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Seventeenth Report of the Estimates Oommittee on the Ministry 
of Rallways-OperaUon on Indian Railways. 

Page 3.-Para 5, 31'd line: for "effected" read "affected". 
Page l5.-Para 49, 7th line: for "Board" read "Broad". 
Page l7.-Para 57, 3rd line from bottom: for "0" read "to". 
P.£.ge l8.-Para 62, 3t-d line: for "Central Railways" read 

"Central Railway". 
Page 18.-Para 62, 4th line: for "Eastern Railways" read "Eastern 

Railway". 
Page l8.-Para 63, 2nd line: for "trEIllS" read "trains". 
Page 19.-Para 65, 12th line from bottom: insert "." after 

"traffic". 
Page 24.-Para 75, 11th line: fr .... "453" read "463". 

Page 24.-Para 75, 11th line: for "1952-53" read "1942-43". 
P<=ge 27.-Para 83, (iii), 16th line: for "Poona-Bubli" read 

"Poona-Hubli". 
Page :ro.-Para 92, 6th line: for "tht" read "the". 
Page 35.-Para 100, 8th line: for "195" read "1954-55". 
Page 36.-Para 107, 2nd line: fOT "cantact" read "contact". 
P.el~e 42.-Para 124, 16th line: for "Administration" read 

., Admmistrations". 
Page 48.-Para 141, 13th line: insert "non" between "qua" and 

"for". 
Page 55.-Item 48, 8th line: for "repurcussions" read "repercus 

sions". 
Page 57.-Item 63, 1st line: for "arro" read "arrow". 
Page 57.-Item 65, 1st line: for "provisions" read "provision". 
Page 60.-Column headings, 3rd column: insert "%" after "trains" 
Page 60.-Column 5, 1952-53: for "98'60-85'QOt" rea( 

"85·00-98·60t". 
Page 66.-1lth line: for "(Upto 23/24)" read "Upto 23/4)". 
Page 69.-Column 5, last line: for "166" read "266". 
Page 73.-4th line from bottom: for "nad" read "and". 
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INTRODUCTION 

I, the Chairman of the Estimates Committee, having been autho­
rised by the Committee to submit the Report on their behalf, present 
this Seventeenth Report on the Ministry of Railways on the subject 
"Operation on Indian Railways". 

2. During· the tours of the Sub-Committees, frequent represen­
tations were received from the representatives of trade and indus­
try that the rail transport a,vailable was very much inadequate to 
the needs with the result that the traffic was frequently held up 
seriously. The Committee, therefore, decided to give their prior 
attention to the question of the availability of rail transport in the 
country and operation of Indian Railways in general. This Report 
embodies the conclusions of the Committee on the Opera'tion on 
Indian Railways. 

3. The Committee wish to express their thanks to the Chairman 
and Members of the Railway Board and other Officers of the Minis­
try of Railways for placing before them the material and information 
thai they wanted in connection with the examination of the esti­
mates. They also wish to thank the representatives of the Federa­
tion of Indian Chambers of Commerce and Industry, New Delhi, 
the All India Manufactureres' Organisation, Bombay, the All India 
Federation of Transport Users' Associations, Bomba'y, the National 
Federation of Indian Railwaymen, New Delhi, Shri H. N. Kunzru, 
M.P., Shri Shanti Prasad Jain and Sarvashri L. P. Misra, 
K. C. Bakhle, I. S. Puri, V. P. Bhandarkar and B. B. Varma for 
giv:ng their evidence and making valuable suggestions to the 
Committee. 



I 
INTRODUCTORY 

In a way, Railways are like a business concern, which manu­
factures and sells the commodity called "transport". The manufac­
ture of this commodity is .an extremely complicated affair, because 
the factory in which it is manufactured consists of the entire railway 
line of about 34,000 miles. The workers in this factory consist of 
about ten lakhs of railway employees, who are spread over the 
entire railway line from one end of the country to the other. In 
nC? other business concern or Government activity are the full 
eo-operation and joint effort of all the employees so vital as in the 
ease of Railways. If a token porter, (working at a small road-side 
station) who is at the lowest rung of the ladder in the employment 
of the Railways, delivers a wrong token through mistake to a 
passenger train waiting at a station, it might result in a serious 
accident which may cost loss of life and property and affect the 
Railway communications for a long time. This would also naturally 
affect the manufacture of the commodity call~ "transport", i.e. it 
would have adverse repercussions on the movement of traffic. These 
particular as~cts requ4'e also to be bome in mind while discussing, 
debating and deciding the issues affecting the rail communications. 

2. During the study-tours of the Sub-Committees of the Com­
mittee, complaints were received albout the inadequacy of rail 
transport and fears were expressed that unless proper provision was 
made for adequate rail transport, progress of trade and industry 
in .tlhecouritry would suffeT aseMOUS set-back. The Committee, 
therefore, decided to give their prior attention to the rail transp'ort 
situation with·a view to make a correct asSessment of the availability 
()f rail transport vis-a-vis the country's requirements. 



II 
OPERATION OF PASSENGER TRAFFIC 

A. Introduction 

3. Apart from the business and trading community, an average 
citizen comes into contact with the -Railways, when he has to under­
take a journey by rail from one place to another. He, therefore, 
normally judges the performance of the Railways from the point of 
view of the punctuality with which these passenger trains run, the 
speed at which he is transported from one place to another, the 
comforts he gets during his travel and the amount he has to pay 
for securing the travel. Each of these aspects of passenger trains 
will be discussed separately. 

B_ Passenger train punctuality 

4. Attached to this Report are Appendices II and III containing 
the percentage of passenger and mixed trains not losing time on 
Ind:an Railways for Broad Gauge and Metre Gauge separately 
during the years 1935-36 to 1953-54. 

These figures broadly reveal that the deterioration in passenger 
train punctuality, which had set in during the War period has been 
arrested and improvement effected during the post-War period; but 
the best figures of punctuality achieved during the pre-War period 
have not yet been attained. For instance, in the case of Broad Gauge. 
the highest percentage of punctuality achieved for all trains was 
87.3 in 1935-36, whereas the figure for 1953-54 is 81.63. In the case 
of mail and important through 4'ains, the percentage of the highest 
punctuality in trains was 81.9 during 1935-36, whereas in 1953-54, it 
was 74.79. As a matter of fact, the performance in 1953-54 showed 
a marked deterioration over the previous year, when the correspond­
ing figure was 77.49. Similarly, in the case of Electric suburban 
trains of the Western and Central Railways, the best percentage 
attained was 95.1 in 1935-36 as against 81.69 in 1953-54. Here again 
the performance during 1953-54 showed a deterioration over the 
previous year, when the figure was 84.58. In the case of other 
passenger trains, the percentage in 1953-54 was 78.71 as compared to 
85.3 during 1935-36. 

5. These figures would further indicate that there is considerable 
scope for improving the punctual running of trains and the Com­
mittee would suggest the following targets for early attainment: 

All trains 90?£, 
Mail and important through trains 85% 
Electric Suburban trains 95% 
Other passenger trains 90% 

2 
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The Committee do not wish to comment upon the punctuality 
of mixed trains, because such trains have to perform shunting and 
their punctuality is likely to be effected by the amount of shunting 
required to be done en route. The Committee would, however. 
suggest that, as far as possible the running of mixed trains should 
be avoided. 

6. The Committee have noticed that there are more than 1700 
miles of track under engineering restrictions due to arrears of 
replacement of rails and sleepers, and that this is a factor, which is 
militating against better punctuality and better speeds. They 
recommend that early steps should be taken by the Railway Ministry 
to wipe off these arrears. 

C. Speeds of passenger trains 

7. Attached to this Report are Appendices IV. and V containing 
the overall average speed for the entire run of the mail trains_ in 
the time-table current from 1st April, 1955, for Broad Gauge and 
Metre Gauge separately. 

These figures reveal the following interesting features: 
Broad·Gauge sections: 

H. There are wide fluctuations in the overall speeds of mail trains 
running over different sections. The best speed is that of 31 Dn. 
Frontier Mail between Bombay Central and Delhi, the speed being 
38'2 m.p.h. The overall speed of the same train in the opposite 
direction is, however, 35.6 m.p.h. The question of bringing the speed 
to the same level as that of the corresponding train in the opposite 
direction needs to be carefully examined. The slowest overall 
speed is of Madras Mail between Madras Central and Bombay V.T., 
the figure being 23.9 m.p.h. The speed of the corresponding train 
in the opposite direction is 25 m.p.h. The Committee consider these 
speeds to be very low for a 'mail tra:n'. As a matter of fact. it is 
lower than the speeds of some of the mail trains on the Metre-Gauge 
sections. 

Metre-Gauge sections: 
9. (i). The overall speeds of mail trains on the Metre Gauge 

sections are generally lower than those on the Broad Gauge sections, 
as is to be expected. 

(ii) The overall speeds of mail trains on Metre-Gauge sections 
also fluctuate widely as in the case of Broad-Gauge sections. The 
slowest overall speed on the Metre-Gauge section is that of 330 Dn. 
between Ahmedabad and Bhavanafar (15.6 m.p.h.). the fastest 
speed of a mail train being that 0 301 Up. between Katihar and 
Lucknow (27 m.p.h.). 

10. The Committee understand that . the following proposals are 
under consideration of the Railway Ministry in this connection: 

(i) The booked speed of 61/62 mail train would be increased on 
the Northern Railway portion by (a) strengthening of track, (b) 
improvement of standard of inter-locking and (c) provision of 
superior type of ash pits. 

(ii) Proposals to improve track, bridges and inter-locking to 
increase maximum permissible speed over the Go)",.) .. 1 Region have 
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bee.n formulated. With these. improvements an inc~ease is anticipat­
ed m the average speed of trams 1D the Gondal Region of the Western 
Railway. 

! (iii) There is a proposal to raise maximum permissible speed on 
Lucknow-Katihar section to 60 m.p.h. When this becomes possible, 
the speed of mail trains will be increased. 

The Committee recommend that these proposals should be imple­
mented expeditiously, so that their results would be reflected in 
the time-table to come into force from 1-10-1956, if not earlier. 

11. The Committee were rather surprised to note that even on 
the main route over which the Grand Trunk Express passes, there 
are sections containing non-interlocked stations which require the 
trains to be slowed 'down to 10 m.p.h., while passing through such 
stations. The Committee desire that early steps should be taken to 
make such stations fully interlocked. 

12. The Committee also recommend that the Railway Board should 
undertake a systematic review of the overall speeds of mail trains 
throughout the country and incorporate schemes in the Second Five 
Year Plan with a view to ensure that the overall speeds of mail trains 
do not remain below 35 m.p.h. in the case of Broad-Gauge trains and 
not below 30 m.p.h. in the case of Metre-Gauge trains. These targets 
can be easily achieved witlJ,out exceeding the maximum permissible 
~eed of 60 m.p.h. for the Broad Gauge track and 45 m.p.h. for the 
Metre Gauge track. As a matter of fact, the speeds in excess of the 
target suggested have already been achieved for several mail trains 
on Broad Gauge sections within the overall maximum permisSible 
speeds, which are at present operating on Indian Railways. 

13. Even in regard to the maximum permis9ible speed-limit of 
60 m. p.h. for Broad Gauge track, and 45 m.p.h. for Metre Gauge track, 
the Committee feel that this limit is on the low side, especially when 
it is compared with the maximum permissible speeds laid down in 
_me Gf Jth~ foreign countrlss, t~ figures for whicb are given below: 

1. (i) U.S.A. with steam engines and 
repeated signals 

(ii) With steam engines and without 
repeated signals 

(iii) With diesel electric engines 

2. United Kingdom 
3. Canada 
4. France 
5. Germany 
6. Switzerland 

90 m.p.h. 

75 " 
... Over 100 " 

85 " 
85-90" 
85 " 
75 " 
75 " 

14. Any substantial increase in the maximum permissible speed 
over the main line routes will need considerable strengthening of 
the track in the form of (i) heavier rails, (ii) heavier ballast and . 
(iii) increased density of sleepers. This is likely to cost heavy e~· 
penditur~ and the Committee, therefore, do not recommend th1S 
course for the present. They were, however, glad to learn from the 
Chairman, Railway Board that it might be possible to increase the 
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maximum permissible speed over the main line routes to a certain 
extent by improved maintenance and Without incurring heavy 
expenditure. It is worth noting here that the coaches that are being 
produced in the country would run safely at 80 m.p.h. The Com­
mittee were informed that the Director, Research Centre, Lucknow, 
had been asked to examine the question of increasing thE' speeds of 
mail trains on certain main routes. After examining the obstacles in 
the way of attaining higher speeds in certain main routes like Delhi 
to Madras, Delhi to Bombay and Delhi to Calcutta and also some 
of the branch lines, a clear picture would be presented to the Com­
mittee by the Railway Board and the Committee shall comment upon 
it :n their subsequent Report. 

15. Pending decision about increase in the maximum pennissible 
speeds, there is another direction in which there is some scope for 
improving the overall speeds, viz., reducing the number of stoppages 
en rou.te on these long distance trains and also curtailing the halts 
provided at big stations. The Committee were informed that some­
times pressure was brought to bear from various quarters for intro­
ducing additiooal stoppages at comparatively small stations even on 
long distance mail and important trains. The Committee are of the 
opinion that such pressure should be resisted in the interest of long 
distance passengers. In regard to the halts of important trains at big 
stations, the Committee would suggest that a systematic review 
should be taken by the Railway Administrations to see as to what ex· 
tent these halts can be curtailed. To mention only one instance as a 
random sample, it would be seen that 1 Up Punjab Mail is given a 
halt of 2 hours and 5 minutes at Delhi junction. 

16. In regard to the speeds of passenger trains on branch line 
sections, the Committee find that in many cases these are very low, 
with the result that the train journey by these trains becomes tedious. 
The Committee give here one or two instances at random. The 
passenger train, 4 BBB between Bikaner and Hanumangarh jUbction, 
takes about 111 hours to cover a distance of about 150 miles. The 
maximum permissible speed on this section is 40 m.p.h; but the booked 
speed is only 21 m.p.h. Similarly on the section, Fatehgarh to Kanpur, 
the booked speed of the passenger train, 470 Dn. is 25 m.p.h. though 
the maximum permissible speed is 40 m.p.h. Similarly, boo"kiad 
s})eeds on passenger trains on the Gondal Region are low. The Com­
mIttee appreciate that the speed of a passenger train over any section 
is dependent on a large number of factors, such as the gradient, the 
strength of track, the type of engmes prOVided for the train, tht: 
standard of interlocking provided on the section etc. Yet they do 
feel that there is an urgent need for a systematic review being taken 
by each Railway Administration of the speeds of pa5senger trains 
on branch lines, so that suitable steps may be taken to attain the 
booked speeds of 30 m.p.h. for Metre Gauge and 35 m.p.h. for Broad 
Gauge passenger trains running over a distance of 50 miles. say, by 

, the end of the Second Five Year Plan. This might necessitate 
strengthening of track on some sections and provision of better 
locomotives. The expenditure to be incurred vrould, however, be 
worth while so as to provide for better rail transport to the population 
in the areas concerned. 
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D. Over-erowdiar 
17. The question of the comfort or discomfort of the paseeD~rs 

will be discussed by the Committee under "Passenger Am.enities· in 
their subsequent Report. Here, however, they would confine them­
selves to the problem of over-crowding. 

18. The number of passengers trawlling by the Railways has 
increased tremendously during the War and the post-War period, 
whereas the number of coaches available with the Indian Railways 
has not correspondingly increased with the result that over-crowd­
ing of passenger trains has become a regular feature with the Indian 
Railways. 

19. Attached to this Report is Appendix VI containing the number 
of passengers originating on Class I/Government Railways during the 
years 1938-39 to 1953-54 for Broad Gauge, Metre Gauge and Narrow 
Gauge separately. 

From these figures it will be seen that the total number of pas­
sengers originating during 1953-54 recorded an increase of 140 per 
cent. over the number in 1938-39. 

20. Appendix VII contains a statement giving the total number of 
of passenger carriages (in units) on Class I/Government Railways 
during the same period for Board Gauge and Metre Gauge separately. 

These figures indicate that increase in coaching stock is not 
commensurate with increase in passenger tr,affic, and point to the 
obvious conclusion that the need for building up more coaching 
stock on Indian Railways is imperative. In the meantime, no 
efforts should be spared to make the best use of the coaching stock 
already available (a) by tightening the rake arrangements 
wherever feasible and (b) by reducing the number of coaches un­
der or awaiting repairs. 

21. The question of overcrowding on suburban trains is even more 
serious as will be seen from the figures of suburban traffic given for 
the Central, Western and Southern Railways in Appendix VIII. 

From these figures it would be seen that the number of suburban 
passengers during 1953-54 recorded an increase of 3'28 per cent., 223 
per cent. and 193 per cent. on the Central, Western and Southern 
Railway-s respectively over the corresponding figures for 1938-39 
indicatmg a state of chronic overcrowding in suburban tra'ins. 

22. It is noted that the Railway Ministry has a'ppointed a Com­
mittee to examine the extent of oVeI"Crowdin~ on suburban trains 
and to suggest measures to improve the position. This Committee 
consists only of officials ar retired officials. It would have been 
better if some non-official element were also associated with this 
Committee, so that the point of view of the people actually affected 
by this overcrowding could be ,given due weightage. It is suggest-

• ed that tbris may be done even now. 

23. The Committee recommend that the following 'points should 
also be examined in connection with the overorowding in suburban 
trains: 

(i) Provision of standing accommodation only in some compart­
ments of suburban trains by removing the benches; 
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" 

, 

• 

l · (ii), Reducing the minimum headway between trains to about 3 
minutes against 4 minutes' at Churchgate and 5 minutes at Victoria 
Terminus by improved signalling arrangements as suggested by the 
Indian Railway Delegation tq t~e Sovi~t Rai~ways and other European 
Railways; and .. . 
, '(iii) Staggering the office hours at Calcutta, Bombay and Madras, 

in consultation with the State Governments and the local busineiS 
offices, so that the peak period can be spread out. 

24. The problem of suburban overcrowding is ~ually serious in 
-Calcutta area also. The introduction of additional trams in the subur­
ban area is necessary during the peak hours. It is, however, not 
possible at present to introduce any additional trains during the peak 
hours for the following reasons: 

(a) Want of section capacity 
(b) Want of locomotives 

c' (c) Want of coaching stock 
(d) inadequacy of platforms. 

Electrification of suburban services is the only alternative to 
.overcome these difficulties. The Committee are, therefore, glad to 
note that the scheme of electrification for this :area has already been 
sanctioned and is progressing. ' Electrification of the Howrah­
Burdwan section is expected to be completed by 1957. 

25. It is necessary to introduce more suburban trains on the 
following sections: 

(i) Delhi-Gbaziabad 
(ii) Delhi-Shakurbasti 
(iii) Delhi-Gurgaon 
(iv) Delhi-Sonepat 
(v) Delhi-Okhra. 

But owing to the lack of line capacity and 'berthing difficulties 
at Delhi Main and also due to. shortage of stock and power, it is not 
feasible to do so, at present. It is proposed to remodel Delhi Statirm 
Yard and to increase the line capacity in the Second Plan. In the 
meantime, some relief will be afforded on receipt of some Rail Cars 
which are expected shortly. 

26. The Committee find that additional passenger trains are 'being 
introduced by the Railways every year; yet except the Central and 
Southern Railways the restoration of the passenger train services 
~urtailed during the War has not yet been completed. When these 
services were curtailed due to the exigencies of War, it implied a 
moral responsibility on the part of the Railways to restore them at 
the earliest opportunity. The Committee, therefore, recommend 
that the restor.ation of these services should be given a very high 
priority. The Chairman, Railway Board, has promised to issue 
instructions to all the General Managers to review the position in 
this respect and the Committee hope that as a result of the review, 
all such passenger train services curtailed during the War will be 
restored by 1-10-1956, unless the census figures definitely prove that 
there is no need for such restoration due to the change in the trend 
.of passenger traffic. 



• 27. The question of passen"er fares will be discussed under the 
heading "Commercial Matters' in a subsequent Report. 

£. MiseellaDeoas 
28. Before leaving this question of passenger traffic, the COIU­

mittee would like to refer to three more points, viz. (i) Janata 
E'xpress trains, (ii) Air-conditioned coa.ches for third class passengt'rs 
and (iii) the classes of accommodation to be provided. 

(i) Janata Express trains.-The running of Janata trains exclu­
sively for third class passengers between certain specific points and 
providing sl~eping aCCPm,Qiloda.tion for the nigbt j~r~ys are two 
features which are very much appreciated and the Committee hope 
that these facilities will be progressively extended. They under­
stand that the following proposals in this connection are already 
under consideration:-

(a) Increasing the frequency of the Janata trains, 14 Up. 
and 13 Dn. between Madras and Bombay V.T. from 
bi-weekly to tri-weekly; 

(b) Intr~ing a bi-weekly J:anata between Bombay aRd 
Allahabad and Bombay and Bezwada; 

(c) Introducing Janata Express trains between Bombay Central 
and Delhi; and 

(d) Introducing a Janata Express train between Delhi and 
Ahmedabad (M.G.). 

The Committee recommend that these proI,>osals should be imple­
mented as soon as possible. They also recommend that the ques­
tion of introducing a through Janata Express between Bombay and 
Saurashtra (with suitable connection at the break-of-gauge point) 
and between Bombay and Howrah be examine4, 

(ii) Air-conditioned coaches for th.ird class pasaengers.-The Com­
mittee were glad to learn from the representatives of the Railway 
Ministry that it was their intention to run a completely air-condition­
'ed train between Bombay and Delhi and Delhi and Howrah and 
that the air-conditioned accommodation win be provided even to the 
third class passengers in these trains on payment of a surcharge. 
This experiment will be watched with considerable interest. The 
Committee further recommend thij.t the Research Centres of th~ 
Railways should concentrate on devising some cheap method by 
which some degree of cooling can be effected in the third class 
compartments. Efforts should also be made to provide dust-free 
ventilation in third class carriages. 

