HAPLER = 1

HISPCGAICAL PERSPECEIVE.

The Indian Raillways today are fsig’s blggesht an
woridts Lourtn larpest but apong state~ouned rallvays,
ara gecond Lo Bussis alone. $his huge petopug, das usuai,

had humble beginningse

1.2  In 1843, George Clark, Chief Enginesr of Fowbay,
had a beilliant ldez of linking Pomday with Tana and
Kalyane & sma&i distance of aboub ﬁuﬂérgg niloge The geed |
thovght was bovn. However, it was only/1853, the first
traln nad its mailden 3nuénay from Borbay to Thanfl, &
distaonce of 34 Ris. I must heve been a greeb event in
the history of Indiap transporit. It ig not so very wll
kmowm that George Stovenson, the First Boeitish designer
of stean engine, wag one of the founder directors of the
Groat India Pendnsuls Company whilch operated the first
railvay line in India. Lot us now briefly roview the
growtn of Indian Railuays.

le3 Ihe davélaﬁm@nt of Indian Railways can he broadly
dlvided inte 5 distinct periods viz. 014 Gusrantee Sygtenm
{1844-60) , State Congtruction (1869-79), Now Guarantee
gSyston (1879-~1900), Hauionalisation {1000=47) znd since
Independence (1047 and after). Tho present analysis ig

concerned with the last periocd.
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1.4 The characterigtic feature of the first three
periods is the guavantee that wasg given for a specific
return on capital irrespective of the actual performance.
This was necessary since vrisk capibtal was not sufficiently
forthcoming, From 1900 onwards the government guaraﬁtee
was deemed mnnecessary. In the earlier 3 periocds upto
1900, apart from the guarantee, the government gave free -
land to the companies in the first period (1844-'69) as

an additional incentive and durinz second and ﬁhiﬁ& |

- periols, the government themselves were constructing

the track and giving to companies for operation, Apatﬁ;fx
from the incentives, it is suggested sometimes that fagzrmg‘
1869~79, political factors like threatened invasion from
Russiat played an importent role in the expansion of the
route length. In the first phase, (1844~'69), about

7000 ®™sg of track was laid and during the second period
(1869~'79) the tracck laid roughly doubled but about one
half of the expansion was undertaken by the Government:
themselves, Due to the political reasons mentioned above,
during the second period government laid metre-gauge track
to expand as quickly as possible (during the first period
only brosd-gauge was laid). The existence of tracks with
different geuges is one of the important bottlenecks in
the Indian Railway system af the present moment,

1. S.K.Srivatsava, Railway Transport, S.Chand, Delhi,
1964, p.104, o
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1.5 Regarding the menagement, a- peeuliar dual system
was in vogue for a very long time. Though technically the
government had an option to take over then ra_i.}.ways' and rup
them, they aid not do it for a very long time. They aklowed
the private companies registered in Britain to operate the
railways. From 1900 onwards new trends appeared in the
management. The guaranteed return on capital outlay wasu
withdrawn as mentioned earlier. The government established
a Raflway Board in 1905 and put it under the control of the
" Department of Gommerce and Indusbries. In 1907 all the main
lines were taken over by the government bub the Britieh ]
private companies were appointed as managing agentsy By
1920 government ouned T3% of total track but it operated
only 21%‘.2 '

Pre-Independence Period (1900-47):

1.6 After the First World War, public atteniion was
focusged on two Mpgrtant features of rallway policy-privake
management of railways and the practice of clubbing ralilway
fipances with general finances, There were about’ 175

rallway companies mr\;ing 14 different regions. FPublle
op‘inio’xi wae in favour of state ownership and management of
ratlways. The urge for nationalisation was mainly the result
of a larger political movement which was taking shape in
Indfa. Thus the demand for nationalisation of the Railways
(since British companies managed the operations) was'a

