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INTRODUCTION 

I, the Chairman, of the Railway Convention Committee, 1973. 
having been authorised by the Committee to present this Eishth 
Report on their behalf present this Report on "Railways' Fourth and 
Fifth Five Year Plans 'find other Ancillary Matters." • 

2. The Railway Convention Committee took the evidence Of the 
representatives of the Ministry of Railways, Ministry of Steel and 
Mines, Ministry of Energy and the Planning CommiS'Sion on the 
above subject on the 25th and 26th November, 1974. 

3. The Committee wish to express their thanks to the Chairman 
and Members of the Railway Board and the Financial Commissioner 
for Railways for placing before the Committee the material that 
they wanted in connection with the examination of the subject. 

4. The Report was considered by the Committee at their sittings 
held on the 11th and 28th August, 1975 and adopted on the 28th 
August, 1975. 

5. The summary of recommendations/conclusions contained in 
the Report is appended to the Report (Appendix XVII). 

NEW DELHI; 
September 5, 1975. 
Bhadra 14, 1897 (S). 

B. S. MURTHY, 
Chairman. 

Railway Convention Committee. 

(vii) 



METHODOLOGY OF PLANNING 

A. Planmn, at Zonal/Div...... Levels 

The Committee enquil'ed about the methodology of Railway 
planning and the steps taken to involve 1he Zonal l\ailways in the 
planning process so that the targets that were set were realistic and 
responsibility could be fixed for any shortfalls that might occur in 
tOe &itainment of the physical targets. In a note on the subject, the 
MiDistry of Railways have stated:-

"Assessment of traffic for a Plan period is made by the Rail .. 
ways in consultation with their major u.ers. To begin 
with, the anticipaDed traffic under major commodity-heads 
is determined by a WorkiDg Group which inclUdes repre-
sentatives of various Economic Ministries, Public Sector 
Undertakings and the Planning COlllmiuion. By this pro-
ceSl, the generation of additional tratlic as a result of set-
ting up of new major project1tlachemes which are planned 
aDd apFoved by the economic MinistrieslPlaDning Com-
mission and of which they have the requisite knowledge, 
is fully cawed for in planning the rall mira-structure faci-
lities. Before finalising the Plans, the local knowledge 
available with the Zonal Railways is also made full use of 
which itI inter-woven wiUl the inf«matioD collected from 
the Economic Mmistriell PlanniDg CAmmialion. Experi .. 
ence has, however, mown that at the Div~al or Zonal 
level the knowledge avaJlable regarding majOl' projects I 
achemea is not as comprehensive or authoritative as is 
available -with the concerned Ministries. 

·'From the above, however, it would not be oorreet to assume 
that Zonal Railways are not involved in the planning pro-
oeII8I of the Railways. After the aueument of overall 
tralBc has bee. prepared by the Railway Board in consul-
tation with user Yini8tlies and Pluming CommiSSion, the 
information so collected is passed on to the Zonal Railways 
who in their turn correlate the same with the information 
eoUected by them locally. Liaison is maintained by the 
Zonal Railways with various Departments and agencies of 
State Governments as well as with major industrial and 
other Undertakinp situated within their jurisdiction. Each 

I 
I 



2 . 
Zonal Railway then makes its own assessment of the antI-
cipated traffic within the overall framework furnished to 
them by the Railway Board and initiates action for crea-
tion of the requisite capacity on its system to handle the 
anticipated .traffic. For thh"purpose, the Zonal Railways 
ask the Railway Board for sanctions for undertaking de-
tailed trs.ffic and/or engineering surveys, techno-economic 
studJes and cotlt-cum-feasibility stqdies, etc. 

"While the Zonal Railways are fully associated and involved 
in the planning processes of the Railways and do make 
their assessment of the likely trends of traffic during the 
Plan period, fixation of specific traffic targets for each zone 

. for the Plan period as a whole has not b~n found feasible. 
While the major Economic Ministries are able to indicate 
the major projects likely to . be set up during the plan 
period and also indicate the possible location thereof, they 
are unable to indicate the zone-wise requirements of rail 
transport ~r these projects. Similarly, the data available 
with other rail users, trade and industry is neither suffi-
cient nor, in many cases, reliable to enable Railways to 

. accurately assess the' share of each Zonal Railway in the 
,anticipated traffic likely to be generated. 

