AERA 32141 240,14 2RI
Eastern Bengal 25169 176,20 . 1,55 A 170,80 11200
Great Indian Peninsula 10044 4,88,35 : aanr 280,40 2 AR6T
Madres and Southern Mahratta . 140,52 186 i Likg1 1,028 86,81
North Western 204,12 ap2ee | RI0I8 #2400 32576

Oudh and Rohilkhand R596 R8T : Rr.28 Ragn .
South Indian . 11448 138,86 02 1M 8499
Other Railways . 41,18 14,5 ; B8R0 [2:) A2
Central Indian Codfidds . [ 10,08 11413
Total 28,160,860 FUARIR | 81,6702 17,08,8% 15,19,6¢

* Included with the Eant Indian Railway.
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40. Compensation Claims lor goods lost or damaged.—A further
substantial reduction was effected during the year in the amount paid under
this Head as will be seen from the following statement:—

Claimfor good lost or damaged paid by Class | Railways (excluding Jodhpur Railwa
g during%zgfﬂzs, 1923-24, 1924-2 ar¥d 1&25—26. 9 P Y)

Ralwgy  B. 1922-29, 1R35.24, 1984-28, 199594,
Re. Ra. Re. Re
Assam-Bengal . 293,065 1%,000 17,587 21,841
Bengal and North Wee- 1,770,616 1,602,481 AD,B80 02,032
tern.
Bengal-Nagpur . 1,98,072 2,569,708 9,01 8R% 80,093
Bombay, Baroda and 15,88,572 8,44 8T8 5,08 084 4,40, 465
Central India.
Burma . .. 40,191 26,219 a5 6a2 30,982
Eastern Bengal . 108,554 1,717,020 1,68,020 1,808,738
East Indian 57,086,225 42,72, R%0 50,61,361 11,78 008
Great Indian Peninsula 19,085,438 18,17,153 0,885,009 441,130
Madras and Southern 2,421,128 1,564,168 84,548 €1,018
Mabhratta.
Nizam's Guaranteed 3B 24,208 17,022 18,210
State.
North Western . 16,480,808 4,718,880 6,84,16% 8,580,171
Rohilkund and Kumaon 45,106 16,651 21,8560 17,088
South Indian 08,951 44,502 92,045 48,538
Total 1,20,80 B 78,096,805 56,70,400 20,51,810

The results shown in the above table show a steady decline in the amount
paid as compensation every year.  This satisfactory result is due to the specia
attention that has been devoted to the subject by the Railway Board and to
the remedial and preventive measures taken by Railway Administrations,
such as, better supervision over the staff, extension of the rivetting of wagons,
and improved efficiency of the Wntch and Ward Department, etc.
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CHAPTER |1

NEW CONSTRUCTION AND ENGINEERING WORKS

41. Capital expenditure—Up to the end of March 1926 the total capital
at charge on all railways including those under construction amounted to
Rs. 76309 crores of which Rs. 67523 crores was capital at charge on State-
owned railways inclusive of premia paid in the purchase of Companies' lines.
The remainder Rs. 87-86 crores, represented capital raised by Indian States
Companies and District Boards.

The capital at charge of State-owned railways is arrived at as follows:—

Liability and debt incurred in purchase of railways . 150,109,299

Less liability and debt cancelled by the operanon of
Annuities and Sinking Funds . ' . 29,232,502

Net amount outstanding 120,876,797

Rs. (omitting- 000)

Converted at Rs. 15=£1 1,82,16,76 (a)
Direct expenditure by Government 4,93,06,35
TOTAL 6,75,23,11

By far the greater portion of this amount, namely, Rs. 6,32,81,32' is
Government capital and only 1 15th or Us. 42,41,79 is owned by Compan|es
These figures include Rs. 31 03 crores on account of capital expenditure to the
end of March 1926 on strategic lines.

42. The total capital outlay on all railways during 1925-26 was Rs. 21'63
crores of which Rs. 1925 crores were spent on State-owned railways. The
following statement shows how this outlay of Rs. 19-25 crores was distributed
between open line works, rolling stock and new lines, similar figures being
given for the previous four years and for 1913-14:—

Orxw Txes,
Year, . Workn Now lines, AFeamD Tomar,
Enriding Hrttiog-mtovk. Tarrai.,
utores.
R Ha, L3 Ha, Es.
Terored. Tezomeny oroTe, nroreL croran
HEES . . - - 1L T8 141 196 174y
e . . . . - 1140} 108 192 ki8] 3513
WMz . . . . . anr [ 16828 74 1503
hL:EETT N L] "ol 1 5l g
158435 . 88 [X1] 1108 5 ey
192396 . it 80 1524 w01 TR
@, Ind ecoomt of e(d*a‘ge Q675(II) representing Great Indian

peninsla Ralwexy Corrpmy e cgpital paid off during the year,
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43. The distribution of the capital outlay in 1925-26 over the different
State-owned lines is shown in the summary below:—

OrzR Lanss.
linilwnye Hew livw. | Graxp ToTar.
Warkn, rte. | Rolliugestock. op:]-:mu.
Hu Ln. . Um, Ha.

vrores. ETOres. L thured. Lo

Bengd -Nagpur graz 12 151 12 5
Bombay, Baroda ami Central India j 3 o7 177 7
Eastern Bengal o ls (R 109
East Indian [k 14 23 15 s
Great Indian Raingia o 121 =1 >
Madras mid Southern Mavata . (1) fl-al 1o a2 126
North Western 17 T3] (X4 [ 1] =i
South Indian 124 ol 148 L] =l
Other Railways il [ 5+ el -0
TOTAL U By 124 ‘rol IS

Lines opened and under construction.

44. Lines opened during 1925-26.—A total mileage of 34076 miles of
line was opened to public traffic during the year and consisted of:—

144348 wmilos
T45°00
46
43

"

"

ar

1]

A detailed list |s g|ven bdow of the more |mp0rtant lines opened

during the year : —

Ko ol Jine,

Majri-Kajur

Kandra-Gordraiadod

Bemo Due Sedion

South Karanpura Codfidds
Extension.

Mailsi-Pakpattan I
i
BantktnW'Kambc, Kambe Can+ I
tonment.
Saralgarh-Rnitinghnagar
LamangYe . . .* .|
Qadwal-Allumpnr Section |

Daangyn-Taungdwingyi
Pbarcndu-Nautanwa
Itwari-Nagpur !
Kherei-HincLioegh
Gwalior-Kampoo Kothi

. o Warki .
Ginuge, | Mileage, e n;:n;:'!; Dale of opkiog
)
I
= o | 20m LB Ry, | K Moy 10,
H
ot em O T § T P T
5o 18T ! N By L L0 Gelaber oz
A 1 ] Lalp . e | BN M, v, Blet Burch 1931,
Foe SR ‘ NoW. ity .| S3nd Busnker 135,
) 1ALl Jatmry L0361,
o, 1 ) 1| M Liye. {
dth Mancl 152
¥ s | 0523 | Bikaoer Dirbae, | Wikaaer ity | 1nk Ucbolwe 1425,
Yo 1986 (Bhab . | Buene Rye | A AplioEs.
¥ oaY| mre U K UL the |K Go8 By .| th July 1925
Himm's Gart,
U W48 Baw . . Bares b L 1mb A s,
oo ‘ 2525 I AN W Ry K &% Wl | (b Dovember 1025,
w g ! 1490 - THN Ky 21 Tnl Aty TUIE.
! Sk
® ¢ L v NOW. L, | 1k et pugs.
P Fo5 o diwnlior ln..rb...,|u.r.u..r By | 20 Peveindee L5
, .
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45. Lines previously opened to goods traffic that were opened during the
year to passenger’ traffic are as detailed below:—

0 ] T
e o Tige. e, | Toength. ey, ,| ":;‘u"‘:;‘ Dake of opening.
Milew ,
K telracromrolurin b [ [ ( B N Hy o | BOE J o 185D,
I -Mutilegh . T A Lgs *Iﬂnlc - - | B K. Hy. o | 1nt Jniy 1925
' :
K Linnwic 1 Susiubagl . . FLA R U] II : N.W. Ry. .+ 181L fWkoher 1095,

46. The following sections of line were doubled and opened for traffic:

Wame ol lin | Cloews Mllewge. | Worklie sy, Dt uf wpanding.

’ i

! | '

' ! 5 fth April 1825
Bandhua -Manpur, Manpir Pimign Eant' & #' S4BT Endlway

Block Hut. i i € B Ayt 1028,

Chakardharpur-Goilkera SoF 6 D w0 BN, Bailway . dgth My Jusp,
Bhojudih Junction Gowai Block Hut | 5o 14F 1 H N Uailwey . b Joyo 925
Bhowra Block Hut-Sudamdih 8T il oy i I K. Ruflwmy . . | iy Jely idEe
Penwegon Pyu Section - ER o [ | Brrus Railways . Sk April 1628,
Aishbagh-Lucknow LW m" 29! Rohilkond & Ko | 31 Ootitbur 1026,

Hoilwny.

47. During the year alterations to gauge were made as follows:

Nuwne o lize, Ty, Tampgtl, Ehate of openlng.

Clrur Thidge Suntipnr (K- I, By} .| Feow & 6 g 80 . SAI | 20te May 1025

}

48. Linesunder construction on 31st M arch 1926.—At the end of the
financia year 1925-26 a total of 2,446-60 miles of new lines was under con-
struction, distributed as follows :—

Miles.
WY gange . . B . . . . . K11 E
3PHEY puape - . . . . . . . L1ty
WG uge e e TR

During the year under review sanction was accorded to the construction
of new lines totalling 1,102-16 miles.

Miles.
&Y goupe . . . . . . . . h7478
¥ 03 muge ..o . W48
T HY guupe . . . . . B . . 16519
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49. Thelist of lines under construction is given in the table bdow which

shows aso the construction agencies and the progress reached :

w of wurk on 81t

Hame +f line, Uangr Mlleagy, Warking agoncy, March 19200 Prdurting
vl
Argada Branch o e 1Y r F
Dharnaband-Kharkharee . B & 200 Al .
Guttitanagar Branch B TEy e
Burkakana Chandil [ el eugal- Nagpur T o B4l A rg adwe
- Railwwy, | Durkakssn
(LS il
T2 om 308 wilea. ) operned),
Talcher Coalfields LA B2gn an
Raipar Parbatipur  Section of L 2000 ol
Raipur-Vizianagram Railway.
Central Indian Coalfields [ 10852 (] 16 on Dalton.
ﬁn ﬁllnrlm-
ib-1l et ke
g . 118'52'1
wn .Anwummr- 11
. Newrm e e el
Eant Tnlisn Hull- cpened.
wiy, Taal - llwbu
Bhagalpur-Bausi 3. 8113 Ry
Chandrapur Gomoh Chord . [N gy o
Rikhikesh Road-Rikhikesh . [ T1e eh
Kazipett-Balharshah F #T (] =1 o Wnmgrans |
d w meClalinra
Eaction,
& ou Clolises-
Taodur  Kaiws
Ling, * Knaipett-Tt & m-
P Niesa's  Guaren-{ | 04wy Tuodur- | gmnduo 5797
Siate Rall- Hajl‘lm-lldnurl Bk npened,
oy, o,
“Ilon Lmjurs-
Hallwr mbab
mrrtion. r
Karepalli-K othagodium) o 2458 ] L1l
:oar o .
Amritsar-Nar owal L w7 }Norng wmm_[ vl
Shahdara Narowal [ B2z Hailway. o
Shoranur-Nilambar & 4128 | Houth Indisn Raflway LT
Sirhind-Rupar W Burid | Patinle Trarlar
Dhamua-L akshmikantapur b 1800 | Fasbern Reognl Liwil-
ey
Agra-Bah. [T A5-HY | dast Indinn ¥Froioe
uln Lailwny. Conatrocting recontly satclioned.
Nidadavolu-Nar asapur [F: 4700 | Madran snd Sowthers
Mahratta Hallwey,
Calcutta-Chord . &ow A3 | Faul Indise Huilwey, ||
Hotgi-Sholapur. a8y ns Mudrad mad A7
; Srathorn  Mab-
Gudivada-Bhimavaram A S1-0 e Kailwuy. o1
¥ 3212 | Owwkwar's Haroda | Palan  Eaboabi 14 wiles
Patan Kakoshi Kakhal Hailway, Work un teoaining weetis hold
i by mace,
L 180 | Niwwm's  (ogmnteed | 50 o0 Gudwal-Allanpo: Section.
Gudwal-Kurnool Btat Rulbwny,

L Firet 58 wiles apened

02
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Kuor of v,

Bantwa-Kutiana

Veravul-Una
Shinoga-Arasalu
Nanjangud-Mysore Frontier
Dindigul-Pollachi
Villupuram-Trichinopoly
Virudunagar-Tenkani .
Mayavaram-'Tranquebar

Kuringung-Longai Valley .

Dinajpur-Ruhea
Kanivihalli-Swamihalli

Thana-Chotila .

Madura Bodinayakanur
Sihsagur Road-K howang
Furkating-Badulipara-Jorhat

Hanumangarh-Sirsla .

Ramnagar-Suratgarhwithabranch
from Bugia to Annpgarh.

Bauktaw-Mingaladon .

Taungdwingyi-K ayaukpadanng.
Segyi-YeU

Heho-Tayaw Extension
Pegu-K ayan
Kayan-Thongwa Extension.

Mandalay-Madaya

Marwar-Sander ao

Pandharpur-Miraj Extension
Dholpur.Rajkhera

Krishuagar-Nawadwip Ghat
Anjar-Bachan

Kangra Valley (Pathankot to

Shanon).
Jambusar-kavi
Samni-Dehoj

Parlakimedi Gunupur Extension .

Trogrem of work oo 3l
Tavge, | Mileage. Waorking agemey. Mareh 1090 Propertion
oAy 1y 5l
100 Bection u) io
Jonagad. Tauimr 088, § = 1980
Bocth mllag
@ | s Peachi L 161 ) ponel
& 8" 2880 -]
}llymhhln
¥ a3 orin WG
¥ oap| v i o
¥ o | 1 ls..nu. indins u.:l-l w
¥ o oz | oy 7 [
o e 1) L w0
1 83* | 4703 [ AmeocUeogel  Radl
L,
[ - B2 | Rustern Hewgal Kall-
WEY.
Vouskricbg revoutly sanoidonc!,
3 ong 129 | Madvwe sl Fiarlwr
Mulrithn Hnitway.
¥ o 1#56 | Ao Bubbwny .
Foupr Skl | Fundly jedinn Roilway
¥ age e ™
Amae Dyl g
Kniiway, 4
roagr| 4T !f k]
v o | nus | L
FA hE {Hurabomrl.- B h Heg-
© | k0w atingy d || tion ¥ .E:.‘:‘mﬂ)
| B ou ¥ nagar-Kvarisdig-
) [| %) s o
Fal o G | "W { Heoktew Conbowgectd, Soclian
T wilen oponed;,
ar o,n Tiim Bt
F o e -
oA Y Murwa Radlwpyy o { Cossbroclize secortly wivkloned
¥ Ay Ay i
Ea o Il Gaoskrartinn peonitly srokioned,
oy Fig ) J L =
[48 oR  Mormmra-
¥ oA e | Jodhpar Ited e 0 = aan
- LN
1 H L“ pdlO Wil
Dosni Jﬂ milus,
E I Bit8 | Bard Light Dailway . k]
e 2034 | Dhalyur ailwsy 18
¥ oy 100 | Kaskern Bongnl Hail- e
-y,
i 1346 | Cuich dinte Ruilwy | 08 Ferthor work slappd.
r K80 | Nerlh Weslcrn n;ﬂ‘
L)
A 17ny ? Pirmtay. Barofs wull
comral Tudia f & Uan-irtielivg covuntly munet Lnad.
2 g L3P s Rullway,
F 2 na

Penpul-Nagpor  Radl-
way,
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50. The following are brief notes on some of the more important lines
opened or under construction during the year:—

Khyber Railway.

The construction of the Khyber Railway, a length of about 28 miles, was
sanctioned in July 1920 and in November of that year, after various pre-
liminary difficulties had been overcome, the work of construction actuall
commenced. 'OW|23 to the peculiar and arduous conditions under whicl
the construction had to be carried out, five years €a before the section
from Jamrud to Landikotal, a length of about 21 miles, was completed and
opened for L)ubhc traffic on 2nd_ November 1925. The remaining portion
from Landikotal to Landikhana is nearing completion.

This is the first 5 feet 6 inches gauge line which has been built to the new
Standard Dimensions and cillows for a maximum running width of 12 feet
and running height of 15 feet 6 inches. The great engineering difficulties
which have had to be overcome, and the standard to which the railway has
been built render it a technical achievement ranking with the greatest
engineering works carried out by Railway Engineers.

In the absence of His Excellency the Viceroy the ogening ceremony was
performed by the Hon'ble Member for Railways, Sir Charles Innes, in the
presence of a large and representative gathering.

‘Thelineis situated entirely outside the administrative border of British
Tndia in the strip of tribal territory which separates it from Afghanistan.
The trade that pesses through the Khyber Pass is aready considerable and
it is hoped that the railway will still” further increase its volume, therebK
bringing profit and employment to many who in the past have subsisted witl
difficulty on the meagre agricultural resources of the country which it
traverses.

Raipvr-Vizianogram.  Railway.

_ This line on the 5 feet 6 inches gauge, located between Raipur and
Vizianagram, was designed to give direct communication between the Central
Provinces and the New East Coast Harbour at Vizagapatam, and is des-
cribed in detail in last year's report. The first section from Vizianagram
to Parvatipuram, 48 miles, was opened in 1914, and during the year under
report construction hes been started on the remaining portion Raipur to
Parvatipuram ~ Work is in progress in the first 30 miles north from Parvati-
puram and for the 70 miles South of Raipur, and a the close of the year a
resurvey of the central length was in progress with a view to improving and
shortening the alignment of this section.

Dindigul -Pollachi.

The construction of this line—74 miles, 3' 3/4' gauge, was sanctioned
in April 1925. When completed it will link up the isolated metre gauge
Podamir-Pollachi branch with the South Indian metre gauge sysem and
while providing direct communication between the West Coast and the
Madura District will open up the intervening districts.

Madiira-Bodinaya Jcanur.

Thisline 55 miles, 3' 3 gauge, is of considerable importance from the
administrative point of view as it will help to open un th tr t of country
between the South Indian Railway-main line, and the Travancore Hills. It
is expected that, while facilitating trade and generally assisting in the deve-
lopment of this rich tract of country the branch will attract considerable
passenger traffic to the trade centres of Theni and Bodinayakanur,
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Nidadarolu-Naraxapar and Gudivadn-Bkimavaram Railways.

These lines which branch off the Madras and Southern Mahratta Rail-
way sysem will provide railway communication in the densdly populated
portions of the Kistna and Godaveri deltas where, owing to the number of
canals, existing communications are inconvenient.

It is anticipated that they will be opened for traffic in 1928.

Agra-Bah.

This line will open out an irrigated tract of the Agra District situated
at the head of the Jumna Chambal Doab at present devoid of railway com-
munication.

Calcutta Chord Railway.

This line starts from a point near Dankheri station on the Burdwan-
Howrah Chord of the East Indian Railway and joins the Eastern Bengal
Railway near Bum Dum junction.

It is about 8 miles in length and includes a bridge over the Hooghly
river at Bally. This connection is pr;manli intended for export of coal
from the East Indian Railway. But it is likely in the near future to be
used &lso for cod from the Bengal-Nagpur Railway Codfields, and with the
developments anticipated in the terminal arrangements at Calcutta and
the electrification of the lower portion of the Eastern Ben?al Railway alarge
proportion of the Suburban passenger traffic will eventualy pass over it.

Kangra Valley Railway.

This 2' fi" gauge line taking off a Pathankot and running through the
Kangra Valley to Shanon, a distance of 100 miles, will open up the rich
Kangra Valey :md at thv same time rnveke the Kulu Valley more accessible

Shanan the terminus is the site of the power station for the Mandi Hydro-
Electric Power Scheme and the railway is a joint enterprise of the Govern-
ment of India and the Local Government.

Shahdara-Narowal and A writsar-Navowal Railways.

The Shahdara-Narowal was originally projected a« an aternative to the
Narowal-Amritsar extension of the Sialkot-Narowal Branch. It has now
been decided to construct both sections simultaneously, the Shahdara-Narowal
section being a joint enterprise of the Government of India and the Punjab
Government.  Both sections will traverse hlg%hly “cultivated and thickly
populated aress in need of improved transport facilities.

~ 51. New construction Programme___The improved financial position of
railways resultmgbfrom the separation of finance has enebled the Railway
Board to adopt a bolder policy in the direction of new construction.

The problem has ben dealt with on the basis of examining the whole
country in separate areas roughly corresponding to the arees served by the
different railway administrations, and continuous programmes of survey and
construction are being prepared, which are subiect to revision each year in
the light of the co-ordinated recommendations of the Local Governments and
the Local Railway Administrations.

In order to deal more expeditiously with the increased programme of
construction, the organization on those railways with heavy programmes has
been improved by the appointment of special Chief Engineers with additional
construction staff.

The total mileage of projects which the Railway Board had either sanc-
tioned or were having investigated by the end of March 1926 amounted to
between 6,000 and 7,000 miles, and it is hoped that when all arrangements
in this direction are in full swing the total yearly addition to the mileage
of Indian Railwayswill be in the neighbourhood of 1,000 miles.
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52. Electrification of Railways. — The opening of the electrified Harbour
Branch at Bombay was mentioned in last year's report as the first step in
introducing electrification in India.

This service which has since been extended to Bandra forms only part
of the various schemes at present in hand for the electrification of the subur-
ban and main line services in Bombay which on the Great Indian Peninsula
Railway include the electrification of the main and suburban line to Kalyan
and of the main lines to Igatpuri and Poona, and on the Bombay, Baroda
and Central India Railway the electrification of the lines between Church
Gate and Borivli.

The work on the uncompleted portion of the schemes is being steadily
'pushed forward and it is hoped soon to inaugurate an electrified service on
the whole of these sections.

There is little doubt that with the opening of these electrified services
Bombay will feel a great benefit and that a better distribution of it? great
population may be looked for in the early future.

The re-examination of the problem of suburban traffic in Calcutta is now
approaching completion and the preparation of a revised electrification
scheme is in hand as a result of the decision to proceed with the construction
of the Calcutta Chord Railway with a bridge across the Hooghly at Bally.

The Madras suburban traffic problem is also being dealt with. Addi-
tional tracks are being provided on the suburban section of the South Tndian
Railway from Madras to Tambaram, and the electrification of this section
is also under investigation.

The feasibility of electrifying other portions of the South Indian Rail-
way is also under consideration in view of the possibility of a hydro-electric
supply being available for this purpose.

In view of the great benefits to be expected in railway working in South
India from a hydro-electric supply the Government of India have asscx'iated
themselves with the Local Government in the investigation of Hydro-Electric
Supplies in Madras Presidencv, and the schemes are at present being examined
by Messrs. Merz and McLellan, Consulting Engineers for electrification
schemes to the Government of India.

53. Open line improvements. -Among the more important works
carried out or taken in hand during the year as improvements to facilities
for handling traffic are included doubling and quadrupling of tracks, new
marshalling yards and improvements to existing yards, improved water
supplies, strengthening of bridges and new workshops and extensions to
existing workshops. The expenditure on these works has been directed to-
wards the better and moro efficient handling of present traffic and also towards
enabling the railways to meet the natural expansion of traffic. Consider-
able progress has been made in the programme for raising the standard of the
main lines to carry the heavier trains that are now necessarv. Each Rail-
way administration is now working to a property co-ordinated programme
for strengthening and improvement of bridges and track towards definite
standards, which have been laid down bv the Railway Board.

Of the new open line schemes completed or in hand during the year the
following are the more important: —

Assam-Bengal.

By the end of the year the Electric Power House at Pahartali was com-
pleted and fully equipped. Considerable progress was also made on the
water scheme at Pahartali.

Bengal and  North-Western.

The remodelling of Gorakhpur Yard and the Loco. Shed and Yard at
Sonepore was completed during the vear and additional loops were provided
at 17 stations to facilitate the crossing of trains.
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The train control system by telephone was introduced on the section
Gorakhpur-Sonepore (144 miles) from 1st August 1925 and between Gorakh-
pur and Burhwal (133 miles) from 24th December 1925.

Bengal-Nagpur.

Between Howrah and Khargpur 11 stations were converted into, 4 line
stations.

The Adra and Mohuda assisting lines have been completed and the line
from Anara to Kandra has been doubled.

The doubling between Cossye and Midnapur was finished during the
vear thus completing the double line from Khargpur to Midnapur. Simi-
larly the doubling of theline from Gowai to Bhojudih has completed the double
track hetween Kargali and Bhojudih.

The yards at Bhojudih, Anara and Tatanagar have been remodelled and
Malkera and Khanoodih yards have been enlarged to act as small Weighment
Bases.

The first instalment of the 10 years scheme for the extension of the Kharg-
pur Workshops costing 6 lakhs is nearing completion.

Bombay, Baroda and Central India Railway.

Quadrupling between Borivli and Grant Road. This work is near-
ing completion and the quadrupled lines are expected to be ready for opening
in June 1926.

The construction of a road overbridge at Mahalakshmi was sanctioned
in December 1925.

Work on the new Loco. Shops at Dohad has been progressing favourably.

The work of rebuilding of the Bassein Bridge is nearing completion.

The remodelling of Ahmcdabad yard and the construction of a road
overbridge at this station is being proceeded with.

Improvements to Loco, and Carriage shops at Ajmer have been
carried out during the year.

Burma Railways.

The remaining 20 miles of doubling between Pynntza and Pyu were com-
pleted and opened for traffic, while the doubling of the main line between
Pyu and Kyungun made good progress.