2, Indian Raﬂétgxs*@ne 3nhdre& xy ears, Government of Ipdis,
Delht, 1953, p.25,. ‘ o
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reflection of Indian nationaliem and not based on any

socialistic iﬁeolo@‘.'3

In view of the public opinion being
in favour of direct State management, the question was
referred to a committee set up in 1920 with Sir william
Acworth as ite chairman. Its‘ main recommendations were;
State management of the railways and separation of

rallway finances from general finances, Government
accepbed these recommendations.. From 1925 thé process

of taking over the management of companies commenced and

by 1944 most of the private lines came under the management
‘of government. From 1924 onwards railway finances were
separated from the General B# get with the proviso that the
Railways should contribute about 1% on. capital-at-charge,
20% of the sarplus prdﬁts 4o the 'General Budgety - -

but the loss incurred on the strategic lines or interest .
on them would be deducted, |

e

1.7 | Beginnings of technical change were witnessed ..
since 1925 with the introduction of electric trains in the
areas of Bombey end Madras. However, this change did not
have wide ramification. Steam continued to be the main ‘

tractive power, .

1.8 The world~wide depression of 1930s adversely affected
the Indlan Reilways, . Since the railways incurred heavy
losses in 1931-32, government suspended railway's contribution

to General Revenues. However, from 1936, a period of recovery

3. A.Nagaraj, Nationalised Road Transport in Hyderabad State,
uppublished Ph.D, thesis, Ysmania University, 1967. .
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st_a.:’rted. The- Second World Wer placed a greai'- gtrain on the
Railways but the revenuwss started looking up.. Capiial
equipeent was not replaced as quickly as it should be and in
the pbat-;war period reconstruction occupied an imporbant place
with hea‘vj imports since locomotives and other items née‘d to
be imported prior to Indepedence; '

1.9  vith the partition of the country and the integration
of about 600 emell apd big princely states in the fedevral
system, the whole organisation system upderwent a radical

change. The zonal system came into existence,.

1,10 Vith the birth of Pakistan in 1947, the North-yestern
Rallway and the Bengal~Assan Rallway were divided. More than

11000 RMs of track was transferred to ‘Pakigtan.,

Apart from the lRailways that were opsrated in British
India, some of the princely states were permitted to run their
own State Raiiwa&a‘ We shall now present a bz;ief report of
these rallwayse | B

Indian Sta‘be Igailws:

1 .11 In the former princely Siates, a considerable length
efg;rack was constructed either through agencles or the companies
ox/ governments themselves, Generally, these lines belonged to
the respeotive states with the exception of the Nizamts State
Rai.lv;ay’s. Twven this ra;lway. d180" waB taken over by the then
Nizam's government in 1930. By 1949-50, the total kilometies

of track owned by the former princely states was about 11265
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(in a total of about 55000 KMs), out of which abomt 1000 EMs
vere wr%& by ﬁhe States themselves, The problem of taldng
over the State Rallways was resolved due to"the rapid inte*;
gration of the Indian States taking shape in 1949-50, since
raflways came under the Central NList) Iy 1lst Apr;!.l; 1950,
all the State Railways eame u“nd:e.z- the direct management of
Federal Covernment of Indias | '

4

Reorganisation and Regvouping:

1,12 yith the separation of Pakistan and the integration
of S‘f:ate Railways, the need for reorganisation had become

" inovitable. On considerations of political,” operatiaﬁal‘ ,
‘etticiency and economic interdependence of contiguons areas;
the different governzent railways were regrouped into zg:ial
Administrative Units.

uring 19‘51" apd 1952, the various railwey gystens
were veorganised into 6 Zones. Tater in 1955, 1958 and ’1966
due %o administrative and political reasons three moye zones
were created.- Thus in all there are 9 mones viz. Southern
Railway, -Central Railway, vestern Rai.iway, ‘Horthern Railwayy
Rastern Railway, North-Bastern Railway, South-Bastern Railiway,

Forth-East-Prontier Railway and South-Central Reilway. The present
analysis is an aggregate study of all the Zones,

Government and Non-~Gavernment Railwayst )

1,13' The non-governnent railwéyﬁ occupy an insignificant
part in the total railway transportation - vide Table toft.
Cut of 15 non*gozamment lines operating in 1951*5é with 1249
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route KMs (243% in total route Kilometrage), now only 3 lines
are operated by private companies with 207 route HMs' {0.*5;“5 in

‘ ’total route EMg). Their gross earnings aiminishe{i from By 2,29
crores to k. 1.06 crores (0.7 to 0.1% in the total grogs
earnings). These tiny lines are unremunerative and owned and
operated by branch line companies under contract and :mceive a
-gnaranteed rate of '1nteres§‘ on capital or «: ?Eubhfj:dyl.. Since
they are not viable, they are not nationalized. The analytical
chapters that follow are concexrned with .. goverﬁnent railivays

only..