"As explained above. in the absence of sufficient and reliable 
basic data, it has not been found feasible to fix RailwaYI'" 
wise traffic targets for" the Plan period as a whole. At the 
'same time, Zonal Railways are given targets of traftlc for 
each individual year of the Plan at the commencement 
thereof and are held accountable for fulfilment or other-
wise of these targets. It may, however, be clarified that 
fixation of these targets is done more on the basis 'of past 
performance and known developments ,in the areas served 
by each Zonal Railway rather than on detailed information 
of the requirement of rail transport of the rail users which, 
unfortunately, is not available. 

I, 

"It. has always l?een the endqavour of the Rail~aY8 to' make 
their assessment of traffic as accurate ,as possible. It has, 
however, to be appreciated that in making their assessment 
they have to necessarily depend upon, the . Information 
made available to them by various Central Government 
Econ~mic Ministries, Planning Commission, State Govern-
ments, major Public Sector Undertakings and other raD 
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users. To the extent the data furnished to the Railways 
proves wrong or inaccurate, the Railways' assessment is I 
bound to be vitiated. 

"With a view to making their assessment of the traffic during 
the V Plan more accurate, the Railways have taken yet 
anoUter forward step for undertaking detailed studies of 
the likely quantum and pattern of· movement of the major 
commodities that require rail transport. Sp~ial mention 
in this regard needs to be made of the Coal Transport 
Studies recently completed by the Railways with the help 
of two Study Teams specially appointed by them for the 
purpose. While one of the Study Teams studied the likely 
production and requirement of rail transport of coal from 
Bengal and Bihar coalfields, the other Study Team concen-
trated on making similar assessment for the outlaying c081 
fields in the country. These studies are likely to be of con-
siderable use and advantage to the Railways in not only 
asseSsing the likely quantum of coal movement by rail 
from Bengal/Bihar and the outlying coal fields but also in 
pin-pointing the requirements of various rail facilities 
required for handling the likely quantum of coal tramc. 
It may. however, be reiterated here that the results of 
these studies are valid to the extent the assumptions mada 
for the likely production of coal in different coalfteldo 
(which information has been obtained from the Depart-
ment of Mines, the Coal Mines Authority Ltd., the Bharat 
Coking Coal Ltd., etc.) prove to be correct;" 

1.2. In reply to a question if any eftorts had been made at the 
Divisional and Zonal Levels to obtain detailed information from tne 
principal/bulk us~rs of rail transport regarding their requirements 
so as to ensure that funds were spent on projects which were neces-
sary for meeting pressing public requirements. the Ministry of Rail-
ways have stated that during the Fourth Five Year Plan and ear-
lier, the machinery available on the Zonal Railways and on the Divi-
sions w~s not adequate f(lr the purpose of assessment of traffic neecis 
of th~~ users. Accordingly, after obtaining the requisite information 
on an all-India basis from the user Ministries at Railway Board 
level, indications of the . major developments in industry, agriculture. 
mining, etc. were furnished to the Zonal Railways who were Hien 
asked to make an assessment of the likely growth of traffic on theu· 
systems. The planning machinery on the Zonal Railways has re-
cently been strengthened with the setting. up 9£ Central Planning 
Organisations. .These organisations are presently engaged in the 

I 
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preparation ot ZoDAI corporale plans covering a period of 15' years. 
Ass~t of the traffic requirements duriBg this pariod is now 
being done by establishing contacts with the major users located 
within the jurisdiction of each Railway. 

1.3 Yet another step taken by the Railways for making the 
allSessment of traffic more realistic is to undertake detailed transpod 
planning st~ies for major commodities. 'These studies in respect of 
coal traffic. which constitutes nearly 1/3rd at the total freight traffic 
on the Indian Railways. have already been completed and similal' 
studies in respect of other major commodities are in pl'l)gress. 

1.4 The Ministry of Railways have further stated that before 
major projects for creation of additional capacity are sanctioned, a 
very close look is taken at the need thereof both at the Zonal Railway 
level as well as at the Railway Board Level. For all line capacity 
and other schemes coating Rs. 20 lakhs and above, detailed traffic 
and lor engineering surveys are undertaken to assess the need and 
extent of the facilities required. These projects are then submitted 
by the Railways for consideration of the Railway Board and detail-
ed. discussions take place before the same are included in the Final 
Works Programmes. As an overall view of the developments in 
various sectors in the country is available at the Railway Board level, 
allocation of funds and determination of priorities between different 
schemes/projects is done by the Railway Boal'd in consultation with 
the Zonal Railways. 

1.5 The Ministry have further informed the Committee that 
based on the budgeted anticipations of traffic. targets of loading are 
notified to the various Zonal Railways keeping in view the past trends 
and updating them in the light of known developments. The Zonal 
Railways, in turn, fix local loading targets for the various Divisions 
Apart from the overall loading and movement of traffic, a watch is 
kept .on the daily loading of important commodities in relation to the 
targets prescribed at all levels i.e. Divisional and Zonal. 