(iii) Classes of accommodation to Ibe provided.-Apart from air­
conditioned class, at present three classes of passenger accommoda­
tion are provicWd on Indian Railways, v~. Class I, Class II and 
Class III. One point is worth noting here that while sleeping 
accommodation can 'be reserved in I Class and also in III Class in 
certain trains. no sleeping accommodation is available in the II Class. 
Th~ Committe, were informed t114t this w.~ d~~ to \l1,.e fact tnat 
eventually it was intended to abolish II Class, when adequate sleep­
ing accommodation would be made available in III Class. The 
Committee are in agreement with this proposed arrangement and 
hope that it will be possible to implement it without undue delay. 
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OPERATION OF GOODS TRAFFIC 

A. Introduction 
29. The increase in agricultural and industrial production of a 

country and generally its economic progress are retlected in the 
transport of goods from place to place. As the production of agri­
cultural and industrial products develops the demand for transport 
also naturally increases. In India though there are various means of 
transport such as the Railways, river navigation, the coastal shipping 
and the air transport, major portion of the goods traffic is carried by 
the Railways; and this position is likely to remain for a long time to 
come. As the agricultural and industrial production in the country 
is going up, the demand for rail transport is also increasing rapidly 
and the present position i~ that the Railways are up able to cope up 
with the traffic offered. Unfortunately, in India the development of 
Railways has always lagged behind the requirements of rail trans­
port and this position has not so far been rectified. 

30~ As a matter of interest, we quote below an extract from evi­
dence that was given before the Ackworth Committee during 1920-21 
by Mr. Hindlay, the then Agent of the East Indian Railway: 

"It is impossible to estimate the loss to trade which would be 
brought about by the delay in providing essential faci­
lities and the persistent failure to keep the capacity of 
the lines up to the demand for transportation. The posi­
tion is already so bad that at times the railway has to 
restrict or even entirely to close down the acceptance 
of goods traffic. Only one half of the demand for wagons 
for merchandise can be met. For the past 26 years, there 
has always been the inability to provide transportatic!m 
to the extent demanded and the position is getting worse 
day by day. 

At times when the demands for coal reach their maximum. 
capacity available for ordinary goods is considerably 
less than is required-large quantities of merchandise 

offered for transportation have frequently to be refused. 
Improved facilities are necessary not only on the East 
Indian Railway, but especially on the adjoining lines 
and junctions. In one case, the European oil seed market 
was lost definitely owing to lack of railway transport." 

31. During the course of the tours of Sub-Committees. they re­
ceived numerous complaints about the inadequacy of rail transport 
due to which trade and industry had to suffer a lot. The represen-

• tatives of the Federation of Indian Chambers of Commerce and Indus­
tries during the course of their evidence before the Committee stated 
that there were several instances, where the working hours of the 

, Factories had to be reduced and the production slowed down due to 

I 
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inadequacy of rail transport. The paramount need of extending rail 
facilities for the transport of goods has, therefore to be borne in 
m~d while discussing the operation of goods traffic on the Indian 
RaIlways. As a matter of fact, in an informal talk, the President of 
the Federation of the Indian Chambers of Commerce and Industries 
went ~o the extent of suggesting that one Five Year Plan might be 
exclusively ear-marked for the expansion of the Railway, so that 
the bottleneck of the rail transport is not allowed to hamper the , ... 
economic progress of the country . 

. 32. The Co~ittee. _ar~, .however, glad to note that the represen­
tatives of the RaIlway Mimstry are not complacent about the inade­
quacyof the rail facilities available in the country. In their reply 
to. a 9~est.ion as to when it is expected to withdraw the system of 
pnonties 10 the movement of goods, they replied as under: . 

"As the demands for movement of traffic continue to be far in 
excess of the available rail transport capacity the conti­
nuance of the system of rationing of rail transport is in­
evitable. During the slack season of 1949, when the out­
standing indents had come down almost equivalent to a 
day-and-a-half or two days average loadings in certain 
cases, the rationing of capacity obviously did not have to 
function though the Preferential Traffic Schedule was 
still there. Due to the bookings being thus free, the ap­
plication of the Preferential Traffic Schedule had been 
suspended. The tempo of demands had, however, in­
creased considerably of late; in fact, this year it can be 
said that there has been really no slack season ........... . 
in spite of appreciable increase in the loadings in 1954-55 
and part of 1955-56 so far over. those in 1953-54 the out- .f 
standings have gone up by about 300 per cent. on the 
Broad Gauge and by about 200 per cent. on the Metre 
Gauge. -' The rationing of rail transport is, if anything, 
therefore all the more necessary and difficult." 

33. It will, therefore, be seen that free movement of goods traffic 
by rail remains a distant goal which cannot be visualised in the near 
future. 

B. Coal Loading 
34. Attached herewith are append:ces IX, X, XI and XII giving 

the average daily coal loading figures for the months April, 1951 to 
March 1955 in the Benga] and Bihar coal-fields and other coal fields 
<on the' North-Eastern, the South-Eastern and the Central Railways. 
For the sake of brevity, the Committee will confine themselves to 
comments on the coal loading in West Bengal and Bihar fields on 
the Eastern Railway, especially because this is the major coal 
l:oading area in the country. 

35. Before discussing these figures it has to be noted that all the 
indents for loading coal are received by the Coal Commissioner'S . 
Office and not by the Railways. The distribution system in the Coal . 
Commissioner's Office is ba~d on categorisin~ the indi~dua1 large 
consumers in classes for WhICh there are specIfic sponsormg authori­
ties. e.g., the Textile Commissioner for Textile Mills, State Govern-

11 
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• ments for industries which are not dealt with as Central industries 
tor this purpose etc. The requirement for each class of consumers 
is made up by the sponsoring authority by screening the requirements 
of each individual consumer and arriving at the total. This total 

...ondicates the coal distribution target which is fixed by the Coal Com­
missioner for each month. The Coal Commissioner's target may, 
therefore, be taken as a conservati.ve estimate of the actual demand 
of coal loading. As the Railways are not in a position to meet this 
demand in full without detriment to the movement of other goods 
traffic, the Railway Board fixes upa minimum coal loading target in 
-consultation with the Production Ministry. The minimum coal load­
ing target, therefore, indicates the minimum number of wagons, 
which the Railways undertake to supply as an average daily figure 
for loading coal. In actual practice, however, the average daily coal 
loading figure is in excess of the minimum coal loading target, ·but 
less than the coal distribution target fixed by the Coal Commissioner. 
The difference between the average daily coal loading and the coal 

. distribution target fixed by the Coal Commissioner may, therefore, 
•.. be taken as an index of the short supply of transport for coal indus­

try due to inadequacy of rail transport. 

36. The figures given in Appendix IX furnish the following 
interesting features:-

(i) The average daily loading has invariably been below the 
Coal Commissioner's target; 

(ii) During the 48 months under review from April, 1951 to 
March, 1955, the Railways fell short of the prescribed· 
minimum target during six months; 

(iii) The average daily coal loading during the slack months 
from July to November is normally better than for the 
months, December to June; and 

(iv) The best performance was during the Il,lonth, September, 
1954, when the av,erage daily coal loading reached the 
maximum of 3593 wagons per day. The Coal.commis­
sioner's target during this month was, however, 4132. 

37. The position, as it is today, is therefore that in spite of the 
fact that the average daily coal loading in the West Bengal and 

,Bihar coal fields during the year 1954-55 has shown some improv­
ment over the performance during the previous ye~rs, ~he demand 
of wagons for coal loading has all along been in excess of the sup­
plies made. During 1954-55, the average daily coal loading in Bengal 

., and Bihar coal fields was approximately 3269, against the • 
'Coal Commissioner's average daily target of 3893 wagons. Hence 
the differenoe between the supply and demand may be taken to be 
-of the order of 625 wagons per day. 

1582 L.S. 
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38. Taking the number of Broad-Gauge wagons loaded with coal 
in all the coal fields, the figures for the years 1951-52 onwards are 
as under: . 

Year 

1951-52 
1952-53 
"1953-54 
1954-SS 
1955-56 

. . . 
(upto August, 1955) 

Total 

13,72,073 
14>41,077 
13,94,074 
14,84.594 
6,21,922 

These figures would indicate that the average daily coal loading 
during 1955-56 has not shown any improvement upto August 1955 
over the average daily performance of the previous year. 

39. The Committee understand that during the Second Five Year 
Plan, the annual target of coal production will be stepped up from . 
37 million tons to 60 million tons and that out of these 60 million! 
tons, 55 million tons will have to be moved bv rail. The Committee 
have been assured by the representatives of the Railway Ministry 
that in their tentative Second Five Year Plan, the Railways have 
made provision for additional rolling stock and line capacity with 
a view to cope up with the demand of rail transport for carrying 
55 million tons of coal per annum. The Committee do hope that 
this promise will be fulfilled because inadequate supply of coal in 
the various areas affects adversely the industrial progress of tl\e 
country. Adequate provision in the Second Five Year Plan to 
meet the demands of coal traffic according to the planned target of 
production is absolutely essential for the industrial development 
of the country. 

C. Goods LoadlD&' 
40. The figures giving the number of wagons loaded with coal, 

goods (excluding coal in full wagon lloads and in smalls) and th~ 
total loading are given below for the years 1951-52 to 19'54-55, 
separately. . 
for B.G. and M.G.: 

Goods Total 
Percentage 

Pull Ratio of 
Year . Coal wagon Smalls Total 3(b)to(3c) 

loads 

I 2 3a 3b 3c 4 5 ------- ------------------------
B.G. 1000i",. .. 
1951-52 • 3,726 6,983 849 7,832 11,558 12" 2 
1952-53 3,947 7,242 ·849 S;OSII '12,038 II '7 
1953"54 3,863 6,890 973 7,863 II,726 14'1" 
1954-55 4. t07 7,284 1124 8408 I2,SI5 I~'4 

M.G. loadi",. 
" 

1951-52 1,010 S,20S 905 6,113 7.123 17:4 
1952-53 970 5,419 805 6,224 7,194 14'7 
1953-54 957 4,975 978 5.953" 6,910 19'7 
1954-55 1,016 5.204 991 6,195 I 7,211 19·0· 

,. 
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41. From these figures it will be seen during 1954-55, the increase 
in total loading, coal and goods combined was 8'2 per cent. over the 
corresponding figure in the year 1951-52 as far as B.G. is concerned. 
As far as M.G. is concerned, the increase is very much less, being 
1·2 per cent. 

42. Apart from the number of wagons loaded, another important 
figure indicative of the goods traffic carried by the Railways would 
be the freight tons originating. Apart frorn the tonnage lifted by the 
Railways, the distance, to which'this tonriagewas:carried, is also an 
important factor indicating the transport provided by the railways 
to carry the goods. The figures of freight tons originating and the 
freight ton miles on Class I/Government Railways for the years. 
1938-39 to 1954-55 are given below: 
--"---,- --.. - .-~-.-,--~ ... , .. _--_. - .... _-----------_ ...•. -----_ ... _-----,. 

Freight Freight 
tons ton 

Year ori~ating Miles 
(trulllon. ) (millions) 

1938-39'" 84'4 21,878 

1939-40'" 88'4 23,192 
1940-41'" 89'2 24,987 
1941-42t 93'S 27,81 I 
1942-43t 90'9 27,802 
1943-44t 91'7 28,o6S 
1944-4St 96'6 28,064 
1945-46t 9"7 28,843 
1946-47t 87'7 26,679 

1947-48* 69'8 20, II 7 
1948-49 78·S 22,387 
1949-So 87'7 2S,II9 
19So-s I I 91'4 26,963 
19SI-S2 96'7 28,966 
19S2-S3 97' I 28,906 
1953-54 98'1 29.436 
1954-55 105. 8 '" 3~,lOO· ("'Provillion-

al) 

43. These figures indicate that there has been more or less a steady 
increase in the volume of goods traffic carried by the Indian Govern­
ment. Railways, sinc~ the partition, and the figures for 1954-55 aN 
the highest ever achleved. They represent a percentage increase of 
25.4 and 46.7 respectively over the corresponding figures for 1938-39. 

, D, Inadequacy of Rail 'I'raIlsport 

, 44. The inadequacy of wagons made available for loaditlg goods 
traffic and the traffic awaiting clearance due to this inadequacy will 

"'Inclusive of the B. A., and N. W., but exclusive of the Bikaner. 
tInclusive of the B. A .• N. W., and Bikaner. 
Unclus!ve ofthe E.,P., Assam and Bikaner, but exclulive of the B. A., and N. W. 
fInclulllve of the Jalpur, Saurashtra, Dholpur, Cutch, Rajasthan and Scindia State 

Railways intcirated with the Central and We5tem Railways. 
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be reflected in the figures of outstanding registrations which are ~ 
furnished below: 

nate 
Outstanc:Un,s in terms of 

wagon loads _ .. --_ .. _--------------------------
Broad Gaf',e 

20-3-51 
20-3-52 
20-3-53 
31-3-54 
31-3-5S 
31-8-55 

Metre Gal/ge 
20-3-51 
20-3-52 
20-3-53 
31-3-54 
31-3-55 
31-8-55 

- _ ..... _ ... --_ .. _--_._--

• 

• 

60,364 
66,367 
63,3116 
78,494 

1,16,223 
1,36>427 

'. 

45. One prominent feature of these outstahdings is that the out­
standings at the end of the busy period have been showing a steady' 
increase every year, both on B.G. and M.G. in spite of the increasel 
loading. The outstanding figures for 31-8-1955, both for the B.G. 
and M.G. show a phenomena'} rise. this is a clear indication of the 
fact tha t the transport facilities" available are totally inadequate to 
meet the increasing demands of traffic. The Committee would like 
to point out one thing here, viz., that the figures of outstandings do 
not necessarily represent the traffic awaiting despatch. Quite a large 
number of merchants do not register their indents, especially when ... 
they know that they are not likely to get the wagons within a reason­
able time. Thus the traffic offering for cleal'ance" by rail might be 
much more than what is indicated in the figures of outstanding 
registrations. 

46. There might be some bogus registrations also included in the 
figures of outstandings. Such bogus indents might be put in by some 
merchants indulging in speculation. It has, however, to be remem­
bered that the Railways charge a registration fee of Rs. 35 per B,G. 
wagon and Rs. 25 per M.G. wagon and the merchant stands to for­
feit this registration fee, if he fails to produce the goods, when the 
wagon is allotted. This serves as a good check on such bogus indents. 
The Committee are, therefore, of the opinion that the percentag~" 
of such bogus indents would be very small, when compared with the' 
total registrations. 

47. Whereas the number of outstanding registrations serves as a 
rough indication of the volume of traffic offering. the Oldest Date of 
Registration indicates the delay that occurs in clearing such traffic. 
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Given below are the Oldest Dates of Registrations on various 
ra:ilways for B.G. and M.G. separately as on 1·51955 under three 
heads: 

Oldest Dates oj Registrations on 1-5-1955 

For For For 
uDrCstricted restricted quota 

Railways destinations destinations destlDatiom 

1 3 4 

Bf'OIId GlIM" 
Northern 14-4-1955 3-12-1954 12-10-1954 
Eastern 9-4-1955 II-II-19S4 I3-II-19S4 
South-Eastern II-2-195S 7-9-1954 14-1%-1954 
Southem . . 5-10-1954 8-10-1954 22-8-1954 
Central 9-2-1955 20-11-1954 28-9-1954 
Watem 2-10-1954 6-1-1954 19-6- 1954 
North-Eastern 

M,tre Gallle 
Northern . 10-2-1955 24-2-1955 23-10-1954 
Eastern 
South-Eastern 
Southern 5-II-19S4 . 14-2-19SS 9-11-1954 
Central 20-1-1955 16-2-1955 2o-II-1954 
Western 1-1-1955 1-10-1954 17-8-1954 
North-Eastem 16-10-1954 26-7-1954 23-5-1954 

48. These dates indicate that the ability of the Railways to clear 
,the traffic offered is extremely limited and that in some cases traffic 

-~ even for unrestricted destinations has to wait for months together 
before being despatched. It has to be remembered that the actual 
position will be worse than indicated by these dates, because large 
amount of traffic would not be offered for despatch by rail, as the 
merchants know that it would take considerable time before they can 
secure wagon allotment and that they would not be in 81 position 
to wait for such a long time. 

49 .. Whereas the traffic waiting for restricted destinations and 
quota destinations would indicate the insufficient capacity of the 
railways to hand1le traffu: for those destinations or for those routes 
for which quotas have been laid down, the traffic waiting for un­
restricted destinations is an indication of the inadequacy of the 
rolling stock, due to which the Railways are unable to clear the 
traffic expeditiously. The fact that, even for Board·Gauge unres­
tricted destinations, there were indents pending for a period of 
over 6 months on the Southern Railway and thE!! Western Railway 
seems to indicate that the wagons allotted for these two Railways 
were inadequate and the point requires v~ careful examination. 

50. The Committee recommend that as far as B.G. unrestricted 
destinations are concerned, even within the available resources the 
Railways should take special steps to ensure that no indents remain 

If' outstanding for a period in excess of three months under any 
circumstances. 

51. the above analysis of the coal and goods loadin~ clearly in­
dicates that the rail transport available in the country IS totally in-
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adequate to meet the increasing demands of traffic arising out of 
the increased economjc activity due- to increased agricultural and 
industrial production. 

E. Factors detenninlac thIe avaUablllty of Ball Traasport 

52. The transport availlabftity depends upon the following im­
portant factors: 

(a) Available rolling stock in the country (locomotives, 
carriages and wagons) ~ 

(b) Transhipment capacity at Break-of-Gauge points; 

(c) Capacity of marshalling yards to deal- with the flow of 
traftlCj 

(d) Terminal capacity at the destination stations where the 
traffic terminates; 

(e) Section capacity of the Railway lines over which the traffic 
passes; and 

(f) Efficiency with which the available facilities are utilised to 
the best advantage. 

The Committee shall deal with each of these factors separately. 

(a) Available rolling stock in the country: 
53. Locomotives.-Appendix XIII gives the figures of the total 

number of locomotives on Class I/Government Railways for the 
period 1938-39 to 1953-54 for B.G. and M.G. separately. 

From these figures it will be seen that the number of B.G. loco­
motives in 1953·54 has increased by about 4 percent only when 
compared to the figure in 1947-48. In the! case of M.G., however, 
increase in the number of locomotives is about 20 per cent. This 
would indicate that the performance on the Metre Gauge should 
show considerable improvement. This point will be further discus­
sed under the head F. 

54. Passenger Coaches.-Acute shortage of coaching stock on the 
Indian Railways has already been discussed under the heading 
"Over-crowding" . 

55. Wagons.-Appendix XIV contains a statement giving the total 
number of wagons (in terms of 4 wheelers) on Class I/Government 
Railways for the years 1938-39 to 1953-54 for B.G. and M.G. separate­
ly. From these figures, it will be seen that the increase in the 
number of wagons dur:ng 1953-54 over the figure in 1938-39 is 8'1 
per cent for B.G. and 7'7 per cent. for M.G. 

56. Though there has been an increase in the number of Metre­
Gauge locomotives and the number of B.G. and M.G. wagons during 
1953·54, as compared to 1938-3g, one important factor is required 
to be borne in mind, viz. that the replacement of rolling stock 041-
Indian Railways has been extremely inadequate during the War 
_and in the immediate post-War period. Appendix XV gives the 
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iigures of locomotives, coaching vehicles and wagons placed on line 
lor B.G. and M.G. separately during the period 1938-39 to 1953-54. 

57. These ·figures bring/out the fact that ~eneral1y speaking, the 
"'replacement of Rolling Stock on Indian RaIlways throughout the 
period has been inadequate .. As the volume of traffic offering has 
been increasing, Railways have been utilfsing the' overaged stock, 
which should in the normal course have· been condemned and 
.qapped. As a result of this poli~y, the arrears of replacement have 
piled up. The net effect of this has been that even by the end of 
the First Five Year Plan, the rehabilitation of the stock of the 
Railways would not be completed. The Committee, therefore, are· 
in entire agreement with the recommendation of the Railway Cor­
ruption Enquiry Committee that adequate provision muS:t be made 
in the Second Five Year Plan not only to make up for the arrears, 
but also 0 build up suffiC'ient assets to enable the Railways to cope 
with the present transport demands and the further demands that 
would be made by the expanding economy during the period. 

-(b) Transhipment capacity at Break-of-Gauge points. 
58. There are two important gauges in the country, viz., Broad 

»Gauge and Metre Gauge, which are more or less evenly distributed. 
Naturally, therefore, when traffic is booked from an area served by 
Broad Gauge line to an area served by Metre Gauge line and vice 
versa, the contents in one type of wagon have to. be physically 
transferred to another type of wagon at the meeting pOints of these 
two gauges. There are more than 50 such transhipment points 
between B.G. and M.G. in the country. As the traffic offering via 
most of these transhipment points is in excess of what can be handl­

ed,... the booking of traffic via these routes is governed by quotas. 
Tille factors limiting the number of wagons that can be handled at 
these transhipment points every day may be briefly indicated as 
under: 

(i) The line capacity for B.G. and M.G. at the transhipment 
shed; 

, (ii) Labour; 

(iii) Shortage of rolling stock; and 

(v) In. the case of traffic from South to the North of Ganges, 
the riverine conditions. . 

