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Part I: Starving Rail

The extreme miserliness  of  the  Indian  State  toward  the  Indian  Railways  is  a  striking  example  of 
economic irrationality; but it is an irrationality imposed by the reigning  class interests. A thorough-
going programme of public investment in the Railways would increase the productivity of the economy 
as a whole, render Indian industry more competitive, and do so  without placing any  net burden on 
Government  finances  (as  we  shall  show).  Nevertheless,  the  State  refuses  to  undertake  such  a 
programme.

The reason for this seemingly puzzling refusal is that such a public investment drive in the Railways 
would in fact run counter to the entire thrust of current State policy. That thrust requires (among other 
things)  that  the  public  sector  be  systematically  starved  of  investment,  so  as  to  create  investment 
opportunities  for  predatory  international  financial  capital.  State  policy  thus  deliberately  creates  a 
situation in which privatization becomes the only option on the table. (No positive results of public 
sector investment are permitted to emerge or survive either, since such results would cast doubts on the 
broader  project  of  privatization.)  Hence even an infrastructure such as  the Railways,  so critical  to 
India’s  material  goods-producing sectors  and to  the general  health  of  the  Indian  economy,  is  held 
hostage until it can be made to yield profits for financial interests.

Neoliberal economists argue glibly that such a profit orientation will make the Railways both self-
sustaining and more efficient. However, their argument betrays a basic lack of understanding of the 
working of capital-intensive infrastructure as such. Railways require very large investments, and these 
serve the economy best when they generate only moderate, stable revenues, over long periods. There is 
an inherent contradiction between (i) trying to generate financial returns on rail investment high enough 
to attract footloose private finance; and (ii) ensuring railways play their role, efficiently, as the veins of 
the material economy.

Historical role

Historically, railways played a critical role in the industrial  development of the countries in which 
capitalism first developed, not only by revolutionizing transport, but by creating demand for, and hence 
productive  activity  in,  industries  producing  rails,  locomotives,  wagons,  and  other  iron,  steel  and 
engineering goods.[1] At the same time, the drive by private investors to make a killing off the railways 
played havoc with their systematic and logical development, in turn negatively affecting other sectors 
of the economy.

In the post-World War II period, even the ruling classes of capitalist countries generally concluded that 
the railways should be under public control. Generally this was done by creating a single, state-owned 
firm, with responsibility for both the railway infrastructure and for providing all train services. Given 
its monopoly status, railways’ investments, prices and services were determined by their respective 
governments,  who  often  had  to  factor  into  these  decisions  their  broader  social  and  economic 
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considerations, rather than purely commercial ones. However, in recent decades, as the ‘real economy’ 
worldwide became increasingly subordinated to the reign of finance, this once-accepted principle was 
undermined.

Conscious underinvestment

On the  face  of  it,  the  importance  of  investment  in  the  Railways  is  universally,  and ritualistically, 
acknowledged.The World Bank, the international consulting firm McKinsey, and innumerable reports 
of the Indian government itself wax eloquent on this topic. India’s Railway minister declared in his 
Budget speech last February:

[T]he chronic underinvestment in Railways… has led to congestion and over-utilization. As 
a  consequence,  capacity  augmentation  suffers,  safety  is  challenged  and  the  quality  of 
service delivery declines, leading to poor morale, reduced efficiency, sub-optimal freight 
and passenger traffic, and fewer financial resources. This again feeds the vicious cycle of 
under-investment.

This cycle must be put to an end. Once it does, the gains to the economy will be immense: 
better services, improved connectivity for all citizens including the poorer segments of our 
society, lower costs and improved competitiveness. Investment in the Railways will have a 
large multiplier effect on the rest of the economy and will create more jobs in the economy 
for  the  poor.  Investment  in  Indian  Railways  is  also  necessary  for  environmental 
sustainability and well-being of future generations. 