Prome station and vard were completed during the year and the remo-
delling of Pyinamana, Kemmendine and Thazi stations and yards are in
hand.

The carriage and wagon shops at Mvtinge were extended and remodelled
and the Loco, shops a, Tnsein are being remodelled.

Eastern  Bengal  Railway.

Work on the Parbatipur-Silliguri conversion made erood progress during
the year and is expected to be completed by September 1926.

The conversion of the 2' 6" gauge line to Broad Gauge from Churni
Ghat to Santipur, a distance of 9-81 miles was completed during the year.

Two new stations Bagerhat College on the Narrow Gauge and Olta-
danga on the Broad Gauge were opened and 8 stations which had been closed
to traffic were reopened.

A broad gauge connection between the East Indian at Azimganj and the
Eastern Bengal at Nashipnr "Road for rroods traffic only was effected during the
vear and opened to traffic on 3rd March 1926,
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James Street station, a suburban station recently rebuilt in reinforced concrete.

Secunderatud Station Yard.
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A light railway from Krishnagar to Navadwip, an important pilgrim
centre, was put in hand and by the end of the year 50 per cent, of the
work had been completed.

Other works in progress during the year included the provision of staff
arters at Parbatipur, and the remodelling of Parbatipur, Chitpur,
Qjossipore, Katihar and Sealdah South.

East Indian Railway.

The doubling of the Grand Chord line between Kasthn and Ganjkhwnja
on the Gya-Moghalsarai section is in progress.

Extensions were carried out to the Carriage and Wagon Shops.
The work of remodelling of Lucknow Station and Yard was continued
and good progress was made during the year.

Considerable work was done on the extension of Locomotive shops at
Lucknow.

Works in progress included the regirdering of the Lower Sone bridge,
Electric installation at Dhanbad, Gya and Moghalsarai, extension of loop
Benares Cantonment to Lucknow, and improved facilities in Jherriah
Coalfields.

Other works under construction or which will be taken in hand shortly
include the remodelling of Howrah, Burdwan, Kusundia, Jherriah, Dhanbad,
Mokameh Ghat, Moghalsarai and Ajodhya, a new down yard at Asansol and
alterations to the yards at Ondal, Allahabad, Rosa, Moradabad and Lakhsar.

Great Indian Peninsula  Railway,

The most important works completed during the year were the remo-
delling of Poona Station and the extension of the electrified services to
Bandra. The work of realigning of a portion of the Bhore Ghat with the
object of eliminating the Bhore Ghat reversing station was sanctioned in
August 1925.

Other works in hand include the remodelling of Victoria Terminus,
new tranship yard at Ghoripuri, remodelling of Mazgaon and improvement
of water supply at Bhusawal.

Jodhpur Railway.

The remodelling of Mcrta Road yard has been completed and consider-
able progress has been made in the remodelling of Jodhpur and Luni, and
the new Loco. Yard at Hyderabad (Sind). The main extensions to the
Workshops at Jodhpur are practically complete.

Madras and Southern Mahratta  Railway.

Important remodelling works taken in hand this year include a new
yard at Tondiarpet, and improvements to the Central Station at Madras.

Good progress has been made on the remodelling of the Perambur Work-
shops, and a considerable length of relaying of permanent way has been taken
in hand. Other works in progress during the year include the remodelling
of Arkonam, Ghorpuri, Poona and Jalarpet, the provision of train control
between Madras and Jalarpet and the reconstruction of a telegraph line
between Renigunta and Guntakal.

Nizam's  Guaranteed State  Railway.

The interlocking of the Hyderabad Yard was completed and its elec-
trical equipment brought into use  Good progress was made in remodelling
the Workshops at Lallaguda. The Indian Institute at Lallaguda was com-
pleted and the opening ceremony was performed by the Hon'ble the Resident
at Hyderabad on 17th February 1926.
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North Western Railway.

~ The capacity of the more important single line sections has been further
improved by the remodelling of wayside stations and improvement of signal-
ling and interlocking particularly on the Raewind-Khanewal and Lahore-
Rawalpindi_Sections. The more m\wﬁort_ant of remodelling schemes in hand
are those at Rawal pindi, Amritsar, Wazirabad, Umballa, Kotri, Rohri and
Khanalampura, while New Gujranwala station, the Goods Y ard at Amritsar
and MuzafFarnagar have been completed.

The construction of a road overbridge at Karachi is in hand. Two
humps have been provided in Lahore G Yard. A new Divisional office
IMSbeen built at Multan.

A considerable amount of work was done during the year on strengthen-
ing of bridges and relaying of tracks.

An additional length of 30 miles from Peshawar to Landikotal was
brought under the Rawalpindi Train Control. The installation of Neal's
Instruments on the single line between Lahore and Lalamusa was nearly
completed by the end of the year and instruments are on order from England
for the Raewind-Khanewal section.

A new 2.000 K. W. Turlx)-Alternator, new Boiler, Economiser and
additional cooling Tower at the Moghalpura Power House were completed
and brought into use. This Power House now contains three 2,000 K. W
Turbo-Alternator sets.

South Indian Railway.

For some time mist it has been recognised that the conditions on the single
line of the South Indian "Ralway in the Madras Suburban Area were un-
satisfactor;a and a comprehensive scheme for providing additional tracks
E)a\(r;rd 1052% acilities between Madras and Tambaram was sanctioned in Decem-

Considerable progress was made in the new Broad and Metre Gauge
Locomotive shops a Triehinopoly. and work was commenced on the conver-
sion to Broad Gauge of the Erode-Trichinopoly Branch.

Vtzagapatrim Harbour.

In last year's report it was mentioned that the development of Vizaga-
patam as a major nort had been sanctioned by the Secretary of State, the
necessary funds being provided bv the Government of India.” The work of
development has been entrusted to the Railwav Board and with the approval
of the Board of Directors they have appointed the Agent of the Bengal
Nagpnr Railwav as their Administrative Officer. The Board of Directors
have dso %reed to the use of their organisation to assist the Administrative
Officer. The first section of the development sanctioned which is estimated
to cost Rs. 193 lakhs includes a wharf 1500 feet long capable of taking 3
or 4 geamers, moorings for 2 vesds in the harbour and accommodation at
the ail ictty for oil tankers or oil burning steamers. The wharf will be con-
structed so as to sivo a dev th of 30 feet bfdow low water and a channel dredged
to the same denth will connect up the harbour to the sea  The wharf will
be provided with the necessary cranes and railway sidings. A dharmsala,
walting room and customs examination sheds will aso be provided for deal-
ing with passenger traffic.

Considerable preliminary work has been done during the year under
review. Orders have been placed for a large suction dredger and a rock
breaker and dipper dredger In the meanwhile a grab dredger has been
working continuouplv since December 1925 with the object of providing a
berth for the suction dredger. A hvdrographical survey of the bar and creek
has been carried out and considerable work has @so been done in the way
of constructln? bunds and providing temporary arrangements for cawing
on the trade of the port during its development.
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A good deal of work has been done on the necessary schemes of town
planning in conjunction with which a malarial survey has been carried out
of the area surrounding the harbour, and a scheme of water supply is also
under investigation.

The time required for the completion of the harbour will depend on that
taken for dredging and reclamation but it is anticipated that ships will be
able to berth in the new harbour within five years.

An Advisory Committee has been appointed by the Government of India
in order to advise the Administrative Officer and Engineer-in-Chief in the
development of Vizagapatam Harbour. This Committee will also deal with
questions which will arise from time to time in connection with carrying
on the trade of the present port during construction in order to minimise
as far as possible interference with present arrangements, and to enable the
construction of the Harbour to proceed without undue delay.

The Committee was appointed on 21st January 1926 and as at present
constituted consists of :—

(1) Agent, Bengal-Nagpur Railway—Chairmnn.

(2) Engineer-in-Chief, Vizagapatam Harbour Works—Deputy
Chairman.

(3) The Director of Industries, Central Provinces.

(4) The Collector of Vizagapatam.

(5) The Port Officer, Vizagapatam. Members

(6) The Chairman Vizagapatam Municipality.

(7) The Chief Engineer, Madras and Southern
Mahratta Railway.

and four non official members.

54. Terminal facilities at Calcutta.- hi order to enable future improve-
ments in terminal railway facilities in Calcutta to be properly co-ordinated
with the developments which are being dealt with by various public bodies
a Committee presided over bv Mr. F. C. Legge was appointed in April
1925 to report on the adequacy of existing railwav lines leading into and
out of Calcutta, and to submit recommendations for co-ordinated plans of
improvement to meet in the most economical way the present and future
needs of the public and trade.

At the same time the revision of the scheme of electrification of the lower
nortion of the Eastern Bengal and Ea«t Indian Railways was taken in hand
by Messrs. Merz and McLellan. Consulting Electrical Engineers to the Go-
vernment of India.

The report of the terminal facilities committee has | een received but
the whole question is closely linked up with the problem of electrification of
the suburban railways and consideration of the main report must therefore
await the receipt of the Consulting Engineers' Report.

55. Terminal facilities at Bombay. -A somewhat similar problem
presents itself in Bombay and the Railwav Board decided to have a compre-
hensive investigation made by an independent, expert in order that the future
development of terminal railway facilities should be co-ordinated with a view
to securing for the public the most convenient railway arrangements con-
sonant with cheap fares and charges.

Important questions have arisen connected with the operations of the
"Development Department and the Improvement Trust necessitating amongst
othe" changes the removal of the Bombay. Baroda and Central India Rail-
way terminus from Colaba and the nrovision of a new Terminus.

Mr. Lloyd Jones, Agent of the Nizam's Guaranteed State Railways, was
selected for this enquiry and he commenced his investigation in August 1925.
He was instructed to report on the requirements of trade in regard to the
export and import of various classes of goods and to suggest measures for



34 REPORT BY THE RAILWAY BOARD ON INDIAN RAILWAYS FOR 192528

obtaining the best possible service either by modifying the present sysem
of working or by a readjustment of existing facilities, co-ordinating the work
of the two railways and the Port Trust Railways in Order that unnecessary
overlapping of functions may be avoided.

Mr. Lloyd Jones was aso asked to investigate the conditions as regards
suburban and’ long distance pa&en%er traffic takm% into consideration the
adequacy of existing arrangements for dealing with this traffic.

At the end of the year under review the Railway Board were awajtig

gllhr. ILond Jones report which was under preparation and was expect
ortly.
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CHAPTER IV.

TRANSPORTATION AND WORKING.

56. Operating Statistics—The business of a railway is so very exten-
sive and widespread that it is difficult to take it all in unless the operations are
reduced to comprehensible terms.  Such terms which are universally used by
railways are, train miles, engine miles, ton miles, passenger miles, etc. They
represent units of work done or the movement of atrain, an engine, aton, a
passenger, etc., one mile. The revised system of statistics which was intro-
duced in 1923-24 with the object of introducing unformity in the method of
compilation of the basic figures in I ndian Railway Statistics has now had two
years to settle down and it is possible to observe a definite improvement in the
results attained. At the same time it must be remembered that statistics are
not intended merely to register improvements but to set forth as clearly as
possible theworking of arailway in all its many spheres.  Bad results brought
out by statistics are as useful as good results, if not more so, in that
they indicate operating or other handicaps. But the first consideration is
accuracy in compilation. To this end the Railway Board have drawn up
very detailed instructions for the compilation of eech set of figures to ensure
accuracy. It might here be mentioned that in view of the messss of figures
involved the leading railways have installed modern electrically operated
machines for the work of tabulating and sorting figures. These machines
work on the basis of coded information punched on cards and the results show
a considerable saving of labour and an acceleration in compilation.

Train and engine miles—Statements 17 and 36 in Volume Il give
the train and engine miles of Class | and Classss Il and | | | railways re-
spectively for the years 1924-25 and 1925-26. The train miles are shown
separately under passenger, mixed, goods and departmental. The engine
miles are shown under shunting, assisting not required, assisting required,
light and departmental. The word " departmental " means that the service
isfor the exclusive use of railway material or employees. Total train mileson
Class | railways (Broad and Metre Gauges combined) in 1925-26 were (in
thousands) 151,153 as compared with 152,717 in 1924-25. The following table
shows the fluctuations in passenger and goods train miles :—

Brags | Maremwaxs, CLana I Barnwars,
Rugab Gavor. Mrtan Oacar,
ipza-an | 10268 |Parcentagn | 102406, | 15886, |Percontage
of ot
{in Llowimle} varisthons, {in thoywanda,) varinkioos.
Pusacnge? lmin milie .. L e An0Rs BLT8T - BB LAHEL 15,050 + 64
Qoods Lrain nles . . . . . 3472 ), 388 -5 14,120 14 049 +1'8

I't will be noticed from this statement of train miles that passenger train

miles increased by over 5 per cent, on both broad and metre gauges while the

train miles decreased by nearly 6 per cent, on the broad gauge and
increased by 1Y% per cent, on the metre gauge.
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Shuniting  engine  miles—Shunting engine miles of the two years
compare as follows, shunting being reckoned at 5 miles to the hour:—

Crass I Rarnwam, UramW 1 Raliware
Hpoi thadne. Mersz Garaa.
102485, | w2, [Fonamlage b 1824240, | 1925-90, -T\wm;hlr
o ul
(i thussimls.) Varigting, Lin thoveamb.} vurlutiots.
Papnizer whal propemiion of wisel . LA 3470 + i 120 1,60 +E8
Viveuls nad prapartion of misel . . | IR43I8 754 —loy 20 817% -y

These statistics are reflected in the statistical results of shunting miles
per 100 train miles (or the percentage of shunting work to train work) which
shows a decrease in every case. This is a welcome indication of the sustained
efforts made by railways to reduce their bills for shunting.

MnokD Garon, Myrek GaTan
Pupvemiagy Forcentage
1518420, | 1045205 ot 100425, | 1920-36. ul
worlat ooy, sk,
hinating nsiles e 100 brain wilu { Prssrges -G B4 —uebi [p1F] 063 -1
mun] quropumd e of mixiall,
Blniatiiyg milew per KK toain wilve |Goobe A5 45 —47L ETE ] w3 - 183
mal praptdiou of mitvlp.

Average speed—The average through speed of trains on the broad
gauge shows an advance in the case of passenger trains from 19 to 19 miles
per hour and from 897 to 958 miles per hour in goods trains. The average
through speed is the average speed of a train from start to finish inclusive
of stops en route.

Average load—The average gross load of goods trains on the Broad
Gauge, which includes both the weight of the goods and the weight of the
vehicles, shows a slight increase from 7534 to 7592 tons. As a result of
these improvements'in speed and load of goods trains the comprehensive figure
of gross ton miles per train hour shows an advance of 5 per cent, from 7,027
tons to 7,401 tons.

Wagon user.—The decline in the average load on the Broad Gauge
from 13 2 to 12'6 tons may be attributed to the decrease in heavy traffic {eg.,
grain and coal) which moves in full wagon loads. Similarly the decrease in
wagon miles per wagon day from 37 to 34-2 on the broad gauge and from
31 3 to 30'8 on the metre gauge is also due to the railing on' in goods traffic
for with less traffic to be moved fewer wagons are used and. in consequence the
wagon miles are less.

Rolling stock—The percentage of passenger vehicles under or await-
ing repairs shows an improvement from 17 to 159 on the broad gauge and
126 to 12 on the metre gange. The percentage of goods wagons under or
awaiting repairs also shows a slight improvement on the broad gauge from
670 to 6-62.

Coal consumption—Turning to the very important figures of coal
consumption the results show a general improvement in the tons of coal
consumed per thousand gross ton miles.  The figures are :---

L) Crata 1 Rarnerave CLisd T BaewaTe
Buoip Gatae, Werns Caveor.
|Prroratage [Percentago
1436 | 102518 of 169485 | 102526, of
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Onindividual railwaysthe following improvements in the working results
are noticeable:—

Eastern  Hernial  Railway.

On the broad gauge the average net good train load (weight of contents)
increased from 331-3 to 3521 tons.

The goods shunting miles per hundred train miles which are bound to be
high on this railway due to its short average lead and to its very high propor-
tionof " sidings " have been brought down from 1121 to 93 3.  These figures
are reflected in the comprehensive measure of goods working, net ton miles per
engine hour, which have increased from 8195 to 9349.

On the metre gauge the goods shunting miles per 100 train miles also
show a welcome drop from 69'4 to 599 and the corresponding passenger figure
also shows a decrease from 13'9 to 117.

On this railway a noteworthy result of the intelligent use of statistics
has been the reduction of six passenger trains each way which were proved
by statistics to be unnecessary and running at a loss.

East Indian Railway.

The average speed of main line goods trains increased from 9ON miles
per hour in 1924-25 to 9 92 in 1925-26 and the average speed of all goods
trains improved from 8'88 to 9'58.  The average number of vehicles per main
line goods train went up from 49 2 to 50 3 and net ton miles per engine hour
from 1,574-9 to 1,6651.

Great Indian Peninsula  Railway.

The average number of vehicles per goods train has increased from 30'8
to 38'1. The passenger shunting miles per 100 train miles has been reduced
from 5 56 to 3'94.

The train miles per day per engine in use have gone up from 132-4 to 141-0
in coaching service and from 56'5 to 68'1 in goods service.
. The pounds of fuel per 1,000 gross ton miles (coaching) show a reduction
from 242 | to 2227 and (goods) from 188-2 to 17H 5 despite; the fact that
the consumption of coal per 1,000 gross ton miles might have been expected
togoup with afall in traffic. These results have been obtained by enforcing
strict economy in the use of engine power. One effort in this connection has
been the institution of the two section engine run. Instead of changing the
train engine at the end of a normal run the crew only is changed and the
same engine takes the train on. By this means a saving is effected in
unproductive engine time such as that involved in lighting up and getting
from and to shed.

South  Indian  Railway.

The coal consumption figures on this Railway show a distinct improve-
ment, the figures for 1924 25 and 1925-26 being as follows :—

Passenger—
Broadg a u g e p o u n d sp e
ton miles
1924-25 162-1
192526 156.3

Metre gauge.

1924-25 . . 1941
1925-26i 1842
Goods—

Broad gange. Poundstop:r;,i?gg gross
1924-25 . 1382
1925-26 . 1410

Metre gauge.

1924-25 1297

1925-26 1237
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The slight increase in the consumption per 1,000 gross ton miles (Goods)
on the broad gauge may be attributed to the average through speed of goods
trains having advanced from 944 to 106 miles per hour.

North  Western  Railway.

As a result of a sustained effort to cut down unproductive goods engine
working this railway has been able to reduce its shunting miles per 100 train
miles from 417 to 37.1 and its light engine miles per 100 train miles from
8-34 to 6-97. The engine miles per day per engine on the line also show a
slight improvement from 47.6 to 48.9.

57. Running of passenger trains.—From the public point of view the
punctual running of passenger trains is a most important point to which
individual administrations pay very great attention. The daily running of
trains is closely watched by means of reports compiled for each train
supplemented by daily reports from every station on the system. These
reports are carefully scrutinised in the district or divisional offices and cases
of bad running looked into on the spot with a view to the eradication of the
causes. The results of running are also tabulated weekly or monthly in
statistical forms which are examined at the headquarters of the administra-
tion, and attention is concentrated on those portions of the line where the
running of trains shows signs of unpunctuality.

On Class | Railways alone over 3,500 passenger trains of every description
are run daily and while it is advisable and necessary to leave to individual
administrations the details of running, the behaviour of trains as a whole
during the month is reviewed periodically by the 'Railway Board by means
of statistics furnished by Railways. In this connection it must be remembered
that it is only lately that Indian Railways have been able to overtake the
arrears of renewals of permanent way which during and after the War could
not be tackled for financial reasons. These heavy programmes of renewals
together with schemes for improvements naturally interfere very seriously
with the punctual running of trains and it is by no means an easy matter to
reconcile the conflicting interests.

Viewed in this light the principal results for Class | Railways for
February 1926 which are given below show a satisfactory advance on those for
1925 though it is admitted that there is still plenty of room for improvement.
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58. Great Indian Peninsula Electric Service—During the year the
electrified service over the Harbour Branch was increased and an additional
service was opened on the Mahim Chord from Victoria Terminus to Bandra.
The operation of the service was also greatly improved. Most of the major
troubles always incidental to a new service have been overcome and such
troubles as occur now a days are of a minor nature. These.are also gradually
being eliminated as the staff gain more experience of the operation of the
service. The extension of the service has more than doubled the number of
trains run. At the end of the year 1,096 trains were being run weekly
compared with 462 up to February 1926, and of these trains an average of
93 per cent, ran right time, 5 per cent, under 5 minutes late and 2 per cent,
over 5 minutes late.

59. Through-services.—It is interesting to note the following through-

. services of over 1,200 miles which are maintained by Railways in conjunction
with each other. By a " through-service " is meant a journey over two or
more railways without any necessity of changing:—

Miles.
Bombay (V. T.) to Peshawar. 1542
Howrah to Peshawar . P 1,501
Bombay (Colaba) to Peshawar. 1450
Bombay (V. T.) to Howrah 1,349 vid E. I. R.
Do. do. 1223  vidB.N.R.
Other through-services include :—
Bombay (V. T.) to Dehra Duu 1198
Bombay (Colaba) to Kalku (for Simla) . . . 1,008
Howvah to Kalku (for Simla) 1016
Howrah to Madras . . . . . . . 1,022
Sealdak to Muttra 831
Bombay to Madras . . . . . . . 7%

00. Working of the wagon pool.- The wagon pool for standard gauge
railways was continued during the year under the Director of Wagon
Interchange appointed by the Indian Railway Conference Association.
Speaking generally there was no difficulty in meeting the demands of railways
for the supply of empty wagons. On the contrary partly due to traffic
remaining dull throughout most of the year and partly to improved working
resulting in better " wagon user " the problem to be solved was how to
dispose of the empties which to a greater or less degree were surplus on every
railway.

The Car Record Section has continued to be an invaluable part of the
organisation of the office. In addition to tracing individual wagons which
were " wanted " for one reason or another it has been possible by means of
a minute check of the results of the 1925 census together with the aid of
the Junction Movement Registers maintained by the Car Record Section to
bring up to date the stock registers of all railways. It has also assisted
railways in effecting the periodical return of their wagons for overhaul and
has considerably reduced the number of wagons which are overdue examina-
tion. Stricter attention has also been paid by all railways to the correct
routing of non-pooled wagons and to speeding up the turn round of stock.

As a source of information to the Commercial Departments of railways
the Car Record Section has been most useful. This fact is borne out by the
increasing number of enquiries received from railways. These enquiries
amounted to 1,658 during the year ending 31st March 1926 compared with
1,193 during the previous year.

The Conference of 1925 confirmed the decision that 24 hours free
allowance to working Railways in respect of all wagons interchanged at
Junctions should be reduced to 16 hours. All Railways see the advantage
of passing interchanged wagons through the Junction within this period.

D
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The success of Neutral Control of wagon examination at Interchange
Junctions led the 1926 Conference to make the scheme permanent and to
reoommend its extension to other Junctions. Requests have been received by
the Director of Wagon Interchange to inaugurate the scheme at amost every
Broad Gaugednterchange Junction in India, and thisis gradually being done.

61. Coal Department.—In 1925 the cod mined in British India
amounted to 19,969,041 tons against 20,256,034 tons in 1924 or a decrease of
286,993 tons.

The total quantity of coal despatched from the main codfields in India
hy Railwayswas asfollows:—

Tons.
Umaria 91.866
Singareni 298,702
Pencil Valley collieries » 486,768
Bengal, Bihar and Orissa collieries 18,845,096

Of this amount the East Indian and BengaJ-N%géJur Railways despatched
18,579,308 tons—the East Indian Railway carried 12,868,819 tons and the
Bengal-Nagpur Railway 5,710,489 tons.

Including Bunker coal, shipments from the Port of Calcutta to Indian
and Foreign Ports during 1925-26 under the supervision of this Department
amounted to 437,276 tons as compared with 619,522 tons in 1924-25.

Railway collieries- The State Railways Coad Department inspected
7,026,729 tons during 1925-26 as compared with 6,796,586 tons in 1924-25.
The total output from the principal Railway-owned collieries for the last'
two yearswas :—

TuThl oUrrUe v "
oy Deputurrion 1% 1036-08, (Ix wume}
Lolliery. Owred by o) ms
di2deg ) Wb BRI MK EGB L ORW AL R e
Bokharo-Kamgarh oLk I K. {608,682 | TEATE | B41,20D | 3,023 i
Kurhurbaree and Seram- B, LY ] mlm TR, B v BT a,ld bW ]
pore.
Kaigali o LB | GEBBAG | U048 | 500,104 ™ L3 v 00,268
Mohpani a.L T TL,341 | Toysld Fu.b14
Swang T.LAB.N | 45490 | Ep0ud - DB, Beg

~Kargali (G. I. P. R).—During the year the Central Power station
whichwil I supply current toal | theRailway collieriesin the Bokharo coalfields
was practically completed and all the collieries will now be gradually
electrified. In other respects the colliery is complete.

Mohpani (G. I. P. M.).—The life of this colliery is drawing to a dose
and as much machinery as possible is being transferred to other Railway
collieries. It is expected to close the colliery about March 1927.

Bhurkunda (State).—All buildings, such as offices Workshops,
Hospital, Manager's Bunglow, etc., were completed during the year and a
large amount of under-ground development work in two of the Seams has been
carrit;egrout. It is expected the railway connection will be completed about
October.

_Jarangdih (B., B. & C. I. & M. & S. M.).— Practically all surface
buildings are completed. At the end of the year one Shaft had been sunk
to the bottom of the Main Seam and the second Shaft had about 41 ieet still
to be sunk.  The railway bridge across the Koonar River was completed and
the work of laving the colliery siding was well in hand. Despatches from this
colliery should start immediately after the rains are over.
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Religara (B., B. & C. I. and M. & S. M.).—Work here was confined
to the building of a few temporary quarters and the getting out of detailed
plans and estimates.