59. To meet the increased demand of traffic via the Break-of­
Gauge points, the railways have been increasing the handling capacity 
at the various transhipment points from time to time. In order to 
get over the vagaries of the river, Ganges, which often seriously 
affects the t~anshipment performance, the Railways have opened a 
new transhipment point at Manduadih, which has proved consider­
ably useful. Yet the fact remains that the quotas available via 
Break-of-Gal,lge points are inadequate to cope up with the demands 0' traffic. Unless. and until. therefore. the proib1em of the Break­
of-Gauge points :i6 solved by the country by': adopting one uniform 
{auge, increase· in the transhipment capacity at various Break-of-

" }iauge points will be absolutely essential. 
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60. The Committee recommend that the process of mechanised'­

transhipment should be introduced at certain important tranship­
ments points. Particularly, arrangements should be made to pro­
vide tipplers for expeditious transhipment of coal from B.G. to .M.G. 
The Committee would also recommend that the position should be' 
reviewed periodically by the Railway Board and two shifts ot 
working introduced at transhipment points, wherever feasible. 
They are also definitely of the opinion that as there is no dearth 
of man power in the country, the question of labour should not be' 
allowed to stand in the way of increased transhipment. 

61. In regard to the difficulties due to th. e vagaries of river Ganges,., 
the only effective and permanent solution would be the Mokameh 
bridge, which is already under construction. Till the bridge is com­
pleted and opened for traffic, Manduadih will have to remain the 
mainstay for transhipment from B.G. to M.G. in this region. In the 
meantime, the possibility of opening out more such transhipment 
points should be explored. The Committee understand that the' 
question of opening transhipment point at Rajmehal is already under 
consideration. This proposal should be expedited. 

62. Some of the important transhipment points, where increase in 
the transhipment capacity is necessary, are given below: 

Central Railways.-Ghorpuri, Hotgi. 
Eastern RaiZways.-The main bottlenecks are three riverine 

transhipment junctions-(a) Bhagalpur; (b) Mokameh Ghat and (c) 
Sakrigali Ghat. With the completion of Ganga Bridge over the 
Ganges at Mokamehghat and construction of transhipment yard at 
Baifauni, it is expected that 300 B.G. wagons will be transhipped at 
Barauni. Completion of the works will enable the release of ferries 
from Mokmehghat to Sakrigalighat and Bhagalpur with correspond- .I 
ing increase of trashipment capacities at these two points. 

Southern Railway.-Arkonam. Katpadi, Bangalore City, Tade­
palli, Gudur and Trichinopoly (Goods). 

Western Railway.-Sabarmati, Viramgam, Ratlam, Ujjain,. 
Sawai Madhopur, Agra East Bank. 
(c) Capacity of marshalling yards to deal with the flow of traffic: 

63. The marshalling yard has generally to perform three important 
funct:on: (i) receiving trans coming into the yard from the adjoin­
ing sections freely without hold-up, (ii) sorting out the wagons on 
the incoming trains destinationwise and (iii) formation of the out­
going trains for despatch. 

64. The capacity provided for reception and despatch of trains in' 
a marshalling yard depends upon the volume of traffic that the yard 
is required to handle. There is a limit upto which the yard can 
efficiently handle the number of wagons that it is required to deal 
with. If the number of wagons to be handled passes beyond this 
limit, even though the marshalling ya!l'd may continue to handle 
more traffic, it is at the cost of operating efficiency, in the sense that 
the incoming trains would be held up on the section for want of room 
in the yard and the wagons dealt with in the yard would suffer 
heavier detentions. It is, therefore, essential that the capacity 
available in a marshalling yard should be adequate to deal with the 
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volume of traffic that it is required to handle. With the increase in 
YO~Ume of traffic to be handled by the Indian Railways, the yard,. 
capacity has reached a saturation point in the case of a large. 
number of ~rds. and the expansion of the facilities in the yards., 
has become necessary. 

65. Some of the important yards on the various Raflways, where. 
such increase in the yard capacity has become essential, are indieated 
below: 

Central Raitway.-The yard capacity at Ajni, Katni, Murwara 
and Bhusawal up yard is being utilised practiC2!lly to saturation 
point at present. The yard capacity in the other major marshalling 
yards, viz. ltarsi, Jhans!, and Kalyan will also reach the saturation 
point during the Second Five Year Plan period. 

E48tern Raitway.-At present, the main lil1)itation is Moghalsarai 
yard. It is intended to have additional facilities to move 2,000 wagons 
from the present level of 1,750 within the next two years or so. 
Other yards requiring major re-modelling are in the coal fields, in 
view of the increase in output of coal envisaged in the Second Five 
Year Plan. These are Ondal, Sitarampur, Asansol up and down yards, 
Pathardihi, Kusunda, Katras etc. Besides, some new yards and 
depots, e.g., Ukhra and P8Itratu will also have to be built. 

North-Eastern Railway.-The traffic moving on the North Eastern 
Railway has been increasing and the demands for further traffic are 
even greater. Most of the yards on the North-Eastern Railway were 
built on a very small scale and at present almost all important yards, 
such as Aishbagh, Gonda, Gorakhpur, Chupra, Darbangha, Muzaffar­
pur, Samastipur, Katihar, Siliguri, Alipurduar, Amingaon, Mariani, 
Tinsukia, are proving to be bottlenecks. Re-modelling of these yards 
will, therefore, be necessary to cope up with the increase in traffic. 

Southern Railway.-Remodelling of Bezwada, Raj ahmundry , 
Raichur, Gooty and Arkonam on the B.G. is necessary to cope up with 
the increasing pressure of tr&.ffic. Similarly on the M.G., remode1lin~ 
of the Dharamavaram, Dronachellam, Pakala, Koregaon, MiraJ, 
Belgaum and Shencottah yards is necessary. 

South Eastern Railway.-On the East Co~t section the exist­
ing line and yard capacities have practically reached saturation 
point and additional facilities are necessary to cope up with the 
increase in traffic. 

Western Railway.-The following yal'ds have inadequate facilities 
to deal with additional traffic, Ratlam. Godhra, Gangapur, Agra 
East Bank, Kankaria, Barodai, Bulsar, Udhna, Phulera, Abu Road, 
Palanpur, Surendranagar, Rajkot, J amnagar. 
(d) Terminal capacity at the destination stations where the traJ/jic 

terminates: 

66. At many important centres due to the tremendous increase 
in population, the requirements of goods traffic to serve the popu­
lation of those areas have gone up tremendously with the result 
that the terminal facilities avaiilable at such points have reached 
saturation point and further facilities are necessary. Some impor­
tant points on the various Railways where the existing terminal 
calJacity is inadequate ,are indicated below: 
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Central Railway.-The terminal capacity at Wadibunder has 
practically reached a saturation point. The daily average unload­
ing is 250 wagons at present and it is proposed to increase it to 350 
wagons per day for handling t\\e increased traffic during the current 
busy season. A scheme costing Rs. 28 lakhs has been ·sanctioned. 
which includes provision of additional sheds and platforms for un­
loading. This work is likely to be completed by November, 1955. 

Eastern Railway.-At present the Calcutta terminals, viz., 
Howrah, Chitpur and Sealdah are dealing with traffic upto capacity. 
It would be necessary to provjde additional capacities to cope up 
with the increase in volume of traffic. , 

" 
North ~astern Railwq .. ...:-The terminal capacity· at the following 

points is inadequate: . ' ... 

Bareilly, Kasganj, Lucknow, Manduadih, Nirmali, Barauni, Kathi.-, 
Maniharighat, Amingaon, Pan~ul Tinsukia etc. 

Western RaiLway.-The main terminals on this Railway, which 
require increase in terminal capacities are (a) Ahm~abad area, 
(b) Carnac bridge and stations in Bombay area . 

.(e) Section ,capacity of the railway lines over which :the tra:jJic 
passes: 

67. The number of trains that can be run over a section in 24 
hours is called "section capacity", which depends on the following 
faetors: 

(i) The distance between two consecutive stations; 
(ii) The speed of the slowest train running over the section; 

(iii) The facilities for arranging crossings or giving precedence 
in the form of additional loops etc. 

(iv) The time taken for locomotive requirements at watering 
stations; 

(v) The type of signalling and inter-locking provided; and 

(vi) The yard facilities for the reception of tra·ins without 
holding-up at either end of the section. 

68. When the number of trains passing over a section approaches 
the saturation point, the hold-ups of goods trains for crossings and 
precedence increase and consequently the speed of goods trains has 
a tendency to drop. Increase in the section capacity, therefore, be­
-comes essential to maintain the efficiency of operation: 

69. Some of the sections which are working practically .to 
the saturation point and where increase in the section capacity is 
necessary, are given below: 

Central Railway.-The following sections are working practical., 
1y to a saturation point: 

(a) Dhond Manmad 
(b) Bhusawal - Igatpuri 
(c) Bina Bhopal 



(d) Wardha 
(e) Balharsha 
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Balharsha 

Kazipet 

EQ.$tern Railway.-The traffic on the Grand Chord, viz., Gomoh­
Gaya-Moghalsarai and Sahibganj loop, viz .. Burdwan-SsUtibganj and 
Jamalpur sections has reached the saturation level. If the Grand 
Chord is electrified and the lengths of loops extended to 70 on the 
Sahibganj loop, these limitations would be removed. 

North Eastern Ra.i.lway.-The section capacity with various 
sections of the North Eastern Railway is limited mainly due to the 
following factors: 

(i) There are long block sections; 
(ii) Length of loops at stations is not upto the standard of 

2250 ft.; 
(iii) Owing to light rails only small powers are allowed to 

run on certain sections and before heavy powers can 
be allowed to run, sections have to be relaid with 
heavier . rails; and 

(iv) Low standard of signalling and interlocking on certain 
sections. 

Major bottlenecks in this respect are on the following sections: 
(i) Samastipur Darbhanga 
(ii)Barauni - Katihar 
(iii) Katihar - Siliguri-Alipurduar In. 
(iv) Manduadih - Chupra 
(v) Sonepore-Hajipur-Mazaffarpur . 

.• ' Sou.them Railway.-Considerable traffic, most of it of vital 
importance to industries and the economic life in the South moves 
from North India to South. This traffic moves via Waltair, via 
Bezwada and via Raichur on to the Southern Railway. The present 
capacity of the Southern Railway is to move 245 wagons via Waltair, 
185, via Bezw~a and 165 via Raichur. Major items of work are 
necessary to step up this capacity so that it becomes commensurate 
with the demand of traffic. 

Similarly special attention is required to increase movement via 
J alarpet to stations on the West Coast. . Works have been pro­
grammed to increase the capacity from Jalarpet to the Podanur 
District. 

As far as M.G. is concerned, increase in the capacity on Pakala­
Dharmavaram section and Shencottah-Quilon section is necessary. 

Sou.th Eastern Railway.-As already mentioned earlier, the 
existing line capacity on the East Coast section is being utilised 
fully and additional faci~jties are necessary to increase this capacity. 

Western Railway.-The main bottlenecks on this railway for free 
,.flow of traffic are given below: 

(a) Ratlam-Godhra section. 



22 
(b) Udhna-Nandurbar-Jalagaon section. 

(c) Surendranagar-RajkoWamangar section. 

Ratlam-Godhra single line section is working to maximWJl 
capacity and the doubling of this section is necessary. 

The capacity of Udhna-Nandurbar-Jalagaon Section and Suren­
deranagar .. ~jkoW amnagar section are also required to be stepped 
up further for which provision is being made by the Railways. 

70. The above analysis of five important factors, which influence 
materially the availablity of transport in the country, brings oull 
one very important point, viZ., that apart from the COllJ)truction of 
the new lines, considerable expansion of the existing railway facilities 
will be necessary in the shape of additional ROlling Stock, yard 
facilities, transhipment facilities, terminal facilities and increased 
section capacity, if Indian Railways are to cope up with the demand 
of rail transport, which is increasing day by day, ,due to the increas­
ingagricultural and industrial productjon. Unless, therefore, the 
Railways plan in a big way to cope up with the situation and unless 
adequate funds are made available to them for this purpose, the 
Conunittee fear that transport will become a serious bottleneck in 
the fulfilment of the Second Five Year Plan. 

71. The Committee are glad to note that there is no sense of 
complacency on the part of the Railway Ministry and that they are 
fully conscious of the inadequacy of the existing rail facilities made 
available to the Railway users. They particularly welcome the 
bold step taken by the Railway Ministry in announcing that they 
propose to carry about 15 to 20% additional traffic during the current 
busy season (except on Eastern and South-Eastern Railways where­
the immediate target is 10% increase in coal and goods loading), as 
compared to the previous year. The Committee have also noticed 
that the Railways have been taking vigorous steps to increase 
capacity to enable them to carry this increased volume of traffic. 
The Committee will watch the fulfilment of this announcement 
with interest and comment upon it in their subsequent Report. 

(f) Efficiency with which theavailalble facilities are utilised to the 
best advantage: .. 

72. As mentioned earlier, the present equipment and facilities at 
the disposal of the railways are totally inadequate to cope up with. 
the heavy demand of traftlc. Adequate steps will have to be taken 
to increase and improve the available equipment and facilities. It 
has, however, to be recognised that the increase of equipment and 
facilities is necessarily a very costly and a slow process. It is, 
therefore, all the more necessary that the existing equipment and 
facilities are utilised. to the best advantage. In view of the general 
shortage of rail equipment and facilities, the question of operating. 
efficiency, with which the Railways are run, becomes one of para-
mount importance. To give a very simple illustration, if there is 
sufficient reserve of locomotives and if on any day 5 trains are run 
with 10 wagons short each, a sixth train can be run out with another 
locomotive; but if there is a shortage of of locomotives, then {hose 50 . 
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wagons which could have been run on the five trains by efficient 
operation are not despatched at all on that ~y and the rail transport 
of 50 wagons over that section becomes a permanent loss to the 
·country. In other words any loss of transport that may occur due to 
.inefficient operation "cannot be made good." The Committee, there­
fore, attach very great importance to the question of operating, 
.efficiency at the present critical stage of our national development. 

F. Performaace of IDc1iaD Railways 

73. The question of Railway Statistics and their analysis will be 
considered in detail in a subsequent Report. Here, the Committee 
would like to confine themselves, to the consideration of the follow­
ing operating statistics and particulars which represent fairly well 
.the performance of Indian Railways from year to year: 

<a) Wagon miles per wagon day. 
(b) Net ton miles per wagon day. 
< c) Average train loads in tons. 
(d) Net ton miles per goods train hour. 
(e) Engine miles per engine day. 
(f) Net ton miles per day engine (steam). 
(g) Average speed of goods trains. 
(h) Wagon turn-round. 
(i) Under repairs position. 
(j) Empty haulage. 
(k) Performance of Break-of·Gauge points. 
(1) Performance of marshalling yards. 
(m) Performance of terminal goods station yards. 
(n) Operating restrictions. 
(0) Engineering restrictions. 
(p) Track usage. 

(a) Wagon mites per wagon day 
74. Main function of a 'wagon is to transport goods from one 

place to another. Hence quicker the wagon moves and longer the 
d:stance it travels, better the transport available. This figure of 
wagon miles per wagon day is, therefore, indicative of wagon usage. 
Appendix XVI gives these figures for class I/Govemment Railways. 
'The best performance, as far as B. G. is concerned, was during 1941-
42, when the wagon miles per wagon day was 47.0. Unfortunately 
this good performance was not repeated during the subsequent 
years. The performance during 1948-49 was the worst, when the 
figure was 33.1. In the subsequent years, there was a slow recovery 
till in 1952-53, the figure achieved was 41.1, which again dropped to 
-l0.1 in 1953-54. The figure of 1954-55 has been 43.5, which is better 
than any figure achieved since 1942-43; but is still far below the 
best performance during 1941-42. As regards the Metre-Guage, the 
deterioration during the recent years, compared to the best perfor­
mance in 1944-45 has been worse and the figure for 1954-55 is 29.0, as 
against the best performance of 39.3 during 1944-45. As the increase 
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in the number of M. G. locomotives is more than in the case of B.G." 
one would have expected quicker recovery in the case of M.G. than 
in the case of B. G. Taken as a whole, the performance of Indian .. 
Railways as far as wagon miles per wagon day are concerned cannot / 
be regarded as satisfactory. The Committee would recommend that 
suitable measures be taken to improve the performance and suggest. 
the target of 50 for B. G. and 40 for M. G. to start with. 

(b) Net ton miles per wagon day 
75. It is not enough, if the wagons move expeditiously and cover a 

good mileage. It is also necessary that they carry maximum 
amount of goods in them, when they are moving. Thus actually 
there are two factors involved in judg:ng the effiCiency of wagon 
usage, viz, the distance travelled and the amount of goods carried. 
Hence the statistical figure of net ton miles per wagon day is rightly 
considered to be the best composite index of utilisation of wagons. 
Appendix XVII gives these figures for Class I1Government Rail­
ways. From these figures it will be seen that the best performance 
of B.G. Railways was achieved in 1951·52, when the figure' stood at 
453. The next best performance earlier to this was in 19'52·53, when 
the figure was 451. TheJ00d performance during 1951·52 was un· 
fortunately not maintain and there was a serious drop in 1952-53 
and in 1953·54. The Committee are glad to note a very good reco­
very in 1954-55, when the figure achieved was 462, which is very , 
near the best performance in the past. On the Metre-Gauge, th' f-
best performance was in 1952-53 with the figure at 204. During the 
two subsequent years, viz. 1953-54 and 1954-55 unfortunately there 
has been a serious drop of 10 points and the figure stands at 194. 
This indicates that the Railways are not making the best use of 
Metre Gauge wagons availalble. A steady drive to improve the net 
ton miles per wagon day spec:aUy on the M. G. is, therefore, ~eces­
sary. 
(c) Average train loads in tons on Class I/Gooernment Railways. 

76. These figures are given below for six years, for B.G. and M.G. 
separately: 

_._--------------- --_ .. __ .. _--------_._------------
Year 

1948-49 
1949-50 
1950-51 
1951-52 
1952-53 
1953-54 

B.G. 

468 
461 
479 
487 
469 
481 

-.---.~-----.--.. --.-----~ .. _ .... "-_ .. ---_._------_ .. __ .... _. -_. __ .. _-... _. __ ._-_ ... - ._" 

M.G. 

174 
181 
182 
IlI7 
2.03 
21 5 

In view of the shortage of locomotives, it is necessary that the 
maximum use is made of them by giving befter ]pads to trains. As 
far as B.G. is concerned, the best performance was in 1951-52, when 
the tonnage of train was 487. The performance during 1952·53, 

. however; recorded a serious drop of 18 tons per train, though there 
has been a partial recovery in 1953-54. The Committee are glad to 
note that on the Metre·Gauge, the performance has shown a steac!y 
improvement from 1948-49 onwards, as far as tonnage per tram, 
is concerned. 
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:(~) Net; ton mUeB per 
'/ Rcitlway/s.·' 

goods trai'ltj~h~~T on··-.~~ss l/Government 
, ... , I. • 

77. These figures are 
M.G. separately. 

given below for six years for B.G. and 

--------... _-------_ .. - ..... _--- --- -----._-
Year 

'1948-49 
1949-50 
i95O-S1 
I9S1:'S2 
1952-53 
1953-54 

, '.; 

. J., . 

i 

B.G. 

4;866 
5,OU 
5,253 
5.272 
4.951 
4,965 

M.G . 

1.669 
1,782 
1,764 
1.796 
1,929 
1,993 

From these figures it will be seen that as far as B.G. is concerned, 
there has been considerable drop in the- ,perforijlance during 1952-
53 and 1953-54, as compared' to 1951-52. On, th~ Metre-Gauge, there 
has been a steady improvement. ,. .: 

(e) Engines miles per Engine day. 
78 Append:ces XVIII & XIX give the figures of engine miles 

per engine day for B.G. and M.G. separately. 

Dealing first with B.G., in regard to the engine miles per engine 
day per passenger engine (steam), it is noticed that there has been 
a !Oteady improvement from 1950-51 onwards and the figure for 
1953-54 was 166, wJilich is equal to the highest figure that was 
achieved in the past during 1941-42. In regard to the engine mile­
age for mixed eng:nes (steam), there has' been a marked deteriora­
tion; the figure for 1953-54 being 114 as against the best figure of 148 
during 1941-42. 'fhe most important ftgure, however, is pertaining 
to the performance of goods engine (stea~). The figure for 1953-54 
is 94 against the best performance of tOS during 194.1 -42. Taking 
the composite figure of the mileage per engine on line (steam) for 
B.G., it is noticed that there has been a slow and steady improve­
ment from 1948-49 onwards, the figure for 1953-54 being 83. This 
figure is, however, less than the best figures of 87 obtained in 1941· 
42. As regards the performance of pasS~nger 'engine (electric), 
the mileage obtained during 1953-54 show:~, considerable deteriora­
tion when compared to the figures during the previous three years. 
As a matter of fact, the figure obtained in 1951-52 was the best 
being 254, whereas the figure for 1953-54 is only 224. Similarly as 
regards the goods eng:ne (electric), the figUre for 1953-54 is only 
136, which is considerably lower than the best figure in 1939-40 
viz. 167. 