But in fact, what the Railway minister contrarily proposes to do is to continue to starve the Railways of 
public sector investment. His purpose, more or less in continuity with that of his predecessors, is to 
prepare  the  Railways  for  the  takeover  of  its  profitable  segments/activities  by  the  private  sector, 
including by foreign investors. In case any loss-making routes/activities are to be transferred to the 
private sector, they will be ensured an attractive Government subsidy (which is called ‘Viability Gap 
Funding’ when it is given to the corporate sector).

Such a cannibalization of the Railways would come at a heavy price to the economy as a whole. Rail 
privatization in the U.K. since the mid-1990s is the outstanding case, an unmitigated disaster. After 
privatization, the British railways have been subjected to extreme fragmentation (with an estimated 
2,000 firms involved in maintaining trains[2]), steep fare hikes (the British pay the highest rail fares in 
the world), underinvestment (the most crowded trains in Europe, closure of thousands of stations and 
hundreds of routes,  and sharp deterioration of rail  safety),  and an increase in State  subsidy to the 
railways to five times the level prior to privatization.[3]

The significance of rail transport

As we said, even the most eager privatizers do not dispute the importance of rail investment. Recall the 
enormous advantages of rail over road transport: Road transport consumes four to 10 times the energy 
consumed by rail transport to transport a tonne of freight one kilometre (i.e., net tonne-kilometre, or 
NTKM).[4] (Road therefore costs Rs 2 more/NTKM and Rs 1.6 more/passenger-kilometre [PKM] than 
rail.) Road’s carbon dioxide emissions are more than double those of rail per NTKM, and almost five 
times per PKM. Accident costs are eight times higher for road freight, and 45 times higher for road  
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passenger transport.[5]

Despite the obvious economic, social, and environmental benefits of rail transport, actual investments 
by successive Indian governments have moved in the opposite direction. The share of rail in transport 
sector Plan expenditure fell from a peak of 66-67 per cent in the Second (1956-61) and Third (1961-66) 
Plans to just 30 per cent by the Eleventh Plan (2007-12). As a result of this famine of investment,the 
Railways are unable to meet demand on many routes. On the High Density Network (between major 
metropolises), 189 of a total 212 sections have already reached saturation[6], with 141 sections having 
levels over 100 per cent. Inadequate investment has also compelled trains to run at an average speed of 
60-70 kmph, less than half what is possible even with the technology already available with the Indian 
Railways (IR). Freight trains in India run at an average speed of 24-25 kmph.[7]

Over the years, the Railways’ share of freight tonnage has fallen from 89 per cent in 1951 to 30 per 
cent in 2007-08. (Its share of passenger transport has fallen from 74 per cent in 1951 to just 13 per cent  
in 2004-05, with the difference accounted for by the rise of road transport.) A RITES study calculated 
that the irrational distribution of freight flows over different modes of transport could have cost the 
Indian economy Rs 38,500 crore in 2007. A McKinsey study went further, and put the loss at 4.3 per 
cent of the country’s GDP; it argued that if the current trajectory continued, the loss would rise to 5 per 
cent of the GDP by 2020.[8]

The question is:  since the economic and environmental benefits of rail  are not in dispute,  and the 
demand for rail services is so great that IR is not able to meet it, what is preventing the Government 
from making the necessary investments? In answer to this question, report after report repeats the same 
refrain: “the Government lacks the necessary funds.”

[1] Of course, this was not the case with the introduction of railways in India under British rule, when 
equipment, even rails and fishplates, were imported.

[2] Brendan  Martin,  “British  rail  privatisation:  What  went  wrong?”, 
http://www.publicworld.org/docs/britrail.pdf

[3]See,  for  instance,  “Help  fight  fare  rises  and  push  for  railwayrenationalisation”,  Neil  Clark, 
Guardian,  2  January  2012; 
http://www.theguardian.com/commentisfree/2012/jan/02/farerisesrailwaynationalisation;  “Privatised 
rail  will  remain  a  gravy  train”,  Philip  Inman,  Guardian,  4  July  2011, 
http://www.theguardian.com/business/2011/jul/04/eastcoastrailprivatisationvirgin;  “Rail  privatisation 
has failed – and the NHS is hurtling down the same track,” Oliver Huitson, Guardian, 10 March 2012, 
http://www.theguardian.com/commentisfree/2012/mar/10/railprivatisationfailednhs

[4] Because of the lower surface friction and lower wind resistance.