\

1.14' We have saen (para 1.8) that in tha‘ pre~Independencs era
most of the technical items were imported from Britain or the
western democracies, With the advent of Independehce. the
concept of self-sufficiency occupied an important role in

policy matiers. Thus a number of supporting manufacturing

units were started by the railways themselves, though private
organisations like Tabtas, Jessops and public sector units like
Hindusthan seronautics Lid. have been supplying locomotives,

wagons, etc, -
'Inggufacturing Unitss

1.15 Indian Railways own a number of work~ghops abiached

to the Zonal Rallways. Though their main activity ic econcerned
with repairs anl maintenan¢e, they also undertake the production
of certain components of raiiway eguipment, Apart from the
workshops, the Railways own 3 independent manufacturing units,
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namely, Chittaranjan Iocomotive Vorks established in 1947,
Integral Conch Factory established in 1948 and Diesel
Locomotive Works established in 1961,

The Railways maﬁe“a aignificant contribution to the
econony as a whole ‘by striking‘ advances in import substitution,
411 the three Manufacturing U;xits started using indigeneous
materials, components and know-how to certain extent and
thereby conserved waluable foreign exchange. In 1971~72,
the percentage of import content at DLW and CLYW varied beiween
13% to 22% for main-~line diesel and electric locomotives
while at ICF due to import substitution about &, 145 crore
of foreign exchange was Saved annually.“ Table 1.2 gives the
proportion of import content in total purchases of the Rallways.
It is evident fzsmﬁ the table that during the two deecades,
the import content has been reduced from zbout 234 to 108,

Present Administrative Set-up of the Rallwaye:

1.16  The Rallway Board which was constituted in 1905 was
reorganiged from time to time, The Board is responsible for
the management and administration of the Railways. The Union
Cabinet Minister for pallways decides policy matterss The
Board is respongible for plamning, construction anf operation
of the railways. It acts in consultation with the Flanning

" Commission and other Ministries for a planned and coordinated

development of the country. It consistis of a chaimen, a

4¢ entral FPacts and Major Problemg, Ministry of Ralluways,
Government.of India; 1973, D.45,



19
Financizl Commissioner and 3 other memﬁers, all of whom are -
ex~officlo Secretaries to Government of India in the Ministry
of Railways, the Chairman béiné the pridc;pal gecretarye. The
Board is éssisted by additional members one each foﬁ Civil u
Engineering, commeraial,-Electrical‘Engineeringi Fihance,
Mechanicesl Engineering and Staffi The establishment of the
Board is ofganiseé as functional Directorates, each unier a
D!recﬁor ﬁh6 is responsible ?or the disposal of day=to=day.
affairs. The Research, Designs and Standards Orgm igation
azxzucknow 1s an attached office of the Board and 1a‘ﬁgﬁgr
the control of a Divector Genersl. Iach of the 9 Zonal . .
Railways,‘reterxea to under para 1.12 abcve,>islheaﬂeﬁ~by a
General Manager who is responsible %o the Board for operation
and - finaneial position of his écné.

1.17‘ We have so far discussed briefly the manage:iain

and ownership changes, ?ﬁe gtructural variations s&nce 185§‘
and the present éﬂminiétrative set-up, Regarding the yecent
past (195{:7é) with which the present anslysis is concerned,

it may be useful %o present a broad overview,

THE _OVERVIEW.