79. Coming to the Metre Gauge performance, the Committee 
find that the figure during 1953-54 was 132 for passenger engines 
(steam) which is slightly lower than the best of 134 obtained during 
1947-48. In regard to the mixed engine (steam) the figure for 
Igsa·54 is 96, which again is considerably lower than the best 
figure of 115 obtained during 1941-42. Coming to more lmportant 
figure of goods engine (steam), it is noticed that there has been a 
deterioration during the last three years, the figure for 1953-54 
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being only 85 against the best figure of 102 in 1941-42attd. 1942-43. 
;Similarly, in the case of engine miles per daY' per' engine on line 
the figure for 1953-54 is 74, against the best figure of 81 obtained 

-during 1941-42. In regard to electric engines, there has been a 
,deterioration during 1953-54, when compared to the previous year 
1952-53. 

80. These figures, therefore, clearly indicate that the Indian 
Railways are not getting the best mileage out of the engines both 
on Jhe B.G. as well as on the M.G. In regard to B.G. the Indian 
Railway Enquiry Committee, 1947 had recommended a modest target 
of 90 engine miles per day per engine on line_ But this target has 
not yet been achiev~. In view of the general shortage of Rolling 
Stock including lPcomotives in the country, the Committee recom­
mend that the Railway Ministry should immediately investigate 
the reasons for low mileage obtained from the engines both on B.G. 
and M.G. and take prompt measures to see that the mileage obtain­
ed out of the B.G. and M_G. engines for various services improves. 

'To start with tile target of best performance since 1938-39 should 
be aimed at an. achieved within one year, after which the question 
of revising the targets still further might be considered. 

(f) Net ton miles per day per engine (steam). 

81. Appendix XX gives these figures for B.G. and M.G. separa­
tely for "engine on line" and "engine in use". It is gratifyUig to 
note that as far as these composite figures are concerned, the. best 
results have been obtained during the year 1954-55 so far as M.G. 

,engines in use are concerned and B.G. and M.G. engines on line are 
concerned. The figure for B.G. engine in use during 1954-55, though 
not the best, is very near the best figure obtained during 1951-52. 
It has however been noticed above that there has been deteriora­
tion a~ far as the m:1eage of engines is concerned. The improye­
ment in this composite figure is, therefore, due to tH~ better loadmg 

·of wagons and better loads offered to trains. If better mileage is 
obtained out of the engines, this composite figure' also can be con­
siderably improved. 

(g) Average speed of goods trains. 
82. The average speeds of goods trains on Class I/Government 

Railways are given below for the years 1948-49 to 1953-54 for B.G_ 
-and M.G. separately: 

Year 

1948-49 
1949-50 

19So-51 
1951-S2 
1952-53 
1953-54 

Miles per hour. 

B.G. M.G. 

10'3 9'3 
10'7 9'6 
10'8 9'3 
10-7 9'2 
10'4 9'1 
10'2 8'9 
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From these figures it will be seen that recently there has been 

a marked deterioration in the speeds of goods trains on Indian 
Railw.ays. 

. 83. As any d:op. i~ speeds of goods trains has serious repercus­
sl~ns 'On the avaIlabll~ty of Rolling Stock, the Railway Ministry gave 

• thIS problem of drop In speeds to the Efficiency Bureau for a detailed 
.investigation. The Committee have gone through the report on 
speed of goods train~ submitted by Efficiency Bureau in January, 
1955. Some of the Important features brought out in this report 
are as under: 

0) Deterioration in the speed of goods train has appreciable 
adverse effects on engine utilisation, "out of pocket 
costs" and also on wagon usage. The operational and 
financial advantages resulting from even a small in­
crease in speed are substantial. 

(ii) The main determinants of the speed of goods trains are: 
(a) tractive effort and class of locomotive, (b) gross 
load behind the engine, (c) density of traffic, (d) sec­
tional capacity, (e) stage of utilisation of capacity, (f) 
shunting and loading and unloading time. These 
determinants are generally outside the scope of day to 
day operation. 

(iii) When the utilisation of capacity exceeds the limit of say, 
80 per cent. the rate of fall in speed with even a slight 
increase in density is great, pOinting to the need for 
increase in the capacity. On the B.G., the percentage 

, ~ utilisation of capacity on the main routes is very high 
pointing to the urgency of works for increasing line 
capacity. The Efficiency Bureau have quoted the fol­
lowing as a few instances of sections which are working 
to or very close to the capacity: 

Anuppur-Katni-Bina-Bhopal-Ujjain, 
Ratlam-Godhra-Baroda, 
Dhanbad-Moghalsarai-Lucknow, 
Bezwada-Madras, 
J alarpet-Erode-Trichinopoly, 
Kathihar-Siliguri-Assam Rail Link, 
Poona-Bubli. 

84. The following observations of the Efficiency Bureau are very 
significant to note: "Increase in the line capacity on some of the 
principal lines of communication and also the simultaneous improve­
ment of facilities in the yards on the way appear to be necessary 
if deterioration in the speed is to be avoided. It has to be remem­
bered here that we are now on the threshold of the Second Five 
Year Plan and further increase in the traffic on the principal routes 

"is inevitable. The earlier the action in this regard is taken, the 
better it w:ll be both from the point of view of the Railways' ability 
to handle the traffic when it materialises, as also for improving 
operation. It will be appreciated that high standards of operation 
can hardly be maintained on sections working at saturation level." 

1582 L.S. 



28 
85, Though increase .in the density of traffic was one of the 

causes for the drop in speed, the Efficiency Bureau, after making 
some sample sUl'vey of a number of typical sections came to the 
conclusion that the drop in speed was more than could be account- ~ 
ed for by the increased density of traffic and a1li¢ factors. They, 
therefore, attributed this additional drop in speed to deterioration 
in the general standard of working and supervision, lack of ade­
quate co-ordination between adjacent control district divisional ... 
offices or between the Railways and low standard of Rolling Stock 
maintenance. To remove these adverse characteristics, the Effi­
ciency Bureau suggested the following measures: 

(a) Increased supervision of work, including top level watch 
on yard operation and Rolling Stock maintenance; 

(b) Closer co-ordination between adjacent control and Divi­
sional/District Offices and between concerned d~part­
ments. 

(c) Strict watch on (i) percentage of trains having a late 
start, (ii) causes of late starts, the extent to which the 
late starts are due to late materialisation of stock, late 
formation, improper selection of path and late availabi- , 
lity of engine and crew, (iii) detentions to trains due 
to yard congestion etc., (iv) time for loco requirements, 
(v) satisfactory loco watering arrangements, (vi) 
wagon and engine difficulties or failures, 

The Committeee are glad to observe that these measures are 
being progressively adopted by various Railway Administrations. 

86. The importance of improving the speeds of goods trains by 
proViding add:tional facilities, wherever necessary and by increaS£.1. 
supervision and better co-ordination cannot be exaggerated, 
. (b) Wagon turn-round. 

87. Given below are the figures of average turnround for Broad 
Gauge wagons, for Metre Gauge wagons (northern pool) and Metre 
Gauge wagons (Southern pool) for the years 1942 to 1954, 

Broad Metre Metre 
Year Gau~ GauF Gauae 

(Northern (Southern) 
Pool) Pool) 

1942 10'9 Not Not 
available available 

u'o " " 1~43 10'9 7'8 .. 
1944 .. 
1945 10'6 9'2 

u'S 10'9 
.. 

1946 13'3 p'p " 1947 .. 
1948 13 ,I:! 8'6 
1949 II'I 7'S 
19SO It'O 7'3 6'4 

(From 
April. so)... 

19S1 10'9 6'3 ~hf. 

19S2 10'6 6' 6,6 

19S3 10'8 7'6 1-1 

195<4 10'6 7'S 7';£ 
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88. The average tum·round is actually the interval between the 

time of loading of wagon and the time when the same wagon is 
available for subsequent loading. Though, as far as B.G. is concern­
ed, the perfonnance during 1954 has touched the best performance 
of 10'6 which was achieved during 1952 and 1945, the turn· round 
figure for the M.G. wagons, both for Northern and Southern pools 
for the year 1954 was considerably higher than the best fi,gJ.l1'e 

• obtained in the past. The figures were 7'5 for Northern and 7'2 
for the Southern pool during 1954 as against the figure of 6'4 
obtained as recently as in 1951. The wagon tum·round is a com­
posite index and the achievement of good figure depends on a large 
number of factors, such as the average detention .in yards, average 
speeds of trains, average time for loading and 'uruoading etc. If, 
therefore, sufficient improvement is brought about in these indivi­
dua~ factors, the wagon-tum·round figure will take care of itself. 
Suffice it to say that there is conslderable scope for improvement in 
this direction and that no efforts should be spared to bring about 
this improvement. 

89. (i) Under repairs position: Appendix XXI gives a statement 
containing the percentage of locomotives coaches and wagons under 
or awaiting repairs for B.G. & M.G. separately for the period 1938--
39 to 1953·54. 

Taking into consideration the serious shortage of Rolling Stock 
that exists in our country, the Committee feel that the Railways 
cannot afford the lUXUry of keep,ing such a large number of locomo· 
tives, carriages and wagons under or awaiting repairs in their work-

~ shops, running sheds and sick lines. The Rail~ay Ministry has 
started a drive recently to reduce the number -of wagons awaiting 
repa:rs Or under repairs. They also understand that on the Central 
Railway the percentage of wagons awaiting repairs has been 
brought down from 7·7% in 1954 to 3·61 per cent. in August, 1955. 
They recommend that this drive should be intensified and that the 
best performance obtained on anyone Railway should be emulated 
by other Railways also. After reviewing the perfonnance of all the 
Railways, the Railway Ministry should lay down the best perfor­
mance as an immediate target to be attained by all Indian Rail· 
ways. 

t 

(j) Empty haulage: 
90. Given below are the percentages of empty wagon mileage to 

totalJ wagon miles on Indian Railways during the years 1951·52 to 
1954-55 for B.G. and M.G. separately: 

B.G. M.G. 

I"SI~52 3°'6 a3'8 
1952-53 3°'9 a3'9 
1953-54 3°'7 21'8 

.954~5!1 a9'1 2'\1'" 
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Apart from the variations in the demand for movement of traffic 
during the busy and slack seasons, the demands for movement in 
the different directions do not balance. In other words while there 
is always a preponderance of loaded movement in certain direc­
tions, equal quantum of loaded traffic does not offer in the opposite 
directions. This results in wagons runn:ng empty back to the area 
from where heavier traffic offers for despatch. 'The percentage of 
empty movement on the Broad Gauge is higher than that on the'" 
Metre Gauge due mainly to movement of open empties required for 
coal loacjmg. It is significant to note from the above figures that 
the empty wagon mileage has remained more or less steady :n 
spite of the increase .in loadings. 

91. While on this subject, the Committee recommend that the 
Railway' Ministry shoull:l examine the feasibility of providing 
sliding doors in, the roofs of covered wagons, so that the wagons 
may be' utilised for coal loading in the mechanical coal loading 
plants on their outward trips from the coal fields and can also be 
utilised for loading general goods on their return trips to the coal 
fielJds. This is bound to result in reduction of empty wagon 
haulage on the B.G. 

(k) Performance at break-of-gauge points: 

92. Transhipment at break-of-gauge points has been a perennial 
head-ache to Indian Railways. This is because the areas served by 
M.G. systems receive considerable amount of traffic from the areas 
served by the B.G. systems and the former have also to despatch 
considerable amount of traffic to the latter areas. Keeping asid.cil 
tht requirements, which are not fully met, the actual position is th~~11 
on the M.G., with an average daily loading of about 4,500 wagons 
at internal points, about 1,300 wagons are sent out of the M.G. 
area and in return about 2,100 wagons are loaded at the tranship­
ment points and l'floved into the M.G. area. Thus only 3,200 wagon 
loads of traffic are loaded for within the M.G. area itself, i.e. "intra­
gauge" traffic, while as many as 3,400 wagon loads move in con­
junction with the transhipment points, i.e. "inter-gauge" traffic. 
There are in all about 52 points of contact between the Metre and 
Broad Gauges dealing with approximately 3,400 wagon loads per 
day. 

93. An analysis made by the Efficiency Bureau on the problem 
of break-of-gauge in India revealed the follow:ng interesting fea­
tures: 

(i) Of the total goods traffic moved in terms of Metre Gauge 
wagons, over 50% is connected with transhipment 
traffic. 

(ii) 

(iii) 

The total requirements of transhipment capacity per day 
are estimated at about 2,150 B.G. wagons from the 
Broad to the Metre Gauge and 2,880 Metre Gauge 
wagons from the Metre to the Broad Gauge. 

The physical' capacity available for transhipment is 
approximately 1,866 B.G. wagons from the Broad to 
the Metre Gauge and 2,603 M.G. wagons from the 
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~etr~ to. the Broad Gauge. Thus the physical capa­
c;ty IS faIrly close to the requirements, the latter being 
only 15 to 11% higher. The leeway, being small, could 
be made up without much capital expenditure (in fact 
the Railways have already included proposals for tbis 
purpose in their development ,plans). 

(iv) The total quotas fixed for the movement of traffic via 
the transhipment points per day may be taken as about 
1,246 B.G. wagons from the Broad to the Metre Gauge 
and 1,638 M.G. wagons from the Metre to the Broad 
Gaug~. The quotas are 33 to 37% below the physical 
capaclty. 

(v) The main factors responsible for the quotas being subs, 
tantially below the physical capacity are the paucity 
of Metre Gauge wagon stock and in some cases the 
limited power and line capacities on the adjoining 
sections (including ferry capacity, where a ferry iI!1-
tervenes). 

(vi) The total performance during 1953-54 averaged to about 
1,079 B.G. wagons from the Broad Gauge to the Metre 
Gauge and 1,339 Metre Gauge wagons from the Metre 
to the Broad Gauge per day. The total requirements 
are abnost double these figures. 

(vii) Sample t}me studies show that delays to goods at tran­
shipment points are heavy, particularly from the 
Broad to the Metre Gauge. 

(viii) Similarly delays to wagons at transhipment points are 
also heavy. 

(ix) Targets are required to be prescribed for each transhi,p­
ment point for the period of transit of goods through 
the junction in each direction. 

(x) Targets are also required to be prescribed for total 
wagon hours that should be spent for each operation, 
i.e. for each wagon unloaded or loaded £1 a tranship­
ment point. 

(xi) Regular detention statistics are not made out at present. 
These should be brought into force to enable compari­
sons being made with the targets mentioned above. 

94. The performance of some of the important transhipment 
po~nts from B.G. to M.G. is given for the years 1951-52 to 1954-55, in 
Appendix XXII. 

These figures reveal! the following features: 
(i) At some transhipment points, performance has actually 

deteriorated. For instance at Secunderabad during 
1954-55 the average number of B.G. wagons tranship­
ped was only 36, as compared to 39 in 1952-53 and 41 in 
1953-54. Similarly at Bangalore City, the average 
number has come down to 34 during 1954-55 against 
37, 39 and 37 during the previous three years. 
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(ii) Majority of tr8JI1Shipment points have shown a definite 

improvement in actual perfonnance. 

(iii) However, in almost all the cases, the actual performance 
has been below the quota. While in the case of '. 
transhipment points involving crossing across the) 
Ganges, such as Sakrigalighat, Bhagalpur and 
Mokahmehghat, the drop in the performance due to the 
vagaries of the river cannot be controlled or foreseen, 
in the case of other transhipment points, the Committee 
are definitely of the opinion that steps must be taken 
to ensure that the quota is rigidy adhered to. 

95. Pending a detailed examination of the question of gauges in 
India, the Committee recommend the following interim measures 
to minimise the difficulties of areas served by M.G.: 

(i) Immediate steps should be taken to step up the physical 
capacity of transhipment points to the level of require­
ments as assessed by the Efficiency Bureau. There 
should be no delay in achieving this, in view of the fact 
that the expenditure involved is not heavy. 

(ii) Steps should be taken to progressively. increase the quota 
of transhipment points. The Efficiency Bureau has 
pointed out two main difficulties in the way of increased r 

transhipment, viz. (i) paucity of Metre-Gauge stock and 
(ii) inadequate power and line capacity on adjoining 
sections in some cases. The Efficiency Bureau has also 
pointed out that the orders of the Railway Board are 
in several cases not carried out properly in giving 
sufficiently high priority to the supply of M.G. stock 
to the transhipment points. These orders must be 
rigidly enforced to improve the availability of M.G. 
stock at transhipment points. Similarly the question 
of augmenting the line and power capacity on the 
sections adjoining the transhipment points should also 
be given a very high priority and the measures should 
be taken in this direction without any delay. The 
Committee are glad to note that during the current 
year, the Railways have already stepped up the quotas 
at some of the transhipment points. They further 
recommend that the Railway Ministry should step up 
the quotas at various transhipment points upto Ithe 
requirements assessed by the Efficiency Bureau during 
the course of the next two years. 

(Ui) & suggested by the Efficiency Bureau; targets for the 
period of transit of goods and for the total wagon hours 
spent for each operation should be laid down for each 
transhipment ,point and the performance should be 
regularly judged against these targets. 
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(iv) The Committee recommend that a beginning should be 
made to mechanise transhipment at some important 
points in regard to coal by providing suitable tIpplers. 
This would expedite the release of wagons and assist 
in reducing the wagon turn-round and also would result 
in increasing the quotas for the transhipment points. 
The C?m~ittee were ~nformed that the step of 
mechamsatlOn of transhipment work was not being 
undertaken, because of the fear that it might reduce 
the scope for employment for labour. The Committee, 
however, feel that the question of im.proving wagon 
turn-round and of increasing transhipment performance 
is of such a paramount importance that this step of 
mechanising the transhipment at a few selected 
~ranshipment points will have to be taken in the larger 
mterest of the country. Moreover, mechanised tranship­
ment will increase the volume of traffic· and will thus 
increase the scope of employment at other places. 

(1) Performance of marshalling yards: 
96. The Committee have scrutinised the number of wagons dealt 

with and the average detention per wagon in 68 marshalling yards 
of Indian Railways month by month for the years 1951-52 to 1954-5-5. 
These figures indicate that there arc very wide fluctuations in the 
average detentions to wagons, not only between different yards, but 
also in the same yard from month to month and sometimes year to 
year. There have been instances where the average detentions have 

~ come down in spite of the fact that the number of wagons handled is 
larger. 

97. Appendix XXIII contains a statement giving the average 
detentions to wagons in different yards month by month for the 
year 1954-55. From this statement it will be seen that in the 
following 11 marshalling yards the average detentions exceed ;:,1 
hours: -Gaya, Kanpur, Bezwada, Raichur, Bareilly, Gorakhpur. 
Manduadih, Pandu, Samastipur, Guntakal and Hubli. 

In the case of Gaya, the average detention during the month of 
May, 1954 was 21.8, whereas in the month of February, 1955, it was 
as high as 32. O. Similar violent fluctuations have occurred in the 
case of other yards also. The Committee do appreciate that the 
average detentions to wagons in marshalling yards depend upon a 
large number of factors such as (i) the lay-out of the yard, (ti) the 
bunching of traffic, (iii) the shunting facilities available, (iv) 
strength and ability of the yard staff, and (v) operating conditions 
on the adjoining sections. All the same they feel concerned about 
such excessive detentions in the marshalling yards in excess of 24 
hours. They, therefore, recommend that a detailed investigation 
should be undertaken by the administrations concerned regarding 
the causes of such heavy detentions and they should take remedial 
measures in the shafe of (a) providing additional yard facilities, (b) 
providing additiona shunting facilities, (c) strengthening the yard 
&taft and (d) improving the line capacity in the adjoining sections 
as found necessary as a result of s~ch investigations. Averag. 
detentions to wagons in excess of 24 hours in any marshalling yard 
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should be ruled out as an axiom of good operation and such exces­
sive dela~s, if they do occur at any time, should be an object of a 
prope~ hlgh level investigation. This target is very easy of attain­
ment In view of the fact that in these yards, there have been months 
when average detention has been below 24 hours. For instance in 
Gorakhpur yard during 1954-55, the average detentions during' all 
the months were heavy, the figure for September, 1954 being as ... 
heavy as 60 hours, whereas during 1952-53 in 11 months out of 12 
the detention was below 24 hours. ' 

98. This target of maximum detention of 24 hours should apply 
only to these 11 yards, where chronic delays in excess of 24 hours 
?ave taken pla~e. Eventually, however, facilities to be provided 
In the marshallIng yards should be such that average· detentions 
do not exceed 16 hours. That this target is not difficult of attain­
ment would be seen from the fact that in the case of 36 yards out 
of 68 referred to in para. 96 above, detentions generally are below 
this figure. In a number of cases some additional facilities in the 
shape of a few extra lines or extra shunting engines will have to be 
provided, but it would be worth while giving these additional facili­
ties to secure reduction in detention to stock in marshalling yards. 
Extra facilities required for this purpose should be incorporated in 
the Second Five Year Plan of the Railways, wherever this has not 
been done. Here the Committee would like to mention a word 
about provision of additional shunting facilities. They are of the 
opinion that if even a detention of one hour per wagon can be saved. 
in a fairly big marshalling yard by providing an additional shunt- ~ 
ing engine, this should not be grudged. Any increase in the number 
of shunting hours in a marshalling yard need not be viewed with 
alarm so long as they produce results in the shape of reduction of 
average detention to stock. . . 