[5] National Transport Development Policy Committee (NTDPC), India Transport Report, 2014, vol. 
III, p. 8.

[6] That is, line-capacity utilization levels over 80 per cent. The optimum level is considered to be 80 
per cent, as smooth running of trains requires some slack in line-capacity utilization to absorb and 
recover from unforeseen disruptions. Ibid., p. 13.

[7] Economic Survey 2015-16, p. 94.

[8] NTDPC,op. cit., p. 25.
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Part II: Debroy Committee: Campaigner for privatization 

The latest, and brashest, exponent of the view that the Government lacks funds, and hence must turn to 
private finance, is the Bibek Debroy Committee on the Railways. The Committee submitted its final 
report in June 2015.[1] Unusually, it contained no member of the Railway Board; of its eight members, 
only  one  had  a  Railways  background  (a  retired  financial  commissioner  of  the  Railways);  others 
included a former corporate chief and a former managing director of the National Stock Exchange.

The Committee’s interim report, released in March 2015, unabashedly sang praises of privatization:

A market  economy in  a  free,  democratic  society  is  based  on the  principles  of  choice, 
competition and autonomy. Choice enhances the lives of ordinary people by giving them 
freedom to choose between competing sellers. Competition between providers of services 
like the Railways, lowers costs and prices, improves customer service, spurs innovation and 
optimizes the resources of society. Autonomy leads to accountability and efficiency and 
improves the lives of employees….

In pursuit of these fundamental principles, country after country has broken the monopoly 
of its state-owned railways.  The results of these efforts have been spectacular… services 
have  improved,  customers  are  empowered  and  happier,  balance  sheets  of  the  railway 
companies are stronger, and the state no longer carries the financial burden of subsidies. 
This experience has also disproved the old myth that the Railways are a natural monopoly. 
(emphasis added)

And so on, in this vein, for several more pages. This syrupy hymn to markets has been dropped in the 
final report, and the related matter now appears in an edited form as Chapter 7. Now both Debroy and 
the Railway Minister are at pains to clarify that they do not propose privatization; they are merely 
endorsing “private entry”. The report says:

It needs to be understood that this Committee does not recommend privatization of IR. It 
does, however endorse private entry, which is not ab initio (i.e., from the start) but ab hinc 
(i.e., henceforth) – as this is already part of the accepted IR policy – with the proviso of an 
independent  regulator.  This  Committee  prefers  use  of  the  word  liberalization  and  not 
privatization or deregulation, as both the latter are apt to misinterpretation.

However, this is mere sleight of words. The report chooses to define “privatization” very narrowly, to 
mean only sale of shares in the IR to private parties; this alone it does not recommend.[2] In every 
other respect the report would like “private entry” – in the construction of infrastructure; manufacture 
of wagons; maintenance of locomotives; joint ventures with private firms for the development of land 
or other  real  estate  owned by a  Railway;  contracts  for operations  and maintenance of  a  particular 
activity, or even an entire Railway; leasing of fixed assets to a contractor with freedom to decide all  
aspects,  including  staffing  and  management;  and  so  on.  The  report  even  envisages  private  firms 
carrying out ticket sales, ticket inspection, and railway security. The form it prefers most is for the 
private firm to “have complete responsibility for procuring and operating a train or constructing and 
operating  a  physical  infrastructure  (such as  terminal  or  laying of  tracks),  and financing necessary 
investment at its own risk,” but other forms devoid of risk to private capital too are welcomed. In brief, 
the B proposes that,  while keeping the shell  of the Railways in the public  sector,  more and more 
activities of the Railways should be run by the private sector.
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In one sense Debroy and co. are correct: the policy of encouraging “private entry” is not new. The 
Government has been attempting since 1992 to attract private investment in wagons, container trains, 
special  freight  trains,  automobile  freight  trains,  private  freight  terminals,  and  dedicated  freight 
corridors. But the response has been poor, presumably because the returns are not attractive enough in 
the available  schemes.  In August 2014, the Government  permitted foreign direct  investment  (FDI) 
inconstruction, operation and maintenance of high speed train projects, dedicated freightlines, rolling 
stock, including train sets, signaling systems, and freight terminals.