Argada (B. N. R).—Most of the works have been completed and
protection bunds have been constructed on all sides except the western side
which is about 90 per cent, complete. Quarters for.skilled labour and 300
units of miner's dwellings have been completed and occupied and work on
80 more units has commenced. By the end of March 1926 about 4,000 tons
of coal had been dg)atched and an output of 20,000 tons per month was
expected to be reached shortly.
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CHAPTER V.

ROLLING STOCK AND MATERIALS.

62. Additions to equipment.—Hie equipment and the net additions to
equipment during 1925-26 are summarised in Summaries Nos. VIIIl and | X
inVolume Il of thisreport. The details for individual lineswill be foundin
statements Nos. 10, 11, 33 and 34.

During the year the following rolling-stock including arrears of previous
years was on order for the broad and metre gauge railways :(—

Item.' Broed Gare . Metre Gauge.
L ocomotive 208 94
Coaching stock 3,468 729
Goods stock 12,246 4,897

Against these orders the numbers placed on the line by the engd of the
year were as follows :—

Rn . Broadl G . Metre Gauge
Locomotives 170 46
Coaching stock 1,160 318
Goods stock 7,725 2,490

The numbers of coaching and goods stock are stated in terms of four-
wheeler units. These numbers shown as placed on the line do not, however,
represent the actual net additions to the rolling stock on railways, as many
of the units were required to replace existing vehicles which had reached the
end of their useful life.

63. The following statement shows the net additions to or reductions of
rolling-stock on Class | Railways during 1924-25 and 1925-26 :—

B 0" AArBE, ¥ 33" sarver,
1425-26. 18425, 1026-26. 192425,
Tascurmobivow—
Number . —14 -—i 18 -
Total increase in tractive effort | 2,801,161 1,787,260 LHENEH] : 187,144
in pounds during the year.
Coaching stock—
Pasnenger carriages—
Number . (ki S8 —3 153
Soats.
1t . G0 146 11 80
2nd o0 -1+]) 73 -]
Inter 3,807 4611 52 a77
Third 28,488 85,445 2,640 11,826




Carratt Engine articulated 2-6-2,2-6-2 type, North Western Railway.



E-1 Type Engine converted to superheater. Great Indian Peninsula Railway.

1925
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[ T & 3 caTen. .
LeEs-a0. 1902480, 142536 b
Other coaching vehicles—
Number 224 228 14+ 1
Goods stock—
Wagons—
Number 4170 1,624 1,068 ’ 516
Increase in capacity in tons 185,R48 au,210 24,810 12,700
Other goods vehicles—
Number —897 532 EAT 230

From this statement it will be seen that although in numbers, taking
broad and metre gauge together, the locomotives on Class | Railways re-
mained the same during 1925-26 as in the previous year, at the same time a
large number of condemned engines of low tractive effort were replaced
during the year by modern engines of higher tractive effort. The net result
is an increase in total tractive effort of 2 million pounds on the broad gauge
and nearly  million on the metre gauge. In coaching stock also the net
increase in the number of carriages (139 on the broad gauge) does not alone
represent the increase in accommodation. A considerable number of old
carriages were replaced during the year by new carriages of larger seating
capacity, with the result that there was an increase in 3rd class accommoda-
tion of 28,688 seats on the broad gauge and 2,940 on the metre gauge making
a total net increase of 31,628 seats. The total number of coaching vehicles,
representing replacements as well as additions, placed on the line on broad
and metre gauge railways during the year was 1,478 compared with 1,448
in the previous year. In addition 4,187 coaching vehicles were on order
during the year and will be placed on the line in subsequent years. The
actual net increase in goods wagons was 4,779 on the broad gauge and 1,668
on the metre gauge. For the same reason as has been explained above under
coaching stock the net increase in capacity was 135,848 tons on the broad
gauge and 24,899 tons on the metre gauge.

64. Standardisation of equipment.—The process of standardisation of
equipment advanced during the year under the direction of the Railway
Board. The work of the Locomotive Standards Committee and of the
Carriage and Wagon Standards Committee mentioned in last year's report
resulted in the Consulting Engineers being entrusted with the preparation
of drawings and specifications preparatory to ordering a number of engines
of the new types for trial and of detailed drawings for a number of new
types of " Indian State "Railway " wagons in supersession of the present
Indian Railway Conference Association Standards.

Further a Standing Committee of Chief Engineers was formed with three
Sub-Committees for the standardisation of bridges, track signalling and
interlocking. The importance and urgency of effecting a Greater measure of
standardisation was accentuated by the transfer to the direct control of the
Railway Board of the East Indian and Great Indian Peninsula Railways
whereby the Board became directly responsible for the major portion of the
Standard (5' 6") gauge railways in Tndia.

65. Standardisation of Locomotives.—As the result of the reference of
the recommendations on their 1924 Report to the Consulting Engineers, the
Locomotive Standards Committee made certain modifications in the proposals
for the adoption of new types of Locomotives, The new types were finally
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accepted by the Railway Board for trial as standards for general adoption
and it has been decided to order the following engines of the new types for
trial on different railways :(—

T

A—0— 4 Trea, 1- b= rrrr.
Hreupach, Tdght. 3 Heavy, Light. Heary.
i
I e -
Broad Gauge . & 2R 12 1% 1
Metre Gauge . 4 b I
I
!

During the manufacture of these locomotives the Consulting Engineers
will supervise the preparation of accurate standard drawings of all details
assisted by a Member of the Locomotive Standards Committee.

The standardisation of Narrow Gauge (2 6" and 2' 0") Locomotives was
referred to this Committee during the year and on receipt of their proposals
they, were referred to the Consulting Engineers for their opinion on the types
rocom mended.

66. Standardisation of Rolling-stock.- The technical committee ap-
pointed in November 1924 by the Railway Board to revise the Indian
Railway Conference Association designs of coaching underframes and
wagon stock and to prepare designs of any other types for which there
might be a demand, is known as the Carriage and Wagon Standards
Committee. The revision was necessitated owinj? to the fact that in some
instances existing designs had not been entirely satisfactory in service,
also because it was necessary to redesign all underframes to ta'ke the Auto-
matic Centre Buffer Coupler. The report of the Committee, which was
received in September 1025, was forwarded to the Locomotive and Carriage
and Wagon Superintendents’ Committee of the Indian Railway Conference
Association and to the Consulting Engineers to the India Office for examina-
tion, and the latter were asked to prepare general drawings embodying the
recommendations made. These recommendations included one new design
for broad and metre gauge carriage underframes, thirteen instead of sixteen
types of broad gange, thirteen instead of twenty types of metre gauge
wagons, and two new broad and one metre gauge types of special wagons.
The revised drawings for the broad gauge types have since been received and
examined by the Carriage and Wagon Standards Committee and their re-
commendations with certain modifications have been approved by the Railway
Board. Instructions have issued to the High Commissioner for India to the
effect that six sample vehicles and underframes of each type are to be con-
structed and these will be put into service to ascertain what modifications,
if any, are required before the revised designs are finally approved by the
Railway Board. The Carriage and Wagon Standards Committee is intended
to be a permanent body. In order to prevent stagnation and ensure progres-
sive improvements in and additions to designs of coaching and goods stock
the Committee will be convened as required to report on and advise the
Railway Board on suggestions made from time to time by the different
Administrations.

67. Standardisation of Permanent Way, Bridgework, Signalling and
Interlocking—The advisability of standardising the main essentials of per-
manent way, bridgework, signalling and interlocking has been recognised for
some time past and as the result of their increased responsibilities in regard to
Standard (5' 6") gauge railways the Railway Board came to the conclusion
that both their own requirements and those of the important Company
managed Indian Railways would best be met by the formation of a Standing









ROLLING STOCK AND MATERIALS. 45

Committee of Chief Engineers of Class | Railways. It was decided that the
Standing Committee should have three Sub-Committees, functioning under
it, which would deal in detail with (1) permanent way, (2) bridgework and
(3) signalling and interlocking.

This Committee, in addition to controlling the work of the proposed
standardisation Sub-Committees would control the work of the sleeper pool
committee and also form a body of experts to whom important matters could
be referred for advice or opinion. In so far as the work of the standardisa-
tion Sub-Committees was concerned, the duties of the Standing Committee
would be (1) to act as a connecting link between the former and the Railway
Bgard in the matter of settling the various matters to be included in the
agenda for the meetings of the Sub-Committees, (2) to receive and review the
reports submitted by the latter and to make recommendations thereon for the
consideration and orders of the Railway Board, and (3) generally to ensure
that the work of standardisation was carried out on a continuous and pro-
gressive basis.

The Railway Board's scheme met with a ready response from the Railway
Administrations concerned, who agreed to place the services of their Chief
Engineers at the disposal of the Railwav Board, when required. The
Standing Committee of Chief Engineers of Class T Railways was accordingly
constituted and held its first annual meeting at Simla from the 6th to the
11th Julv 1925. Among other matters dealt with at that meeting, the Funda-
mental Rules for the constitution and procedure of the Standing Committee,
which had already been drafted by a special Sub-Committee, were considered
and adopted; and the first Reports submitted by the Track and Bridge Sun-
Committees were received and considered.

The Track Sub-Committee was convened for the first time on the 15th
January 1925 and remained in session till the 7th March 1925. At that
meeting they dealt with two important subjects, namely, the standardisation
of points and crossings for 5 6" gauge railways and the revision of the
standard dimensions of timber sleepers for the 5' 6", metre and 2' 6" gauges.
Their report on these subjects was, as stated above, submitted to and consi-
dered by the Standing Committee of Chief Engineers in July 1925, and the
latter referred back to the Sub-Committee the proposed standard designs of
points and crossings for further consideration and modification. This Sub-
Committee has also had referred to them,' for necessary action, the standard-
isation of cast iron and steel sleepers for 5' 6" gauge railways, as well as a
number of other questions of varying importance, ranging from the suitability
of the design of the new British standard section fishplates to the merits of
a number of patent devices. These matters were under consideration during
the second meeting of the Sub-Committee which commenced on 8th February
1926.

The Bridge Sub-Committee met on 1st April 1925 and remained in
session till September of that year. They submitted for consideration by
the Standing Committee of Chief Engineers, at their meeting in July, a First
Interim Report, embodying recommendations regarding the revision of the
general formula for " Impact " in the case of girder bridges on 5' 6" gauge
railways, which were generally approved by the Standing Committee. They
later submitted a Second Interim Report, containing recommendations re-
garding the revision of the Bridge Rules for 5' 6" gauge railways. Proposed
revised Bridge Rules, based on these two Reports of the Bridge Sub-Com-
mittee, are now under consideration by the Railway Board, under whose
orders they have bean circulated to all Railway Administrations, Government
Inspectors of Railways, and the Consulting Engineers to the Secretary of
State and the High Commissioner for Tndia, for examination and remarks.
During their first session the Bridge Sub-Committee also considered the ques-
tion of the co-ordination of weight of rail with locomotive and wagon axle-
loads, for both unrestricted and restricted speeds, which had been referred to
them by the Standing Committee of Chief Engineers at their meeting in
July, and submitted a very comprehensive and detailed report on " Track
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Stresses ", which will be of great value in the future, whenever questions
regarding co-ordination of weight of rail and axleload arise. This Sub-
Committee are now carrying out deflection tests on metre gauge girders, with
aview to formulating a revised Impact Formula and revised Bridge Rules for
metre gauge railways.

68. Investigation ol Sleeper and Timber Supply.—Arising out of
the recommendation of the Sleeper Enquiry Committee 1923-24 an officer
from the Imperial Forest Department has been attached to the Railway
Board's organisation during the year with the designation of Timber
Advisory Officer. He has been enquiring into the possibility of increasing
the supply of indigenous wood sleepers by means of a more extended use
of treated timbers for the purpose, and examining the best methods of
putting into practice generally the recommendations of the Sleeper Enquiry
Committee particularly in arranging better co-operation with the authorities
owning or controlling the forests from which the main supplies of sleepers
are obtained for the Railways. In connection with this work the Timber
Advisory Officer has made extensive tours during the year to the principal
sleeper supply centres and considerable progress has been made in improving
the prospects of supply.

He has also been arranging for the institution of experiments with some
o}' the cheaper kinds of indigenous timbers in the building of railway carriage
bodies, in accordance with the recommendations that were made bv the officer
who investigated this matter last vear. The timber for these trials is bein
supplied bv thp Forest Departments of different provinces and will be seasoned
in the Forest Department's seasoning kilns at Debra Dun and "Rangoon.

69. State Hallways Workshops Committee.— A number of schemes
aiming at improvement in the capacitv of the workshops of the North-
Western, Oudh and Rohilkhand and Eastern Bengal "Railways in regard
to repairs to locomotives and rolling-stock had been proposed and in some
cases had been put in hand when the transfer to State management
in 1925 of the Fast Indian and the Great Indian Peninsula. "Railways
gave an opportunity of effecting economies and improving efficiency by a
definite co-ordination of the work of the State Railway Workshops. At
the same time improvements in workshop methods in Great Britain and
elsewhere made it advisable that the whole of the workshop organisation on
these railways should be overhauled and modernised. The Pail way Board,
therefore, appointed a Committee consisting of Sir Vincent "Raven, K.B.E.,
formerly Chief Mechanical Engineer of the North Eastern Railway and
President of the Institution of Mechanical Engineers, as Chairman, and
Mr. J. M. D. Wrench, Chief Mechanical Engineer, Great Indian Peninsula
Railway, lately officiating Director of Mechanical Engineering, Railway
Board, as a Member. Mr. K. C. Srinivasan, an officer of the Accounts
Department, with special knowledge of workshop Accounts, was attached
to the Committee as Financial Assistant. Mr. R. McChesney, Technical
Assistant to the Chief Mechanical Engineer, North-Western Railway, was
appointed Secretary to the Committee.

The Committee was instructed to enquire into and report on :—

(@) The capacity or otherwise of the existing workshops of State
Railways to deal economically and expeditiously with the main-
tenance of rolling-stock at the present time.

(b) The necessity or otherwise of enlarging and extending the existing
workshops, man-power and machinery with a view to the main-
tenance of an increased quantity of rolling-stock.

(r) The advisability of concentrating the manufacture of spare parts
in one or more of the larger workshops and to relieve the
repair shops of all such manufacturing processes.



Bogie Oil Tank Wagon, South Indian Railway.
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(d) The alternative of establishing an entirelﬁ independent workshop
wherein manufacturing work could be standardised and, if
necessary, such maintenance work performed as other work-
shops may be unable to undertake—consideration to be given to
the question of the site or locality most likely to lead to economic
manufacturing costs and expeditious output.

(e) The question of increased utilisation of Indian productsin railway
workshops.

() Whether the manufacture of spare parts is done at rates which
shew favourable comparison with the rates at which they could
be obtained from outside agencies.

The Committee commenced their work early in January 1926 and sub-
mitted their report at the end of March 1926. This report is now receiving
the attention of the Railway Board.

70. Automatic Centre Buffer Coupler.—As aresult of further investi-
gations of the problem of converting rolling-stock for use with the
Automatic Centre Buffer Coupler, it was found to be necessary to ob-
tain a more accurate knowledge of both the expenditure and the mechanica
aterations involved in converting the large number of different types
of wagons and vehicles inuse Tt had been recognised that in some
caxs fundamental alterations in the imderframes would be necessary but
the problem owing to the. wide differences in design was found to be some-
what more extensve than had been hoped. it was considered advisable
to ask the Consulting Engineers to prepare detailed drawings and estimates
of the alterations required to be carried out to each of the various types of
5 6" gauge stock now in use before proceeding to establish conversion depots
for fitting the Automatic Centre Buffer Coupler to the existing stock. The

rant for the work voted by the Assembly was accordingly not utilised during
the year.

in the meantime, railways were instructed to continue to experiment
with various types of automatic couplers and transition devices. A senior
Mechanical Engineer was placed on specia duty to co-ordinate and collate the
results of trials which were still proceeding at the close of the year.

71. Supply of rails and structural sted from indigenous sources—
The year under review was the 6th year of the Railway Board's 7-year con-
tract with Messrs. The Tata Iron and Sted Company, for the supply of rail8
and fishplates to the State-worked Railways and the last voar of the Company-
worked Railwgy contracts. Thetotal demands of the State-worked Railways,
to be supplied during the year 1925-26, amounted 52,206 tons and orders for
the entire quantity were placed with the Sted Company. The demands of the
Company-worked Railways for which orders were placed with the compan
amounted to 69,535 tons, orders for the balance having been placed abroad.
Of these demands the Stedd Company were able to supply 47,694 tons to the
State-worked Railways and 66,227 tons to the Company-worked railways,
I%%.%g a balance of 4,820 tons, which was carried forward to the year
1 1.

The pre-existing arrangement with the Company for supply of sted, other
than rails, to State-worked railways under which the price per ton was fixed
every quarter at an average c.i.f. [anded price plus duty less Rs. 7-8 per ton
of imported steel, was allowed to continue to 31st December, 1925. It was
settled in communication with the Company that, thereafter, the Stale-
worked railways should call for tenders as and when necessary in the usual
way, opportunity being given of course to the Stedl Company to tender in
rupees in India.

72. Bounties for Wagons.—In August 1925, the Railway Board issued
simultaneous call for tendersin England and Tndia for 6,539 wagons to mest
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the combined requirements of Indian Railways during the year 1926-27.
They, at the same time, asked the Indian Stores Department to let the Rail-
way Board have an estimate of the manufacturing capacity of the wagon-
building firmsin India, before the 10th of November 1925, the date on which
the tenders were to be opened.

As bounties were to be paid on wagons manufactured in India during
the year 1926-27, in accordance with the terms of Section 4 of the Steel
Industry (Protection) Act, 1924, it became necessary to consider what amount
would be available for bounties on orders placed in India for delivery in
1920-27 and this gave rise to adifficulty.

The Steel Industry (Protection) Act, authorised the payment of not
more than 7 lakhs of rupees by way of bounties upon wagons during each of
the three years 1924-25, 1925-26 and 1926-27, but, as explained in the last
report, only Rs. 2.R5,600 could be paid by way of bounties during the year
1924-25 and the baance, viz, Rs. 4,14,400, of the permissible total bounty
in that year lapsed as tho Act did not provide for the carry forward of an
unspent balance from one year to another. During the year 1925-26, pay-
ment by way of bounty was limited to Rs. 7 lakhs, but the amount due
to be paid during that vear on wagon orders placed under the bounty scheme,
aggregated Rs. 10,73.400. it was. therefore, neeessarv to carrv forward
the excess over Rs. 7 lakhs on these orders, viz.. Rs. 3.73.400: into ho vear
1926-27, thus reducing the bounty money available on wagons to be delivered
against new orders during the year 1926-27 to Rs. 3,26.600. This amount
was considered insufficient for payment of bounties on further orders that
might be placed with the wagon-building firms in India for manufacture
during the year 1926-27, and in the circumstances it was considered necessary
that legislation should he undertaken to increase the bounty money available
for payment on orders to be placed for supply during the year 1926-27.
Consequently it was proposed that legislation should be undertaken to utilise
the lapse of Rs. 4,14,400 which occurred in 1924-25, for purposes of payment
during 1926-27, in addition to the amount avallable viz., Rs. 3,26,600 after
payment on orders previously placed. But there was |nsuff|(:|ent time to
undertake the desired legislation and, as an alternative, a resolution was in-
troduced and passed in the autumn sesson of the Legislative Assembly of
1925 authorising Government to pay by way of bounties Rs. 21 lakhs during
the three years 1924-25 to 1926-27 both inclusive, without any limitation on
payment during any one of the three years. This enabled the Government to
increase the baance of bounty money available during 1926-27 by the amount
short spent in the year 1924-25, thus increasing the amount of bounty to be
paid during 1926-27 to Rs. 7,41,000.

This amount was utilised infull m&)lacmg ordersfor 351 A -1, 1143A-2,
1426 G -1 and 324 C-3 wagons with Indian wagon building firms.

Subsequently section 4 of the Steel Industry (Protection) Act, was
amended, and is now as follows:—

" The Governor General in Council may pay by way of bounties
in respect of iron or steel wagons and of under frames
for railway carriages ordered after the 31st day of March, 1925,
and before the first day of April, 1927, by any such Railway
Administration, such sums not exceeding in the aggregate a
sum of nineteen lakhs and forty thousand rupees, as he thinks

fit.

73. Sted Coaches—Investi gation into the question of the prevention of
overcrowding in passenger trains led the Board during the latter part of the
year 1924-25 to the conclusion that, to meet the increased passenger traffic offer-
Ing and anticipated, some special steps were necessary to accelerate the increase
of coaching stock, especialy lower class stock on the East Indian and North-
Western Railways. The provision that had been made in the budget for 1925-
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26 had been limited by the potential building capacity of these two railways,
and there were already arrears on the building programmes of previous years.
In order to relieve the situation therefore it was decided to provide a number
of additional passenger units by obtaining steel coaches from abroad instead
of following the usual practice of building coaches with wooden bodies in
India. Sanctionwas accordingly given toobtain 11 rakes for the East I ndian
Railway on Renewal Account in replacement of old low capacity stock and
11 rakes for the North-Western Railway on Capital Account. Each rake
will consist of 10 bogie coaches equivalent to 20 four-wheeled units, and will
furnish seating accommodation for approximately 1120 lower and 35 upper
class passengers. It was found that these coaches could be erected in Rail-
way Workshops without interfering with the programme for building
passenger stock of wooden bodies.

In order to give effect to this proposal as soon as possible the Railway
Board placed the matter before the Standing Finance Committee in June 1025
and obtained their approval to the necessary expenditure in addition to the
expenditure voted by the Assembly in the Budget. These rakes are estimated
to cost Rs. 98,36,505 out of which Rs. 53.60.815 will be chargeable to Capital.
Indents were sent forward last year and it is expected that the contract will
be completed by about the middle of 1920, which will enable these vehicles to
be put into service before the end of the year 1926-27.

74. Electric Headlights for Locomotives.—Electric headlights on loco-
motives have been in use on most of the railways to some extent for a number of
years and initial difficulties connected with their use have been largely
overcome.

The additional security which has been obtained in night running has
been almost universally recognised and the Railway Board has finally decided
to make their use universal. Thev have therefore issued orders that as a
safety measure on State-worked railways electric headlights shall be provided
by all Railway Administrations on all locomotives working mail, passenger,
or mixed trains, whether on double or single line sections by 31st March 1928.
This decision, however, does not extend to branch lines where trains are in-
frequent and run at slow speeds.

The total number of mail, passenger and mixed engines belonging to
Class | Railways equipped with electric headlights, at the end of the year
under review was 716 out of an average number in daily use on such services
of 2,200.

75. Value of railway materials purchased.-The value of materials
purchased by Indian Railways in 1925-26 was 23-30 crores as compared
with 20'83 crores in 1924-25 excluding coal, stone, bricks, lime, etc.,
and other locally purchased stores. The purchases in India and from
abroad are shewn in the statement appended from which it will be seen
that the principal increases were 104 crores for rolling-stock and 84
lakhs for tools, stores and permanent way. The value of materials pur-
chased in India shews an increase particularly in the case of rolling-stock,
the value of which advanced from 37 lakhs to 98 lakhs. This figure, how-
ever, does not include expenditure on the building of coaching stock bodies
all of which is undertaken in railway workshops, the expenditure on spare
parts and fittings for rolling-stock also manufactured in railway workshops,
and the expenditure on wagon building in the workshops of the Bombay,
Baroda and Central India Railway, the Bengal and North-Western Railway
and the Burma Railways. Nor is the expenditure on structural and other
engineering works completed ' in situ ' taken into account. It is intended
in future years to embody this information in the Annual Report.

76. During the year the railways bought from the Tata Iron and Steel
Company 109,850 tons of steel rails and 4,071 tons of fishplates, at a cost of
Rs. 1,44,83,464.
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Satement showing value of stores purchased under principal headings.
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77. Number of Staff.—Thetotal number of employeeson all Indian Rail-
ways at the end of the financial year 1925-26 was 741,860 as compared with
745,216 in the previous year. This decrease of 3,356, it is interesting to
note, occurred in a year in which the route mileage increased by 340 miles.

The following table shows the number of employees on 31st March 1925
and 1926 divided among the various communities:—

51

Brarmrary [rmaes.
Your, Enropeans. 2:::2
Misdoa, | Bombimn [ Sther Total,
1924-25% . . 5,887 | 543430 | 184,389 32,8300 | 73060451 T46216
1925-26 f 4,088 | BM4T4 166,365 56,006 | THBTL | T41,860
Revised figures.

78. Cogt of staff.—The following statement shows the cost of all the staff

employed on Class | Railways (excluding Jodhpur

years 1924-25 and 1925-26 :—

Railway Sgen

Assam-Bengal

Bengal-Nagpur

Bengd and North-Western
Bombay, Baroda and Central India .
Burma

Eastern Benga

Eagt Indian

Great Indian Peninsula

Madras and Southern Mahratta .
Nizam's Guaranteed State.
NorthWestern

Rohilkund and Kumaon .

South Indian .

TOTAL

Revisd figures

Rs.
3597,779
2,63,72,735
67,90,257
4,13,66,581
1,37,98,830
219,20529
*6,50,73,066
5,20,04,002
22583292
53,70,297
544,90,103
1540679
1,61,44,604
33,10,52,754

Railway) during the

Rs.
51,48420
2,75,18/436
70,76,187
4,28,31,328
146,58, 207
2,25,88,468
6,04,92,713
546,71,533
241,70,197
54,97,257
5,09,67,481
16,16,09
1,72,26648
3344,62,974
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These figures of cost include not only the total pay of the staff but their
allowances (other than travelling allowances), gratuities and provident fund
bonuses. With the exception of the East Indian and North-Western Kail-
ways all the railways show small increases in expenditure in 1925-26 which
is due partly to increments under the time scale of pay and partly to pay-
ments on account of Lee Commission Concessions to Company-managed Rail-
ways.