99. While enumerating the various factors affecting the deten­
tion to stock in marshalling yards, the Committee have referred to 
the strength and ability of yard staff. In this connection they 
understand that the Railway Ministry proposes to introduce a WagQn 
Chaser Organisation on a fairly big scale. In view of the paramount 
necessity of improving the utilisation of Rolling Stock, the Committee 
feel that this would be a step in the right direction. There should 
be Wagon Chasers in sufficiently high grades in every important 
yard and it will be their duty to keep a constant watch over the 
movement of wagons and bring down the average detention. They 
should be given clear and well-defined targets of reducing the over­
all detentions by at least 10 to 20% to begin with and their work 
should be judged from the results produced. The exact target 
should be fixed by an Operating Officer not below the level of a 
District Officer. These Wagon Chasers should also be given the 
work of examining the various factors that tend to increase the 
detentions. and suggest measures on the lines indicated . above. 
These suggestions should be scrutinised by an Officer of district 
rank to be placed in charge of the Wagon Chaser Organisation in 
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each district or division and it would be his responsibility to see 
that these measures are promptly taken in co-operation with other 
branches and that the results expected on the basis of measures 
taken are' produced. The Committee envisage a substantial reduc­
tion to stock by the creation of this Wagon Chaser Organisation. 
The Officer in charge of this organisation in the division or district 
will not confine his attention to the average detention to stock in 
marshalling yards, but will also keep a watch over the det:mtions 
to stock everywhere throughout the division or district including on 
the sections and in the departmental sidings, such as sick lines and 
loco sheds. The utility of this organi~ation 'should be judged only 
by the results produced and those who fail to produce results should 
be replaced by better personnel. 

100. The Committee have laid so much stress on the intensive 
check through a Wagon Chaser Organisation because of the fact 
that they are convinced that there is plenty of scope for improve­
ment in the utilisll'tion of rolling stock, by better co-ordination and 
supervision. To illustrate the point, the Committee quote the exam­
ple of Moghalsarai. The performance of Moghalsarai yard during 
the last 4 years was as under: 

Average number of wBiOns dealt with daily 
Average detention per wagon . 

I9S1-52 1952-53 1953-54 195 

2,749 
22'4 

(-Heavy detention durina 1953-54 was primarily due to abnormal conditions created 
by the Kumbh Mels at Allahabad), 

101. From these figures, it will be seen that there has been a pro­
gressive reduction in the average detention to stock in Moghalsarai 
yard since 1951-52 (with the exception of a temporary set back 
during the 1953-54). The average detention pp.r wagon during 
19M-55 was about 6 hours less when compared to the figure for 
1951-52 in spite of the fact that the number of wagons handled was 
about 200 wagons per day in excess. This means that during 1954-
55 about 16,500 wagon-hours were being saved at Moghalsarai every 
day when compared to the performance of 1951-52. The Indian 
Railways can, therefore, be legitimately proud of their achievement 
at Moghalsarai. The Committee are of the opinion that this improve­
ment is to a large extent due to the presence of a High level Officer 
for exercising close supervision and co-ordination. They feel that 
similar results can also be achieved elsewhere. This is the reason 
why the Committee strongly feel the immediate necessity of creating 
a well-knit Wagon Chaser Organization on Indian Railways. Even 
as regards Moghalsarai, they are of the opinion that these results 
can further be improved upon, if the following measures are taken: 

(i) provision of more powerful diesel shunting engines; 

(li) electric control of points in the marshalling yard; 

(iii) mechanical retarders; and 

(Iv) provision of an underground passage for the inCOming 
and outgoing engines to and from the loco-shed by-
passing the running lines. ' 
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102. The Committee recommend expeditious adoption of these 
measures, because they will expedite the process of shunting and 
reduce average detentions further. A3 they have said earlier, 
.eventually the target of average detention at Moghalsarai should be 
16 hours and not 22 hours. 

103. One significant fact to note here is that Moghalsarai. is by far 
the biggest yard in India; and yet it is in urgent need of further 
~xpansion in the shape of extra lines and other facilities to cope up 
with the steadily increasing coal traffic. This fact brings into bold 
relief the paramount necessity of making adequate provision in the 
Second Five Year Plan for the expansion of Railways, if they are 
to, play their due role in the rapid industrialisation of the country. 

(m) Performance' of terminal goods station yards: 
104. The Committee have scrutinised the performance of 34 ter­

minal goods stations on Indian Railways for the months, January 
to June, 55 under the following heads: 

(1) averag~ time taken in placing a wagon for unloading; 

(ii) average time taken in releasing a wagon (from placement 
to release); 

(iii) average time taken in placing a wagon for loading after 
being released or in placing a wagon received empty in 
position for loading; 

Civ) average time taken in loading a wagon (from placement 
to loading); and 

(v) average time taken in sending out a wagon from station 
after being released or reloaded. 

Regarding item (i), the performance of 23 stations out of 34 is 
good inasmuch as the average time taken is less than 12 hours. 
In the case of the following 1l terminal yards, however, the average 
time taken is in excess of 12 hours: 

Jhansi, Poona, Chitpur, Howrah, Sealdah, Shalimar, Bareilly, 
Moradabad, New Delhi, Salt Cotaurs and Bikaner. 

105. The Committee recommend that detailed investigations 
should be undertaken by the Railway Ministry to ascertain the 
reasons for these excessive delays in placements and adopt measures 
to reduce the same. That maximum time taken for placing a wagon 
for unloading should not exceed 12 hours should be taken as an 
axiom of good operation. 

106. As regards item (ii) , the normal free tin;'e allowed f,!r 
releaSing a wagon is 6 hours. Hence the average ttme taken 10 
releasing a wagon should not exceed this figure. It is noticed that 
the actual figures conform to this limit except in the case of seven 
stations, viz. Shalimar, Cochin Harbour, Coimbatore, Salt Cotaurs, 

'Carnac Bridge, Hanumangarh and Ratangarh. 

107. The Committee recommend that the appropriate Rail~ay 
:authorities should cantact the representatives of trade at these POlOts 
.and take whatever measures are necessary to ensure that the averag_ 
"time taken for release does not exceed 6 hours. 
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108. Regarding item (iii) it is noticed that the average time 

taken in placing a wagon for loading after being released or in 
placine: a waion received empty inl)Osition for loading are on the 
high side, particularly at Jhansi, Howrah and Sealdah. A detailed 
investigation should be undertaken at these points with a view to 
reduce these detentions. 

109. Regarding item (iv) , it is found that the position is generally 
satisfactory except at Howrah, Shalimar and Kanpur where the 
average time taken in loading a wagon is in excess of 6 hours. 
Efforts should be made to reduce this to the target of 6 hours. 

110. As r~ards item (v), the average time taken in sending out 
a wagon from station after being released or reloaded is considera­
bly in excess of 12 hours in the case of the following eighteen termi­
nal yards: Poona, Chitpur, Howrah, Sealdah, Shalimar, Moradabad, 
Delhi, New Delhi, Cochin Harbour, Coimbatore, Bikaner, Hanuman­
garh, Ratanga;rh, Sadulpur, Bangalore City, Madras Beach, Tuticorin 
and Indore. The Committee recommend that detailed investigations 
should be undertaken at each of these points with a view to devise 
measures to reduce these detentions to the maximum of 12 hours. 

111. The Committee appreciate that in a number of cases, the 
layout of the terminal yards, the shunting facilities and such other 
factors militate against the reduction in the detention time at 
various stages and as such the reduction of these detention figures 

, is beyond the control of the local staff in the existing conditions. 
They are, however, of the opinion that these existing conditions 
should be suitably altered, wherever necessary, so that the targets 
of detentionS' indicated are achieved. 

The Wagon Chaser Organisation referred to earlier will, of 
course, be required to watch these detentions at different stages in 
terminal goods stations with a view to bring about an all-round 
improvement. 

(n) Operating restrictions: 

112. The Committee have scrutinised various operating restric­
tions that were imposed by railway administrations during the year 
1954-55 and they find that the number of occasions when such 
restrictions have to be imposed is very frequent. Though in some 
cases, such restrictions may be necessary due to alCcidents interrupt­
ing through communications, causing hold-up etc., in quite a large 
number of cases, the restrictions are required due to the fact that 
the traffic offering exceeds the handling capacity, either at the goods 
shed concerned or at the transhipment points. Frequent imposi­
tion of the restrictions, therefore, is a further indication of the fact 
that considerable expansion of rail facilities at terminal points, tran­
shipment points, marshalling yards and sections is urgently needed. 

(0) Engineering restrictions: 
, . '. 113. There are heavy arrears of sleeper renewals on various Rall­
ways due to paucity of sleepers and the position on 1.4.'56 will be that 
there will be 7,389 miles of Railways on which there will be arrelll'l 
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of renewal i.e., 21 % of the route mileage of Indian Railways. Due to 
the arrears of replacement of rails and sleepers as many as 17~H. 
miles of track are under speed restrictions. These speed restric~ 
tions not only slow down the running of passenger trains, but also 
effect the overall availability of stock for goods loading. It is, 
therefore, urgently necessary to overtake the arrears of replacement 
and remove these speed rstrictions with the least possible delay. 

(p) Track Usage: 
114. The above review of the operating results in various direc­

tions shows that in several directions, the recovery effected by the 
Indian Railways from the after effects of War and partition has not 
been in full in as much as the best results achieved in the past have 
not been touched or maintained. There are some spheres in which the 
performance achieved in 1951~52 has not been maintained, but thf!re 
has been a drop in subsequent years. In fairness to our Railway 
men, the Committee would like to point out here that the density of 
traffic on the Indian Railways has been steadily increasing since 
the year of partition, as can be seen from the following figures of 
track usage (train miles per annum per 100 m. of running track) 
for B.G. and M.G. separately. 

Year 

1947-48 

1948-49 

1949-50 

1950-51 

1951-52 

1952-53 

1953-54 

Broad Gauge 

Train miles per 
roo m. of R.T. 

4,935 

5,226 

5,635 

5,778 

6,032 

6,096 

6,156 

Metre Gauge 

Train miles per 
100. m. of R.T. 

3,3G3 

3,61 5 

3,727 

3,896 

3,863 

3,906 

3,932 

115. From these figures it will be seen that the track usage has 
increased by 25% on the B.G. and 19% on the M.G. during 1953~54 
as compared to 1947~48. It has further to be noted that the increase 
in density of traffic on the minor branch lines has not been appre­
ciable and as such the increased pressure of traffic has fallen un­
evenly resulting in a number of sections and yards working to satu­
ration point. It is common experience that, whenever a terminal 
yard or a marshalling yard or a section is working to capacity, even 
a minor factor vitiates the operating results substantially. Moreover, 
inadequacy of facilities in anyone aspect has its repercussions in 
other spheres also. To give an example, let us take the case of one 
section with two terminal marshaUing yards. Let us assume that 
there are ample facilities on the section for the movement of trains 
in the shape of short block sections, sufficient number of loops, 
modern signalling etc. Let us also assume that the locomotives 
workin~ on the section are in good fettle. Let us also assume that 
the faCIlities for reception and despatch of trains at one terminal 
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end 'A' are ample; but that those at the terminal and 'B' ,Ire 
inadequate. One might be tempted to draw a conclusion that in the 
above case, detentions to wagons at 'A', the speeds of trains over the 
section AB and the mileage obt£aned from locomotives should be 
satisfactory; but that the detention to stock at the terminal 'B' 
should be heavy. This is not actually so. Even wIth the good 
engines and better speeds, when the trains start pouring into the 
terminal end 'B' with inadequate facilities, there is a progressive 
hold-up of trains one after the other and this easily affects the speeds 
of trains for the entire section. Due to this hold-up the crew and the 
guards remain long hours on duty on the section, with the result 
that their availability for the return trip after the minimum rest 
is affected and this in turn also affects subsequently their availability 
at the terminal 'A'. Thus, the net result is that the trains are put 
back for driver's or guard's rest at the terminal end 'A' causing 
heavy detention to stock at the end 'A' also. In other words, in 
spite of all other favourable factors, the inadequate yard facilities 
at the terminal end 'B' affect a large number of operating results, 
such as detention to stock at 'A', speeds of trains over the section AB 
and the mileage taken out of the engines over the section AB though 
the engines are in good· fettle. It is for this reason that adequate 
provision of operating facilities to cope up with the increasing 
demand of traffic is absolutely essential. 

116. Having emphasized this aspect ,the Committee would also 
like to point out that the improvement in the railway equipment 
and facilities is bound to be a slow process. In the meantime, Indian 
Railways must mobilise themselves on a war-footing with a view to 
ensure that maximum use is made of the Rolling Stock and other 
equipment that are available so as to achieve better results. Every 
wagon on the Railway should be considered as a gold mine to be 
utilised unremittingly day and night and all the measures should be 
expeditiously taken on the lines recommended by the Committee 
with a view to improve utilisation of Rolling Stock. 

G. Some more suggestions to improve utilisation of Rolling Stock. 

(a) Rationalisation of coal movements: 

117. In view of the general shortage of rail transport in the 
country, with a view to make the best use of the available trans­
port, the Railway Ministry had formulated following views and 
objectives in connection with the rationalisation of coal movement: 

(i) Complete rationalisation, in the sense that upper coal field 
(Jharia) be restricted to Up country and lower coal 
field (Raniganj) allocated to Down country, keeping in 
view the different qualities of coal available in the areas 
and the demand for soft coke and slack coal y;h:ch are 
not available in the lower coalfield. 

(ti) Avoidance of certain movements from the different pilot 
areas which are uneconomical due to excessive shuttling, 
etc. by restricting such movements only to those COD­
sumers who cannot get same type of coal in other areas. 
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(iii) Changing the method of allotment so as to give con­
centrated allotment to one depot, thereby facilitating 
formation of block rakes. 

(tv) Confining ,movement of coal for Sindri from collieries 
served by the Pathardihi depot. 

(v) Uniform utilisation of pilot capacity. 

118. Whi~e .some of these suggestions had been accepted by the 
Coal CommISSIoner further measures of rationalisation as proposed 
by the railways have been kept in abeyance. The Committee 
recomIIlle'lld that a high level meeting should be held between the 
representatives of the Production Ministry and the Railway Ministry 
with a vi~w to ascertain what further progress can be made in this 
direction. 

The Committee also recommend that the Railway Ministry should 
take over the day to day allotment for Coal loading within the 
general allocations made by the Coal Commissioner. This will 
definitely improve the position in regard to the rationalisation of 
coal movements. 

(b) RationaZisation of raiZ movements to parts: 

119. The terminal rail facilities at major ports in the country 
such as, Calcutta, Bombay etc. are insufficient to deal with the large 
volume of inward traffic both for local consumption as well as for 
export. Additional terminal facilities on these points will, there­
fore, be necessary. In addition, it would be beneficial to afford 
some relief to these major ports, if a certain amount of export and 
import traffic is diverted to other intermediate ports. For this 
purpose provision of direct rail connection of suitable gauge to the 
port with the areas in the interior, which it can legitimately serve, 
might become necessary. For instance a broad gauge connection to 
Kandla port which has already been connected with a Metre-gauge 
connection might eventually become necessary. This broad gauge 
connection might eventually also serve two intermediate ports of 
N avlakhi and Bedi. 

120. One ex-Chief Commissioner of the Railways who is still in 
intimate touch with the working of the railways and who has 
interested himself in the problem of ports was of the opinion, and 
the Committee are in entire agreement with him, that a Broad Gauge 
connection between Ahmedabad and Bhavnagar was very 
necessary. This would serve to rationalise the export and import 
of traffic from and to Cotton Mills at Ahmedabad and export of ore 
traffic from Rajasthan. It is to be borne in mind that the distance 
between Ahmedabad and Bhavnagar port by this new line would 
be less than half the distance between Ahmedabad and Bombay and 
would, therefore, result in considerable saving of broad-gauge 
wagons. It would also serve to relieve congestion at the Bombay 
terminal. It would also bring Gujerat and Saurashtra nearer in 
point of time and distance by rail. 



41 

In this connection, the Committee were impressed by the analysis 
of the problem of Break-of-Gauge in India made by the Efficiency 
:Bureau. In this analys.is the Bureau divided the M.G. areas into 
three regions viz., the Northern Region, the Rajasthan-Saurashtra 
Region and the Southern Region. The correlation of the import and 
export requirements with the population of the area follows the 
following pattern: 

I 
II 

III 

Region Import B.G. wagons 
per day 

12 P. 
30 P. 
I2 P. 

Export M.G. wagons 
per day 

16 P. 
40 P. 
16 P. 

where P is the population of each region in million. This clearly 
shows that in the Rajasthan-Saurashtra Region, the dependence on 
t~ B.G. area is greater. Hence provision of a B.G. rail connection 
to Bhavnagar will assist considerably in meeting the requirements 
of Saurashtra area and will also relieve pressure on the tranship­
ment points at Sabarmati and Viramgam which frequently get 
con~ted necessitating imposition of restrictions. The Committee, 
therefore, recommend that a B.G. link should be provided between 
Ahmedabad and Bhavnagar. The Committee would also recommend 
that examination should be undertaken on similar lines to see 
whether additional rail facilities to other intermediate ports will 
serve to relieve the ever-increasing pnessure on major ports and 
also rationalise rail movements of export and import trafftcr 

(c) Extensi.on of Express Goods Services: 
121. The Committee are glad to note that the Railway Ministry 

have introduced a nutnber of Express Goods services between a 
large number of important points and further that these services 
have also been incorporated in the time-tables. When the goods 
are despatched by the Express Goods services advertised in the 
time-table, the consignor knows in advance when his goods will 
reach the destination and is, therefore, in a better position to make 
prior arrangements for the receipt and disposal of goods. The 
Committee, therefore, recommend the progressive expansion of the 
advertised Express Goods services in the country. 

122. The Committee understand that proposals to introduce 
the following additional Express Goods services are under con­
sideration of the Railway Ministry. 

(i) Bombay-Ahmedabad daily. 
(ii) Ahmedabad-Delhi on alternate days. 
(iii) Howr~-Patna weekly. 
(iv) Howrah-Gaya and Delhi-on-Sone weekly. 

(v) Extension of Express Goods services between Shalimar 
and Nagpur up to Bombay. 

(vi) Extension of the services between Kharagpur and Waltair 
up to Madras. 

(vii) Between Kanpur and Barauni daily. 
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The Committee recommend that these proposals should, be put 
int~ effect as early as possible. They also suggest early examination 
to mtroduce advertised Express Goods services inter alia between 
Jamnagar-Viramgam and Bhavnagar-Ahmedabad. 

(d) Running of through goods trains according to fixed time-tabLe: . 
123. As the Express Goods services are being run on fixed time­

tables between specific points, there is also scope for running at 
Least certain percentage of goods trains on fixed paths. One of the 
advantages of running goods trains on the fixed timings, as rightly 
pointed out by the Indian Railway Enquiry Committee, 1947 is that 
it renders possible the preparation of goods engine links and so 
assists in obtaining better locomotive utilisation. Further the 
running staff working on these fixed links are able to know in 
advance when they, would return to Headquarters, a point which 
a.ssists them in planning their domestic life. The Committee would, 
therefore, recommend that the practice of running goods trains on 
fixed time-tables should be progressively extended on Indian 
Railways. 

(e) Loading of sma.lls: 
124. Due to shortage of full wagon load consignments, sometimes 

there is a tendency on the part of merchants to split up the wagon 
loads and book them as smalls. In order to keep a check on this 
tendency, G surcharge of 61 per cent. on freight has recently been 
introduced on smalls consignments weighing up to 20 mds. Efforts 
are also being made by the Railways to reduce the number of wagons 
loaded with smalls with a view to obtain better utilisation of wagon 
space available. While generally the Committee agree with these 
measures adopted by the Railway Ministry to make economic use 
of wagons, they would also like to stress here that whi1e every effort 
should continue to be made to club smalls consignments to the 
maximum extent possible in the wagons, no restrictions as such 
should be imposed on the booking of smalls merely for the sake of 
securing better loading, as such a course is likely to affect the small 
scale industries adversely. As a matter of fact, the Committee did 
receive a number of such complaints. Railway Administration 
should promptly investigate such complaints and take remedial 
action, wherever necessary. 

(f) Nominated loading: 
125. The idea of the nominated loading is that certain days of 

the week are specified for the booking of traffic to particular 
destinations. This enables the Railways to load full wagons and 
sometimes even full trains to points at long distance with resultant 
acceleration in transit and economy in wagon usage. The Committee 
have examined the system of nominated loading on differeJilt Rail­
ways and are glad to observe that the Railways have mad~ goo~ 
progress in this direction. They recommend that the efforts m thiS 
direction should be continued without relaxation. 

126. The Committee feel that there is considerable scope for . 
formation of block loads for long destinations, specially in the case 
of coal traffic. Bulk allotments in the coal fields enable the Railways 



.. ~ 

to {arm and ~sPiitch special trains for distant destinations such as~ 
Gh~~, s.h1iranpur and Agra East Bank. Th,is will not only 
reciU4:e . the transit time and im~rov.e tbe t~n-round of wagQn8,qut 
als(> WIll assist the Moghalsaral Up yard masmuch as such Special 
trains for long destinations are not required to be dealt with in th~ 
marshalling yard, but are received in the Centra! yard and des­
patched directly onwards from there after changing the engines. 

127. The Committee are glad to note that the Railway Board have 
recently evolved and published the Marshallini Orders on Itn All 
India basis. This will facilitate formation of goods trains to the 
farthest destinations. The Committee hope that this idea will be 
progressively dev.eloped. 

(g) Night loading: 

126. The Committee have noticed that the Railways have intro­
duced night loading at ariumtia-O'fil'Aportani ·goOde sheds, With a 
view to expedite the release of wagons. They reconUnend that this 
pract( ce should be extended in conaultation with the local representa­
tives of trade and that multiple shifts of working should be intro­
duced at important goods sheds and transhipment points with the 
object of expediting the release of wagons. 

(h) Mechanical ha1tdli~ of bulk cargo at impo~ Poru: 
129. A large .number of wagons are h~dled daily at .~ant 

ports to deal wlth the export end IJnpqrt traffie. ~1 de"f"l(:.e8 fer 
mechaniealhandlil\g of bulk CM'go in "theDoeks in big PortJ wlU .. 
therefore, not only inerease their ~apacity, but also reduce sub­
stantially detention to stock. The Couunittee understand that the 
following proposals for the. provision of meebantcal handImg are 
under consideration at Calcutta and Madras ports: 

C4'ktmil. 