However, says Debroy, “foreign investment will not come under the present scenario. It will come only  
if the Railway sector is reformed along the lines discussed in this Report and the change in incentives 
and structure as proposed in this Report are put in place. The Railway sector will then become worthy 
of foreign investmentin ancillary production units, terminals, signaling, logistics and the operation of 
trains.”  (emphasis added)  In other words,  the purported objective of improving and expanding the 
Railways is now subordinated to the objective of becoming worthy of foreign investment; the ‘reforms’ 
are designed for the latter objective.

‘Reforming’ railway accounts – for private investors

In order to convince private investors of the attractiveness of the returns on investment in particular 
activities, Debroy calls for a change in the accounting system of the Railways. It is quite possible that 
the accounting system of the Railways needs changes, but the objective with which Debroy wishes to 
do so is quite otherwise, and very specific:

The accounting system followed by IR (Indian Railways) served the objectives for quite 
some time. Those were the days when external funding support to IR came almost entirely 
from the General Revenues of the Government in the form of Gross Budgetary Support…. 
With  its  infrastructure  needs  growing,  and  constraints  on  budgetary  support  from  the 
Government not likely to ease in the foreseeable future, the compulsion of IR to attract 
private investment in diverse forms shall only increase. Whether it is asset creation through 
the PPP mode, or through FDI or any other mode, including loans from multilateral funding 
agencies, the investors would need to be provided appropriate levels of comfort if big ticket 
infusion of capital  in the Railway sector  has to be facilitated…. Unless the accounting 
procedures  of  IR  are  transparent  and  intelligible  to  all,  external  investors  cannot  be 
expected to put in money.

And so the report recommends that the accounting system be changed to provide data as could reveal 
the profitability of different operations and routes/sections. Eventually, each activity could be organized 
as a separate profit centre, up to the level of a train. This would help private investors cherry-pick 
profitable activities in which to invest, or, alternatively, demand State subsidies for carrying out those 
activities.

The  burden of the unprofitable, or less profitable, activities would of course remain with the public 
sector. A White Paper by IR in February 2015 estimated the social service obligation of the Railways 
(by carrying passengers and goods below cost)  at  Rs 25,000 crore.[3] A Committee of Secretaries 
recommended reimbursement of this cost by the Government, but nothing has come of it. However, if 
any such activity  is  transferred to the  private sector,  the State  will  certainly wake up and provide 
“reimbursement”, i.e., subsidies.

Incidentally, if we accept the White Paper estimate of the Railways’ social service obligation, it means 
that there is virtually no net budgetary support from the Government for the Railways’ annual Plan. The 
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2015-16 Railway Budget projects Gross Budgetary Support at Rs 40,000 crore. However, in the same 
period,  Railways are  budgeted  to  pay the  Government  a  ‘dividend’ of  Rs  10,800 crore  on earlier 
investments, and bear the above-mentioned social service obligation of Rs 25,000 crore, leaving a net  
support of just Rs 4,000 crore from the Government. This is to be set against a projected investment in 
2015-16 of Rs 1,00,000 crore.

 

[1] The official name is “Report of the Committee for Mobilization of Resources for Major Railway 
Projectsand Restructuring of Railway Ministry and Railway Board.”

[2] It does, however, recommend sale of IR shareholding in 13 IR undertakings – e.g.,  CONCOR, 
RITES, IRCTC, IRFC, etc.