The increase in the Assam-Bengal Railway is mainly under construction
due to the large programme now in hand. The decrease in the East Indian
is accounted for mainly by the transfer of the Naini-Jubbulpore section
to the Great Indian Peninsula from the 1st October 1925, and is counter-
balanced by an increase in the latter. The decrease in the North-Western
Railway is chiefly due to the labour unrest among the workshop staff at the
beginning of the year and to subsequent short time working.

79. Eecruitment and Training of Officers—In paragraph 96 of the
Administration Report for 1924-25 a reference was made to a provisional
report prepared by the Railway Board on the subject of the recruitment
and training of Railway Officers in India. This matter continued to occupy
the attention of the Board during the year and formed the subject of dis-
cussions with the Central Advisory Council and the Agents of State-managed
Railways. The report was finally completed in November 1925 and sub-
mitted to His Majesty's Secretary of State for India for approval.

80. The scheme of recruitment and training contained in the report aims
at the larger recruitment of Indians to the extent of 75 per cent, of the
vacancies in the cadres of State-managed Railways. It deals with the
three main classes of staff, viz, (1) Civil Engineers, (2) Mechanical Engineers
and (3) Transportation and Commercial Officers, employed on railways, lay-
ing down qualifications and a scheme for their recruitment and training.
Under this scheme candidates for the Civil Engineering and Transporta-
tion and Commercial Departments who must be the holders of certain speci-
fied degrees after selection by Provincial Quota Committees will be required
to compete at a qualifying examination which will include an oral test
Successful candidates for the Engineering Department will be appointed
on 3 years probation during which they will undergo one year's practical
training, comprising Workshop practice and Survey and Construction Works.
At the end of the period of probation they will be required to pass a find
practical examination prior to confirmation.

Candidates selected after the examination for the Transportation and
Commercial Departments will be similarly appointed on 3 years' probation
during which they will be required to go through a course of training com-
prising practical work on railways and instruction at the Railway School
of Transportation. At the conclusion of the course of training, proba-
tioners will have to pass a fmai examination for confirmation.

I’or the Mechanical Engineer appointments (including those in the Power
Branch of the Transportation Department) a system of special apprentice-
ship is proposed. Applications are to be invited by advertisement and selec-
tion will be made from candidates who have passed either the |.Sc, |.A., or
Senior Cambridge examinations.  Selected candidates will undergo a course
of training in Railway Workshops (both practical and theoretical) for a
period of 3 years; this period of Workshop training will be followed by a
2 years' higher Mechanical Course in the Bengal College of Engineering,
Sibpur for candidates required for the Mechanical Department, or a fur-
ther 2 years' practical training in the Running Department for candidates
required for the Powet Branch of the Transportation Department. There-
after selected apprentices to the required number will be sent to England
to go through a prescribed course of training both practical and theoretical
for two years; at the end of which they will be required to qualify for either
the A.M.I.C.E. or A.M.I.M.E. During the entire apprenticeship period
both here and in England the apprentices will be allowed suitable stipends.
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Officers for the Stores Department will be selected from amongst suit-
able officers trained in the Civil and Mechanical Engineering Services.

81. Indianisation.—The following statement shows by Class | Railways
the number of Gazetted Officers on State-managed Railways and officers of
corresponding rank on Company-managed Railways on the 1st April 1926
‘s compared with 1t April 1925. Full details of the numbers by depart-
ments will be found in Appendix F which dso contains similar informa-
tion relating to subordinates on scdes of pay rising to Rs 250 per mensem
and over.

Satement of gazetted officers on Sate-managed Railways and officers of corresponding
rank on Company-managed (Class 1) Railways (excluding Nizam's Guaranteed
Sate and Joahpur Railways) on the 1st April 1926 as compared with 1st April

1925.
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Statement showing percentages of total officers employed.
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Taking all the railways together the percentage of Indians filling
Gazetted Officers' posts increased from 237 per cent, to 26-6 per cent. On
the 4 State-managed lines, the increase was from 29 4 to 32 per cent. Taking
the North Western Railway which is the largest line alone 38 per cent., of the
superior posts are now held by Indians.

82. Vacancies among Officers and how filled.—In accordance with an
undertaking given in the Legislative Assembly by the Honourable Member for
Railways in February 1926 a detailed statement will be found in Appendix
G of this Report (Volume I) showing the number of appointments created
and vacancies which occurred among officers of gazetted rank on State-
managed Railways and of corresponding rank on Company-managed Rail-
ways and how they were filled during 1925-26. Summarised, the figures are
as follows :—
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Commercia . 3 3 1 ] S -
Mechanical L3 £ . H U 4] 5 i L
stores . . ¥ 1% B 440y B 1 1 %
Other Depanments 0] &1 5 u0 i | 1] 4 [
TOTAL 148 LG [ (18 amrpr 2 ] ] 16 L]
0
Peroontage Europuuus to total numberof vacancres filled—6|

0
Percentage Statutory Indians to total number of vacancies filled— 39.4
a) mu:sflguresol commem\al depanmentsmthemof B.,B.&c |l.andM.& S.M. Railways.
b) vabaLoies icers from Enginoering, Tvafflcand udit Departments.
One vacancy filled by lransler of an officer from Electric Department.

The number of net vacancies appearing under " Engineering " is more
than half the total number of net vacancies and is due to the large pro-
gramme of Railway Construction at present in hand. The percentage of
Europeans appointed during the year to the total number of vacancies was
600. The policy of Indianisation was accepted by the Company-managed
lines late in the year and the effect of the acceptance of the policy has not
been fully reflected in the figures for the year 1925-26.

On the State-managed lines the percentage of Europeans was 56T. This
high figure has been due mainly to the following causes :—

(a) Owing to the large construction programme in hand a very large
number of posts of temporary Engineers had to be created and
for these posts it was very necessary to obtain if possible men
of experience. The first efforts were confined entirely to ob-
taining Engineers for this purpose in India and a few of these
men so obtained were Europeans; it was then found necessary
to complete requirements by recruiting in England.

(b) Owing to the absence of training facilities in this country very
few qualified Indians were available for appointment to the
Mechanical Department. In their Resolution No. 2058-E. of
15th July 1926, the Government of India have introduced a
scheme for the recruitment and training, of Indian youths for
this Department, and when apprentices recruited under that
scheme become qualified for employment the figures are expected
}o;how a gradual improvement in respect of recruitment of

ndians.

(c) The figure for the Transportation Department includes severa
Europeans who were engaged by the late Great Indian Penin-
shjlaslt?ajlway Company before the Railway was taken over by
the State.
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Corrigendum No. 1.
Report by the Railway Board on Indian Railways for 1926-26, Volume 1.
Substitute the following for the statement shown under paragraph 82 on

page 54 of the above report, and dso substitute (50-2 for 60 6 in line 5 of the
sub-paragraph appearing below the statement referred to above.

By order,

J. C. HIGHET,
Secretary, Railway Board.

New Delhi;
The 19th February 1927.
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Percentage Europeans to total number of vacancies Oiled—60"2

Percentage Statutory Indians to total number of vacancies filled—39 8.

(@) Includes figures of commercia departmentsin the caseof B. N., B., B. C.l.andM. & 8. M. Railways.

(4) Four vacancies filled by tramifcr of three officers from Audit and one from Engineering. Two of the resultant vacandes in Audit
Department not filled up.

(c) Including ten vacancies which existed on 31t March 1028,

(d) Including two vacancies which existed on 31st March 1825.

(& Two appointments filled against vacandies in " Agency " and " Other Departments ".

(f) One vacancy filled by an officer of the Engineering Department,

(g) Ore vecancy filled by transfer of an officer from Electric Department. The resultant vecency in Electric Depertmens not filled

up.
(h) ONEappointment filled against vacancy In Agency Department.
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As regards the higher subordinate grades a detailed statement will be
found in Appendix F showing by Railways, the number of employees on
sceles of pay rising to Rs. 250 and over on the 1st April 1926 as compared
with 1t April 1925. A summary of the figures is given herewith :—
Statement of subordinates on scales of pay rising to Rs. 250 per mensem and over on

Class 1 Railways (excluding Nizam s Guaranteed Sate and Jndhpur Railways) on
the 1st April 1026 as compared with 1st April 1925.
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Satement showing percentages of total senior subordinates employed.
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Hindus
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The percentage of Indians to the total has risen from 69 in 1925 to
739 in 1926 the actual figures being 5410 in 1925 and 6,047 in 1926.

There was thus during the year an increase of no less than 637 in the
number of Indians occupying these posts and a decresse of 278 Europeans.

83. Training of Staff.—-It was promised in last year's Report that this
year's report should contain a full description of the Railway Transportation

School at Chandausi.
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In the first place to get a clear idea of the part which Chandausi is
playing and is to play in the Transportation School Scheme it is necessary
to review briefly that scheme as a whole.

The marked development in the science of transportation and the equip-
ment of railways, and the insistent demand for reduced rates and fares
together with the increase in operating expenses which post-war conditions
have imposed in every quarter of the globe, have brought prominently into
view the need for increased efficiency in working, or in other words for
obtaining the maximum use from the material available. It follows that
not only must the material be of the best but that a higher standard must
bo obtained from the staff who have to handle it, and it is to meet this
problem, that the Railway Board have devised a system of Transportation
Schools which Avill give the stall much fuller instruction in transportation
duties than has been attempted hitherto. The scheme is being applied in
the first instance to the State-worked Railways but it is anticipated that, as
it develops, the Company-worked Administrations will see the advantages it
offers and the desirability of participating therein and starting similar
schools of their own.

Briefly the foundation of the proposal is a system of " Area Schools."
That is the State Railways arc to be divided into "Areas" conforming
more or less with the existing divisions between the different lines, and for
each Area there will be a school, which will provide the primary education
in transportation of the railway stall. The schools at present proposed
will be situated at:—

(1) Gomh for the E. I J. It. and Eastern Divisions of the
E.l. K.
(2) Chandausi . . . . tortin- Western Divisions of the E. I. It. and
the Kustorn Divisions of the N. W. It.
(3 NinaorBetul . . . . for the G. I. P.
and (4) Lyallpur. for the Western Divisions of the N. W. K.

A temporary school at Bina is under formation and the scheme for
having a larger school for the Great Indian Peninsula Railway at Bina
or Betul is under consideration. The existing Telegraph School at Lyallpur
is also being developed into an Area School. A scheme for having a school
at Gomoh instead of the existing East Indian Railway Training School at
Asansol is also being formulated.

84. These schools will have two distinct functions :—

(@) The training of " Probationers " who have not yet commenced
their railway service, and
(b) the provision of periodical " Refresher " courses for those already

in the railway service, certificates being granted on the results
of each course.

In considering the training of probationers it must be borne in mind
that a general education is no part of the scheme, which deals purely with
railway subjects, but generally speaking the selected candidates will have
read up to the matriculation standard. For the present men for the Traffic
and Commercial sides only will be taken. These fall into three groups:—

(1) The Station master group comprising telegraph signallers,
assistant station masters and station masters. These men will
be given a course which will not exceed ten months and may
be less (depending on the ability of the candidate) in telegraph
signalling with, in addition, some instruction in assistant
station masters' duties both on the Traffic and on the Com-
mercial sides.

(2) The Commercial group, comprising coaching and goods clerks,
will have a three to four months course in coaching and goods
duties and also some instruction in traffic working.
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(3) The Trains Staff group, comprising guards, will have a two to
three months course in the particular branches of knowledge
they require, including some practical work on the line with an
experienced guard.

I'n every case there will be an age limit for appointment and the proba-
tioner will be required to pass an examination at the conclusion of his course.
He will then have to work for twelve months at least on a railway on pro-
bation to ensure before he is confirmed that he will prove a satisfactory rail-
way servant.

The second function of the Area Schools, the provision of " Refresher "
courses, is intended to provide courses of training for the staff at intervals
of say five years, certificates being granted at the completion of the courses,
and the intention is that no railway servant will be considered eligible for
promotion to a higher post unless he holds the corresponding school certi-
ficate. It may, however, be stated that such a certificate, though an indis-
pensible qualification for promotion, does not in itself confer any right to
such promotion, nor will the holder of a certificate be promoted, unless he
has satisfied his superiors that he is in all respects fitted for the higher post
he is to attain.

85. As has been already stated the Area Schools will provide the primary
education under the scheme. The secondary education, naturally of a more
advanced type, will be the business of a " Central School " which will take
the more senior men who have already passed through the Area Schools, and
will in addition provide instruction for Probationary Officers, and " Re-
fresher " courses for Officers. For the latter part of the work the .Board
have under consideration a plan for what would amount to a Railway Staff
College on a more suitable site than that occupied by the existing Central
School, but for the present Chandausi is fulfilling these functions, and to
alimited extent those of an Area School also as laid down in the programme
already referred to.

The reasons for fixing on Chandausi were the urgency for making a
start with the scheme and the fact that buildings were available. These
vvere once part of a district headquarters of the Oudh and Rohilkhand Rail-
way. They were much dilapidated but they were rapidly repaired and re-
conditioned, thus enabling the Government of India's intention that the
school should be opened in the spring of 1925 being fulfilled and the first
session was held in March of that year-

86. The objects kept in view in formulating the scheme of training adopted
were briefly as follows:—

(1) To teach and explain the system of rules for operating traffic
on the Indian Railways, both in lectures and by demonstration
with models;

(2) To explain the details and working of such mechanism as the
vacuum brake, electrical train lighting, the principles of the
locomotive, the theory and use of telegraph instruments, etc.;

(3) To give instruction on the Commercial side with particular atten
tion to station accounts and the booking of goods and passengers;
and

(4) To create a real interest in all the details of Railway Operation
and to encourage a spirit of mutual assistance and of esprit de
corps.

87. There are at present three classes of students receiving instruction at
Chandausi, namely:—

(1) The Senior Class, with a maximum number of 28, who come for
a period of 30 days including examination. They are com-
posed of junior officers, station masters and assistant station

E2
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masters of important stations, inspectors from the various
branches of the Transportation Department, running shed
foremen, traffic controllers, and occasionally senior drivers
and train examiners.

The course comprises instruction in: —
General rules for working traffic,
Practical train passing and control,
Vacuum brake,
The principles of the locomotive,
Station accounts and Coaching and Goods clerks duties,
Telegraph office supervision, and
Statistics and Railway Organisation.

(2) The Junior Class, maximum number 28, period including exami-
nation 30 days, comprise station masters and assistant station
masters, efc., drawing, less than Rs. 200 per mensem, with
instruction in:—

General rules for working traffic,

Practical train passing,

Vacuum brake,

Wagon construction,

Station accounts and Coaching and Goods clerks duties, and
Telegraph including theory of instruments.

(3) The " Area" Class, which is the first step towards the forma-
tion of the Chandausi Area School, maximum number 25
(drawn from the Chandausi " Area "), period including exami-
nation 23 days. Station masters of small stations, assistant
station masters, and relieving assistant station masters
instructed in:—

General rules for working traffic,
Practical train passing,

Theory of telegraphic instruments, and
Telegraph signalling (refresher work).

88. The accommodation for instruction provided consists of—

(1) The Transportation Traffic School, of which the most important
feature is a complete 2%2' gauge model railway, operated by
electrically driven locomotives, controlled by signals, with ten
stations of different types, complete with double and single
line block instruments, interlocked lever frames, signals, points,
point locking gear, detectors, compensators, etc.

Thereis dso afull sized facing point lay-out with two cabins con-
trolling the signals and all details complete.

(2) The Locomoetive and Carria%e School, with apparatus for demons-
trating the working of the vacuum brake, sectioned locomotive
fittings, valve gear models and train lighting apparatus.

(3) The Commercial School, and

(4) The Telegraph School complete with the necessary instruments,
batteries, etc.

A competent staff of instructors has been provided. On the average
the railway employee under instruction attends four lectures of an hour each
daily. in addition he has to put in a certain amount of private ctudy,
and experience shows that the men are exceedingly keen with the satisfactory
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result that the percentage of failures to pass the concluding examinations
has been very small. It is also found that the results of inter-railway com-
petition and exchange of ideas are of considerable value.

89. During the period of residence in the school it is endeavoured to make
the men as comfortable as possible. Each man is provided with a furnished
room, electrically lit, where he can study as well as sleep. The rooms are
of two types according as the occupant draws less or more than Rs. 200 a
month.  The school has its own electricity supply, an excellent water supply,
and a well thought out scheme of sanitation. The grounds cover nearly a
hundred acres where tennis, cricket, and football or hockey are provided for.
Provision is also made for washing clothes and disinfecting. There is a
school dispensary and a sub-medical officer who is under the supervision of
the Civil Surgeon, Moradabad.

With Europeans, Anglo-Indians, Mahomcdans and Hindus from all
parts of India to cater for, the messing arrangements present a somewhat
difficult problem. The method adopted is to place the whole of the catering
in the hands of an Indian contractor, and on the whole this has worked well;
but the complications will be understood when it is mentioned that it has
been necessary to arrange for no fewer than nine different kitchens. In the
case of the senior students separate messes are provided for Officers. European
Subordinates. Mahomedan Subordinates and Hindu Subordinates, in the
case of the Junior and Area Classes separate messes are provided for—

(@ Hindus who prefer to eat at tables,
(b) Hindus who prefer to eat on the ground,
(¢) Hindus who cook their own food, and

(d) Mahomedans-

In conclusion it may be stated that while the Railway Board fully
realise that the theoretical education provided at Chandausi can never be
sufficient in itself or take the place of practical experience, it is confidently
hoped that as a supplement to practical experience it may prove of very
real value, and enable the Indian Railway man to attain to that high stand-
ard of efficiency which is so vitally necessary to the successful working of
the Indian Railways under modern conditions.

90. The Madras and Southern Mahratta Railway Block Sgnalling
School.—The Madras and Southern Mahratta Railway Block Signalling
School was opened on the 2nd of January 1925, with a view to giving faci-
lities to members of the staff to extend their knowledge of Railway work-
ing. It has served for the last year as a training ground for station
masters, guards and signalmen.

The equipment consists of a model miniature railway with stations
of all the important types existing on this Railway. This model railway
allows of all kinds of operations being demonstrated with miniature trains.
Stations are fully equipped with working lever frames, points, signals and
slotting arrangements. There are nine stations, each station having its
own particular method of working.

The lectures and demonstrations cover a wide range of subjects includ-
ing the principles of signalling and block working, the general rules,
station accounts, marshalling of trains and in fact all matters directly
connected with the working of trains. They are intended to turn out men
with a good practical as well as theoretical knowledge of the working of the
railway machine and ready to apply their knowledge to any emergencies
which may arise-
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Courses are limited, as far as possible, to twenty men at a time and the
following have been given throughout the year :(—

Courses.
Assistant station masters e 6
Guards 4
Signalmen 2

Courses for assistant station masters last 6 weeks, for guards and
signalmen 3 weeks.

in addition to these courses voluntary courses of leotures on the prin-
ciples of signalling and interlocking have been given in the evenings to junior
officers and head office clerks.

Examinations are held at the end of each course and men are sent back
to their districts with a very much broader and more vivid idea of the
general working of the railway than they get by going through the whole
of their training on their own district.

91. Strikes.—With the exception of the strikes on the North-Western
and Bengal and North-Western Railways, there were no strikes of any
importance during the year under review. The strike on the North-Western
Railway began on the 26th March 1925 and ended about the third week of
June 1925. The strike was restricted almost entirely to the illiterate Indian
subordinates and lower paid staff. The number of men affected was about
20,000. The alleged cause of the strike was the discharge of a fitter of the
Loco. Shops at Rawalpindi.

The trouble on the Bengal and North-Western Railway which com-
menced on the 20th May 1925 and ended on the 13th June 1925, arose in
connection with alleged ill-treatment of one of the Engineering employes
at the hands of his Assistant Engineer. About 3,500 men of the Engineer-
ing Department, Loco. Workshops and Shed staff went on strike.

92. State Railway Provident Fund.—By the passing of the Provident
Fund Act, which came into force on the 1st April 1926, the Government
contribution which is added to the subscriber's own contribution to his Provi-
dent Fund cannot be forfeited unless he has resigned his employment within
5 years of its commencement or has been dismissed from his employment for
reasons specified in the Rules of the Fund. The necessary amendments will
accordingly be made in the Rules for the State Railway Provident Fund.
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CHAPTER VII.

MISCELLANEOUS.

93. Improvements and amenities for the travelling public—in
accordance with the custom of the last two years an account is given below
of the progress made by each railway in the direction of improvements and
amenities for the travelling public. 1t will be seen that 80 additional wait-
ing-rooms or sheds at existing stations were opened during the year, and
that the accommodation in 23 sheds was increased. Eleven Indian refresh-
ment rooms and 44 vendors' stalls were opened during the year but the Indian
dining car running on the Mehsana-Wadhwan Section (metre gauge) of the
Bombay, Baroda and Central India Railway had to be discontinued as it Was
not well patronised.

Assam-Banged Railway.

Two Up and two Down shuttle trains commenced running on Sundays
only from June 1925 between Tinsukia and Naharkatya. One Mixed train
was introduced from 1st July 1925 to run in each direction between Moriani
and Tinsukia.

Arrangements for a better supply of water for passengers have been
made at several stations, and the water is sterilised by chlorogen.

Separate hotels and tea-rooms for Hindus and Muhammadans have been
provided at 2 stations and vendors' stalls have been erected at other stations.

At Akhaura Junction a new station building is being built with ample
3rd class waiting accommodation. A new 3rd class waiting hall has been
built at Chittagong,

Bengal and North-Western  Railway.

From 2nd December 1925 two extra trains were introduced between
Gorakhpur and Nautanwa consequent on the opening of the Pharenda-
Nautanwa extension.

During the year 35 extra bogie inter and 3rd class carriages have been
put into traffic with seating accommodation for 2.678 3rd class passengers
and 102 inter class passengers. The latrines of all new bogie 3rd class
carriages have been fitted with electric light and an additional water cock has
been supplied in inter and third class bogie carriages.

Hydrants for the convenience of passengers have been provided at
Chowkaghat and Rajatalab stations, an electric pump has been installed at
Sonepore and a well has been sunk at Savan Kachery.

Indian refreshment rooms were opened during the year at Barauni Junc-
tion and Gonda and a vendor's shop has been provided at Aunrihar Junction.

Third class waiting sheds have been provided at Begusarai and Azam-
parh stations and waiting-rooms for Indian ladies have been supplied at
Baxaul and Azamgvarh. A waiting-room for 1st and 2nd class passengers has
been provided at Mashrak.

The passenger platform at Tulsipur has been extended.

The sanitary arrangements for Melas at Ballia have been improved by
the erection of 4 sets of latrines.

A booking office and a parcel godown have been provided in the 3rd
class shed at Bahraich,
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Bengal-Nagpur  Railway.

A sum of Rs. 21,000 has been expended during the year in improving
the drinking water-supply arrangements at stations.

Foodstalls and kitchens have been opened a seven stations and a sum
of Rs. 34,000 has been spent on providing waiting-rooms at various places.
Pilgrim Serais have aso been provided at Purulia, Adra and Khargpur.

The general design of future bogie 3rd class carriages which are now
under construction has been modified with aview to improving the facilities
and comforts of passengers. The principal improvements are as follows :—

Each carriage is divided into 4 compartments, 2 large and 2 small.

All compartments are provided with bundle racks and upper berths.

Each carriage is provided with 6 latrines lit by electric light, 2 for
each of the large compartments and one for each of the small
compartments. Each st of 3 latrinesis provided with an over-
head water tank with a capacity of 200 gallons thus giving
each passenger approximately 4 gallons of water.

Burma Railways.

An additional local train was introduced in each direction during
the year between Taungzun and Martaban, Rangoon and Pegu, and Pyin-
mana and Taungdwingyi.

The carriage building programme during the year has been devoted to
the rebuilding of carriages that were in a poor condition and in_this con-
nection opportunity was taken to replace the panel shutters, concerning which
there have been complaints, by Louvre shutters.

~ Platform hydrants have been erected at 2 stations on the Rangoon
district and further hydrants were in the course of erection at 17 other
stations.

Vendors' stalls were in course of erection at some 30 stations.

Increased waiting accommodation hes been provided at 15 stations and
_extﬁwsglns to waiting sheds at 3 stations on the Pegu-Moulmein Branch are
in hand.

Bombay, Baroda and Central India Railway.

On the broad gauge system additional local trains as required have been
put on the Bombay Suburban Section. An extra passenger train has been
introduced between Bulsar and Broach, and a local train between Baroda
and Ahniedabad has been extended to and from Viramgam.

Owing to the overcrowding of the Gujrat Mail in view of the fact that
the Kathiawar Express was taking 2 hours longer than the Mail between
Bombay and Ahmedabad it was found necessary to run two mails from 1st
October 1925; the Gujrat Mail to and from Ahmedabad and the Kathiawar
Mail to and from Vi rarg[?am. The traffic was thus divided equally between
the two trains.  This had the desired effect and the public considered the new
arrangement to be a distinct improvement.

On the metre gauge system Sind Mails were introduced between Ahmeda-
bad and Marwar Junction en route to and from Hyderabad. A parcel train
running between Ajmer and Ahmedabad in each direction was converted
into amixed train and mede available for carrying passengers.  Mixed trains
rucrimfl ng bet\a/een Ujjain and Fatehabad Chandra watigunj were extended to
and from Mhow.