130. (i) Instalment of a coal loading plant with two tipplers, the­
average loading capacity be. ing 300 tons per hour per tippler, for 
loading coal from the wagons direet into the ship ... This instalment. 
1s expected to be ready by about the middle of 1956. It will be­
capable of dealing with only open trucks loaded with coal. 

(ii) Semi-mechanical ore loading berth at No.5, King George's 
Docks. r~:aLer tubs on trolley would run parallel to the wag~ns 
aftdpe ieular to the quayside and the tubs will be manually 
loaded from the wagons. These tubs on trollies will be hauled by 
diesel locomotives. The cranes will hoist the tubs into the shfp. 
'The. awerage loading capacity will be 3,000 tons per day. 'nie­
unloading of ore wagons by theae means will be verymueh quicker. 
This arrangement will also be reroy by about the middle of 1956. 

Madras 
131. Two quay berths are proposed to be COMt~cted eel are 

expected to come into operation by the end of 19:ir.~e for handl­
ing Coal and tbe other for Ores. 

IsSaU 
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A t the proposed Coal berth, coal will be grabbed out from 
the ship's holds, loaded into tipping wagons, tipped at the coal dtin).p 
and stacked with manual labour or light shovels. The rate of dis­
char~e of Coal will be about 1600 tons per day working two shifts­
of eIght hours each. 

Ores arriving from the interior will be stacked in piles at the 
Ore Yard by m,.nual labour or by mechanical shovels. Cranes will 
be used for grabbing from the stock-piles and loading . into tipping 
wagons. The are will be tipped from the tipping wagons into 
under-deck-bins at the proposed Ore berth. Loading into ship's 
holds from the bins will be by grabbing cranes. The rate of loading 
of Ores will be about 2300 tons per day of two shifts working eight 
hours each. 

132. The Committee recommend that the question of providing 
facilities for mechanical handling of bulk cargo in the docks may 
be examined for Bombay Port ~ well as some of the important 
intermediate Ports like Bhavnagar, Bedi etc. Similarly, the question 
of handling salt by mechanised means may also be examined. 

(i) Intensive High level supervision on rail operation: 
133. In view of the .inadequacy of rail tran~ort due to the 

extremely limited resources of the Railway Ministry, the importance 
of exercising high level supervision for making the best use of 
these limited resources is paramount. The Efficiency Bureau in 
their investigations about the drop in speed of ¥oods trains noticed 
that there was a necessity of improved supervIsion and co-ordina­
tion and better maintenance of Rolling Stock. During the course of ,r 
their .&tudy tours and their discussions with the Officers at 
Divisional and District as also zonal headquarters level, the 
Committee were glad to notice that there was a consciousness 
amongst the Railway officials about the inadequacy of rail trans­
port and the paramount need of exerting to the utmost to make 
.the best use of the limited resources. 

134. The Committee were also glad to notice that the Chairman 
and Members of the Railway Board are' also seized of the problem 
of inadequate rail transport available in the country and there­
fore, a detailed control is be:ng exercised in the Railway Board's 
Office on the operation of the railways by the following methods: 

0) Check of. the daily line and stock position on each of the 
- Railways. This position is received:n the prescribed form through 

the Delhi Control Office on the day following that to whtich it 
relates except in the case of the Southern Railway which furnishes 
the information by wireless message. 

, 
. The saEent points that are checked from these reports are: 

(a) The disposition of inter-Railway interchange of wagons and 
theresul;tant overall interchange balance of the Railway vVwa.-viB 
its target wagon balance. 

(b) The throughout, in each of the two directions separ~tely, 
in terms of goods trains and wagons on the more important and 
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difficult routes and the number of goods trains, if any, stabled 
th:ereon. Wlith this is checked the balance of wagons left over for 
dearance on the section. 

(c) The handling performance at the more important break-of­
gauge transhipment points and the number of wagons left over to 
be handled and in sight. 

(d) Yard balance at some of the more important yards vis-a-
vis the balances that they may have in the normal course. 

. (e) Overall loading (and .coal loading, where concerned) on the 
Railways. 

(f) Overall outstand:ngs with the oldest dates of registrations, 
separately for foodgrains also. . 

The position regarding any deterioration in these respects is 
watched and if consistently bad for two or three days or in the 
ease of any marked deterioration on any particular day, the 
matter is immediately taken up w:th the Railways roncerned 
eitht!l' over the telephone, or by wireless message, or by a letter. 
Thus, the Railway Board keeps in touch with the pulse of the 
dEly-to-day operation of the Railways. 

(ii) The overall position as reflected in the Ten-day Confidential 
Pe:riod'cal Demi-official letters from each of the General Managers 
IS studied and suitable action as warranted on the part of the 
Board is taken. 

(iii) A monthly 'Review of Rail Transport' is prepared by the 
Priority Branch of the Traffic (Transportation) Directorate which 
g:ves an indicatioo of the overall trends of traffic and its clearance, 
and serves as a pointer to eertain noteworthy features. 

(iv) The punctuality perfomll~nce of passenger trains is 
furnished by the individual Railways every ten days and moothly. 
In the case of certain important trains statements of the actual 
arrivals at and departures from Delhi are received on the da:ly, 
ten-day and monthly basis. 

Special reports on these lines are also received regarding the 
position at Madras and Bezwada in respect of Grand Trunk 
Express. The overall position is watched and if bad over a period 
it is pointedly brought to the notice of the Railway Administra­
tions concerned. In some cases, particularly bad specific instances 
are also taken up. 

(v) Operating Statistics with brief explanations of the Rail­
ways for deterioration are also studied and necessary action taken 
on particularly weak spots. 

(vi) The operating problems are' also gone into at periodical 
Operat:ng Meetings at which the Railways are represented by 
the Chief Operating Superintendents. 

135. In the normal circumstances, the Committee would have 
regarded such a detailed scrutiny of operation on individual rail~ 
ways by the Railway Board's Office as an interference in the 
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sp~ere of the G;eneral Managers. In view of the critical position of 
rail. transport m the country, they are, however, of the opinion 
tl\at at present this detailed control from the Railway Board's 
Office mus.t. con~inue. The. control l!lay be progressively relaxed, 
as t~e posItion lrn}?ro-yes wlth the lmprovement in the railway 
equipment and facllittes. The Committee would like to stress 
ber~ that different operating statistics that are submitted at 
var:ous levels should be carefully scrutinised and prompt 
remedial action taken wherever necessary. 

H. Miseellaneoqs 

136. While on this subject of Operation, the Committee would 
now deal with the ~ollowing subjects: 

(a) Clearance of parcels and perishable traffic. 
(b) Registered Transit' System. 
(c) Priority Schedule. 
(d) Working of Control Offices. 
(e) Restrictions on Road Transport. 

(a) Clearance of parcel and perishable traffic: 

137. The Committee have examined the arrangements for clear~ 
ance of parcels and perishable traffic on various Railways. They 
find that these arrangements are in many cases inadequte due to' 
the following reasons: 

(i) the shortage of luggage and parcel vans; 
(ii) the shortage of ,wooden floored and, ventilated wagons; 
(iii) acute shortage of Vacuum fitted stock on the M.G. 

Railways. -

Adequate provis:on of parcel vans, luggage vans, refrigerator 
.vans, wagons with wooden floors and ventilation and vacuum 
titted wagons for the M.G. Railways is urgently needed to cater 
for the increasing demands of parcel and perishable traffic. 

(b) Registered Transit system: 

138. Before the War, the olld East Bengal Railway was operating 
"the green arrow system" for an additional charge of Re. 1/- per' 
'coniignment. The tram:t was specially supetvised and recorded 
in what was known as the 'green arrow cabinet.' The consignor 
could obtain at any time information by telephone as to the 
progress of his consignment and on a:riva1 at destina.tion, ~pecial 
steps were taken to infonn both consignor and consignee .:mme­
diately. The Committee recommend that an e~rlment on these 
lines should be made on Indian Railways also. During the 
course of ciiscussions, the Committee were informed by the 
representatives of the Railway Min:stry that they intended to 
introduce such a system from the tizne..table of 1st April, 195ft 
They have no doubt that the experiment will be watched with 
ireat interest. 
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'c) Priority scheduLe: 

139. As the demands for movement of tratBc continue to be far 
tn excess of the available rail transport capacity, the cont:nuance 
of the system of rationing of rail transport is inevitable. This 
rationing is arranged by prescribing prior:ties to the":" general 
range of traffic suitably grouped consistent with the comparative 
urgency and importance of, tbe traffic generally falling, m eacIi of 
the groups. This inter~group priority is prescribed in the General 
·Order applicable to all Railways and issued under the authority of 
.5ectj.on 27-Aof the Indian Railways Act, 1890, as modified from 
time to time. The current General Order is different f,rom its 
predecessors in force prior to 17-8·1953 inasmuch as under item 'E' 
provision is made for availability of some share of rail transport 
for all kinds of traffic not covered by . the higher pr:ority items, 
viz., items 'A' to 'D'. Unlike the past, under this Preferential 
Schedule any particular kind of traffic does not remain altogether 
unsa tis£led over abnormallly long periods. Under item 'E' .the 

.quotas specifically for some commodities and those for miscellane· 
·,DUS traffic are fixed as recommended by the Ra:lways and "are 
subject to revision from time to time in the light of the prevalent 
local conditions . and availability of rail transport v·js·a-vis the 
demands. Thus, the economy of the areas served by a Railway is 
.catered to at least to a limited extent depending upon the overall 
.availability of transport. The extent to which commodity 'q~otas 
under item 'E' can be actualll' implemented is, of course, depen­
dent upon the day·to-day availability of wagons and disposition 
of operating restrict:ons etc. with due regard to the requirements 
to be met under items 'A' to 'D'. Some share of the wagoR 
availability is, however, made available for this item as a rule. 
-(It is needless to add that this share is very inadequate to meet 
the requirements). 

F<Jr fixing the commodity quota under item 'E' of the General 
Order, Special Order for each of the Railways is issued, as the 
character of the commodities and quotas for nleetiDg the local 
requirements are different on each of the diffieTent Railways. The 
overall commodity quota for a particular Railway, as given in the 
Special Order, is in turn suitably distr:buted by the Railways 
between the areas served by it. 

As the shortage of rail transport is likely to persist for some 
-time 10 come, the Committee do not envisage the abolition of the 
nrlority schedule :n the near future. All tne same the Committee 
~commend that the Railway Ministty should have a time-table 
-for gradual and progtlessive relaxation of controls and restrictions. 

(d) Working of Control Offices: 
140. On each division or district·; of the Railway, there are a 

number of sections, each station of which is connected by control 
ohpn~ to .the Control Office, usually situated a.t di~trict or divisional 
·headquarters. This enables the Controller ,:Do the Control Office 
to plot the movement of each ~rain on a ,chart and to keep ~ 
movement of trains under contmuous wateh. It al50 enables him 
t.o plan the crossing and precedence of trains in advance. In 
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addition, a closer watch is kept on the supply and clearance of 
wagons from the road-side stations. It wi! thus be seen that the 
pr~vision of co~trol phone is a great asset. The med:cal and 
relIef measures In case of an accident can also be taken more ex­
peditiously over a controlled section than in the case of llon­
controlled section. The importance of providing control over the 
sectlons is, therefore, obvious. There are a number of sect:ons on 
Indian Railways, where due to the increasing traffic, provision of 
control communications is very necessary. Provision of such 
('ontrol facilities should, therefore, be g:ven a high! priority. The 
Committee recommend that each Railway Administration should 
make out a· phased programme for introducing control system 
over non-controlled sections. 

141. The Control Office is a sort of nerve centre, as far as the 
working of the traffic on the district, or a divis:on is concerned. 
The responsibilities of the Section Controller are great. Not only 
has he to keep his finger constantly on the pulse of traffic, but 
aliso he has to keep close co-ordination with the line staff, the vard 
staff at the terminal ends and the adjoin:ng control oftkes,~ so 
that he may be able to plan the traffic on his section to the best 
advantage. The ComJ:n:ittee, thereJ;ore, lay great stress on the 
proper selection and training of Section Controllers. During the 
study tours of Sub·Committees, it was noticed that some of the 
Control Offices aTe situated in rather cramped areas. Proper 
ac<:ommodation for the Control Offices with properly tested 
acoustics is a sine qua for good operation. Where the Control 
Offices are situated at stations subject to extremes of climate, the 
Committee would also recommend that air-conditioning should be 
provided, so that Section Controllers and other staff in the Control 
Office can work effiCiently. . 

(e) Restrictions on road transport: 
142. Many years back, in order to avoid untealthy competition 

between the Railways and the Road, at the instance of the Railway 
Ministry, numerous testrictions were imposed on the road traffic. 
Now that the demand of traffic in the country has shown a 
phenomenal rise and as the Railways are not in a position to carry 
all the traffic that is offered the Committee are of the opinion that 
the entire position regarding the various restrictions imposed by 
the State Governments on the road traffic should be carefully 
reviewed and these restrictions should be relaxed to the maximum 
extent possible so that wherever the rail transport is inadequate, 
advantage can be taken of road transport. While relaxing these 
restrictions, care will, of course, have to be taken to see that road 
transport does qot enter into unhealthy competition with the Rail­
ways now or at a later stage. 

NEW DELHI; 

The 20th December, 1955. 

BALV ANTRAY GOPALJEE MEHTA .. 
Chairman, 

Estimates Committee. 



APPENDIX I 

StatemCllt ebowlq the IUlDmary of coac1uaioujrecom1Delldadoaa of the 
Batiaaatea Committee reJatbur to the MJnistrJ olRall,.,.,.- OperadoD OD ~1Ul Ran,.,.,... . , 

Reference 
S. to Para 
No. number in 

the Report 

2 

5 

2 6 

3 8 

4 10 

s II 

6 12 

7 I3-IS 

Summary of conc1uliona/recommendatioDl 

3 

The Committee 8uUCSt that as far as poalible the running of mixed 
trains should be avoided. 

The Committee recommend that early steps should be taken by the 
Railway. Ministry to wipe off the arrears of replacement of raila 
and sleepers. 

The overall speed of the Mail train between Madras Central and Bom­
bay V. T. and vice !In'SQ is very low for a mail train and is lower 
than the speed of some of the mail trains on the Metre GallIC 
sections. . 

The Committee recommend that the fOll~Wi proposals which are 
under examination be implemented tiously 80 that their 
results would be reflected in the time ta Ie to come into force from 
1-10-1956, if not earlier :-

(I) Booked speed of 61/62 Mail train to be increased on the 
Northern Railway portion; 

(ii) Improvement of track, bridges and inter-locking which 
would result in an increase in the average sreed of trains 
in the Gondal Region of the Western Railway; and 

(iit) Raising maximum possible speed on Lucknow-Katihar 
section to 60 M.P.H. __ _ 

The Committee desire that early steps should be taken to make all 
stations on the route of the Grand Trunk Express fully interlocked. 

A systematic review of the overall speeds of mall trains throughout 
the country should be undertaken by the Railway Board and schemes 
should be incorporated in the Second Five Year Plan with a view 
to ensure that the overall ~peeds of mail trains do not remain belqw 
35 M.P.H. in the case of Broad Gauge trains and not below 30 
M.P.H. in 'the case of Metre Gauge trains. These tataets can 
easily be achieved without exceeding the maximum permissible 
speed of 60 M.P.H. for the B.G. and 45 M.P.H. for the M. G. 

Even the existing maximum permissible lpeed of 60 M.P.H. for B.G. 
and 4S M.P.H for M.G. track in the country is lower than that 
laid down in aome of the foreiln couDtries like the U.S.A., U.K •• 
Canada, France and GermaDY. ~ any IUbatantial increue in 
the maximum permissible speed over the main line routes will COlt 
heavy expenditure the Committee do DOt recommend this course 
for the present. The Committee were glad to learn that the ques­
tion of increasing the maximum pennillible speed over certaiD 

49 



50 
----------------------------- .--------------

1 3 

main line routes by improved maintenance and without incurring 
heavy expenditure and thereby increasing the speeds of mail trains 
was under examination of the Railway Ministry. The Committee 
would comment upon the qUestion in a subsequent Report. Mean­
While, the Conmuttee would suggest that a systematic review of 
halts of important trains at big stations should be taken by the 
Railway Administrations to iee as to what extent these halts could 
be curtailed. 

8 16 The Committee feel that there is an urgent need for a systematic 
review being taken by each Railway Administration of the speeds 
of passenger trains on branch lines, so that suitable steps may be 
taken to attain the booked speeds of 30 M.P.H. for M.G and 35 
M.P.H for B.G. passenger trains running over a distance of 50 
miles by the end of the Second Five Year Plan. 

9 20 There is an imperative need for building up more coaching stock 
on Indian Railways. In the meantime, the coaching stock that is 
already available should be used to"the maximum extent by tightenin g 
the rake arrangements wherever feasible and by reducing the number 
of coaches under or awaiting repairs. 

10 22-23 (a) The Committee are glad to observe that Government have appointed 

II 26 

u 28(i) 

a committee to examine the extent of overcrowding on suburban 
trains and to suggest measures to improve the position; but feel 
that it would have been better if some non-official element were 
alllo associated with this committee, so that the p<>int of view 
of the people actually affected hy overcrowing could be given due 
weightage. This may be done even now. 

(b) As regards overcrowding in suburban trains, the Committee recommend 
the examination of the following points: -

(j) Provision of standing accommodation only in some com­
partments by removing the benches; 

(ij) Reducing the minimum headway between trains to about 
3 mmutes against 4 minutes at Churchgate and 5 minutes at Victoria 
Terminus by improved Signalling, arrangements; and 

(iii) Staggering the Office hours at Calcutta, Bombay and Madras 
in consultation with the State Governments and the local 
business Offices. 

The Committee observe that, except in the Central and Southern 
Railways, passenger train services curtailed during the war have 
not yet been fully restored. The Committee recommend that this 
item should be given a very high priority and hope that all passenger 
train services curtailed during the war will be restored by 1-10-1956 
unless the census figures of traffic definitely prove that the~e is no 
need for such restoration due to the change in traffic trends. 

The Committee understand that the following proposals regarding 
the running of Janata trains are under consideration :-

(I) Increased frequency of the Janata trainR between Madras 
and Bombay V. T. from bi-weekly to tri-weekly; and 

(4i) Introduction of a bi-weekly Janata train between Bombay 
and Allahabad, Bombay and Bezwada, Bombay Central 

, 
Ii 

and Delhi and Delhi and Ahmedabad (M.G.) ~ 

The Committee recommend that these - proposals should be imple­
mented as soon as possible. They also recommend that the question 
of introducing a through Janata Express between Bombay and 
Saurashtra (with suitable prompt connection at the break-of-gauge 
point) and between Bombay and Howrah be e_xamined. 
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The Committee welcome the proposal of the Railway Ministry to 
run a completely air-conditioned train, providing air-conditioned 

accommodltion to the third c1as~ passengers also. 

The Committee recommend that the Research Centres of the Railways 
• should concentrate 011 devising some chear method by which some 
degree of cooling can be effected in the t,lird class compartments. 
Efforts should also be made to provide dust-free ventilation in 
third class carriages. 

The Committee are in agreement with the contemplated abolition 
of II class, when adequate sleeping accommodation would be made 
available in III class; and hope that it will be possible to implement 
it without uncjue delay. 

The Committee are glad to note that the Railway Ministry is not 
complacent about the inadequdcy of the rail facilities available in 
the country. _ 

The average dally coal loading has invariably been below the Coal 
Commissioner's distribution target. The difference between the 
two may be taken as an index of the short supply of transport for 
coal industry due to inadequacy of rail transport. 

The figures of goods loading (including coal) during 1954-55 have 
recorded an increase of 8'2 % over the figures of 1951-52, as far 
as B.G. is concerned. As rar as M.G. is concerned, the increase 
is very much less, being l' 2 %. 

The figures of Freight tons originatins and Freight ton miles during 
1954-55 are the highest eveor achieved. They represent a percentage 
increase of 25' 4 and 46' 7 respectively over the corresponding 
figures for 1938-39. 

The outstandings at the end of the busy period have been showing a 
steady increase every year. The outstanding figures for 31-8-1955 
show a phenomenal rise. This is a clear indication of the fact 
that the transport facilities available are totally inadoquate to meet 
the increasing demands of traffic. 

Whereas the traffic waiting for Festricted destinations and quota 
destinations would indicate the insufficient capacity of the railways 
to handle traffic for those destinations or for those routes for which 
quotas have been laid down, the traffic waiting for unrestricted 
destinations is an indication of the inadequacy of the rolling stock, 
due to which the railways are unable to clear the traffic expedi­
tiously. 

The fact that, even for B. G. unrestricted destinations, there were 
indents pending for a period of over 6 months on the Southern 
Railway and the Western Railway seems to indicate that the wagons 
allotted for theliC two Railways were inadequate and the point 
requires careful examination. 

The Committee recommend that as far as Broad Gauge unr.trictcd 
destinations are concerned, even with the available resoiJPces the 
Railways should take special .tep. to ensure that no indents remain 
outstanding for a penod in excess of three months under any 
circumstances. 

After examining the statisticS of coal and goods loading, the Committee 
feel that the rail transport situation in the country is totally inad.e­
quate to meet the increasin¥ demands of traffic arising out of the 
increased economic activity due to increased agricultural and 
industrial production. 
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The Committee are in entire agreement with the recommendation of 
the Railway Corruption Enquiry Committee that adequate provi­
sion must be made in the Second Five Year Plan not only to make 
up for the arrears but also to build up sufficient Ulets to enable the 
Railways to cope with the present transport demands and the 
further demands that would be made by the expanding economy 
during the period. 