[3] The White Paper does not explain how this calculation was made.
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Part  III  :  ‘Fiscal  constraint’,  fake  alibi  for  inviting  foreign 
capital
June 30, 2015 by rupeindia 

The Bibek Debroy Committee on the Railways[1] pleads the Government’s financial stringency as an 
alibi for turning to private and foreign capital: “With Government funding getting thinner on account of 
the  Government  itself  being  hamstrung  for  resources,  …IR has  little  option  but  to  look for  non-
government sources of funds for investment.”

In  his  2015-16  Railway  Budget  speech,  the  Railways  minister  projected  a  seemingly  ambitious 
programme,  of  investing  Rs  8.5  lakh  crore  over  the  next  five  years,  with  the  help  of  not  only 
multilateral  agencies such as the World Bank and Asian Development Bank,  but also international 
financial investors:

…the scale of our investment needs is such that it will require us to seek multiple sources  
of  funding….  For  financing  remunerative  projects  through  market  borrowings,  it  is 
intended to tap low cost long-term funds from insurance and pension funds, multilateral and 
bilateral  agencies  which  can  be  serviced  through  incremental  revenues.  Railways  will 
create new vehicles to crowd in investment from long-term institutional investors and other 
partners.

Debroy points out that foreign investors such as international insurance companies and pension funds 
will need to be provided assurance that they are not lending to the Railways as a whole, but to specific,  
profitable projects which have to be isolated financially from the rest of the Railways: “owing to the 
historical baggage of a large shelf of projects riddled with time and cost overruns and continued piece 
meal allocations, IR needs to change its investment strategy through ring-fenced investments in High 
Yield Projects.”

In order to attract foreign investors, a list of projects has already been drawn up which will quickly 
yield  revenues.  The  Railway  minister  said:  “In  the  next  five  years,  our  priority  will  be  to 
significantlyimprove capacity on the existing high-density networks.Improving capacity on existing 
networks is cheaper. There are no major land acquisition issues and completion time is shorter.” The 
2015-16 Railway  Budget  introduces  the  term “Extra-Budgetary  Resources  (Institutional  Finance)”, 
targeting the raising of Rs 17,136 crore from foreign investors for accelerating completion of capacity 
augmentation projects.

Bogus argument of lack of funds

The  entire  argument  of  the  Railway  minister,  the  Debroy  Committee,  and  several  similar  past 
committee reports[2] revolves around the claim that the Government does not have the funds. This is a 
bogus argument, which has not become any truer through repetition. As has been widely pointed out, 
the Government lavishes very large subsidies on the corporate sector and wealthy individuals in the 
form of tax concessions. In 2014-15 the revenue forgone on direct taxes alone was over Rs 1,00,000 
crore (Rs one trillion), or the size of the entire Railway Plan for 2015-16. (The size of excise duty and 
customs duty concessions, net of export promotion schemes, was another Rs 4,50,000 crore, or Rs 4.5 
trillion.) As pointed out in Aspects no. 54, India’s tax revenues, as a percentage of GDP, are far below 
the average for developing countries, even sub-Saharan countries.[3] In other words, the Government 
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does not have the funds for investment because it does not wish to tax the wealthy.[4]

Another revealing comparison: India’s military expenditure in 2015-16 is budgeted at Rs 3.1 lakh crore 
(Rs 3.1 trillion); military capital expenditure alone (i.e.,  purchase of weapons) is nearly Rs 95,000 
crore, or about the size of the Railway Plan.[5] So the plea of “lack of funds” is actually a choice of 
where to spend.

In the last  decade,  under the same alibi  of lack of funds,  India has seen a frenzy of PPP activity.  
According to World Bank data, India led the world in PPP activity between 2006 and 2012. By end 
December  2012,  it  had  over  900  PPP projects  in  the  infrastructure  sector,  at  different  stages  of 
implementation. The 12th Five Year Plan (2012-17) projected that the share of the private sector in 
infrastructural investment would rise from 36 per cent in the previous Plan to 48 per cent. But India has 
also witnessed perhaps the most scandals regarding the terms of PPPs, and, more broadly, the entry of 
private investors in spheres earlier reserved for the public sector. Indeed, private airports, coal mining 
(power), and natural gas exploration have been the subjects of critical reports by the Comptroller and 
Auditor General.