The system of providing passengerswith cool drinking water in running
trains by means of travelling Hindu watermen during the hot weather was
continued. A few more watermen have been put on at certain stations where
they were considered necessary,



MISCELLANEOUS. 63

Vendors' stalls have been provided or were in course of construction at
10 stations.

Waiting sheds and extensions to waiting sheds were under construction
at 11 stations.

The provision of facilities for the supply of food on trains and its super-
vision by special Indian Catering Inspectors, which was mentioned in last
year's report, has been continued but the Indian Dining Car running on the
Mehsana-Wadhwan Section (metre gauge) was discontinued as it was not
well patronised.

Three new flag stations have been provided at Cora, Ghuma, Khambhada
and Kanbha.

Inter class accommodation has been made permanent on certain trains
between Agra Fort and Cnwnpore and between Delhi and Bhatinda, and has
been provided on 35 Up and 36 Down between Agra Fort and Kathgodam.

Eastern Bengal Railway.

On the broad gauge 2 Up and 2 Down additional local trains were put
on between Calcutta and Raruipur; and on the metre gauge one Up and one
Down mixed trains which used to run between Katihar and Kasha, were
extended to and from Jogbani.

During the year a new type of suburban rake was built which was a
considerable advance in the matter of accommodation on those previously
turned out. This new rake seats 970 passengers as against 664 in the old
type, the increase being mainly in the 3rd class, i.e, from 490 to 780. 25
coaches were built during the year with small compartments to enable parties
travelling together to engage a compartment to themselves. in the new
carriages the luggage racks have been raised 5", thus considerably improv-
ing the seating accommodation by giving more head-room.

Rs. 21,000 have been spent in improving the water-supply for passengers.
These improvements in addition to increasing the number of water taps on
platforms have chiefly been in the shape of the provision of Ashford Tube
Wells at 11 stations.

An Indian refreshment room was under construction at Kitihar and
vendors' stalls were provided at severa stations.

Some Rs. 67,000 have been spent on extra booking facilities, improve-
ments to station approaches, the provision of stone benches in 3rd class wait-
ing halls at 48 stations, new or extensions to existing waiting halls, shelters
on island platforms and the raising or widening of platforms. Waiting
rooms for Indian ladies have been provided at 8 stations.

During the year 46 lower class bogies were converted from gas to electric
lighting. At the end of the year the position was that out of 25 suburban
rakes 22 were electrically fitted and the remaining 3 will shortly be similarly
equipped.

Of the total passenger stock on the railway 78 per cent, of the broad
gauge and 51 per cent, of the metre gauge have now been converted to electric
lighting and the remainder will be converted as soon as the necessary equip-
ment can be obtained.

East Indian  Railway.

Twenty additional passenger trains were introduced during the year and
ten other trains extended.

Drinking water facilities were increased at some 30 stations and a
special compartment was set apart on the principal express and passenger
trains carrying drinking water for passengers.

A Hindu refreshment room was opened at Howrah during the year and
a Muhammadan refreshment room at Moghalsarai.
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Waiting rooms for Indian ladies were opened at Seohara, Moradabad
and Ahnmdpiir. Waiting halls or sheds for 3rd class passengers were built
at 10 stations and at Bareilly the waiting shed on the island platform was
extended. Rcflooring was carried out in the waiting rooms at 23 stations and
in the waiting sheds at 10 stations.

Other improvements carried out during the year include foot over-
bridges at Burhee and Futwah; 3rd class booking offices at Jherriah and
Asansol and an extra window to the booking office at Dhanbad. At 4
stations the platform was extended. Latrines were constructed at 7 stations.

During the year 137 passenger bogies all lit with electricity were added
to the stock and put into traffic; of these 100 were entirely for inter or 3rd
class passengers, 12 were luggage or miscellaneous vans, 22 were 1st and 2nd
class bogies, and 2 were composite bogies carrying 1st, 2nd and inter class.
29 lower class bogies were converted from gas lighting to electricity during
the year.

Great Indian Peninsula  Railway.

An electric train service between Bandra and Victoria Terminus was
introdneed from 3rd February 1926. The service was increased as necessary
and at the end of the year 39 trains were being run up and down daily.

Hindu and Muhammadan refreshment rooms were provided at Poona
and food or tea stalls were provided at 14 stations.

New 3rd class waiting sheds were provided at 7 stations and the waiting
sheds mentioned in last year's report as under construction were completed
and opened at 21 stations. New waiting-rooms for Indian passengers were
opened at Nagpur and Poona.

Parcel trains have been provided with 3rd class carriages to enable
passengers to travel by these trains between Igatpuri and Bhopal instead of
between Igatpuri and Bhusaval. The Delhi Express Trains were extended
to Rawalpindi thus obviating the necessity for through pnssengers changing
trains at Delhi.

Jodhpur Railway.

One additional mixed train each way was introduced between Mirpur
Khas and Jhudo.

On the main line all 3rd class 4-wheeled carriages have been replaced by
bogies.

Additional water arrangements have been provided at 8 stations.

Passenger sheds have been provided at 2 stations and were under con-
struction at 2 more. The 3rd class passenger shed at Jodhpur was enlarged
and improved.

This railway has devoted considerable attention to the through running
of carriages to contiguous railways. Examples of these through services
are:—

The Sind Mails running between Hyderabad (Sind) and Ahmedabad.

Through trains running between Marwar Junction, Bhatinda and
Phulera.

Through carriages running between Hyderabad (Sind) and Agra Fort,
Delhi and Verawal.

Madras and Southern Mahratta Railway.

Twenty-two additional trains were introduced on the broad gauge and
10 on the metre gauge.

The work of providing a water-supply for passengers at Tirupati isin
hand.

A Hindu refreshment room at Cuddapah is under construction,
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Third class waiting sheds are being provided at 9 stations and separate
waiting accommodation for 3rd class women passengers at 3 stations. An
additional partially coveredplatformwasprovided at Madras Central Station.

H. E. H. the Nizam's Guaranteed Sate Railways.

Muhammadan and Hindu refreshment rooms have been opened at
Secunderabad, Hyderabad and Jalna and are under construction at Dornakal
and Puma.

The waiting accommodation for 3rd class passengers is being increased
at Sailu and Umri. Zenana waiting-rooms have been provided for 3rd class
passengers at Hyderabad and Secunderabad.

North  Western Railway.

Thirty-six additional passenger trains were introduced during the year
and in addition the following sections were opened for passenger traffic:—-

Khanai-Hindubagh (2' 6" gauge on Quetta Division).
Jamrud-Landikotal (Khyber Railway).
Pakpattan-Mailsi (Sutlej Valley Railway).

Between Lahore and Karachi and Rawalpindi and Victoria Terminus
(Bombay) respectively one of the through passenger trains in each direction
has been accelerated so as to provide an Express service for inter and 3rd
class passengers.

Forty-two gas lighted 3rd class carriages have been fitted with electricity
and 116 carriages which were already electrically lit were fitted with stand-
ard wiring and couplers.

Drinking water shelters have been provided at all roadside stations on
the Lahore Division and new drinking water tanks have been constructed at
Jullundur City. Extradrinking water taps have been supplied at 4 stations
on the Karachi Division and tube wells for the supply of pure drinking water
have been sunk at 10 stations on the Multan Division and at several stations
on the Delhi Division.

Third class waiting halls or sheds have been provided at 24 stations and
a waiting hall for inter and 3rd class female passengers has been opened
at Jacobabad. An inter class ladies waiting-room has been provided at
Lahore.

The new Gujranwala station was opened on 15th April 1925 and during
the year new stations were opened at Pattoki, Kot Radha Kishen and Okara.

Additional vendors' shops have been provided at 5 stations.

Electric fans have now been installed on Nos. 2, 4 and 5 platforms at
Lahore.

Rohilkund and Kumaon Railway.

Twelve bogie 3rd class carriages with seating accommodation for 1,152
passengers have been put into traffic.

A new station was opened on 15th February 1926 at Lucknow Junction
(metre gauge) with commodious platforms and electric light. An additional
platform was provided for down trains at Lucknow City.

South  Indian  Railway.

On the broad gauge 10 shuttle trains and 2 mixed trains (Were intro-
duced, while on the metre gauge 6 through trains were introduced taking the
place of certain shuttle services over shorter distances, The rail motor coach
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running between Trichinopoly Junction and Kulitalai was extended to run
two trips each way between Katalai and Kulitalai.

Indian refreshment rooms were opened at Tirupattur and Madura, and
refreshment stalls at Morappur during the year, and the management of
the Indian refreshment rooms at Tanjore, Trichinopoly Junction, Madura,
Mettupalaiyam and Calicut was taken over by the Company.

The 3rd class passenger waiting sheds were enlarged at 5 stations and
additional benches were provided in the waiting sheds at 28 stations. Per-
manent festival waiting sheds with booking offices were provided at 4 stations.

High power lights were provided at 3 stations and additional high power
lights were supplied at 17 other stations.

94. Coupon tickets for mercantile firms.—An interesting innovation
was introduced during the year by the Madras and Southern Mahratta Rail-
way whereby 1st class tickets at reduced fares are issued to representatives
of firms for journeys totalling 3,000 miles performed on business within six
months.  On production of a certificate signed by the head of the firm to
the effect that the representative will only use the tickets for journeys on the
business of the firm a coupon book is issued consisting of 500 coupons, each
coupon permitting a journey of six miles. The price of the book at present
is Us. 234-6-0. The book must be presented to the booking clerk when a
ticket is required without detaching any coupons. The booking clerk re-
moves the number of coupons from the book necessary for each journey and
in exchange issues a first class ticket to the station required. The arrange-
ment was introduced as a purely commercial proposition to encourage people
who usually travel second class to pay a little extra and travel first class
instead. The innovation met with considerable success on the Madras and
Southern Mahratta Railway and arrangements were made to introduce it on
the Great Indian Peninsula and South Indian Railways with effect from
1st April 1926.

95. Flood Damages.—Flood damages on railways were less severe in
1925-26 than in the previous two years. In consequence there was less
interruption to traffic and the subsequent bill for repair of damages caused by
breaches was fortunately small. The worst cases occurred on the Madras
and Southern Mahratta Railway in May 1925 and on the South Indian Rail-
way in December 1925. In the former case a storm which started at midday
on the 16th May did considerable damage to the stations between Tenali and
Kllore. At Stuartpuram, Tenali, Ohirala and Tadipalli the roofs of several
buildings were carried away. At Kistria Canal 24 broad gatige wagons and
at Tadipalli 60 metre gauge wagons were capsized. The main line north of
Bezwada was scoured for some distance. Transhipment was impossible and
through booking north of Bezwada and south of Ellore was, therefore, tem-
porarily stopped. All Telegraph communication between Tenali and Ellore
was interrupted. The Masulipatam Branch was flooded in places and there
was a breach beyond Nidamanuru. The Tenali-Repalle Branch was also
breached beyond Kollur Road. The Railway line between Bezwada and
Mustabad was seriously damaged. There was no loss of life. On the main
lino through but restricted communication was restored by the 18th evening
and the full service of trainswas resumed on the Main Line and on the Tenali-
Repalle Branch on the 20th. A restricted service on the Bezwada-Musta-
bad Branch was restored on the 27th and full service on June 7th.

The other case occurred on the South Indian Railway on the night
of 10th December 1925. Owing to unprecedented rain the railway line at
mile 246 16-12 between Pattukkottai and Adirampatnam stations on the
Tanjore District Board Railway (metre gauge) was over-topped by a sudden
flood and the line breached. Train No. 55 Mixed ran into the breach at
0-10 hours on the 11th, resulting in the engine and 4 bogies being capsized,
2 of the latter being completely telescoped and the other 2 partly; one other
bogie was derailed, 9 passengers were killed and 20 injured. The enquiry
established the fact that there was no negligence on the part of the stall
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concerned in the execution of their duty. The unfortunate mishap was
entirely due to abnormal weather which could not possibly have been foreseen.

Breaches also occurred on the following sections of the Burma Rail-
ways \—

Mu Valley on June 16, August 5 and September 16, 14)25, causing
interruption to traffic of 24 9 and 2% days respectively.

Thazi-Myingyan causing 3 daysinterruption and Moulmein-Ye in Sep-
tember causing 10 days stoppage of traffic.

On the Bengal and North Western Railway the line between Gainsari
and Tulsipur was breached on August 11, 1925, by flood water
and traffic was interrupted till August 16.

On the East Indian Railway the main line near Bihta was breached
on September 9, 1925, by the overflowing of the Sone River
and through communication was interrupted till September 14.

On the Eastern Bengal Railway nearly all the transhipment points
suffered again due either to silting up of bars or to erosion.
Goalundo, Sirajganj and Fulchhari were affected most and the
usual changes of ghats and yards were necessary.

On the North Western Railway on July 6, 1925, the pitching round a
crib bridge between Mangi and Kachh on the Sibi-Bostan sec-
tion was washed away due to heavy rain. Transhipment was
arranged and through communication was restored on July 9.

On July 29 a pier of a 40 feet span bridge on the Kalabagh-Bannu
Section was completely washed away. Transhipment was
arranged on July 31 and through running restored on August 1.

On August 11 the piers of a bridge on the Sialkot-Narowal section
sank due to heavy floods and the girders and rails were dis-
placed. Transhipment could not be arranged till the 13th.
The breach was repaired and through running resumed on
August 22.

Breaches also occurred on the Nushki Extension Railway on 3 occa-
sions during the year on July 30 and October 25, 1925 and on
January 14, 1926, causing interruption to traffic for 3, 2 and
6 days respectively.

96. Accidents.—The following table shows the numbers of passengers,
railway servants and other persons killed and injured in 1924-25 and 1925-26.

Hitueo. Iniruem
1805-20. 1424-25. 192526, 1024.25,
A—Passengers.
(1) Accidentsto trains, rolling-stock, per- B2 17 131 206
manent-way, etc.
(2) Accidents caused by movements of whi b2 1,151 1,045
trains and railway vehicles exclusive
of train accidents.
(3) Accidents on railway premises inwhich 4 4 3 21
the movement of trains, vehicles,
etc., were not concerned.
TOTAL 377 418 1,823 1,312
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Kozep, Deyuaan.
1E5-34. 19858, 1§28, 19E4-26.
B.—Railway Servants,
(1) Accidents to trains, rolling-stock, per- 20 38 141 158
manent-way, etc.
(2) Accidents caused by movements of 535 888 1,285 T2
trains and railway vehicles exclusive
of train accidents.
(3) Accidents on railway premises in which T 48 44 1,887 [0
the movement of trains, vehicles,
etc., were not concerned.
TOTAL 402 466 3,325 1,459
C.—Other  persons.
(1) Accidents to trains, rolling-stock, per- 53 19 78 34
manent-way, etc.
(2) Accidents caused by movements of 2,081 2,016 iy T4
trains and railway vehicles oxclusive
of train accidents.
(3) Accidents on railway premises in which 24 28 a4 [
the movement of trains, vohicles,
etc., were not concerned.
(2.7
TOTAL 2,180 2,061 903 867
GRAND TOTAL 2,018 2,845 6,008 5,608

97. The number of passengers killed shows a decrease of 41 while the
number of passengers injured shows an increase of 11. The following state-
ment shows the numbers of passengers killed and injured during the last four

years.—

Your, Killed, Injured,
1982-28 . . . . 405 1,388
o234 | . . . . . - 378 L2¥2
198485 | . . . . . H3 1,412
1926-26 . - . . - - e 1,323

98. The number of railway servants Killed during the year decreased by 51
athough the number of railway servants injured increased by 545. The
following table andyses the mam causes of accidents to railway servants on

Class | railways.—

NUMEFRS XI1LEED.

HukIERs W ORED.

Cuneo,
102526, 1524-M. 1945-28. 1944-385,
1. Misadventure or accidental 212 217 ol 484
2. Want of caution or misconduct on the 101 143 270 1656
part of the injured person.
3. Want of caution or breach of rules, etc., ] 7 8l b1
on the part of servants other than the
persons injured.
4. Defactive apparatus or systems of work- 1 H h 4
ing, dangerous places, dangerous con-
ditions of work or want of rules or
systems of working.
TOTAL 328 T4 1,236 891
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99. Out of atotal of 2,918 persons killed on Railways 1,649 were tres-
passers and 308 committed suicide.

100. Thefollowing statement analyses the accidents which occurred on all
Railways during thelast two years grouped under the principal causes
A fuller statement showing the accidents in greater detail under the separate
railways is to be found in Appendix D of Volume Il of this report:—

19 4-26. 1925-26.
Cases of running over cattle 8,350 9,612
Derailments not involving passenger trains . . . 4,011 4,397
Accidents due to failure of couplings 3,080 2,722
Accidents due to failure of machinery of engines or faulty
working of crew. 1,879 2,178
Derailments of passenger trains 404 347
Fires in trains or at stations or bridges L 308 290
Collisions involving goods trains or goods vehicles s . 330 309
Broken rails 298 361
Running over obstructions on the line P 287 294
Bursting of tubes and boilers of engines . . . . 276 275
Accidents due to failure of axles 170 145
Flooding of permanent -way . . . . . . 141 92
Collisions involving passenger trains 79 66
Passenger trains running in the wrong direction through
points but not derailed 75 98
Collisions between light engines 73 66
Land slips 75 40
Accidents due to failure of tyres or wheels . . . . 34 20
Accidents due to failure of brake apparatus . . . 32 33
Trains running through level-crossing gates Lo 31 26
Failure of bridges or tunnels 6 12
Miscellaneous 487 712
TOTAL . 20,486 22,094

I't will be noticed that there has been a welcome decrease under the heads
" Deraillments of passenger trains " and " Collisions involving passenger
trains " though a small increase has occurred in " passenger trains running in
the wrong direction through points but not derailed."

The smaller number of «* Land slips " and " Flooding of Permanent-
Way " is chiefly accounted for by the more favourable weather condition!
experienced in 1925-26.

The reductions under " Fires in trains or at stations or bridges " may
possibly be attributed so far as fires in trains are concerned, which aone
dropped from 290 to 200, to the steady increase in the number of vehicles
converted to electriclighting.

" Ceses of Running over cattle " still represent by far the largest pro-
portion of all accidents (43 per cent.) and the figures under this head show
an increase of 1,262 over the previous year.

" Derailments not involving passenger trains "and " Accidents due to
failure of machinery of engines or faulty working of crew " aso show
increases.  Therise in the number of " Broken rails " chiefly occurred on the
East Indian Railway where the number of cases went up from 15 to 69.
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101. A short description of the more serious accidents is given below:—

Derailment of Punjab Mail between Kanth and Mewa Nawada.—On
the 21st September 1925, No. 2 down Punjab Mail was derailed at mile
419 21 between Kanth and Mewa Nawada stations on the Moradabad Division
of the East Indian Railway. The first two bogies behind the engine partially
telescoped and capsized and the three following bogies were derailed. The
2nd guard and an Indian er were seriously and eight passengers
slightly, injured. The derailment was due to deliberate and malicious tam-
pering with the track, but although a substantial reward was offered by
Government for information likely to lead to the arrest and conviction of the
culprits their identity has remained undiscovered.

Halsa accident.—At about 1-13 hours on the morning of 16th October
1925, No. 8 down Dacca Mail collided with the tender of engine No. 118 of
37 up parcels train at Halsa on the Eastern Bengal Railway. The engine
of 37 up parcels train was backed along the down loop line in the up direction
while No. 8 down Dacca Mail was approaching the station. The engine
failed to stop short of the fouling mark and thereby fouled the down main
line being consequently run into by 8 down Mail which was running through
on the down main line. The tender of the Parcels train engine was com-
Blet_ely wrecked. The Mail engine and the three bogie coaches immediately

ehind it were badly damaged and derailed. Ten persons were killed and
thirty-seven ers injured, of whom two subsequently died in hospital.
The damage to rolling-stock was estimated at Rs. 1,08,038.

The assistant station master and the gunner, who, as the result of
the enquiry, were held responsible for ,the collision, were prosecuted and
convicted, the former being sentenced to six months rigorous imprisonment
under section 101 of the Indian Railways Act, 1890 (I'X of 1890), and the
latter to one year's rigorous imprisonment under the same section.  Against
this order, appedls were preferred by the accused. The Sessons Judge con-
firmed the conviction of the gunner dismissing his appeal and acquitted the
assistant station master.

Level crossing accident on Delhi-V mballa-Kalka Railway.—About
12 oclock on the 2nd January 1926, a car belonging to the Patiala
Durbar which was occupied by 'some purdah ladies was approaching level
crossing No. 123 between Chandigarh and Ghaggar, Delhi-Umballa-Kalka
Railway, at the same time as No. 8 down was nearing the crossing. The
car was driven on to the crossing and was run into by 8 down. Of the ladies
in the car_saven were killed or died subsequently” and two were severely
injured. The motor driver was aso severdly Injured.

The Committee of Enquiry found that the accident was primarily due to

a lamentable misunderstanding on the part of the motor driver who thought

the gates were being opened whereas they were being closed and they con-

sidered him ?wlty of negligence in having stopped his car on the track instead

(ﬁf halting clear of it when he saw that the further gate was closed against
im.

102. " Safety First "—The following is a brief account of " Safety
First " propaganda on some of the principal Railways.—

Assam-Bengal.—Safety Eirst notices have been prominently posted in
the Loco. "Workshops. These notices explain to the staff how
it is possible to reduce the number of preventible accidents and
whenever an accident occurs the foreman draws the attention
of the staff to the notices.

Bengal-Nagpur Railway.—A series of articles and photographs on this
subject have been reproduced in the Bengal-Nagpur Railway
Magazine for dissemination to the staff.
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Eastern Bengal Railway.—lllustrated booklets have been obtained from
English Railways with the idea of publishing similar booklets
on thisrailway.

East. Indian Railway.—Coloured posters have been prepared and will
in due course be issued with suitable inscriptions in English,
Urdu and Hindi. These will be posted up in prominent places
in workshops and stations.

Great Indian Peninsula Railway—An excellent " Safety First "
booklet depicting the various common actions which are pro-
ductive of accidents and how to avoid them has been issued
broadcast to the staff. A film dealing with " Safety First "
matters is being planned and will be shown by the Great Indian
Peninsula travelling cinema.

North  Western Railway.—Notices have been exhibited in conspicuous
places pointing out to the staff and the travelling public the
grave risks they run through thoughtlessness and failure to
comply with the rules. Posters have been displayed in three
rernaculars in lower class carriages warning passengers against
standing on the foot-boards and sitting in open doorways while
the trains are in motion.

Nizam's Guaranteed State Railways—It has been decided to publish
and circulate 1,000 copies of a Safety First booklet to the staff.

Madras and Southern Mahratta Railway.—Notices are posted at
suitable places in stations and Loco. Yards warning the public
and employees of dangerous practices.

103. Visit of the King and Quemn of the Bdgians—An interesting
feature of the year was the visit paid by the Kingand Queen of the Belgians to
India in the autumn of 1925. The tour lasted from September 11th to
October 18th and during that time the Royal Party travelled some 5,400 miles
visiting Bombay, Kirki, Calcutta, Darjeeling, Benares, Lucknow, Bharatpur,
Agra, Delhi, Simla, Peshawar, Rawalpindi and Gwalior. His Excellency
the Viceroy kindly placed his train at the disposal of the Royal Party for the
tour. Before his departure from IndiaHis Majesty the King of the Belgians
expressed his keen appreciation of the railway arrangements for the tour in
the following message to the Chief Commissioner for Railways :—

" Before | leave India, | wish to thank on behalf of the Queen and
myself all the officers and men of the Railways over which we
have travelled for the very excellent arrangements they have
made for our comfort while travelling.

| realise that the movements of a Sepical Royal Train entail a great
deal of preparation and very considerable exertions to all
concerned.

| have been particularly impressed with the working of the Railways
over which | have travelled and | am filled with admiration for
the smooth and able manner in which every detail s carried out
and all difficulties are overcome.

The construction, administration and operation of the Railway systems
in India have made a great impression on me, and have caused
me to realise as much as anything else in this country the strength
and efficiency of the British Empire."

104. Local Advisory Committees—Local Advisory Committees have
now been formed on all State-owned Railways with the exception of the
Bengal-Nagpur Railway. Steps are being taken for the early formation of
such committees on this Railway.
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The following statement shows the number of meetings held during
192526 —

Jrailmny, Kunaler of eucctiagy huld ducleg 1926-26,
Assm-Bengd P .. 2
Benga and North-Western . . . 1 Govakdipor and 2 Muzalfarpnr.
Bombay, Barodaand Central India 11
Burma S 5
Eastern  Bengal PR 7
Eagt Indian (including-Oudh and Rohillkhand 1i Culetta, 3 Cuwnpore and & Lucknow,
Great Indian Peninsula Lo 1L Bombay and 1 Kagpor,
Madras and Southern Mahratla H
North Western 1 Labors wod § Kwmehi.,
Rohilkund and Kumaon . 1
South Indian +

The work of Local Advisory Committees has continued to be of great
value both to Railway Administrations and the public. The suggestions
made by the Committees were carefully considered and as far as possible
endeavours were made to give effect to them provided they were likely to serve
the general convenience of the public without detriment to the Railway
Administrations.

The subjects discussed at the meetings wore many and varied and included
the following: —

Facilities for 3rd class passengers.

Arrangement for the provision of refreshments and drinking water for
passengers.

Increased accommodation for Intermediate and 3rd class passengers in
trains and at stations.

Improvements in the design of railway carriages.

Reduction of fares.

Concession in fares.

Alterations in time-tables.

Settlement of claims.

Theft of railway fitttings.

Passengers travelling without tickets.

Remodelling of stations.

Electrification schemes, etc.

During the year the suggestion made by a Member of the Legislative
Assembly to publish the names of the Members of the Local Advisory Com-
mittees in the Time and Fare tables of the Railways concerned was adopted.