The process of mechanised transhipment should be introduced at 
certain important transhipment points. Particularly arrangements. 
Ihould be made to provide tipplers for expeditioua transhipment 
of coal from Broad Ga~e to Metre Gauge. The Committee also. 
recommend that the poSItion should be reviewed periodically and 
two. shifts of working introduced at tranlhipments wherever 
feasible. The Committee are of the opinion that the question 
of labbur should not be allq';Ved to stand in the way of increased 
transhipment. 

As regards transhipment over the Ganga, the Committee recommend 
111at the question of opening more transhipment points should be 
considered expeditiously pending construction of the Mokameh 
Bridge. 

The Committee consider that apart from the construction of new lines,. 
considerable expansion of the existing Railway facilities will .be 
necessary in the shape of· additional rolling stock yard facilitieB, 
terminal facilities and increased section capacity, if Indian Railways. 
are to cope up with the demand of rail transport. 

The Committe~ welcome the bold step taken by the Railway Ministry 
in announcing their proposal to carry about 15 to 20% additional 
traffic during the current busy season (except on the Eastern and 
South-Eastern Railwar.s where the immediate target is 10% increase 
in coal and goods loaeling) as compared to the previous years. The 
Corriinittee will watch the fulfilffient of the announcement with 
interest and comment upon it in their subsequent Report. 

The Committee attach great importance to the question of operating 
efficiency at the present critical stage of our national development 
as 1088 of transport that may occur due to inefficient operatioD 
"cannot be made good". 

The Committee recommend that suitable measures should be taken to 
improve the performance of wagon miles per wagon day and suggest 
the target of 50 for B.G. and 40 for M.G. to start with. 

A steady drive to improve the net ton miles per wagon day specially 
on the ~.G is necessary 80 a8 to ensure the maximum possible 
use of wagons. 

In view of the shortage of locomotives, it is necessary that the maxi-· 
mum uae is made of them by I1vint better loads to trains. The 
Committee are ,lad to note that on the M.G., the perfOl'llWlCC hu 
shown • steady improvement from 1948-49 onwards, u far a. 
tonnage per train is concerned. 

In reprd to Net ton miles p aoods trains hour, there hu been 
considerable drop in the petformance during 1952-53 and 1953-54 
u compared to 1951-52. 
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Aathe Railways are not aettmg the best mileage out of the engines 
both on the B.O .. welf as on the M.G. the Committee reomunencl 
that the Railway Ministry should immediately investipte the reRlIOllS 
for low mileqe obtained from the engines both on B.G. and M.G. 
and take prompt measures to see that the mileage obtained out of 
the B.O. and M.G. engines for various services, improves. To 
start with, the target of best performance since 1938-39 Ihould be 
arrived at.md achieved within one year. after which the question of 
revising the tafFLll ,till further miJht be considered. . 

.The Committee oblCrvc that thcre has beeJi considerable improvement 
in the composite figure of net ton miles per engine clay. 

This is due to the better loadinf of waaons and better loada offered 
to trains. If better mileage IS obtained out of the engines, this 
composite ficure also can be CODIicierably improved. 

The Committee are glad to oblCrve that the measures advocated by 
the Efficiency B~u for removing CCJ:t8in causes of drop in speed. 
of goods trains are being progr'Cssively adopted by various Rail­
way Administrations. The importance of unproving the speeds 
of goods trains by providing additional facllities, wherever nece­
ssary and by increased supervision and better co-ordination can­
not be exaggerated. 

There is considerable scope for improvement in waaon-turn-round 
which is a composite index depending upon a large number of 
facton such as the average detention in yard., average speeds of 
trains, time for loading and unloading etc. No efforts should be 
spared to bring about this improvement. 

Taking into account the serious shortage of rolling stock the Com­
mittee feel that the Railways cannot afford the luxury of keeping 
a large number of locomotives, carriages and wagons under or 
awaiting repairs in their workshops, running sheds, and sick lines. 
While the Committee appreciated the drive started by the Rail­
way Ministry recently in effecting improvements in this direction. 
they recommend that the drive should be intensified and that the 
Railway Ministry should lay down the figures of best performance 
obtained on· any Railway as an immediate target to be attained 
by all Indian Railways. . 

The Committee recommend that the Railway Ministry should examine 
the feasibility of providing sliding doon in the roofs of covered 
wagons, so that the wagons may be utili,ed for coal loading in the 
mechanicaJ coal loading plants on their outward trips from the 
ooaJ fieJds and can also be utililCd for loading general goods on 

their return trips to the coal fields, thereby reducing the empty 
wagon haulage on the B.G. 

Pending a detailed examination of the question of JPlugea in India 
the Committee recommend the following interun measufCII to 
minimise the difficulties of areas served by M.G. :-

(i) Stepping up the capacity of transhipment points to the re­
quired level ; 

(ii) Prosressive increaae of the quota of transhipment points; 

(Ia this counection, orders about siva. hia:h priority to the 
supply of M.O. 8tock to the tnmIhipmcot points should 
be riPdly enforc:lCd. and the question of aUJDlcotiJ1a the 
line and power capadtyon the sections aclJoinina tho 
transhipment points .houId be siven a very hfab priority). 
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(iii) Laying down targets for the period of transit of goods and for 
the total .wqon hOUl"BtpeI1t for each operadoa. fer ~ 
traDahipment point and judiinl the performance regularly 
aaainst the prescribed targets ; and 

(if1) Provision of tipplers for handling coal at some important tran­
shipment pointe. 

A detailed investiption should be undertaken 'by each of the Rail­
way Administrationsregardin, the causci of heavy detentions in 
the marshIIlJing yards and remedial measures taken in the shape of 
(a) providing additional y8J'ds facilities, (b) providing additional 
shunting facilides, (c) strengthening the yard staff and (d). iJ:n-
proving the line'capacity in the ad;oming sections a8 considered 
necessary. Average detentions to wagons Ln excess of 24 hours 
In any marsha.llmg Y It'd should be ruled out as an axiom of good 
operation and if such excessive delays occur, they should be in­
vestigated ,at a high level. The Committee feel that extra faci­
Uties required to minimise detentions in marshalling yards should 
be incorporated in the Second Five Year Plan wherever this has 
not beef! done. Any increase in the number of shunting hours 
in a marshalling yard need not be viewed with alarm so long as they 
produce results in the shape of reduet10n of average detention to 
stock. 

The Committee consider the proposal of the Railway Ministry to 
introduce a Wllion chaser organisation on a fairly big scale as a step 
in the riaht direction, and envisage a substantial reduction in de­
tention to. stock by the creation of a well-knit organisation. There 
should be Wagon Chasers in sufficiendy high grades in every im­
portant yard and it will be their duty to keep a constant watch over 
the movement of wagons. They should be given clear and well 
defined targets of reducing the overa11 detentions by at least 10 
to 20 per CCIlt. to beain with and the work should be judged by the 
results produced. Those who fail to produce results should be 
replaced by better personnel. ' 

The Committee are glad to note that there has been a progressive 
reduction in the average deteDtion to stock (despite handling of 
a larger number of wqons) in Mogalurai Yard, by far the biggest 
yard in India, largely due to the close supervision and co-ordination 
exercised there by a hip level officer. The Indian Railways 
can be legitimately proud of their achievement at Moghalsarai. 
Similar results can be achieved elsewhere also. Even as regards 
Mog1Waarai better results can be achieved by adopting the fol-
lowing measures :- , 

i(j Provision of more powerful diesel shtmting engines ; 

(ii) Mechanical retarders ; 

(iii) S1ectric control of pointB in the I1lIIJ'8halling yard; and 

(i'O) Provision of an under-ground passage for the incoming and 
outgoing CQIiDcs to anQ from tbe .10c;0 sheds, by-passing the 
running lines. 

The 'Commime recommend expeditious adoption of these measures 
It is sigIlificant to note here that even Moghalurai, the b~t 
yard in IDdia, . is in urpnt need of expansion. This fact bnngs 
into bold relief the panmount aeeeasity of making adequate pro­
vision· in the Second Five Year Plan for the expansion of Rail-
ways, if they are to play their due role in the rapid industrialisation 
oi the c:oaatry. 
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(i) Detailed investigations should be undertaken by the Railway 
Ministry to aacertain the D:llsons for excessive delays 
in "placements" in some of the terminal goods station yards 
and measures to rOOuce the same should be adopted. That 
maximum time taken for placing a wagon for unloading should 
not exceed I2 hours should be taken as an axiom of good 
operation; 

(ji) Also, the appropriate railway authorities should contact the 
,;epresentatives of the trade to rc4lJce. the average time taken 
tor releasing wagons, at stations when: this time is in excess 
of6 houn ; 

(Ui) A detailed investigation ..should be taken at points like Jhansi. 
Howrah and Sealdah where the averaae time taken in placing 
a wagon for loading after being released or in placing a wagon 
received erIlJ'ty in position for loading is on the hiJh side; 

(if) Efforts should be made to keep the average time for loading 
within the prescribed time at Howrah, Shalimar and Kanpur; 
and 

(v) The average time taken in s:fc1 out a wagon from statiC!·· 
after being re1eaaed or rei is considerably in excess 
of 12 hours in the case of the 18 terminal yards. The Com­
mittee recomm~ that detailed investigations should be 
undertaken at each of these point1l with a view to devise mea­
sures to reduce these detentions to the maximum of 12 hours .. 

46 IIo While the Committee appreciate that in • number of cases the l.ay 
out of the terminal yarda and other facilities are such that reduction 
of cetMtion time is beyond the control of the local staff, they con­
sider that the exilting conditions should be altered, wherever neces­
sary, so that the tarlets of dcten~ions indicated are achieVed. 

47 113 Tbe Committee observe that due to arrears of replacrments of rails 
and sleepen as many as 1784 miles of track are under speed re!I-
trlctions. It is 'Urgently necessary to overtake the arrears of re­

placement and remove these lpeed restrictions with the least 
possible delay. 

48 I14-1l5 The densilY of traffic on the Indian Railways has been steadily increas-
iRisince partition, both on B.G. and M.G. This increase has 
occurred wlt"vcnly resulting in a number of sections and ysrds 
wOl'king to saturation point. It is common experience that, when­
ever a terminal yarl1 or II marshall in, yarJ or a section is workin, 
to capacity, even a minor f4ctor viWites the OJ'< rat in, results substr.n­
lially. Moreover, inadequacy of facililie~ in anyone aspect has its 
repufCUssions in 'other sphereK IllaO. It is for this reason that 
lIdequate provision (Jf operating facilities to cope up with the 
increadng demand of I he traffic ere abBOiutely essent ial. 

49 ll{i As the improvement in the railway equipment and facilities is bound 
lobe a slow process, IndiaD lUIilWilYs must mobilise themselves on 
a war-footing with a view to elUure that maximum use is made of the 
Rolling Stock and other equipment ttlit 8I'e available so as to achieve 
better reml-,. Every wagon OD thll Railway should be considered 
88·.a gold mine to be utilited unremittingly day and nisht and all the 
meaaures shuuld. be expeditiously t&lten on the lines recommended 
by the Committee with a view to improve utilisation of Rolling. 
&ock. . 

.-... -.. ---... -----.. -.----.------
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The Committee recommend that a high level mcctin& should be 
held between the representatives of the Ministries of Production 
and Railways with a view to explore ways and means of rationalisa­
tion of movement of coal. They also recommend that the Railway 
Ministry should take over the day to day allotments for coal loading 
within the general allocations made by the Coal Commissioner. 

Additional terminal facilities at major ports like Calcutta, Bombay etc. 
are necessary to deal with the large volume of traffic. In order to 
afford lOme relief to those major ports, a certain amount of traffic 
can be diverted to other intermediate ports which should be connect­
ed with a suitable gauge with the interior areas. A Broad Gauge 
cqnnection to Kandla port which is already connected to the interior 
by M. G. might eventually be necessary. This B.G. connection 
might eventually also serve two intermediate ports of Navalakhi 
and Bedi. 

The Committee consider that a Broad Gauge connection between 
Ahmedabad and Bhavnagar is necessary for rationalising the export 
and import traffic from and to cotton Mills at Ahmedabad and 
export of ote traffic from Rajasthan. It would also bring Guierat 
and Saurashtra nearer in point of time and distance by rail. This 
connection will also relieve pressure on the transhipment points at 
Sabarmati and Viramgam. The Committee also recommend 
that similar examination should be undertaken to see whether 
additional rail facilities to other intermediate ports will serve to 
relieve the over-increasing pressure on major ports and also rationa­
lise rail-movements of export and import traffic. 

The' Committee recommend the progTCssiveexpansion of the advenir.­
ed Express Goods Services in the country. The Committee under­
stand that proposals for introducing the foUowing additional Express t 
Goods Services are under consid~ration ;-

~i) Bombay-Ahmedabad (dlUly) 
(Ii) Ahmedabad-Delhi (onahernate days) 
(iii) Howrah-Patna (weekly) 
(iv) HOWI'lh-Gaya and Dehri-On-Sone,'(weekly) 
(,.) Extension of Express Goods Services between Shalimar 

and Nagpur, upto Bombay . 
. (vi) Extension of the services between Kharagpur and Waltair 

upto Madras. 
(vii) Between Kanpur and Baruni (daily). 

The Committee recommend that these proposals should 
be put into effect as early as possible. They sug:gest 
early examination to introduce advertised Express Goods 
Services, Inter alia, between Jamnapr-Virampm and 
Bhavnagar.:...Ahmedabad. 

The Committee recommend that the practic;e of running goods trains 
on fixed time-tables should be progressively extended OR IndillJl 
Railways. 

The Committee would like to stress that while every effort should 
continue to be made to club 'anana' consignments to the maximum 
extent possible in the wagons, no restrictions as such should be 
imposed on the bQoking of smalls merely for the sake of securina 
better loadina, IS such 8 course is Hkely to affect the small scale 
industries adversely.. Such complaints should be promptly inves­
tipted and remedial action taken by the RaIlway Administration. 

The Committee appreciate the progress mlde with regard to the 
system of nominated loading and recommend, that the efforts 
should be continued without relaxation. 

, ... 
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The Committee feel that there is coDliderable scope for formation 
of block loads for lona destinations. specially in the case of coal 
traffic. 

The Committee wdcome the ..publication of Marshalling Orders on 
an All-India baai8 which will facilitate formation of loads trains 
to the farthest destinations and hope: that the idea will be proaressi-
vdy developed. 

The Committee recommend tha t the practice of niSht leadillS intro-
• duced at a number of important JtlOds shed8 should be extended 

in consultation with the local representatives of trade and that mul­
tiple ahifta of working should be introduced at important aoods 
sheds and transhipment points with the object of Cspeditina the 
release of WIgODI • 

. The Committee understand that certain proposals for mechanical 
handling of bulk cargo at Madras and Calcutta Ports are under­
consideration and recommend that the question of providing SImI­
lar facilities in Bombay Port as well u some of the important I n­
termediate Ports like Bhavnasar. Bedi etc. may be examined. 

The Committee observe that a detailed control is being exercised in 
the Railway Board's Office on the operation of the Railways and, 
fed that this should continue at prese.nt. The control may be 
progressiVely relaxed as the positioo improves with the improve­
ment in the railway equipment and facilities. The Committee 
atre88 that different operating statiadca that are submitted It VI­
rious levels should be carefully IIClUtiniaed and prompt remedial 
action taken. wherever neceesary. 

The Committee consider that adequate provision of parcel vans, 
luggage vans, refrigerator vans, wagons with wooden ftoors and 
ventilation and ncuum fitted wagons for the Metre Gauge Railways 
is urgently needed to cater for the increasing demands of parcel 
and perishable traffic. ' 

The Committee recommend that the system called "the areen arro 
system" which used to be in operation on the old East Bengal Rail­
way should be introduced on Indian Railways, as an experimental 
measure. The Committee understand that the system is being 
introduced from 1-4-1956. The Committee have no doubt that 
the experiment will be watched with great interest. 

As the shortage of rail transport is likely to persist for sometime te 
come, the Committee do not envisage the abolition of the priority 
schedule in the near future. All the same, the CommIttee reco· 
mmend that the Railway Ministry should have a time-table for 
gradual and progressive relaxation of controls and restrictions .• 

The Committee recommend that provisions of control facilities should 
be given a high priority. Each Railway Administration should 
make out a phased programme for introducing the control system 
over non-controlled sections. 

Proper accommodation for the control offices with properiyte~d 
acoustics is a sine qua fUm for good operation. Where the control 
o1Bcea are situated at stations subject to extremes of climate, the 
Committee also recommend provision of air-conditioning 80 that 
section controllers and other ata1f in the Control Office can work 
efficiently. 

-" ._._-------------------
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The Committee arc of the opiIPon that the entire position regarding. 
the varioU8 reatricr;iOl1l imposed by the State Governments on the 
road traffic should be carefully rev~wed. and these restrictions ":­
should be relaxed to the maximum extent pass'ble 80 that wherever-
the rail transport is in~uate, advanqage can be taken- of road ' 
transport, care belni taken that tot4 transport does not enter iht~­
any unhealthy compedtionXwitb tbe'!.RailWay& now or at a later­
stage, 

• 



APPENDIX II 

" Punctuality of Passenger TraiDs 

(Broad Gauge) 

Year All trains Mailmd Mixed Suburban Other 
(including important trains. trainalt, % passenr 
electric through % trainsOg 

multi~le trains % 
Unit 

trains) % 

1 2 3 4 5 6 

1935-36* 87'3 81'9 83'5 88'5 -9S'lt 85'3 
1936-37* 84'7 '1'4 81'8 83'5 -94'9t 81'6 
1937-38* 83'S 77.2 82'2 82'1 -94'7t 79· ... 
1938-39* 80'9 72 '2 77'8 78'9 -94'3t 77'6 
1939-40* 82'0 75'9 79' 1 81'5 -92' 2t 79'2 
1940-41 * 84'2 77'2 79'7 92'4 -91'5t 80·8 
1941-42* 77'7 65'7 75'8 86' I -87' It 71'7 
1942-43* 65'0 45'0 64'3 66'0 -S0'8f 54'4 
1943-44* 65'0 52 '2 63'3 63'8 -79' l t 53'9 
1944-45* 69'3 59'7 68'7 73'2 -77'3t 61'8 
1945-46* 7°'0 58'8 7°'7 71'7 -78'4t 62'6 

" 1946-47* 7°'3 53'7 67'3 72'7 -79'9t 63'0 
1947-48t 67'6 48'5 66'9 60'4 -82'6t' 59'5 
1948-49: 71'3° 61'47 69'35 70' 94-84' 0It 62'45 
1949-,S0* 81'41 7,S'9O 81'73 83' 15-S9'22f 74'34 
19,50-51: 79'79 69'83 79'89 78' ... 0-88' 02t 7,S'3O" 
19,51-,S2· 78'81 74'15 81'16 80'60-82'00t 75'49 
1952-53' 8.2'14 77'49 83'90 83'8,S-84'S8t 79'79 
19,53-,S4. 81'63 74'79 84'4 86'16-8I'69t 78'71 

·Pigures relate to Class I Railways. 
tBlectric multiple unit traina of the Western & Central Railways. 
:Pigurea relate to Class I Railways excludina B,A., N.W" E.P. and Alum Rallways_ 
tPigures relate to Government Railways. 



APPENDIX III 
Punctuality of Passenger Traiu 

(Metre Gauge) 
,"' 

Year All trains MallaoQ Miud Suburban Otbet 
(including Important trains trains % passenger 
electric througb % traina% 

multiple trains 
umt 

Trains) % 

2 3 4 5 6 

1935-36• 88'S 88'8 87'1 97'i -90'2t 87'8 
1936-37. 87'7 85'0 87'8 97' --92'2t 86'8 
1937-38• 85'S 81'4 88'7 97'0 -90'ot 82'2 
1938-39. 82'9 78'9 86'7 98'3 -82'3; 80'0 
1939-40· 84.9 79'4 87'7 98'S -88'1 82'2 
1940-41 • 84'9 78 8 87'9 97'S -92'2t 82' I 
1941-42. 80'2 66 2 84'9 93' 1 -89'8f 76 '0 
1942-.3- 69'2 46'S 72'9 87'8 -79'3t 64'7 
1943-44- 72 '3 46 '1 72'7 89'7 -88'4t 69'8 
1'}44-4S· 74 I 48'8 73'9 91'3 -9I '9f 70 '3 
1945-46- 76'4 56'S 78'7 86'2 -9I'Sf 71'3 
1946-47- 67 7 43'2 70 '4 88'8 -94'st 60'7 
1947-48t 69,7 51'2 74'1 80'9 -90'2t 62'8 
1948-49: 68 41 55'34 76'85 70' 65-72'52t 64'31 

"r 1949-50· 76 72 67'33 80'60 84' 79-91 ':z4t 71'52 \ 

1950-SI - 71 '43 68'08 73'89 6S'Q9-82'34t 68'13 
1951-S2· 77.70 72'53 77'56 73'84-9S'3St 74'27 
1952-S3§ 83,57 77'37 83'83 98' 60--85' oot 80'46 
19S3-S4§ 81.62 70' 19 80'74 73'68-97'sot 79'79 

·Figure. relate to Class I Railways, 
tElectric mUltiple unit trains of the Southern Railways, 
:Figures relate to Class I Railways excluding B'A., N,W., B.P. and Assam Railways. 
$igures relate to Government Railways, 

80, . 