As the economy slowed down further and further since 2010, and the revenues from PPP projects 
appeared less attractive, private investors stopped work on these projects. Latest World Bank data show 
that private infrastructural investment in India thus fell every year after reaching record levels in 2010, 
including a 76 per cent drop in 2013 from the average of the previous five years.[6] Evidently, the 
earlier surge of PPPs was a speculative financial binge fuelled by the easy availability of credit from 
public sector banks, on Government direction.

A Reserve Bank deputy governor said that the funding for the PPPs had come so largely from the 
public sector banks, rather than the promoters’ pockets, that “the ‘Public-Private partnership’ has, in 
effect,  remained a  ‘Public  only’ venture”.[7] So much for  the  claim that  the private  sector  would 
provide the funds.

The official  Economic Survey 2015-16  provides very revealing data and comments in this regard. It 
shows that stalled projects, with a total value of 7 per cent of GDP, are overwhelmingly in the private 
sector (54 such PPPs in the power sector alone). It also shows that the main reasons for the stalling of 
private sector projects are “unfavourable market conditions” and “lack of promoter interest”. Heavily 
laden with bank debt, the stalling of these projects has in fact led to a steep rise in public sector banks’ 
bad loans  and ‘re-structured’ debt.  In  the  Survey’s  words,  “Perhaps contrary to  popular  belief,  the 
evidence points towards over-exuberance and a credit bubble as primary reasons (rather than lack of 
regulatory clearances) for stalled projects in the private sector.”[8] The fact is, since private promoters 
have put up little of their own cash, they have little incentive to revive these projects as long as demand 
does not pick up. Infrastructural development has been held hostage to the revival of the economy, 
presumably with a fresh bubble.

Moreover, private investment does not come cheap. A 2012 study revealed that, in the U.K., using 
public-private partnerships in the transport sector has entailed a considerably higher cost of finance 
than if these services had remained in the conventional public sector. In theory, PPPs are meant to 
transfer business risk from the public sector to the private sector, which is rewarded accordingly. But in 
practice, the risk is transferred from the private firms to their workforce and to the public as tax payers 
(in the form of higher State subsidies to the private firms) and as users (in the form of higher rail  
tariffs). The beneficiaries are the banks who provide the finance and the private firms, both of whom 
are  shielded from public  scrutiny.[9] Sizeable  sums are  also  spent  on legal  fees  and payments  to 
financial advisors.

According to a Financial Times investigation of 2011, “The [U.K.] taxpayer is paying well over £20bn 
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in ‘extra’ borrowing costs – the equivalent of more than 40 sizeable new hospitals – for the 700 projects 
that successive governments have acquired under the private finance initiative [the British term for 
PPP]…. In addition, lawyers, financial and other consultants have earned a minimum of £2.8bn and 
more likely well over £4bn in fees over the past decade or so getting the projects up and running.”[10]

Railway investment multiplier and tax revenues

The arguments about the paucity of public finance, and the compulsion to turn to private finance for the 
Railways, can also be punctured in another way: by estimating the impact of railway investment on tax 
revenues. Unusually for an official document, the latest  Economic Survey argues that, in the current 
situation, the private sector cannot be expected to drive investment, and so “public investment may 
need to step in to recreate an environment to crowd-in private sector investment in the short term.” [11] 
The sector which the Economic Survey promotes for such public investment is the Railways. It uses the 
concept of the ‘multiplier’, that is, the eventual rise in the GDP as a proportion of the initial rise in  
spending. (For example, if the Government were to spend an additional Rs 100 on building a road, and 
those who received this income in turn spent part of it on various goods and services, and those who 
received that in turn similarly spent part of it, the eventual amount of expenditure would be larger than 
the initial Rs 100. If the eventual figure, inclusive of the first Rs 100, is Rs 200, the fiscal multiplier is  
2.)