105. Publicity.- The immense possibilities of publicity as a means of
encouraging traffic are beginning to be realised and many extensions of the
work on the different railways have taken place during the year.

The Creat Indian Peninsula Railway have perhaps been foremost in this
effort and the Publicity Bureau at Victoria Terminuslias continued to assist
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the public generally by supplying information and working out suitable
itineraries. The tourist traffic is on the increase. 6 " Round the World "
cruise ships anchored in Bombay harbour and 11 Tourist Specials were run
for the visitors during the year. A wide distribution of publicity matter
was made through the medium of newspapers, booklets, leaflets and posters.
An attractive time-table of trains of all the principal railways in India, the
first of its kind prepared by any Indian Railway, was published in October
1925.

The most interesting innovation of the year, however, on the Great Indian
Peninsula Railway and one likely to have far reaching results was the in-
auguration of a travelling cinematograph car. This car commenced touring-
over the line on the 19th November 1925 and by the end of the year had
visited 70 stations. Free displays in the open air are given which attract
most of the neighbourhood. The audiences have numbered from 1,000 to
10,000 and one audience at Katni was even estimated at 30,000. Hitherto
the programmes have been mainly for entertainment although a film entitled
"A short winter tour in India" has already been produced. It is also
intended to use the cinema for the education of the staff, for advertising
the facilities provided by the railway for the traveling public and for showing
films illustrating modern and scientific methods of agriculture, etc., with the
idea that such will lead to the adoption of improved methods and larger
yields to the benefit of the ryot, and with them the railway. With this
object in view films dealing with the following subjects were in course of pre-
paration and were expected to be ready early in 1926-27 : —

Improved methods of sugarcane cultivation.
Poultry farming in India on scientific lines.

Wheat production in India—old and new methods.
Cotton production.

Irrigation.

Improvement of Indian cattle.

These will be followed by films dealing with Vacuum brake, Steam Valve
Gear, Breakdown work, Firing, Lubrication, Track maintenance, Safety
First and First Aid.

The Bengal-Nagpur Railway has published a pamphlet entitled " The
Changing Scene in India " and sent copies to all the large Tourist offices in
India, America and Great Britain. This railway sends its attractively got
up Magazine to the leading Hotels and Clubs in India and the principal
Railway Companies throughout the world. Free copies are distributed from
Port Said to all passenger liners proceeding to India.

The Bombay, Baroda and Central India Railway has published a
pamphlet describing the large works under construction on the Bombay
Suburban Section also a second and larger edition of their illustrated Tourist
Guide to centres of interest on the line. They have also reproduced three
artistic posters depicting places of interest served by the Bombay. Baroda and
Central India Railway for display in America and a, the principal ports
between India and England.

H. E. H. the Nizam's Guaranteed State Railway is using picture post-
cards of places of interest on the line for correspondenee. This railway also
reports that the Information Bureau which was opened at Secunderabad
early in 1925 has proved a great success.

Other railways are increasing their advertisements in publications having
a wide circulation, preparing booklets on places of historical interest and
developing the use of attractive pictorial posters advertising holiday resorts;
and vernacular notices on melas have been used with good effect.
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APPENDIX A.

habetically arranged under each
stem of working.

f(T condruction on the 31¢ March 1926, are

List showing Railways in India al
gauge according to

[NOTE.—The ralways under a)r‘smog i

|.—STATE LINES WORKED BY THE
STATE.

5' 6" gauge.
Eastern Bengal.
Ead, Indian.*
Great Indian Peninsula, T
North Western.
South Bihar.F
Central Indian Coal-fields.

3 33/8” gauge.

OawnporeBw hwaI LJ
Eastern Bengal (

2' 6" gauge.
Kalka-Simla.
Kangra Valley .
Khunai-Hindubagh.
Kohat-Thal.
Trans-Indus (Kalabagh-Banmi).
2' 0' gauge.
Dorasmail Khan-Tank Decauville.
,Jovhet (Provincial).

3 and 2 0.

II.—STATE LINES WORKED BY
COMPANIES.
5' 6" gauge.
Bengal-Nagpur.
Bav%ada aE%]Ren
Bombay, Baroda and Cenlral India.
Kolnr Gold-fields.
Madras and Southern Mahratta.
South Indian.
3 3%;" gauge.
Ainu va-3)an deli (Provincial).
Alon-Saingbyin.
Assam-Bengal.
Bangalore-TTarihar.
Bombay, Baroda and Central India.
Burma.
Burma Extensions.
Dhone-Kurnool.
Hmdupur (Y esvantpur-Mysore Fron-

Jodhpur Hvderabad (British Sec-
tion). ¥t

Lucknow-Bareilly.

Madras and Southern Mahratta.

Moulmein-Ye.

Nilgiri.

Palanpur Deesa §

% B e e wih it

9%@ Im(?‘e}j |§.§(E)(r omg
fatr iR iy
ﬁ fosd "FE’ Bfi@z@% -

II.—STATE LINES WORKED BY
COMPANIES—concld.

3 3% gauge—concld.

E)e/gu Kaya:_‘ll_ g
inmnna- uun wingyi.

South Indial ¢ v
Southern Shan States.
Travancore (British Section).
Travaneore (Indian State Section).
Tirhoot.

26" gau
Br Tambusur
Mandalay-Madaya Light.
Morappur-Hosur.
Purulia-Ranch].
Raipur-Dhamtari.
Sapura.
Tirupattur-Krishnagiri.

2' 0" gauge.
Tumsar-Tirodi Light.

II.—BRANCH LINE COMPANIES "'
RAILWAYS UNDER GUA-
RANTEE TERMS.

(A) WORKED BY THE BRANCH LINE COM-
PANY.
2' 6" gauge.
Ahmadpur-Katwa.
ArakanLightt.
Bankura-Damoodar River.
Burdwan-Katwa.
Eutwah-1slampur.
Kalighat-Falta.

(B) WORKED BY THE MAIN LINE.

5 6" gauge.
Hardwar-Dehra.

3 3% gauge.
Chaparmukh Silghat.
akhal-L alabazar. ¥

2' 6 gauge.
Daaghara-Jamal purgun;.

IV.—BRANCH LINE COMPANIES
RAILWAYS UNDER REBATE
TERMS WORKED BY THE MAIN
LINE.

5 6" gauge.

Amritsar-Patti.
Hoshiarpur-Doab (3 ullundtiT-M Tike-

rian).
é\r'éq"“%ﬁ tﬁ;ﬁ% isthe propmy %?”R%

gl%“?'\lyw e
GOV

¥0 recdves a absdy from tha Asem
emmert,
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IV.--BRANCH LINE COMPANIES'
RAILWAYS UNDER, REBATE
TERMS WORKED BY THE MAIN

LINE-concld

- 6" gauge—concld.
Hoshiarpur-Doab (Phagwara-
Rahon).

Mandra-Bhaun.

Sarn-Sirgjgan;.

Sialkot-Narowal.

Southern  Punjab (Main Line),

Southern Punjab (Jullundur-Doab).

Southern Punjab (Ludbiana Exten-
sa

Southern  Punjab  (Sutlgj  VALLEY).
Tapti Valley.

3' 3" gauge.
Ahmedabad-Parantii.

2' 6 gauge.
Chamdpaner-Shiyrajpur—Pani
Dhond-Baramati,
Ellichpur-Yeotnial.
Godbra-L unavada.
Jaeobad-Kashmor.
Khulua-Bagerhat.
L arkana-Jacobabad.
M:a/_urhhanj. )
Nadiad-Kapadvanj.
Pachora-Jamner.
Pulgaon-Arvi.

2' 0" gauge.
Dar{)eeling-HimaJayan
Matberan Light.

Light.

Extensions.

V.- BRANCH LINE COMPANIES
RAILWAYS  UNDER  GUA-
RANTEE AND REBATE TERMS.

3 %" gauge.
Jamnagar and Dwarka.
Mymensingh-Bhairab Bazar.

VI. -COMPANIES' LINER SUBSI-
DIZED BY THE GOVERNMENT
OF INDIA.

5 6" gauge.

Delhi-Ambala-Kalka.

3 3%" gauge.

Bengal  and North-Western.*
Bengal-Dooars Extensions.
Mirpur Kirns .Thudo.*
Mirpur "Khes Kbedro*.
Ilohilkund and Kuraaon,

2 6'_gauge.
Barsi Light.
Debri-Robtas Light, .
Sbabdara (Delhi) ~Saharanpur Light.

VII....COMPANIES' LINES SUBSI-
DIZED BY LOCAL GOVERN-
MENTS.

3 3%" gauge.

Dibru-Sadiyn.
2' 0 gauge.
Darjeeling-Himal ayan.
* Reodves land only from Government.

VIIl. UNASSISTED COMPANIES
LINES.

3' 3%," gauge.
Ledo and Tikak-Margherita Colliery.

2 6" gauge.
Bengal Provincial.
Sngri-Orong  Light.

2' 0" gauge.
-Tngndhri Light.
Kulasekarapatnam  Light.
Tfrwpati-Timchanvr Light.
Trivellore Light.

IX,-DISTRICT BOARD LINES.

5' 6" gauge.
Sununangalam-Salem.
Tenali-Repalle.

3' 37" gauge.
Bezvvada-Masulipatam.
1 'ndamiv-Pollach i.
Tanjore District Board.
Tinnevelly-Tiruchendur.

X .-COMPANIES' LINES SUBSI-
DIZED BY DISTRICT BOARD.

3 3%" gauge.
Bengal Dooars.

2' 6" gauge.
A rmh-Sasanun Light.
Baraset-Basirhal  Light.
Bukhtiarpur-Bihar Light.
Je.ssoie-Jbenidab.
Tezpore-Balipara Light.

2' 0" gauge.
Howrnh-Amiu Light.
Ilowiali-Sbeakliala Light.

XL—TNDTAN STATE LINES
WORKED BY INDIAN STATES.

Bhavnagar State.
Bikaner State.
Gondal

Jetal sar-Rajkot.
Jodbpur.
Junagad State.
Khijadiya-Dhari.
Morvi.

Mysore.
Porbandar State.
Udaipur-Chitorgarh.

2' 6" gauge.
Bodeli-Chhota Udaipur.
Cutch State.
Dholpur-Bari.
Gaekwar's Baroda State.
Kolar District.
Mohari-Barauli.

(AT s e

this Tne IS the property
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XI—INDIAN STATE LINES
WORKED BY INDIAN STATES—
concld.

2' 0" gauge.

G%va]i%r Light.
Pipar-Bilara Light.
Tarikere-Narasimharajapura Light.
XII.—INDIAN STATE  LINES
WORKED BY THE MAIN LINE.
5 6" gauge.

Balharshah-Warangal. .
Bhopal Itarsi (Indian State Section).
Bhopal-Ujjain.

Bina-Goona-Baran.

-Tanmu and Kashmir (Indian State
~ Section). .

Jind-Panipat (Indian State Sec-
tion).t .
Karepalli-Kothaywlium.
Khanpur-Chachran.
Ludhiana-DImri-Jnkhal.
Nagda-Ujjain.

Petlad-Camhay (Anand-Tarapur Sec-
tion).

(Tarapur-Camlmy

aijpnrn-B?hatinda. .
rt.m(g—Rvpar (Indian State Sec-

jon).

3 3"' gauge.
Cooeh Behar State.
Dhrangadra.
Gaekwar's Mehsana
Hingoli Branch.
Jaipur State.

. The "British section of this railway forms an
|nteg1[a| part of the North Western” Railway.

T The section of thin railway in British terri-
part of the Delhi-

R
S

tory forms an_ integral
Umhaln-Knlkn  Railway.

XI11.—INDIAN STATE LINES
WORKED BY THE MAIN
LIINE—comcld.

s" gauge—concld.

3 37 "% g Id
Kolhapur State.
Okhamandal.
Palanpur-Deesa.t
Rajkot-Jamnagar.
Sangli State.
Secun deiabad-Gadwal .
Klioranur-Coehin.

2' 6" gauge.
Jhngadia-Thawe Road.
Parlnkiniedi Light.
Rajpipla State.

XI11.- COMPANIES' LINES GUA-
RANTEED BY TNDIAN STATES.

5' 6" gauge.
Nizam's Guaranteed State.

3' 3%gauge.
Hyderahad-Godavari Vnlley.

2' 8" gauge.
Mangalon-Chik Ballapur Light.

XIV. LTNES IN FOREIGN TERRI-
TORY WORKED BY BRITISH
rI\HEDslAN RAILWAY  COMPA-

3'3%," gauge.
Peral am-Karaikkal.
Pondicherry.
West of India Portuguese.

F This line is owned jointly by Government
andl the palanpur Dnrhar.
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APPENDIX B.
Notes on the relation of the Government to Railways in India.

(Reprinted from the Report for 1914-15.)

Diversity of Relations between the State and Railways—One of the
special features of the "Indian Railway system is the diversity of conditions that pievails
in Hie rchilion of the State to the various lines in respect of ownership and control. Of
the important lines situated in British India or in which the Government of India is
interested, three (the North-Western, Eastern Bengal and Oudh and Rohilkhand Rail-
ways) are owned and worked by the State; eight (the East Tndian, Great Indian Penin-
sula, Bombay, Baroda and Central India, Madras and Southern Manratta, Assam-Bengal,
Beiigal-iYae-mir, South Indian and Burma) are owned by the State but worked onits
behalf by companies enjg?/ing a guarantee of interest from the Government; three
important lines (the Bengal and North-Western, Rohilkund and Kumaon and Stfuthern
Punjg)} and many of less importance are the property of private companies, some being
worked by the owning con;Panies and some by the State or by the companies that work
State-owned systems; several minor lines are the property of District Boards or enjoy a
guarantee of interest granted by such Boards.

The diversitP/ of conditions is in certain respects less important than might at first
apped- for the fol[owing reasons : —

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

In addition, the Government of India (or in some casss Local Governments)
exercise under the provisions of contracts detailed control over the manage-
ment of all Railways in British India greatly exceeding that which is
secured by the Indian Railways Act. They also have a certain financial
interest, in all companies in British Tndia, and a preponderating interest
in mogt of the Railways which are of the first importance.

History of Relations of the Government and Companies—The man
causes which”have led to the present diversity of conditions in regard to the agency by
which railways are managed, and the relations of the Government with the various
dasses of companies now in existence, are summarised in the following paragraphs: —

The first pr s for the construction of railways in India were submitted in 1844
to the Uag India Companv in England by Mr. R. M. Stephenson, afterwards Chief
Kngineer of the East Indian Railway, and others; they included the construction of
lines by railway companies to be incorporated for the purpose and the guarantee by the
East India Company of a specified return. A contract for the construction by the East
Tndian Railway Company of an experimental line of 100 miles from Calcutta towards
Mirwipore or Rajmehal ‘at an estimated cost of 1,000,000?. was made in 1849, and a
return of f per cent, was guaranteed by the East. Tndia Oompanv on the Capital; and
a similar contract was made in the same year with the Great Indian Peninsula Railway
Company for a line from Bombay to Kalyan at an estimated cost of 500.000Z. But the
policy of entrusting generally the construction of Tndian railways to guaranteed com-
panies was not adopted until 1854 on the recommendation of Lord Dalhousie, who, in
a minute, dated 20th April 1853, explained his reasons for preferring the agency of
companies, under the supervision and control of the Government, to the construction
of lines on behalf of the Government bv its own officers. He held that the State
Engineer officers would make railways as well, and possibly as chea?Iy, and as expedi-
tiously as companies; but that the withdrawal from other duties of the large number
of officers required would be detrimental to the public interest, that the conduct of com-
mercial undertakings did not fall within the proper functions of any Government and

The Eagt Indian and Great Tndian Peninsula Ralways have snce bem taken over by the
state and are now owned and worked by the Sate,
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least of all within the functions of the Government of India, since the dependence of the
population on the Government was, in India, one of the greatest drawbacks to the advance
of the country, and that the country would therefore benefit by the introduction of
English energy and English capital for railway purposes, with the possibilié?/ that such
energy and capital would in due course be encouraged to assist in the development of
India in other directions.

Old Guaranteed Railways.—The policy supported by Lord Dalhousie was
adopted, and between 1854 and 1860 contracts for the construction of Railways in India
were made by the East IndiaCon})any, or (after 1858) by the Secretarg of State for India
with the East Indian, Great Indian Peninsula. Madras, Bomb@/, aroda and Central
India, Soinde (afterwards, the Seinde, Punjab and Delhi&, astern Bengal, Great
Southern of India (afterwards, when amalgamated with the Carnatie Railway Company
—s2 below—the South Indian) and Calcutta and South-Eastern Railway Companies.
Under these contracts the railway companips undertook to construct and manage specified
lines, while the East India Companv (or the Secretary of State for Tndia) agreed to
provide land and guaranteed interest on the capital, the rate fixed being in various
caxs 5, 4 and 4/ cent, according to the market rates prevailing when the various
contracts were made. Half of any surplus profits earned was to be used towards'
repaying to the Government any sums by which it had been called upon to supple-
ment the net earnings of nnv previous period in order to make good the p-uarantee
of interest; and the remainder was to belong to the shareholders. 'In practically all
matters of importance except the choice of staff, the companies were placed bv the
contracts under the SUJ)EI’ViSiOn and control of the Government which had power to
decide on the standard and details of construction; the rolling-stock to be provided,
the number, time and sneed of trains: the rates and fares to be charged; the expenditure
to be incurred; the standard of maintenance; and the form of ncemmts. The rail-
wags were to be held by the companies on leases terminating at fho end of 90 years,
and on such termination the fair value of their rolling-stock, plant and machinery
was to be paid to them. But provision was dso made to enable the Government
to purchase the lines after 25 or 50 years on terms calculated to be the eouivnlent of the
comuanies interests therein and aso to enable the companies to surrender their line?
to the Government and to receive in return their capital at par.

Early Attemntsto Secure Funds for Railwav Construction without
a Guarantee.—An attempt to secure the construction of railways in India, on terms
more favourable to the Government than those of the contraets with the original
guaranteed companies, wes first made in 1862, when a subsidy, but not a guarantee, was
ranted to the Indian Branch Railwav Company which proposed to meke feeders to
the trunk lines in Northern Indian and did actually make one such line Similar
assistance was granted later to the Indian Tramway Company, which mede a short
line in Madras. In 1864, the terms granted to the two companies mentioned were
taken as a standard for general adoption with a view to the encouragement of similar
companies.  The chief provisions were that the Government, besides giving the n >
land freeof costs, would erant an annual subsidy for 20 years a n rate not exceeding
£100 per mile of line, with an addition in r of large bridges costing more than
£10.000. These terms failed to attract capital, and the two unguaranteed companies
which had begun work found themselves after a few years unable to proceed without
further assstance from the Government. Consequently, in 1867. a contract we«s entered
into with the Indian Branch Railwav Company (which soon after changed its name
to the " Oudh and Rohilkhand Railway Company ") by which the company was
guaranteed interest at 5 per cent, per annum on the cost of certain lines to be carried
out by it, on conditions similar to those laid down in the contracts of the period
1854—1860. Similarly, the Indian Tramway Company, after having been given in
1868b%dguarantee of 3 per cent, per annum, went into liquidation in 1870, and became
absor] in a new_company called the Carnatic Railwav Company (afterwards amal-
gamated with the Great Southern of India Railwav Company to form the South Indian
Railway Company), with which the Secretary of State entered into a contract guarantee-
inginterest on its capital at ftper cent, per annum. In 1869, Sir John Lawrence summed
up the result of the experiment of the construction of railways by unguaranteed com-
panies as follows;—"The Government of India has for severa years been striving
to induce capitalists to undertake the construction of railways in India at their own
risk, and on their responsibility with a minimum of Government interference. But
the _aItemPt hes entirely failed, and it has become obvious that no capital can be
obtained for such undertakings otherwise than under a guarantee of interest fully
equal to thet which the Government would have to pay if it borrowed directly on its
own account.”

The attempt to encourage unguaranteed companies having thus been unsuccessful,
it became necessary to decide whether the old practice of reiving on guaranteed com-
panies, of the type that had provided capital for. and had constructed, the first railways
in India, should be continued. The Government of India expressed their objections to
this course. . They doubted whether their power of control over such companies secured
the greatest possible economy in construction. They dso disliked the arrangements
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under which they guaranteed the interest on the capital of companies, and thus became
responsible for loss on working while having only a comparatively remote prospect of
profiting by the result of successful worklgé;._ Two important changes were consequently
ma d!n the practice that had been followed since the beginning of railway construction
inindia: —

I. Arrangements were made with some of the most important of the guaranteed
companies that, in lieu of the provision that half of any surplus profits was
to he applied in repayment of sums advanced by the Government under the
guarantee of interest, half of (he surplus profits for each half-year should
be the property of the Government. In consideration of this modification,
the Government relinquished, in the case of three companies, the Great
Indian Peninsula, the Bombay, Baroda and Central India and the Madras,
its right in purchase the linesat the end of the first 25 years from the dates
of the respective contracts.

2. It was decided by the Secretary of State that the time had arrived when in
both raising and expending such additional capital as might be required
for new lines in India, the Government should secure to itself the full
benefit of its own credit and of the cheaper methods which it was expected
that it would be able to use. Accordingly, for severa years after 1869,
the chief capital expenditure on railways wes chiefly incurred direct b
the State and no fresh contracts with guaranteed companies were m
except for small extensions. Among the lines constructed or begun by
State agency and from State capital between 1869 and 1880 were the Indus
Valley, Punjab Northern, Rajputana-Malwa, Northern Bengal, Rangoon
and Irrawady Valley and Tirhoot.

Progress in the Construction of Railways—By the end of 1S/, in about
25 years from the introduction of railways in India, 0,128 miles of railway had been
constructed by companies which had expended, approximately, 297,872,000 (i figures
include the Calcutta and South-Eastern and Naihati Railways which were constructed
by companies hut wore purchased by the Government in and 1872, respectively).
By the same date 2,175 miles of railway had been constructed by the Government,” at
a‘cog of 236626

Introduction of Modified Guarantee Terms.—In 1830, the necesity for
great and rapid extension of the railway system was urged by the Famine Commissioners,
appointed after the great famine of 1878, who estimated that at least, 5000 miles
were (still necessary for the protection of the country from famine. It was held by
the Government of the time that a |imit was necessary on the capital borrowed annually;
and it was clear that the limit fixed was not high enough to allow of such progress
in railway construction as was desirable. With reference to this difficulty the Famine
Commissioners remarked : " that there would be manifest advantages in giving free
scope to the extension of railways by private enterprise if it were possible; and, though
the original form of ?uarantee has been condemned, it may not be impossible to find some
substitute which shall be free from its defects, and may secure the investment of capital
in these undertakings without involving the Government in financial or other liabilities
of an objectionable nature."

Action of the direction suggested bK the Commission was taken by the formation of
three companies without a guarantee (the Bengal Central in 1881 and the Bengal and
North-Western and Rohilkund and Kumaon in 1882), and three now guaranteed com-
panies (Southern Mathratta in 1882. the Indian Midland in 1885, and the Bengal-Nagpur
in 1887). The Bengal and North-Western and the Rohilkund and Kumaon Railway
Companies are referred to more fully, in a later paragraph. The Bengal Central Rail-
way Company's operations were not successful at the outset, and arevised contract was
entered into with the company, with effect from the 1¢ July 1885, under which the
Secretary of State guaranteed interest at 3%z per cent, on the company's capital, the
balance of net earnings remaining after payment of interest on advances by the Secre-
tary of State and debenture capital (but not the share capital) being divided between
the Secretary of State and the company in the proportions of three-quarters to the former
and one-quarter to the latter. The new contract gave the SecretarP/ of State the right
to take possesson of the line on the 30th June 1995, or subsequently at intervals of 10
years, on repaying the company's capital at par. The rate of interest guaranteed to the
Southern Malvratta Railway Company was aso 3¥2per cent. in this case the balance of
net earnings remaining after payment of interest on advances by the Secretary of State
hut not on share or debenture capital) was divisible in the same way as in the cae of
the Bengal Central Railway Company. The guarantee to the Indian Midland and
Bengal-Nagpur Railway Companies was 4 per cent; and the Secretary of State was
entitled to three-quarters of the surplus profits in excess of all interest charges. The
lines constructed b¥ the three companies last mentioned were declared to be the property
of the Secretary of State, who had the right to determine the contracts at the end of
approximately 25 years after their respective dates, or at subsequent intervals of 10 years,
on repaying at par the capital provided by the companies,
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The As%m-Ben?al Railway Company was formed on similar lines in 1892, except
that any surplus profits were to be divided between the Secretary of State and the com-
pany in proportion to the capital provided by each. The rate of guarantee in this cae
was 3Y2 per cent, for the first six years and thereafter 3 per cent. The Burma .Railways
Company was formed in 1897 to manage and develop the line in that Province that had
been constructed by the State. Interest at 2% per cent, was guaranteed on the share
capital raised by the company, and the surplus profits were originally divisible in the
proportion of four-fifths to the Secretary of State and one-fifth to (be company, but since
1908 the division has been proportiona to the capital invested by each in the under-
taking. The contract with the Burma Railways Company is terminable by the Secre-
tary of State in 1928, or on subsequent occasions, on repayment of (he company's capital
at par.

The terms of guarantee given to the companies formed since 1830 have thus been
much more favourable to the Government than in the case of those formed before 1869.