Route Kilometress .
1;18 Today the Indian Railways is the biggest enterprise

- of the country with.capital*étﬂeharge eiaeé&tng k¢ 3500 croves
(book value)s Its route lepgth is about €0000 KMs of which
about one half is ﬁ&i;a 14ttle less than ope half (40%) is Mg
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and the resgt fQ% is NG. Q&e total length of track laid
including double and multiple lines, commercial and ¥ranspor=
tation sidings, works out to about 100000 RMs. BG accounta for
724 of passenger traffic in terms uf passenger KMs and about
84% of freight tratfic in terms af tonne KMe.S The ghare of
‘MG is 264 1npassenger ‘traffic and 164 in freight traffic.

The balance of traffic (about'1%‘of passenger and less than

1% of freight traffic) is carried bty N¢ system, Thus, for
i‘analytioal purpose, the most important are B aml ﬁc sy stems,

o wrattgc Carrieds

3«19 ~ The Railways run about 11000 trains each day
connecting more than 7000 stations in the sub-continent.

These trainq carry about 7 million passengers every day

(about 1.25%) of India's population) and 5.5 lokh tonnes of

godd s daixy: It employs about 1.7 million workersincluding
casuél.-canstruotion apd the labour emﬁloyed in. the mapufacturing
ﬁnita eompéred to about 11,2 million labour employed in the
entire pub;ié gector in Inﬁia.s

Passgenger Traffict .
1.2 The growth of passenger trarfic, suburban and non=suburban

and their proportions are presented in Table 1,3. The total
passengers originating has grown by 100% (1284 to 2536) while
gaburban traffic has increased by 200% (417 to 1284) and

‘fhe non=guburban by 50% (867 to 1252) onlys The

5. Ihid.’ 9.1 “
6. Dogket Dook of Labour Statistios. Iabour Bureau, Goverment
? .a' a F p. L
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phenomenal growth in the 'suburban traffic is due to heavy

urbanisation with a closevcluster*arouné cities., About 50%

of traffic originate in the suburban areas of Bombay, Célcutta;

Madras and Secunderabad.. The growﬁh of total passenger traffic
(6283 to 1253%5)

in terms. of passenger KMs is about 90%/ The suburban traffic

accounts for about 19% of the total since the lead is small -

in suburban traffie. -

1.21. Broadly, there are 4 classes of passenger services
viﬁ."Air_ponditioned, I, IT and III Classes.n Prom. @etober
1956, vestibuled fully air-conditioned trains having III Class
accommodation. were also introduced., Table 1.4 gives the

classwise passenger KMs., During the 21 year period, the

proportion of air;cgn&itiohed class in the)totalipaésengeﬁ

KMs was less-thah,bgaﬁ while. that of First Class about 2-3% |
amd IT Class 2=4%, Thus neaily 95% passenger KMs arefaécaqﬁted
by class III service alone. The III class air-conditione&A
service accounts for negligible proportion (about 0,3%) in:

t@e total III class passenger services. Hence, for analytical
é&rpose, distinetion among various classes of passenger services
may be ignored since neérly 95% of total passenger KMs are
performed by III class service., The II Class traffic has shown
a decline even in absolute ﬁerms, due to policy decision. The
Railways always wanted to have only two olasses. @hie decision
has been fully implemented in 1974¢ L

Freight Traffic
1.22 The principal factor in the growth of traffic has been

!
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end will continue to be the movement of commodities, The
cérriage of goo&s constitutes the major source of revenue
" (about 2/3rds of total revenue) and the passenger transport
occupies a secondary place, It is significanf t6 note that
by far the Railways continue to be the main carriers of the
‘bulk of production of the basic and heavy :mdustries 1ike
coal, ores, cement, iron and steel. 90% of coal moves by
xraii, the steel industry depends almost entirely on ?q;a.il
 transport for movement of its ::caw materials and finished
products and the traffic in' exportable iron-ore is"l.arge'ly‘ |
:ail-.bornm? o ' S
ihe growt;h of freight traffic in terms of,'t:,onx;eg
originating and tonne WMs is presented in Table 1.5, . The-
freight traffic in terms of ‘tonne KMs trebled. and sligh‘bly .
more than doubled in terms af ‘tonnes originating. This
‘suggesi:s that 'bhe lead has increased by about 50%, very |
natural in a develépmg country where coal*steel, bel‘b is ‘

i

is loeated in specif ic areas.