According to the Survey’s calculations, the strong backward linkages (demand pull from other sectors) 
of the Railways with manufacturing and services means that increasing railway output by Re. 1 would 
increase output in the economy by Rs 3.3. It notes that “This large multiplier has been increasing over 
time, and the effect is greatest on the manufacturing sector. Investing in Railways could thus be good 
for ‘Make in India.’” The Survey in addition argues that, since there are sectors where railway services 
are an input to production (forward  linkages), “A Re. 1 push in railways will increase the output of 
other sectors by about Rs. 2.5…. Combining forward and backward linkage effects suggests a very 
large multiplier (over 5) of investments in Railways.” (emphasis added)

If this is so, let us assume the Government provides the Railways Rs 1,00,000 crore (Rs one trillion, or 
the size of this year’s Railway Plan) as Gross Budgetary Support, for investment in the Railways. Let 
us say the Government borrows this entire sum; the current rate of interest on long-term Government 
borrowings is less than 8 per cent. Given a multiplier of 5 for Railways investment, this would result in  
the  GDP eventually  (over,  say,  five  years)  rising  by  Rs  5,00,000  crore.  If  we  take  the  Central 
Government’s net tax revenues to be 9 per cent of GDP (as projected for 2015-16), annual tax revenues 
would rise over this period by Rs 45,000 crore. In other words, even ignoring any additional revenues 
to the Railways that would result from these investments, the  additional tax revenue to the Centre  
would more than pay for the costs of borrowing.

This underlines once more that, given the role of the Railways, it harms the economy if they are viewed 
them in a narrow commercial frame, as a mere source of profits (which have then to be at least as 
attractive as the profits in other investment opportunities for private capital). However, it is clear that 
the rulers  are  determined to present  them in precisely such a  narrow frame,  so as  to  obscure the 
alternatives and ram through their agenda. It should be opposed, not only by rail workers, but by the 
general public.

 

[1] The official name is “Report of the Committeefor Mobilization of Resources for Major Railway 
Projectsand Restructuring of Railway Ministry and Railway Board.”
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[2] For example, the NTDPC, cited in footnote 3.

[3] “The Fiscal Deficit Bogeyman and His Uses”, Aspects no. 54. The average “General Government 
Revenues” for advanced economies during 2007-11 was 36.7 per cent of GDP; for emerging market 
and developing countries, 27.9 per cent; for sub-Saharan Africa, 27 per cent; and for India, 18.5 per 
cent.

[4] Nor should one forget the Railways’ own subsidization of the private corporate sector by illegally 
under-pricing carriage of iron ore destined for export, a scam that cost the organization over Rs 29,000 
crore, according to the Comptroller and Auditor General. Such a scam would have been inconceivable 
without  a  go-ahead  from  the 
top. http://www.saiindia.gov.in/english/home/Our_Products/Audit_Report/Government_Wise/union_au
dit/recent_reports/union_performance/2015/Railway/Report_14/14of2015.pdf

[5] See Aspects no. 61, pp. 5,7.

[6] http://ppi.worldbank.org/explore/ppi_exploreCountry.aspx?countryID=152

[7] K. C. Chakrabarty, “Infrastructure Financing by Banks in India: Myths and Realities”, RBI Bulletin, 
September 2013.

[8] Chapter  4,  vol.  I.  Despite  this,  the  Economic Survey dogmatically  asserts:  “The private  sector 
remains key to rapid delivery of high quality infrastructure. Restructured PPP frameworks will revive 
their interest in infrastructure and bring in funding from pension and insurance funds.” (p. 76)

[9] Jean Shaoul, Anne Stafford, Pam Stapleton, “The Fantasy World of Private Finance for Transport 
via Public-Private Partnerships”, paper prepared for a Roundtable of the International Transport Forum, 
September 2012.

[10] Nicholas  Timmins  and  Chris  Giles,“Private  finance  costs  taxpayer  £20bn”,  Financial  Times, 
August 7, 2011.

[11] Economic Survey 2015-16, vol I., p. 67.
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