Termination of Contracts of the Old Guaranteed Companies—In
dealing with the guaranteed companies formed before 1869 and with those formed in 1881
and subsequently, it has been the practice (except in the cases mentioned above, when the
purchase of some of the old guaranteed lines was postponed in order to secure to the
Government a share in surplus profits) to use in some way or other at the earliest possible
date the right reserved by the Government of termlnatln(_% the contracts of the various
companies.  The method of makl_n(k; use of this right has ditfered in different cases  The
Eastern Bengal, Oudh and Rohilkhand and Seinde-Punjab and Delhi lines were pur-
chased and transferred to State management, the last named now forming part of the
North Western Railway. Similarly, the Beggal Central line was purchased and made
part of the Eastern Bengal Railway. The Madras and the Indian Midland lines were
acquired but left, after acquisition, under the management of companies working other
lines with which it was_advantageous to amalgamate them. In all other cases (East
Indian, South Indian, Great Indian Peninsula, Bombay, Baroda and Central India,
Southern Mahratta, and Bengal-Nagpur), the course adopted has been to arrange for
the continuance of management by the original company (or by a new company closely
related to the old one), but to secure more favourable financial conditions Tor the State
by one or more of the following methods.—reduction of the amount of capital retained
by the companies in the undertakings, reduction of the rate of interest guaranteed by
the State on such capital and modification in favour of the Government of the clauses
relating to the division of surplus profits.

Arrangements between the Government and Companies at present.
—The relations between the Government and the guaranteed companies now working
railways may be summarised as follows: —

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

The greater part of the capital is the progerty of the Government, either throu%h
having been originally supplied it or through the acquisition by the
Government of the greater part of (he companies interests on the termin-
ation of old contracts.

When funds re(wired for further capital expenditure, the Government has the
option either of providing them or of calling on the company to provide
them. The company receives guaranteed interest at a fixed rate on its
capital; and similar paiqments out of the earnings are made to the Govern-
ment. |f, after these have been made, surplus profits remain, they are
divided between the Government and the company in the various propor-
tions provided for by the contracts. The company's share is in all cases
only a small fraction of the Government's share.

All the contracts, except, one, which is for afixed term of 25 years, are terminable
at the option of the Secretary of State, a( specified dates; and on termina-
tion the company's capital is repayable at par.

foll The administrative control exercised by the Government over the companies is as
ollows: —

The company is bound to keep the line in good repair, in working condition,
and fully supplied with rolling-stock, plant, and machinery; to keep the
rolling-stock in good repair and in good working condition ; and to main-
tain a sufficient staff for the purposes of the line;—all to the satisfaction
of the Secretary of State.

The Secretary of State may require the company to carry out any alteration or
improvement in the line, or in the working that he may think necessary
for the safety of the public or for the effectua working of the line.

The Secretary of State may require the oomp?a/ to enter into agreements, on
reasonable terms and conditions, with the administrations of adjoiningrail -
ways fox the exercise of running powers, for the supply to one another of
surplus rolling-stock, for the interchange of traffic and rolling-stock and
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the settlement of through rateB, and for additions and alterations to, or the
redistribution of, existing accommodation in junctions or other stations in
view to their convenient mutual use.

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

The company has to keep such accounts as the Secretargtof State may require, and
these ‘arc subject to audit by the Secretary of State.

In all other mutters relating to the line the company is made subject to the super-
vision and control of the Secretary of State, who may appoint such persons
as he may think ﬁroper for the purpose of inspecting the line, auditin
the accounts, or otherwise exercising the power of supervision and control
reserved to_him. Tn particular, the Secretary of State has the right to
a?pm nt a Government Director to the Board of the company, with a power
of veto on all proceedincrs of the Board. All the moneys received by the
company in respect of the undertaking, whether on capital or revenue
account, have to be paid over to the Secretary of State.

All expenditure bv the company has to be stated and submitted for the sanction
of the Secretary of State.

Thus, the Government has the preponderating financial interest in the lines worked
by the two dases of guaranteed companies, those formed before 1869 and retained as
working agencies with reduced capital after purchase, and those formed on terms more
favourable to the State after 1880; it has exceedingly wide control over the methods of
working; and it hes the rig-lit of taking possesson of the lines at specified times on re-
payment at par of the capital of the companies.

Other Lines Worked by Companies.—Tn addition to the lines referred to-
above, and apart from lines constructed by Branch line companies, District Boards and
Indian States, two lines of some importance have been constructed by companies which
receive no direct assistance by the Government, namel_?/, the Bengal and Worth-Western
' "Railway and the "Rohilkund and TCumeon Railway. (The "Rohilkund and rviimaon Rail-
way Company was guaranteed interest at 4 per cent, during- construction and received for
10 years thereafter a subsidy of Rs. 20,000 per annum. This ceesed in 1894) "While,
however, these companies have no guarantee or other direct payment from the Govern-
ment, they derive some advantage (partly throu]gh direct participation in profits and
Fartly through reduction of expenses) from the fact that the working of certain State
ines"has been entrusted to them, the Tirhoot Railway to the former company and the
Lucknow-Bareillv Railway to the latter. Their lines can be purchased by the State
in 1932 on terms which arc different in respect of the different sections of the lines,
but are, on the whole, much more favourable to the companies than those provided for
in the contracts with the guaranteed companies. "Failing purchase in 1932, the lines
will become the property of the State in 1981 on terms much less favourable to the
companies. The general administrative control exercised bv the State oyer these com-
panies and the control over expenditure are similar to that which is exercised, as
explained above, over guaranteed companies.
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APPENDIX C.

The Organisation for Government control.

The initial policy of the Government of India for the construction and working
of railways was the establishment of %uaranteed railway companies of English domi-
cile.  Control over the operations of fl companies was at Tirst secured through the
appointment of a Consulting Engineer of Guaranteed Railways. Some years later
local Consulting Engineers were appointed for the exercise of control over guaranteed
railways and over State-owned railways in the construction of which the State had been
financially interested and which had been leased to companies for working. These
officers combined the duties of supervision and control on behalf of the Government of
India and of an Inspector under the Government of India Railway Act. The Govern-
ment of India were not directly concerned with the ownership of railways until 1868
when the Calcutta and South Eastern Railway wes surrendered to the Indian Govern-
ment under the terms of the contract between the Secretary of State and the Company.

Owing to the Government of India having in 1869 definitely adopted the Poli_cy
of direct construction and ownership of railways, a period of rapid development of rail-
way construction ensued and it became necessary to i-elieve the Public Works Depart-
ment_Secretariat of the Government of India in some measure of the detailed control
of railways. Accordingly in 1874 a State Railway Directorate was established and the
gre_ater portion of the State Railway establishment and business connected with State
ailway Administration was transferred to the control of the Director of State Railways,
an officer who functioned on_much the same lines as the head of a department under
the Government of India. The Consulting Engineer to the Government of India for
State Railways was at the same time associated with him but all important matters
had still to be referred to the Public Works Department. A special Deputy Secretary
in the Railway Branch of the Secretariat of the Public Works Department was aso
(a)#) ointed to conduct the correspondence between the Government of India and these
Icers.

Early in 1877 a further change was made in the organisation responsible for the
administration and control of State Railways and in the place of one Director of
State Railways, three Directors of territorial systems and one Director of State Rail-
ways Stores, were appointed. These territorial divisions comprised the following
systems: —

Central. . 1179 miles.
Western, and 927 miles.
North Eastern . . . 830 miles.

This division of the administration on a territorial basis proved unsatisfactory
in practice as it resulted in the issue of conflicting orders & far as the management of
0] lines was concerned although no difficulty was experienced in the supervision
of new construction.

As the number of lines under construction had decressed and in order to remedy
the defect just mentioned, it was decided in 1880 to abolish the Directors of the
Central and Western Systems and to transfer the work allotted to them to the Con-
sulting Engineers of the neighbouring guaranteed railways. The abolition of these
two appointments resulted in an increase In the administrative work of the Secretariat
and it was found necessary to raise the status of the Deputy Secretary to whom the
powers previously exercised by the Directors had been entrusted, to that of Director
General of Railways.

In the revised organisation the Consulting Engineer to the Government of India
for State Railways was associated with the Director General of Railways and assisted
the latter primarily in an advisg(?/ capacity in matters of civil engineering while the
Director of Stores similarly in matters concerning stores and rolling stock and
at the same time was an adviser in matters affecting establishment. The Director
of Traffic was a?pointed a the same time as an adviser on traffic problems and the
accounts work of the department was placed under the Accountant General, Public
Works Department.

Government control and supervision of the Guaranteed Railways continued to be
exercised by the Local Consulting Engineers to Government. There were five such
officers at the time with headquarters at Bombay, Madras, Calcutta, Lahore and Lucknow.
The Consulting Engineers at Madras and Bombay worked directly under the Govern-
ment of these Presidencies, while those at Calcutta, Lahore and Lucknow were under
the immediate orders of the Government of India. Under this arrangement practically
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all powers affecting the finances and day to day management of the railways were vested
either in the Consulting Engineers or in the Government, both for the guaranteed
railway companies and later on for State Railways which had been leased for working
to railway companies.
The following is a list of the administrative appointments that existed in 1881: —
1. Member of the Governor General's Council, Public Works Department.
2. Secretary, Public Works Department.
. Deputy Secretary, Railway Branch.
. Under Secretary, Railway Branch.
. Consulting Engineer of State Itailways.
. Director General of Railways.
. Director of Construction.
. Accountant General, Public Works Department.
. Director of State Railways, Stores.
. Three Assistants to the Director General of Railways.
. Consulting Engineers for Guaranteed Itailways at Calcutta, Lahore and
Lucknow.
12. Deputy Consulting Engineers for Guaranteed lines, Calcutta, Lahore and
Lucknow.
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Madras and  Bombay.

13. Joint Secretary, Railway Branch and Consulting Engineer for Railways.
14. Deputy Secretary, Public Works Department.

Punjab.
15. Secretary, Public Works Department.

By this time also Local Governments and Administrations had been induced to
take a practical interest in the management of railways and in a few cases short exten-
sions had been constructed from funds the interest of which Local Governments had
accepted responsibility to pay. Such lines were controlled by the Local Governments
concerned under the general supervision of the Government of India.

After 1881 further alterations of a more or less detailed character were made in
the administrative organisation and by 1890 the following changes had taken place.
Instead of a Deputy Secretary and Under Secretary, Railway Branch, there were then
only an Under Secretary and an Assistant Secretary, Railways in the General Branch.
The posts of Director of State Railways, Stores, and Director of Construction had dis-
appeared and in their place there was an Under Secretary, who was an ex-of}icio Deputy
Director General of Railways. The post of Accountant General, Railways, had also
been abolished and the Accountant General, Public Works Department, was once more
made responsible for this work

Further changes were made in 1897. In that year the post of Director General
of Railways was abolished and the post of a Secretary to the Government of India
in the Public Works Department was created in its place. The other administrative
and secretariat appointments at the headquarters of the Government of India at the
time were: —

(1) Director of Railway Construction and Deputy Secretary and ex-oflicio
Director of Stores.

(2) Director of Railway Traffic, and Deputy Secretary and ex-officio Director of
Railway Statistics.

(3) Two Under-Secretaries.

(4) Two Assistant Secretaries.

(5) One Mechanical Assistant.

The post of Consulting Engineer for State Railways was also abolished and his
duties transferred to the two Directors. The supervision of the accounts work of the
Department, however, still remained under the Accountant General, Public Works
Department, who was also an ex-officio Deputy Secretary to the Government of India.

In October 1901, Sir Thomas Robertson, C.V.O., was appointed by His Majesty's
Secretary of State for India in Council as Special Commissioner for Indian Railways to
enquire into and report on the administration and working of Indian Railways. In
his report, which became available in 1903, Sir Thomas recommended that the adminis-
tration of the railways in India should be entrusted to a small Board consisting of
a President or Chief Commissioner who should have a thorough practical knowledge
of railway working, and should be a member of the Viceroy's Council for railway
matters, and two other Commissioners who should be men of high railway standing
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a«d should have a similar training to that of the President. He recommended that the
Board should, in addition to the necessary office establishment, be provided with—

(1) A Secretary who should have received a suitable training in the practical
working of railways, and who should be ex-ojjicio a Secretary to the
Government of India.

(2) A Chief Inspector of Railways, to advise on all technical, engineering and
mechanical questions.

(3) A suitable number of Government Inspectors.

Sir Thomas Robertson's recommendations were carefully considered by the Governor
General in Council and the Secretary of State, and early in 1906 it was decided
that the Railway Branch of the Public"Works Department of the Government of India
should be abolished and that the control of the railway systems in India should be
transferred to a Railway Board consisting of three persons, a Chairman and two
Members. The Chairman of the Board was vested with the general control of all
questions committed to the Railway Board with power to act on his own responsibility
subject to confirmation by the Board. The Railway Board were authorised to delegate
to the Chairman or a Member the power of settling questions which might arise on
any tour of inspection, such decision to be recorded subsequently as an act of the
Railway Jioard. The Board was made subordinate and directly responsible to the
Government of India in the Department of Commerce and Industry.

The Railway Board assumed office in March 1905 and were provided with the
following establishment: —

. Secretary.

. Examiner of Accounts.

. Under Secretary, Construction.

. Under Secretary, Traffic.

. Registrar.

. Director of Railway Construction.

Certain changes were, however, made in the following year and the establishment
then consisted of: —

1 Secretary.

3 Assistant Secretaries; one each for Establishment, Construction and Traffic.
1 Registrar.

1 Director of Railway Construction.

1 Railway Accounts Officer.

Sir Thomas Robertson had further suggested in his detailed recommendations
that extended powers, both administrative and financial, should be delegated to Boards
of Directors of Companies, that the appointments of Consulting Engineers should be
abolished and that the work which ttiey performed uuder the Railways Act should
be entrusted to a body of Government Inspectors to be appointed for the purpose.
These recommendations were given effect to in a modified form in 1908.

Within a short time after the constitution of the Railway Board, it was found
that work was_being hampered by having the Commerce and Industry D%pigtment
between the Railway Board and the Governor General in Council and in October 1908
on the recommendations of the Railway Einance Committee presided over bv Sir James
Mackay (now Lord Inchcape), the following changes were introduced: —

1. The appointment of the Chairman of the Railway Board was changed into
that of President of the Railway Board and enhanced powers were vested
in the President.

2. The Board with its staff became collectively the Railway Department distinct
from and independent of the Department of Coninievce and Industry,
though remaining under the administrative charge of the Ron'ble Member,
Commerce and Industry Department, as the Rallway Member.

3. The President of the Board was given direct acess to the Viceroy as if he
were a Secretary to the Government of India.

At the same time in consequence of the amalgamation of the Public Works Depart-
ment Accounts and Civil Audit Establishments under the control of the Finance Member
of the Government of India the appointment of Accountant General, Public Works
Depagjment, was abolished and the appointment of Accountant General, Railways, was
revived.

In 1909 the post of Director of Railway Construction was abolished and the
appoi ntment of Chief Engineer with the Railway Board for the purpose of advisi 2((]; the

ailway Board on technical matters connected with Civil Engineering was created.

OUhA WN
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In January 1914, it was decided that the importance of financial and commercial
considerations”in connection with the control of Indian railway policy justified a
modification of the rule that the President and Members of the Railway Board should
all be men of large experience in the actual working of railways. It was then decided
that in future one member who equally with the others might be appointed President
should be selected for commercial and financial experience and a member with the
necessary qualifications was appointed.

This arrangement was, however, altered in 1920 when it was decided that al |
the three members of the Board should posess railway experience. To asist the Board,
however, in the consideration of financial questions, the post of Financial Adviser
to Railway Board was created.

Owing to the expansion of railways in India and the increased work thrown on
the Board a second Assistant Secretary, Engineering, was appointed in 1914, and_in
1916 the duties of the Construction Branch were divided between one branch dealing
with Projects under an Assistant Secretary and a second branch dealing with Way
and Works which was sometimes under a ate officer and at other times under the
Secretary or Chief Engineer. In 1922 the charge of the Way and Works branch was
divided” between the “Assistant Secretary in charge of Projects and the Assistant
Secretary in charge of Stores.

In November 1922, the Board's ewtabliishment was strengthened ekt)?/ the ggf)oint—
ment of a Chief Mechanical Engineer. This appointment was created to enable the
Board to have at headquarters a reliable adviser on matters connected with mechanical
engineering.

During 1921 a Committee presided over by Sir William Acworth visited India and
one of the questions referred to was the evolution of a satisfactory authority for the
administration of the varied functions which the Railway Board had to perform as: —

(a) the directly controlling authority of the three State-worked systems aggre-
gating 9,028 miles,

(b) representative of the predominant owning partner in systems aggregating
22,949 miles,

(a) the guarantor of many of the smaller companies,

(d) the statutory authority over all railways in India.

The Acworth Committee recommended in their report: —

(1) that a new Department of Communications responsible for railways, J)orts
and inland navigation, road transport and posts and telegraphs under a
Member of Council in charge of Communications should oe created,

(2) that under the Member of Council for Communications there should be a
technical staff consisting on the railway side of a Chief Commissioner and
four Commissioners and that of the four one should be in charge of finance
and the organisation and daff of the office and the other three Commis-
siogeg) shr?uld be in charge of three respective divisions, Western, Eastern
an uthern,

(3) that the technical staff attached to the Commission should be strengthened
specialy on the traffic side.

The Government of India, though they did not accept the first recommendation of
the Acworth Committee, agreed to the re-organisation of the Railway Board being under-
taken on the principles underlying the report of the Acworth Committee. The appoint-
ment of a Chief Commissionér was accordingly sanctioned in November 1922 and in
accordance with the recommendations of the Acworth Committee he is solely responsible,
under the Government of India, for arriving at decisions on technical Questions and
adwsmF the Government of India on matters of Railway polqu; he is not liable to be
over-ruled, as the President was, by his colleagues in the Railway Board.

The first duty of the Chief Commissioner was to work out detailed proposals for
the re-organisation .of the Railway Board and as a first sep he made recommendations
to the Government of India for the immediate appointment of a Financial Commis-
sioner. This recommendation was strongly endorsed by the Indian Retrenchment
Committee and the appointment of the Financial Commissioner was made in April 1923
with the sanction of the Secretary of State. The further proposals of the Chief Com-
missioner for the re-organisation of the Railway Board were accepted by the Govern-
ment of India and the Secretary of State and were introduced from the 1st April 1924.
It was_decided, however, for reasons connected with the present statutory position of
the Railway Board, and to avoid confusion with the provisions for a Railway Commis-
sion under Chapter V of the Railways Act, to retain the name " Railway Board"
for the headquarters organisation of the Raillway Department instead of " Railway
Commission " as recommended by the Acworth Committee.

The Railway Board as now constituted consists of the Chief Commissioner as
President, the Financial Commissioner and two Members, the Chief Commissioner being
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Secretary to the Government of India in the Railway Department. Th:(froposal of
the Acworth Committee that the Indian Railways should be sub-divided into three
territorial divisions with a Commissioner in che}er(?e of each was not accepted, and the
work of the Members of the Board is now divided on the basis ot subjects and not ou
a territorial basis. One Member deals with technical subjects and the other with
general administration, personnel and traffic subjects, the Financial Commissioner re-
presenting the Finance Department on the Board and dealing with all financial ques-
tions.

The reor(ghanisation carried out in 1924 had for one of its principal objects the
relief of the Chief Commissioner and the Members from all but important work 80 as to
enable them to devote their attention to larger questions of railway policy and to
enable them to keep in touch with Local Governments, railway administrations and
EFUb”C bodies by touring to a greater extent than they had been able to do in the past.

his object was effect by placing a responsible Director at the head of esch of the
main branches of the Board's work, namely Civil Engineering, Mechanical Engineering,
Traffic and Establishment. The former Chief Engineer and the Chief Mechanical
Engineer who had been employed mainly in consultative work, became Directors and
together with the Directors of Traffic and Establishment have been made responsible
for the direct disposal of the work of their branches under the general orders of the
Railway Board.

. The posts of Joint Secretary and 4 Assistant Secretaries were replaced by 6 Deputy
Directors working under the Directors and in charge of branches dealing with Estab-
lishment, Works, Projects, Stores, Statistics and Traffic. One Assistant Director was
aso added to supervise the Technical Branch and the Drawing Office. The disposal
of the general work of the Railway Board was J)rOVIdEd for by the continuance of the
post of Secretary in whose name all letters and orders of the Board are issued. The
position of the Board us a Department of Government of India has been maintained
and it works under the Member for Commerce and Railways. ~As already stated the
Chief Commissioner is the Secretary to the Government of India in the Railway Depart-
ment_and orders issued by the Board over the signature of the Secretary are orders of
the Government of India.

Experience of the working of this organisation during 1924-25 and the decision

agreed to by the Legislative Assembly in %eptember 1924 to separate railway finances

from the general finances of the country made it necessary to appoint a Deputy Director

and an Assistant Director of Finance. An Assistant Director of Statistics was aso

added during that year Later a Director of Finance was added to the establishment

gg:gbjpying, as regards disposal of work, the same position as the Directors referred to
e

Further experience of the reduction of work resulting from the large delegation
of powers and responsibility to the Agents of State-managed Railways and the Board
of Directors of Company-managed railways enabled a re-arrangement of work to be
made during 1925-26 accompanied by a reduction in the staff. Under this re-arrange-
ment the J)o_s(s of 3 Deputy Directors, an Assistant Director and the Assistant Secretar,
were held in abeyance. The personnel work was transferred from the Director o
Establishment to the Secretary and a temporary post of Deputy Secretary was created.
Further a separate technical office wes established to take charge of the technical work
of the engineering branches. The Technical Officer dso acts as er-oflicio Secretary
to the permanent Standardisation Committees which have been appointed to deal pro-
gressively with all questions of standards of equipment.

The present superior staff under the Railway Board, therefore, consists of 5 Directors,
éel?:eputy Directors, a Technical Officer, 2 Assistant Directors, a Secretary and a Deputy

retary.



88 REPORT BY THE RAILWAY BOARD ON INDIAN RAILWAYS FOR 192626,

APPENDIX D,

Resolution regarding the separation of Railway from General
Finances, adopted by the Legislative Assembly on the 20th
September 1924,

This Assembly recommends to the Governor General in Council that in order to
relieve the general budget from the violent fluctuations caused by the incorporation
therein of the railway estimates and to enable railways to carry out a continuous railway
policy based on the necessity of making a definite return to general revenues on the
money expended by the State on Railways.

(1) The railway finances shall be separated from the general finances of the
country and the general revenues shall receive a definite annual contri-
bu}ion from railways which shall be the first charge on the net receipts of
railways.

(2) The contribution shall be based on the capital at charge and working results
of commercia lines, and shall be a sum equal to one per cent, on the
capital at charge of commercia lines (excluding capital contributed by
companies and Indian States) at the end of the penultimate financial year
plus one-fifth of any surplus profits remaining after payment of this fixed
return, subject to the condition that, if in any year railway revenues
are insufficient to provide the percentage of one per cent, on the capital
at charge surplus profits in the next or subsequent years will not be deemed
to have accrued for purposes of division until such deficiency has been
made good.

The interest on the capital at charge of, and the loss in working, strategic lines
shall be borne by general revenues and shall consequently be deducted
from the contribution so calculated in order to arrive at the net amount
payable from railway to general revenues each year.

©)] An?/ surplus remaining after this payment to general revenues shall be trans-
erred to a railway reserve; provided that if the amount available for
transfer to the railway reserve exceeds in any year three crores of rupees
only two-thirds of the excess over three crores shall be transferred to the
railway reserve and the remaining one-third shall accrue to general
revenues.

(4) The railway reserve shall be used to secure the payment of the annual contri-
bution to general revenues; to provide, if necessary, for arrears of deprex
oiation and for writing down and writing off capital; and to strengthen
the financial position of railways in order that the services rendered to the
public may be improved and rates may be reduced.

(5) The railway administration shall be entitled, subject to such conditions as
luay be prescribed by the Government of India, to borrow temporarily from
the capital or from the rcsorves for the purpose of meeting expenditure for
which there is no provision or insufficient provision in the revenue budghet
subject to the obligation to make repayment of such borrowings out of the
revenue budgets of subsequent years.

(G A Standing Finance Committee for Railways shall be constituted consistin
of one nominated official member of the Legislative Assembly who shoul
be chairman and eleven members elected by the Legislative Assembly from
their body. The members of the Standing Finance Committee for Rail-
ways shall be ex-officio members of the Central Advisory Council, which
shall consist, in addition, of not more than one further nominated official
member, six non-official members selected from a panel of eight elected by
the Council of State from their body and six non-official members selected
from a panel of eight elected by the Legislative Assembly from their bodj .

The Railway Department shall place the estimate of railway expenditure before
the Standing Finance Committee for Railways on some date prior to the
date for the discussion of the demand for grants for railways and shall, as
far ai possible, instead of the expenditure programme revenue show the
expenditure tinder a depreciation fund created as per the new rules for
charge to capital and revenue.

(7) The railway budget shall be presented to the Legislative Assembly if possible
in advance of the general budget and separate days shall be allotted for its
discussion, and the Member in charge of railways shall then make a general
statement on railway accounts and working. The expenditure proposed in
the railway budget, including expenditure from the depreciation fund and
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the railway reserve, shall be placed before the Legislative Assembly in
the form of demands for grants. The form the budget shall take after
separation, the detail it shall give and the number of demands for grants
into which the total vote shall be divided shall be considered by the
Railway Board in consultation with the proposed Standing Finance Com-
mittee for Railwa%s with a view to the introduction of Iimprovements in
time for the next budget, if possible.

(8) Thee arrangements shall be'subject to periodic revision but shall be provi-
sionally tried for at least three years.

(9) In view of the fact that the Assembly adheres to the resolution passed
in February 1923, in favour of Stateé management of Indian Railways,
these arrangements shall hold good only so long as the East Indian
Railway and the Great Indian Peninsula Railway and existing State-
managed railways remain under State management. But if in spite
of the Assembly's resolution above referred” to Government should
enter on any negotiations for the transfer of any of the above rail-
ways to CompanK management such negotiations shall not be concluded
until facilities have been given for a discusson of the whole matter
in the Assembly. If any contract for the transfer of any of the above
railway to Company management is concluded against thé advice of the
Assembly, the Assembly will be at liberty to terminate the arrangements
in this Resolution.