1.25 ~In 1971 ~72 the share of non-revenue traffia was 12%
in the total freight toxme EMs: The low rated freight .
traffic like food grains, coal, ores, fodder constituted 78%
of total revenue earnings traffic but contributed only a8k

of ecarnings from goods carried.s To attract high rated traffiu

7. B. -IJ. Ba}. iga, Indian Railways in the Post. Independence Era,
‘Indian Railvays; Goverament of India, Vol.17, No.S,. Nov.1972.

8. A Review of Performance of the Indian Railways, M:mis‘bry of
Railways, Government of Ipdia, 19%, p:21, L
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Table 1.7

LOCOHORIVES AN SERVICE
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to rail, contairer services were introducéd from 1966 on certain
routes. Various other measures such as freight forwarding
schemes, quick transit and suaec good s express trains, running

of block trains were introduced to augment the revenue s,
Coacheg and Wagong?

1.24 . Ta‘ﬁénéle increasing volume of traffic, the Railvways
pressed into service more and more passenger coachés and ‘
wagons vide Table '1,6. Pagsenger coaches. nearly doubled while
wagons increased mare than two times, -2 significant~feature

in the use of wagons is that since Second Five Yéar Plan (1956),
higher oapaclty wagons were. put on line 1n 1noreasing members,

The bulk of the loading wagons consists of coal, Dgily more
than 8200 wagons are loaded with coal. ’

Bplligg Stock and Traction.

1:25 For moving the traffic, the Railways maintain about
9200 steam, 1300 dies°1 and 640 electric locomotiveS'anﬂ 44

lakh wagons, and 60,000 passenger coaches (in terms,qf 4 wheelerg)s
with progressive dieselisation and electrificat;on, #Helstegml.
locomotive fleet is gradually being deplgted:viagvméble 17,
74111957, electric traction was mainly confined ‘o thé‘éubﬁrbaﬁ
sections of Bombay and Madras and a short main line section on

the routes out of Bombay: To cope up with the rapid tgéffio

needs of the couniry, large scale eleetrifieatﬁon Qas‘unaertaken
towards the end of Second Five Year Plan (1961): 3;'1972 aﬁo@f‘
4000 route BMs (in a total of 60,000) as againstuaboutz409 route
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" Kilometres in 1950=51 were electrified. Die‘sei locomotives

_are operating over 26000 route KMs. In 1971 -72, the combined
shave of diesel anmd electric traction accounted for 567 in

tﬂatal gross tonne MMs of passénger and freight servicess But

in terms of net tonne His of freightl gervice ‘along; their combined
share was 724 (51% diesel and 217 electric) as against 2% électric
and 98% steam traption in 1950-51.9 A8 a result of the intro~
duction of superior modes of.' tracti.on. there was a wreduction in
the total number of locomotives gmring 1965~72 eventhauﬁgn more

traffic was handled.

" Sigalling and Telecommunication? ,
1.26 Since the last decade, modernisation and impmvement " ‘

of signalling and telecommunication gystems have been in
progress. These schemes require relativesly less amount. of
i.n;vestment, enable aafer and more efficient handling of trains
and increase the throughput of traffic. The highest s_tén&arﬁs |
of signalling (standard III)‘has been installed at more than

50% of block stations. Other modernisation progiammes include
centrgli-sed traffic control at 49 \stationé,' block working with
tokenless instruments at 307 single line stations, automatic
block signelling, colour light signals, electric track clrcuiting
etc, Fach year 150 stations are being equipped with the safety
device of electrical track circuiting, To achieve, long &ia,tance
rei;abie communication, miero~wave systems have been coﬁmisaimed

over 4550 RMs. Work on another 10,000 Efs micro-vave systems

i N ‘Gentral Pacts amd {‘Q ajor Problems, op.cit, p.8.
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is in progress. ‘In the last chap%er,'we shall be Incorporaiing
pome of these resulis of paras 1.18 %o 1.26 to apalyso '

technionl change.