APPENDIX IV 

Speeds of MaJI TraiDs 

(Broad Ga.uge) 

Running Overall (averaae) 
Train No.--------------------~ for the CD-

From. To 

I 2b. 

(i) Through mailltraitu runni", UfJIr more than one Railr.ttt4Y : 

31 On. Bombay Central . Amritsar 
31 On. 00. Oelhi 
32 Up. Amritsar Bombay Central 
32 Up. Delhi Bombay Central 

I On. Bombay V. T. Ferozepur . 
2 Up. Feroze~ur Bombay V. T. 

61 Up. HowN Kalka . 
62 On. Kulka. Howrah 
73 Up. Howrah Amritsar 
74 On. Amritsar Howrah 

6 Up. Howrah Bombay V. T. (Via Alia. 
. habad). 

S On. Bombay V. T. Howrah 
41 On. Bombay V. T. Howrah (Via Naapur) 
42 Up. Howrah BombayV. T. . 
43 Up. Howrah Madras 
44 On. Madras Howrah 
9 On. Bombay V. T. Madras Central 

10 Up. Madras Central Bombay V. T. 
19 On. Jhansi Lucknow 
20 Up. Lucknow Jhansi . 

(if) Mail trains on a lingk RailtDay : 

303 On. BombayV. T. 
304 Up. Poona 
301 Up. Amritsar 
302 On. Delhi 
305 Up. Oelhi 
306 Dn. Pathankot 
307 Up. Kalka 
308 Dn. Amritaar 
303 On. Bombay 
304 Up. Virampm 
301 On. Bombay 
302 Up. Ahmedabad 

.~ 
Madras 
Bangalore City 

61 

tire run whether 
through or local 
a8 the cue may 

be. 

3 

32 '3 m.p.la. 
38'2 ,. 
33'4 ,. 
35'6 " 31' S ,. 
31'2 " 3°'5 • 34'7 " 33'4 
3°'7 " 34'3 " 
34'7 " 33'7 " 32'8 .. 
26'7 " 26'7 " 25'0 " 23'9 " 25'8 " 2S'8 .. 
3°'4 .. 
30'4 " 32'6 .. 
33'2 .. 
27'S " 23'S .. 
23'S .. 
23'0 .. 
31'0 .. 
28'8 " 23'S .. 
32'3 " 21'2 .. 
23'7 .. 



202 Dn, 
20r Up, 

401 Up, 
402 Dn, 
403 Up, 
404 Dn, 
419 Up, 
420 Dn, 
337 Dn, 
338 Up, 
329 Up, 
330 Dn, 
331 Dn. 
332 Dn. 
341 Up. 
342 Dn. 
301 Up. 
302 Dn. 

APPENDIX V 
S~ of Mail Trains 

-(Metr, Gauge) .. 

2b. 

(i) Through mail trains running over more than 01U Railway: 

Ahmedabad, Delhi . 
Delhi Ahmedabad 

(ii) Mail trains running on a single Railway I 

Delhi Bikaner 
Bibner Delhi, 
Bikaner Marwar 
Marwar Bikaner 
Ratangarh ~dhpur 
Jodhpur tangBrh 
Veraval Viramgam 
Viramgam , Veraval 
Bhavnagar . Ahmedabad . 
Ahmedabad Bhavnagar 
Bhavnagar . Surendranagar 
Surendranagar Bhavnagar 
Veraval Ahmedabad. 
Ahmedabad Veraval 
Kathiar Lucknow 
Lucknow Kathiar 

62 

, , 

25'7 m,p,it, 
26'2 .. 
24'3 .. 
23'9 " 16'6 " 18'3 " 24'0 " 24'0 " 19'7 " 19'3 ., 
16'3 " 15'6 " 19'5 " 19'1 " 17'2 " 16'9 " 27 " 27 ,., 



APPENDIX VI 
-Number of Pa8eeapr8 oripaatbaj OD CIa.8 I/GoverDmeDt Rallwa: 

(tQ millions) 

Broad Metre Narrow Total 
Year Gause Gause Gause 

Passengers Passengers Passenaers 

originating originating originating 

J938-39· 325 164 10 499 
1939-40· 327 162 10 499 
1940 -41. 358 173 II 543 
1941-42t 397 183 11 5~I 
I 942-43t 410 164 12 5 6 
1943-44t 519 212 13 744 
1944-45t 616 241 15 872 
1945-46t 684 285 17 986 
1946-471 730 329 19 1078 
]947-48 641 324 16 981 
1948-49 743 353 18 III4 
1949-50 806 365 23 1194 
1950-511 846 400 33 1279 
1951-52 802 374 28 1204 
1952-53 " 801 358 27 1186 
1953-54 827 338 29 Il94 

·Inclusive of the B. A., N.W., but exclusive of the BUeaner. lInclusive of the B. A., N. W. and Blkaner. 
Inclusive of the B. P., Assam and Bikaner, but exculalve ofthe B.A., and N.W. 

IInclusive of the Jaipur, Saurashtra, Dholpur, Cutch, Rajasthan, and Scindia St 
Railways integrated with the Centra] and Western Railways. 
"Revised. 

63 



APPENDIX VII 
Number of Pass .... carriages (in units) on Class klGovt. Railways. 

Year Total number on 

1938-39'" 
1939-40'" 
1940-41'" 
1941-42t 
194Z-43t 
1943-44t 
1944-45t 
1945-46t 
1946-471 
1947-48 
1948-49 
1949-50 
1950-511 
1951-52 
1952-53 
1953-54 

line, 

B.G. 

8,887 
8,782 
8,705 
8,700 
8,699 
8,661 
8,654 
8,599 
8,440 
6,489 
6,635 
6,588 
6,727 
6,942 
7,190~ 
7,346 

... 
M.G. 

6,666 
6,606 
6,525 
6,564 
6,283 
6,041 
5,706 
5,696 
6,027 
4,337 
5.356 
5,459 
6,088 
6,208 
6,312 
6,458 

·Inclusive of the B.A. and N.W., but exclusive of the Bibner. 
tlnclusive of the B.A., N. W., and Bibner. 
tInc:lusive of the B.P., Assam and Bikaner, but exclusive of the B.A., and N. W. 
§Inclusive of the Jaipur, Saurashtra, Dholpur, Cutch, Rajaahthan and Scindia State. 

Railways inte,rated with the Central and Western RailwllYs. 
"Revised. 
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APPENDIX VIII 
S1Iburbua Trame 

(in millions) 

Year Number of Pa8seDFrs 

Broad Metre 

Central Western Southern 

1938-39 33'6 47'6 8'49 
1939-40 33'9 48'3 8'50 
1940-41 36'4 51'1 8'65 
1941-42 45'4 59'7 9'68 
1942-43 52 '4 64'2 13'0 

JI 1943-44 70'0 14'3 16'5 
1944-45 86'1 100'4 20'8 
1945-46 98'0 112' I 25'4 
1946-47 97'8 IT3' 7 24'4 
1947-48 108'0 U8'l 28'7 
1948-49 129'9 135'1 27'4 
1949-~0 143'8 149'8 28'7 
1950-51 149'8 157'5 30'7 
1951-52 147'0 145'4 28'0 
1952-53 147'8 149'4 25'9 

'~ 1953-54 144'0 153'7 24'9 

. .,. 
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APPENDIX X 
Average Dally Coal Loading on the North Eastern Railway 
On the N, E, Railway Coal Fields are located in Upper Assam~ 

Garo Hills and Bagrakote in West Bengal. There is no set quota 
,but the production approximates a target of 120 wagons per day 
from Upper Assam; Coal Field, 14 wagons per day from Garo 
Hills and about 10 to 15 wagons during the dry season (March to 
May) from Bagrakote Coal Fields, Traffic is cLeared by Rail, how­
ever as offered, There has therefore normally been no outstandings 
as shortfalls, 

Loading figures have been as follows:-

1952-53 1953-54 1954-55 

I 2 3 2 3 1 2 3 

Upper Garo Bagra-
Assam kote 

~ril 89'2 l'5 17'6 87'8 9'2 14'3 
ay 82'2 7'7 18'1 7'&'7 7'9 8'7 

June 86'0 4'5 16'8 71'4 5'5 3'8 
July N,A, N,A,~ N,A,: 80'9 3'1 14'2 75'7 9'2 2'2 
August ~, , 71'3 4'2 3'1 72 '4 11'4 2'2 
September 82'7 6'2 4'4 78'4 8'4 1'7 
October 74'1 6'4 6,8 63'S 5'6 ,~'4 

November 75'6 4'9 5'7 80'6 6'6 4'9 
December 83'7 2'4 8,8 83'6 4'6 10'8 
January 92'1 2'4 22'S 85'1 2'0 12'7 75'7 f8 8'3 
February 94'3 5'3 19'9 86'7 10'7 13'1 80'1 '7 12'6 
March 87'9 3'2 12 'I 83'1 9'9 17'4 71'8 7'6 7'7 

Remarks: Filures for 1951 & 1952 are not available, 
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APPENDIX XII 
Average dally Coal loacUnr on the Central Rallway SIDpreDl 

Quota. 

~~ 
June 
July 
August 
September 
October . 
November 
December 
January . 
February 
March 

Quota • 

~;l 
June 
July 
August 
September 
October. 
November 
December 
January • 
February 
March 

Colllerles 
. _._------

1951-52 1952-53 

175 175 

I2.8 165 
1%7 171 
144 16S 
116 177 
155 163 
148 166 
140 157 
167 162 
159 165 
175 166 
ygg 159 
161 146 

150 172 

C. P. COLLIERIES 

230 
203 
208 
ISS 
210 
221 
201 
216 
224 
225 
2S6 
212 

213 

.... ,-

238 
234 
ZI7 
236 
212 
230 
216 
2028 
244 
US 
229 
225 

228 

1953-54 1954-55 

200 260 

156 157 
155 IS6 
88 161 
71 164 

144 177 
161'\ 173 
160 145 
158 176 
163 194 
152 197 
153 189 
159 163 

144 171 

285 295 

235, 231 
223 219 
233 222 
244 233 
210 228 
242 236 
245 204 
202 227 
246 242 
236 235 
242 250 
217 234 

231 230 ' 

..... 

I' 

-, 



APPENDIX XIII . 

. ;. Number of locomotIVes on au. I/Government B&llways 

Year Total number on line 

1938-39· • 
1939-40 •. 
1940-41 •. 
1941-4zt· 
194Z-43t· 
1943-44t· 
1944-4St· 
1945-46t· 
t946-47t· 
1947-48t· 
1948-49 . 
1949-50 . 
1950-S1§ . 
195 1-52 . 
1952-53 1\ . 
1953-54 . 

B.G. 

5,247 
5.224 
5,218 
5,218 
5,%41 
5,240 
5.389 
5,145 
5,983 
40979 
5,047 
5,159 
5,256 
5,233 
5,226 
5,182 

·Inclusive of the B.A., and N.W., but exclusive of the Bikaner. 
tlnclusive of theB.A., N.W. and Bikaner. 

M.G. 

2,331 
2,326 
2,344 
2,324 
2,~5 

2,247 
2,527 
2,650 
2,653 
2,310 
2,313 
2,330 
2;611 
2,645 
2,693 
2,777 

j lncluSive of the B.P., Assam and Bikaner, but exclusive of the B.A •• Old N.W. 
Inclusive of the Jaipur, Saurashtra, Dholpur, Cutch, Rajasthan and ScinQja State Railways 

integrated with the Central and Westem Railways. 
'IIRevised. 



APPENDIX XIV 

Number 01 ..... (Ill t.et,Ds of , wbeelers) OD class I/Gove.mmeDt 
Ballways. 

Year 

1938-39* . 
1939-40*. 
1940-41*. 
1941-42t· 
1942-43t· 

1943-44l' 1944-45 . 
1945-46 . 
1946-471' 
1';47-48 • 
1948-49 • 
1949-50 • 
1950-511 . 
1951-52 
1952-53 • 
1953-54 • 

Totai number 

B. G. 

142,619 
144,088 
146,846 
146,083 
144,638 
144,666 
14~,209 
152,150 
164,307 
148,50S 
148,890 
147,850 
146,713 
146,339 
150,18011 
154,249 

of wagons on line 

M.G. 

56,529 
55,742 
56,112 
55,875 
52,626 
51,8S1 
61,02R 
74,275 
71,024 
5°,460 
44,983 
46,660 
51,592 
52,604 
56,399 
60,888 

-Inclusive of the B.A. and N.W., but exclusive of the Bibner. 
tlnclusive of the B.A., N.W. and Bibner. 
:Inc1usive of the B.P., Assam and Bikancr, but exclusive of the B.A. and N.W ... 
IInclusive of the Jaipur, Saurashtra, Dholpur, Cutch, Rajasthan and Scindia State Railway. 

integrated with the Central and Western Railways. 
IlRevised. 
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APPENDIX XV 

BollfDa stOck ,lileeJ· eft UDe 

Locomotives wagons placed eo.chiq Vehicre. 
placed on line Oft line placed Oft line 

Yelr 
B.G. M.G. B.G. M.G. B.G. M.G. 

2a 2b 3a 3b 4A 4h 

1938-39 9 ~ 2,269 1,008 375 353 
1939-40 23 22 3,495 535 l26 rn 
1940-41 9 10 1,790 298 383 :Q6 
1941-42 !! 130 93 ~ 18 
1942-43 458 205 211 ~ 
1943-44 55 82 2,231 3>485 101 ~o 
1944-45 282 213 5,660 406 101 52 
1945-46 441 11,680 230 94 32 
1946-47 I:l 351 14,589 100 Ir 47 
1947-48 5,5 18 195 I 6 too 
1948-49 71 33 2,629 233 17i 
1949-50 395 17 IM4 301 31 
1950-51 144 149 2.924 415 480 416 
1951-52 75 28 2,254 2,159 507 264 
1952-53 54 136 4.664 9,258 585 310 
1953-54 63 89 6,697 1,211 426 402 

1582 L.S, 
75 



APPENDIX XVI' 

Wagon miles per waaon day on Class I/Govemment Bailwa)'l 

Year B,G, M,G, 

1938-39 40 '2 30'9 
1939-40 41'3 32'9 
1940 -41 42'9 33'1 
1941-42 .47'0 35'9 
1942-43 42'S 34'7 
1943-44 39'7 36'7 
1944-45 40 '0 39'3 
1945-46 41'6 31'S 
1946-47 37'3 26'2 
1947-48 34'3 28'S 
1948-49 3r l 29" 
1949-50 3 'I 29'7 
1950 -51 38'7 31'2 
1951-52 40 '9 32'4 
1952-53 41 '1 31'4 
1953-54 40.1 28'4 
1954-SS 43'S 29'0 

------



APPENDIX XVII 
Net ton mUes per wagon day on Class I/Govemmen.t RaIlways 

Year B.G. M.G. 
._------

1938-39 3S1 147 
1939-40 367 IS8 
,1940-41 392 163 
1941-42 441 182 
1942-43 4S1 182 
1943-44 44S 201 
1944-45. . , 438 199 
1945-4? 433 IS9 
1946-47 3110 133 
1947-48 3S1 162 
1948-49 3s8 171 
1949-S0 402 180 
J9So-S1 434 186 
19S I -S2 463 198 
19S2-S3 444 204 
19S3-S4 441 194 
19S4-SS 462 194 



APPENDIX XVIII 

~ JJJileJ per ea,iDe day 
Broad Gauge, 

Pueenacr Mixed Goods Per Engine Paseenaer Goods 
Year BDgiDe Engine Eogine on line Engine Engine 

(~t~m) (Steam) (Steam) (Steam) (Electric) (Electric) 

(I) (2) (3) (4) (5) (6) (7) 

1938-39 160 , 138 99 79 202 132 
1939-¢' 163 140 101 81 230 167 
1940-" 165 143 lOS 83 232 162 
1941-42 166 148 105 87 Z40 161 
I942-S 158 128 99 79 214 152 
194)- 154 137 94 77 230 143 
1944-45 lSi 141 92 77 217 142 
1945-46 IS 143 92 77 234 141 
1946-4' 160 140 90 7S 232 136 
I;S:'" 158 103 90 72 237 114 
I ... 151 109 86 71 221 117 
1949-50, ISS 1I0 92 75 226 121 
1950-51 lSi 1I6 93 76 247 II9 
1951-52 IS 120 95 78 254 116 
1952-53 163 lIS 94 80 241 124 
1953-54 166 114 94 83 224 136 



APPENDIX XIX 

Eqinemi1el pet -.me 4*t 
Metre Gauge 

- .. -----
Passenger Mixed Goods Per Bnaine Ptttenaer GooIIt 

Year Erisine Engine Enaine on line Bqine -"ate 
(Steam) (Steam) (Steam) (S~) (Electric) (Electric) 

(I) (2) (3) (4) (S) (6) . (1) 

1938-39 130 lOS 99 16 
1939-40 129 106 100 78 
1940-41 128 no 101 11 
1941-42 129 liS 102 81 
1942-43 1%3 99 102 73 
1943-44 125 ~~ 101 72 
1 944-4S 126 96 69 
1945-46 128 98 96 69 
1946-47 130 106 96 70 
1947-48 134 109 90 71 
1948-49 130 103 79 70 
1 949-S0 132 101 89 74 
1950-51 13I IOO :~ 74 
1951-52 129 99 75 9S t!; 1952-S3 129 ~ 81 7$ 117 
1953-54 132 8S 74 107 88 
--- -------_._. ---. 



APPENDIX XX 
Net ton miles per clay encine (Steam) 

in use on line 

Year B.G. M.G. B.G. M.G. 

1938-39 34,173 10,795 15,144 7,019 
1939-40 2~,862 II04IO 15,776 70467 
1940-41 2 ,661 13,1S7 17,154 7,367 
1941-.p . 36,960 12,382 18,379 8,IOIS 
1942-43 26,530 II,572 17,749 7,3!r 
1943-44 36,208 II ,652 17,397 7,374 
1944-45 24,938 II ,704 16,533 7.301 
1945-46 24,136 II,333 15,963 6,978 
1946-47 23,240 10,614- J5,030 6,394 
1947-48 23,044 Jo,840 J4,389 6,303 
1948-49 ~,217 10,212 15,312 6,04· 
1949-50 2 0406 II,IS9 16.090 6,709 
J950-S1 27,26J 10,705 17,812 6,613 
1951-52 28,501 I1,332 19,OJ7 7,263 
1952-53 27,518 12,066 J8,6~ 7,745 
1953-54 27,962 11,875 19,2 7t4~ 1954-55 28,382 12,858 19,651 8,26 
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APPENDI~ XXI 

Rollin, Stoek uder repaln 

Broad Gauge Metre Gauge 

Year Locomo- Carriqea Wqonl Lcx-omo- Carriaaes Wqons 
tives tivea 

1938-39 18'8 10'~ 5'7 12,8 6'9 2'9 
1939-40 17'6 9' 5'7 13'2 8'0 3'6 
1940-41 16'9 9'2 5'2 12'5 8'4 3'1 
1941-42 16'4 8'9 4'5 13'5 8'6 3', 1942-43 16'4 8'4 4'4 13'1 8,8 z, 
1943-44 16'3 9'4 4'0 13'4 9't 3' I 
1944-45 16'1 9'l 4'4 13'9 7' 3'4 
1945-46 16'3 9' 5'3 15'7 9'2 4'3 
1946-47 18'3 10'8 6'9 19'11 10' I 7" 
1947-48 20'2 Ig'I 7'5 19'9 9'26 5'9 
1948-49 21'2 13'5 8'2 19'2 II,S 6'9 
1949-50 20'3 U'9 7'5 17'4 8'1 8'3 
1950-51 19'0 14'1 7'2 17'6 9'0 8'6 
1951-52 18'3 13'4 7'4 15,8 11'4 9'4 
1952-53 17'9 12'7 7'5 17'0 8'5 8'2 
1953-54 18'1 II'S 7'3 I8'S 7'11 7'4 

-_. __ .. _------ - -----

81 



APPENDIX XXII 
TranahlpmMtpenormanc:e fromB. G. to M. G. 

.---- " 
Taut~t 

1951-52 19S2-S3 J953-54 1954-SS 
Point Quota Actual Quota Actual Quota Actual Quota Actual 

._----- ".----------------.- ----

a..traJ Rly.-

Sgeunderabad • 39 41 36 
Ghcirpuri 43 45 S4 

&I;.,." Rly.-

Sakriplighat 32 34 34 z8 37 35·S S6 39 

Nor,""" Rly.- 7 
Bbatinda I) 11·7 14 12 ,0· 5 ZS'3 

(for 3 (for 10 (for 2 
months months months 
only) only) only) 

Nort. East"" Rly.-

Mokamahahat . 110 98'6 127'7 Il8'7 129' () 114 Il6' 5 103'4 
(for 10 (for 9 
months) months 

Bhagalpur 
only) 

36 '8 
~ 

30 Z4'S 36'7 31'7 39'1 26'4 32' 1 I 

Manduadih 49'9 31'1 SI'S S3'2 62'6 S2'2 94 86,8 
(for 10 (for 7 
months) months) 

Sout""" Rly,-

Arkonam 33 28 33 31 33 38 3S'3 46 
(for ili 
mon s) 

Bangalore City 49 37 49 39 49 37 49'3 34 
(for 9 

Tadepalli 
months) 

34 40 34 32 34 34 34'S 33 

W,stem Rly.-

Sabarmati 120 ·92 120 107'2 
Virampm ' 50 47 60 51 ,8 
Sawaimadhopur 20 18'7 2S 22'1 
Agra East Bank 77 62 72 65'8 

-------
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