Apart from the above convention this Assembly further recommends—

(i) that the railway services should be rapidly indianised, and further that
Indians should be appointed as Members of the Railway Board as early as
possible, and

(it) that the purchases of stores for the State railways should be undertaken
througf; tlhedprganisalion of the Stores Purchase Department of the Govern-
ment of India.
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APPENDIX E.

Government of India, Eailway Department, Resolution No. 2131-F.,
dated the 19th February 1925, on the subject of the financing of
branch lines of railways

The Governor General in Council, with the sanction of His Majesty's Secretary
of Slate for India, is pleased to issue the following orders on the subject of Financing
of Branch Lines, in supersession of all previous orders on the subject.

1. Branch and Feeder Lines are constructed under an agreement by which the
State guarantees a minimum return on the capital, or alternatively, undertakes that
the line shall receive, out of the earnir;gs of the main line from tratiic contributed by
the branch, such a sum, known as a rebate, as will make up the total earnings of the
branch to a given sum, while the branch in each case shares with the main Tline any
profits exceeding the guaranteed minimum.

2. This method of encouraging the construction of lines originated 30 years ago
simply beceuse the Government of India was unable to furnish the necessary capital.

3. The Acworth Committee pointed out that this method, while enabling lines to
be built which would otherwise not have been built, has no other merit. The financial
terms usual before the war are now quite inadequate and if the system is to continue
they will have to be revised. All the witnesses before the Committee who asked for a
revision of the terms admitted that, if the main line were in a position to build a

iven branch itself, they would prefer that it should be done by the main line rather
than that it should be done as a separate undertaking.

4. Amongst the disadvantages pointed out by the Committee are the following: —

(i) The Branch Line Company is usualy a fifth wheel to the coach. It
implies in some cass a separate construction staff; it always implies a
separate Board of Directors, and separate accounts.

(ii) Where the branch is worked by the main line, if its Directors feel that
the management is unsatisfactory, they not only make representations to
the main line administration, but in the last resort can appeal to the
itailway Board which does not make for harmony.

(iii) Capital raised by a small private undertaking, even with a Government
guarantee, will cog more than money raised by the State.

(iv) inconceivable confusion results from the multiplication of independent
Itailway Companies—each company, small or great, desires to reserve
for itself a separate sphere of influence; and jealously demands that, if
any new-comer intrudes into that sphere, he shall toll to the original
concessionaire.  This only complicates a situation which ought to be con-
sidered solely from the point of view of the public interest. New proposals
for the extension or connection of lines by small independent companies
are either refused owing to protests by the old company or only permitted
on a bass of elaborate accounting between the new company and the old
for the profits which hypothetic eIa/ would huve belonged to the old line
had the new line not "been opened.

5. The only arguments urged in favour of the Branch Line Companies were: —

@) Thalfmon had been raised which the Government of India was unable
to furnish.

(ii) That a claim was made that the Branch Line Company obtained from local
sources money that would never be subscribed to a Government loan.

(Hi) That there may be cases of a Branch Line of smaller gauge worked inde-
pendently, which the Branch Line Company can operate more economically
than a main line.

6. The Acworth Committee, therefore, so far from approving of this system con-
sidered that the aim of the Government should be to reduce by amalgamation the
number of existing companies and that it should only be in cass where the State
cannot or will not provide adequate funds that private enterprise in the direction should
bo encouraged.

7. The disadvantages pointed oul by the Acworth Committee re?uire to be even
iurther amplified. The existing Branch Line Companies have cessed for some time to
raise additional capital for capital requirements. They have either obtained over-
drafts from various Banks for this pur| at heavy rates of interest or issued deben-
tures at special rates of interest (usually about 7 per cent) or in several cass aked
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for money to be advanced to them by the Railway Board. So far, therefore, from
reducing the amount that the Government of India have to raise in the open market,
they are at present increasing that amount.

8. Another serious disadvantage which is not mentioned by the Acworth Com-
mittee is that the main line usually works the Feeder or Branch Line for a remuneration
which, in most oases is limited to a maximum of a fixed percentage of the gross
earnings of the Branch Line (usually 40 per cent, or 50 per cent.)—terms of remunera-
tion wnieh at present are %rorgy inadequate. The result of this arrangement is that
many of the main lines wl working expenses are from 00 to 80 per cent, of the
gross earnin%s are saddled with heavy expenditure which ought to have been debited
to Branch Line Companies. Where the Branch Line Companies are " successful,"
that is, where the shares stand at a high figure, their profits are inflated owing to
their working expenses being thus artificially reduced. Again, where in the case
of less " prosperous " Branch Line Companies, the Government has to make a direct
subsidy in order to make up the guaranteed interest on the capital, the amount paid
by way of subsidy does not reveal the true loss of the Government in connection with
the Branch Line CompanP/. To this subsidy should be added dso the additional loss
incurred from the main line working the Branch Line at less than the actual cost.
Even this, however, does not give a complete statement of the loss sustained by Govern-
ment in connection with these Companies. These Companies have been supplied with
land free of charge and the cost of such land is not taken into account either in the
Capital or the Revenue Accounts of the Companies concerned.

9. The only real argument in favour of these Companies is that they must be
utilised in cases where the Government itself is unable or declines to raise the necessar
amount of capital for new constructions. It is doubtful whether such a position is
likely to recur in the future. It is admitted that to use the agency of these Companies
is a'far more expensive method of raising money for the construction of railways
than direct Government loans can ever be. The amount of assistance glvenseta/ Branch
lane Companies in the past has been trivial; the total amount of capital raised through
the_aﬁency_ of Branch Line Companies has only been about Rs. 10v2 crores—an amount
which in’itself is less than the lapse that occurred last year in the provision for capital
expenditure in the Railway Budget.

10. The difficulties and complications now experienced in connection with these
Branch Line Companies are out of all proportion to the insignificant financial facilities
ottered by the Companies. The Government of India have therefore decided that
the Branch line policy should be abandoned and that an endeavour should be made
to reduce the number of the existing Branch Line Companies. If on any occesion the
Government of India should be unable to find funds for construction {which is not
the cae at pr&sen_t?, and should it be considered advisable to tap fresh sources for
subscription to railway loans by offering terms different from t iven to the
ordinary Government [oans, that is, by offering not only a fixed rate of interest but
a share'in the profits of a particular Branch Line, there appears to be no particular
advantage of using a financial half-way house specialy to float a loan on such terms;
there appears to be no reason why the Government should not float the loan direct.
But it will probably be found sufficient to raise short terni debentures at a higli rate
of interest—to be liquidated when the loan market is favourable—a procedure adopted
now by the Branch Line Companies, but at a higher rate of interest than would be
necessary for the Government.

11. There remains the cae of the District Board Railways for which some of the
capital or the security for the capital is secured by a special cess levied by the District
Board throughout the district.

The Acworth Committee pointed out that where a District Board was the promoter
of a new Branch Line, considerations other than purely commercial came into play
with the result of further complications and confusion.” In a footnote to the report
they referred to the views expressed by the Madras Government who had drawn
attention to a case in which, although no short-circuiting was involved, there had been
a delay of over 10 years in arrlvm%oai a decision in regard to the terms for workin
a District Board Railway by the South Indian Railway Company. The amount of
capital raised by District Boards for such lines has been only Rs. lakhs while the
amount raised by Company lines subsidised by District Boards amounts to Rs. 2!-
crores. These amounts are insignificant as compared with the total capital raised
by the Government and it s clear that the relief afforded to the Government of India
in raising the loans is quite disproportionate to the great complications which have
resulted ra the working of the railway administration. Loans raised direct by the
District Boards do not relieve the market of the Government of India; the money is
ultimately borrowed from the Government of India.

12. The legal position regarding the powers of District and Local Boards in tho
matter of railway construction and management d in part on the Indian Railways
Act, 1890, which, in the absence of express exclusion of it application, extends to
all District Board railways and, in part on the nature of the provision made in the
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matter in the District or Local Boards Act of the province concerned. It is only
in the Madras Presidency that the question has assumed prominence and it will suffice
to indicate briefly the nature of the provisions contained in the Madras Local Boards
Act, 1920. Action under section 113 of that Act can only be taken " with the previous
sanction of the Government of India." Having obtained such sanction, a District
Board may either itself construct and maintain a railway within, or partly within,
the local area under the control of the Board, or may subscribe to any debenture loan
raised by the Government of India or by any other local authority or by any com-
Fany for the construction or maintenance of any railway which the Board considers
ikely to be of benefit to the district, or may quarantee the payment from the dis-
trict fund of such sums as it shall think fit as interest on capital expended on any
such railway (that is, whether the railway is constructed by the Government of India
or by any ofther local authority or by a Company).

Section 236 of the same Act provides that the accumulations of a local railway
jess may be utilised for all or any of the purposes specified in section 113, including the
guaranteeing of payment of interest on capital spent on a railway.

A District Board in Madras, therefore, can guarantee the payment from the district
fund of the money sufficient to make up the minimum interest on capital expended
on arailway within Ha area whether such railway is constructed by the Government of
India or by a Company, the only disadvantage attaching to this particular form of
Tguarantee being that the Act does not make the payment of the guaranteed interest a
irst charge on the District Board Fund.

13. The Government of India could not reasonably use their powers under the
Indian Railways Act, 1890, or under ey., section 113 of the Madras Local Boards
Act, 1920, to prevent a District Board or a local body from constructing a light rail-
way or a tramway which had no physical connection with any existing main line and
which that local body proposed to work itself or through a local company. But as
things stand at present there is no reason for continuing the practice under which
District Boards are alowed to make money out of Branch Lines connected with a
main line when they themsdlves cannot make any arrangements for the working of
the lines and require to have them run by the main lines.

14. These District Board railways must not be confused with the Ii?ht and feeder
railways which_constitute a provincial subject under the Devolution Rules. The pro-
vincial subject in question comprises " light and feeder railways and extra-municipal
tramways in so far as provision for their construction and management is made by
provincial legislation." That is to say, it comprises only individual light or feeder
railways or extra-municipal tramways for the construction and management of which
specific provision has been made by an Act of the local legislature of the province
concerned. Hitherto, no such legislation has been enacted with the result that the
entry in question in the provincial schedule, as also the qualifying words in entry 5(a)

in the central schedule, have no operation, and all existing railways of every description
are included in the central subject defined in the last-named entiy. It should aso
be observed that the provincial subject in question is " subject to legislation by the
Indian Legislature in the caee of any such railway or tramway which is in physical
connection with a main line or is built on the same gauge as an adjacent line, the
eftect being that a provincial bill designed to_provide for the construction of a light
or feeder railway or extra-municipal tramway in physical connection with a main line
or built on the same gauge as an adjacent main line would require the previous sanction
of the Governor General under clause () of sub-section (3) of section 80 A of the
Government of India Act; and it may be presumed that few occasons are IikeIP/ to
arise in which provision will be made by loc Ie%islation for the construction of a light
or feeder railway not answering one or other of these descriptions.

15. The proposals st forth in this Resolution ae not designed to evade the
legitimate operation of the legal position described, in the cese of District Board rail-
ways, in paragraph 12 and In the caee of provincial light and feeder railways, in
paragraph 14; but it follows from the proposals that Local Governments and District
or Local Boards should not, in the asence of special circumstances, be encouraged
to build branch or feeder lines. In other words, the normal procedure will be the
construction by the Government of India, or, at its cost, by a Company, of a branch
line which a District Board or Local Government desires to have constructed and is
prepared to guarantee. But, should the railway programme not permit the construc-
tion of such a line within a reasonable time, the possibility of permitting a District
Board or Local Government to construct it from its own funds would require considera-
tion.

Unremuneratdve Lines.

Ifi. The above proposas relate to the procedure adopted in the past and the
procedure which it is proposed to adopt in the future for the financing of the con-

abja:;sRalwaéﬁt re;x(j) gjstr&rm?ilpgf ! muligua) far as they ae not dasdfied & provincia
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struction of branch or feeder lines expected to prove remunerative from the point of view
of railway earnings only. But there are cases where the Local Governments or local
authorities may desire that a line should be constructed which will not be remunera-
tive on railway earnings and the construction of which is desired by them for purely
local reasons on account of the administrative advantages it is likely to confer or for
the development of a particular area. It is proposed that in future the Railway Board
in such circumstances should have er to arrange for the construction of the line
from railway funds if the Local Government or the local authority guarantees the
Railway Board against loss. The guarantee would be to the effect that the local
authority would make up the difference between the net earnings and the interest
and other charges payable. As it is not desirable that the Central Government should
make any profit out of such contributions by local authorities, it is dso ﬁroposed that
where contributions have been made by a local authority for this purpose the repayment
of such contributions should be a first charge on any net profits subsequently realised
from the line, should the line prove remunerative.

17. The Central Government must, however, retain the power to decide whether
a line is to be built or not; the proposas in the preceding paragraph must not be
taken to imply that a Local Government by giving a guarantee can require the Rail-
way Board to construct a line. Proposas of a Local Government might run counter
to the general railway policy or might take the form of short-circuiting railway traffic
and so lead to a reduction of receipts from existing lines.

18. These proposals have been circulated to Local Governments and have been
generally welcomed by them as affording a suitable method of reconciling central and
ocal interests and of providing for local bodies and Local Governments a method of
securing the construction of rallways which may be required for purely local reasons,
and which, while not likely to prove remunerative on purely railway earnings, are
likely to provide such indirect benefits to Local Governments and local bodies as will
more than repay the amounts paid under the guarantee. Several such arrangements
have already been made with Local Governments.
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APPENDIX F.

compared with 1st April 1925.

Railways (excluding Nizam's Guaranteed Sate and Jodhpur Railways) on the 1st April 1926 as

Wem.

1. Agency Department—
1-01. Europeans
102. Statutory Indians—
(a) Hindus
(b) Mudims.
(c) Other dasses
(d) Total

103. GRASD TOTAL

2. Engineering Department—
2-01. Europeans
2.02. Statutory Indiana—
(a) Hindus
(ft) Musims
(c) Other dasss.
(d) Total

2B GRANDS TOTAL

3. Transportation—
2 . 3 1 .Enropeans.
2-02. Statutory Indians—
(a) Hindus
(ft) Mudims
(e) Other dasses
(d) Total .

305.GRAND TOTAL
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4-01. Europeans . . - L8 Y Inchadsd 2 . Inrinied neder TramiTort o, e B EL 1% | lmcigded 1 ? a * 12 &l .. -«
4 .62. Statutory Indians— . T:I."-‘pﬂ‘- 1'::f;$m.
(a) Hindus . - 1| e [ = = ] l i 1 L P 1 [ "
(b) Maslims o] e e o .. ] .. - - ) al . .- - .- L]
(e) Other dasss P . - . " " + ] L ] . | . f 0
(d) Total . - - 1 . .- 0 [} 1% 1L ¥ Y - » el . -3
4-03. GRAND TOTAL . L [ ® . e 20 ELY T [E] 1 a =l w sl .
A — — —a]e
6. Mectanical Enginesring—
501. Europeans P - B B E ] £ " n E Az i (5] 1r 1r =% a az @ = g “ ¥ H > 1% iT
502. Statutory Indians—
(a) Hindus . T 1 ' 1 - . . i . o 1 1 [ a @ LN L 1 .- - -
(b) Musims [ U U R U RV R VR I U L. .. ' [ I . N . N
(e) Other dasses B o o - . - = 1 1 1 a ] - H ' - - ] A . . -
(d) Total . 1 L L] E .. * 3 1 1 ) 3 x H a 1] .- < i . o - .
6:08.GRAND TOTAL - L] L = L i | vy e aw | | e 3 = £ L1 EE LN I S 2 ks (L] L
et —-—
6 Sores Department—
601 Europeans . L. 1 1 s » = 2 T H z ' ] N B ] ¥ s a a - LA - 1 af ..
6-0*. Statutory Indians—
(a) Hindus A - - [ I .. .. 1 * 1 1 F3 Ll . .. .- = | .. . .. -
(6) Muslims PN .- . . - . - - o o . . o - . .- . . -
(e) Other dasses o] e .- . | . o . 1 13 n & 1 ] 1 - ] - - - o = *
(d) Total . P B 3 = .. .- .. .. z 2 » B B f t 'R - 1 z e .. ] 2
603 GRAND TOTAL . 1 z I * 1 3 ? T .. . Ll > w u v L ® L n E . 3 s
7. Other Departments—
7-01. Enropeans . . R Y al 2= a0 ] ] ae| =] ae] e . 2 ase| raf oo m| oan]| n| m] u z i | s ]
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(@) Hindus . a & 1 % 1 a ] L ] 1 1 " 4 a 4 = a ity i i 1 . af . S0 *
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Satement of Gazetted Officers and Officers of corresponding rank

Item.

8. Total—
8-01. Europeans
802. Statutory Indians—
(4) Musim?
(d) Total .
808 GRAHD TOTAL

0./ncreass+ Deerease—
9-01. Europeans

9-02. Statutory Indians—

(a) Hindus
(b) Mugims
(c) Other dassss
(d) Total

9-03. GRAND TOTAL

10. Percentage of total—
10-01 Europeans .
10-02. Statutory I ndiana-
(a) Hindus
(b) Muslims

APPENDI X F—contd.

employed on Class / Railways {excluding Nizam's Guaranteed Sate and Jodhpur Railways) on the 1st April 1926 as
compared with 1st April 1925.
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APPENDI X F—contd.

Statement of Subordinates, drawing Rs. 250 per mensem and over or on scales of pay rising to Rs. 250 per mensem and over, employed on Class | Railways (excluding Nizam's Guaranteed
Sate and Jodhpur Railways) on 1st April 1926 as compared with 1st April 1925.

it Aon R X, P& N W pRLkAk-l| Do = n s [ A PR Row EE oI Torar
em
iws, 1oen. | vons. | voza) 10en. | 19ee| 20es] rvae)iees. x| 1esa. | 19as, | tons, @
& n o) 13 ] ot ous | owe §oar | o | e | m foaw %
. _..._.._|____._.__ N N ——— e}
1-01. European*. . . . . - . . s . s s H} 3 H 1 1 1 o . 1 1| -- - - o b L} §
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(d) Hindus . . L O N + H 1 * * H . 1 | u] u af 2| = 2| 3| e il 4 | a - =]
©) Muslms. .. AU [ IR RNUR R TR R P Y N . N ' S R P | £
(c) Other dasss I 1 1 e ] 1 1 ] ] 5 3 e| . | .. T ' 1 1 1 Ll T 1 1| s w Sl
(d) Total. . . . . . & 3 ] [ z a [H] 1z B « » 1 [ 1% [] L] ] H ¥ = 1 L L] E L) L v
|- Sl I I W I Tl o
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(G) Hindus . T + L] az 1 - | e (1] 1 0 an | v | M il L 13 el we| | .. - n | me| s o)
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APPENDI X P—concld.

Statement of Subordinates, drawing Rs. 250 per mensem and over or on scales of pay rising to Rs. 250 per mensem and over, employed on Class | Railways {excluding Nizam's
Guaranteed Sate and Jodhpur Railways) on 1st April 1926 as compared with 1st April 1925.
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7-01 .Enopeans .
7-02. statntory Indians—
(a) Hindus
(b) Mudims .
(d) Otter dasses .
Total

0 GRAND TOTAL

8-02 Statutory I ndiaas—
(a) Hindus

(e) othei dasses
(d) Total.

8-03. GRAND TOTAL.

».Inerease+ Decrease—

9-01. Europeans
9-02. Statutory Indiana—
(a) Hindus
(b) Mudims
(©) Other dases
(d) Total.
9.03. GRAND TOTAL
Pmetatage of total—
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10-02- Stat-nory Indians—

(©) Other dasss.
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100  REPORT BY THE RAILWAY BOARD ON INDIAN RAILWAYS FOR 1925-26.

Statement showing the number of
among officers of Gazetted ranl

APPENDIX

pointments created and vacancies which ocowrred

Companies Railways (Class 1) excluding

on Sate Railways and of correspondin
Nizam's Guaranteed Sate an
Railways, and how" they were filled during J925'26.
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+ The figure showt in this Appendix arellable to revision.



GOVERNMENT OF INDIA.
RAILWAY DEPARTMENT.

(RAILWAY BOARD.)

STATISTICAL BRANCH.
Corrigendum No. 2.

Report by the Railway Board on Indian Railways for 1925-26, Volume 1.

Subdgtitute the statement overleaf for the existing Appendix G printed on
pages 100 to 102 of the above report.

By order,
J. C. HIGHET,
Secretary, Railway Board.

New Delhi;
The 19th February 1927.
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APPENDIX G.

Statement showing the number of appointments created and vacancies which
occurred among officers of Gazetted rank on State Railways and of corres-
ponding rank on Companies Railways {Class |) excluding Nizam's
%uzaSrazrg%d State and Jodhpur Railways, and how they were filed during

Hlisd by -
Nomber | Numpar Fomier | o cpar —_— -
| acstren | apptes | o e e SestnLeTy Tniinns,
! - uoac
Departments. e | e | ‘P [ veemcte | TR _ e
o | TR e S92 | Am
thepaat, | WbeTear | tha pear. i thear! Jede- | prant iy | M, S0 | gy
1 2 ’ s ] ' | v 0 | u
Satr-Worked Railway). |
1. Agency . = 1 - 1 i - I ] - []
2. Engineering . L] L m ar | B E ] L] 1 ]
3. Transportation . * a i 1 n a 1 - .3
1
i. Commercia L ] 3 T . | - - .,
5. Mechanical ' i 1 B 1 L] !
6. Storen . . L] E t ' - -
7. Other Departments — « L] L4 [ T ] L] " 1 .
8, TOTAL . L o - W W | [0 ] f 1 o
i J
9. Percentage of Eurge_gn B} per | eeml. i
H g;.&m of v e i
ill |
10. Percentage of Statutory | #38 per | teat, H
Ind\ana\agl% number 5 !
vacandes filled. :
Other Railways. i
Alton-Bengal  Railway, i I
1 Agency . . . H T - 1 [ 1 - " -
2. Engineering , . 1 o) 1 ] H I 1 b 1
3. Transportation . 1 - - 1 - - 1 1
4. Commercia . N - - . - - - .
5. Mecliancial . . . - - - -
6. Storci . . - r- - I -
7. Other Departmentsa —“ ] 1 1 - ™ -
i ;
8 TOTALI z 3 1 1 [} 3 1 - 1 3
9. Perc of Europeana| S par | wdmt,
to number of vacancies
filled.
10 Paoana%ed Slatutory | #re per | emt,
incians 1o number of F |
vacancies filled. 1
Bengal and. North-Wester+
Railway.
1 Agecy . . . . - -
2. Engineering . . - El — - a B = .
3. Transportation . ey 1 1 - - - -
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tilled
10. Percentage of Salulor‘s P | o,
Indiana 1o number of
vacanaesfilled.

(a) Includes three vacancies which existed on 81¢ March 1926.
(b) The vaeeney existed on 81st March 195 .



NUMBER OF APPOINTMENTS CREATED AND VACANCIES PILLED UP. 101

Statement showing the number of appointments created and vacancies which occurred
among officers of Gazetted rank on State Railways and of corresponding rank on
Companies Railways {Class 1) eacluding Nizam's Guaranteed State and Jodhpur
Railways, and how they were filled during 1925-26—contd.
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Statement showing the number of appointments created and vacancies which occurred

among officers of Gazetted rank on Sate Railways and of corr
Companies Railways (Class 1) excluding Nizam's Guaranteed

ondin

Railways, and how they were filled during 1925-26—contd.

rank on
ate and Jodhpur

FILLED 3T
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APPENDIX H.

List of officers of the Railway Department (Railway Board) on the 31st

Sir

March 1026.

The Hon'ble Sir CharlesInnes, K.C.S.I.,C.I.E.,I.C.S,,
Member of Council of Governor General.

Clement Hindley

Railway Board.
Chief Commissioner of Railways.

Sir Austen Hadow, C.V.O. . Member.

Mr. P. C. Sheridan, C.M.G. . Member.

Mr. G. G. Sim, C.l.E., |.CS. Financial Commissioner, Railways (on leave)

Mr. A. M. Hayman, O.B.E. . Offg. Financial Commissioner, Railways.
Officers.

Lt.-Col. L. E. Hopkins, D.S.O., R. Director, Civil Engineering.

Mr. A. J. Chase, O.B.E

Mr
Mr
Mr

. S. D. Gupta, M.B.E,
. S. D. Manson .
. P. R. Rau

Mr. P. H. Maflin, O.B.E., M

Mr
Mr
Mr
Mr
Rai
Rai
Mr

Mr
Mr

. J. Kaul

. H. Jackson

. B. Moody

.H.L. Glass .
Sahib B. D. Puri
Sahib K. M. Singha

. E. C. Rundlett

. A. F. Harvey
. R. G. Marriott

Accol

Mr. J. M. Hartley

Mr.

Mr

Mr.

R. A. O'Connor
. F. W. Wilby.
P. B. Chandwani

Director, Mechanical Engineering.
Director, Establishment.
Director, Traffic.

Offg. Director of Finance.
Secretary.

Deputy Secretary.

Deputy Director, Stores.

Deputy Director, Statistics.
Deputy Director, Programme.
Offg. Deputy Director, Finance.
Offg. Assistant Director, Finance.
Chief Superintendent.

Attached Officers.

Technical Officer.
Timber Advisory Officer.

untant General, Railways.

Accountant General, Railways.
Deputy Accountant General (Inspection).
Deputy Accountant General (Headquarters).
Assistant Accountant General.
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