1.6 The Indian Institute of Management have observed as unde!' 
in their Report on "Marketing Approach to freight eamings of Indian 
Bailways-A study of Western Rai~way":-

''The main drawback in the Railways' planning system is that 
there is always an over-estimation of goods traffic and 
earnings without regard to the competitive conditioa.. 
Annual estimates are made on the bali. of expected ec0-
nomic growth without any attention to. the marketinl 
inputs that would be required to achieve the growth 
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targets. In fact the targets are set only at the macro level 
without being broken down into operational levels. As a 
result, at the end of the Plan period, only a theoretical 
compariflCln can be made with what was expected and what 
was achieved without taking into account the reabties of 
the marketing conditions. If plans have any operational 
meaning, they should not only ~ realistically developed 
but also clear.responsibilities be assigned for theIr achieve-
ment to the people who have to operate them. It is, there-
fore, necessary that: 

(a) Railways should make a systematic assessment of the 
total freight business by markets and by major product 
categories; 

(b) realistically assess the competition at the territory level; 

(c) set targets at the field level with full involvement of the 
people who have to achieve them; 

(d) ask lIDM'keting peoplie in the field to submit 811 opera--
tional plan which spells out the strategy of achieving 
targets; and 

(e) measure performance against the targets with an ap-
propriate reward and punishment system for success or 
failure, keeping in view any special unexpected deve-
lopment." 

1.7 In view of the above observations of the Indian IntiLitute of 
Management, the Committee enquired about the steps takt!n or pro-
pOsed 110 be taken by the Railway Board to utiliae the agencies at 
the .tio ... divisiol'l and zoul levels in a more purpeseful manner for 
ciet.ermining the treacis in traffic grewth in a realistic manner and 
also to ellsure tbat there was DO diversion of high rated traffic to 
roada. 10 a nc.te· furnished~ to the· Committee on the subject, the 
Ministry of Railways have stated that a large quantum of traflc 
moved by the Railways consists of committed pl'ogrammed traftic 
like .::oal for steel plants, public, Power Houses, Railways, etc., fMW 
materials to steel plants and, finished products from steel pLants, iron 
ore for export, foodgDaiD'l, fertilizers, petroleum preducts, cement, 
etc. This will constitute about 75 per cent of the total volume of the 
r.VeR:4e earftiftg traffia movedl and the planning for the movement of 
this traftlc is done in coll6ultation with the MiDistries concerneci aDd 
th~ is no question· of any competitive conditions with rega:-a. 110 tl.is 
:ramo, 

I 
I 
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1.6. The question of competition comes only in regard to the 
remaining 25 per cent of the traffic moved by the Railways and in this 
case also, some of the traffic such as timber bamboos and fodder , " , 
salt, etc. (which form about 110 per cent of the total traffic), cannot 
possibly be moved by road in any appreciable quantities as these 
commodities cannot bear the cost of movement by road pllrticularly 
for medium and long distance hauls and road vehicles al~o cannot 
handle this y.mount of bulk. Really speakipg, therefore only about 
15 per cent of the total originating traffic on the Railwa~~; can be 
said to be subject to competition. This position is undE'T special 
watch by the Marketing & Sales Organisation of the Railways and all 
possible measures are taken in order to ensure that the diversion of 
particularly high-rated traffic to roads is kept to the very rr.inimum. 
As conditions stand, with the States issuing intel'>-State licences to 
road hauliers and the road hauliers being able to quote special rates 
without regard to any principles or charges of discrimmation (which 
the Railways cannot do), there will always be some traffic that will 
be attracted by the road. This process of reducing diversion ot 
traffic to road is 11 continuous one and from time to time, various steps 
are being taken to check this erosion of rail traffic. 

1.9 The Committee note that in the absen.c:e of suflicient and 
reliable basic data, it has not been found feasible to fix Railway-wise 
(Zonal) traffic targets for the Plan ,period as a whole. They also 
note that fixation of these targets is done "'more on the basis of 
past performance and known developments in the areas served by 
each Zonal Railway rather than on detailed information of the 
requirement of rail transport;..of the rail users, which unfortunately 
is not availble." 

1.10 The Committee further notle that during the Fourth Pla. 
period and earlier, the machinery available on the Zonal Railways 
and on . the Divisions was not adequate for the purpose of asess-
ment of traffic needs of the users. As the Railways have been 
handicapped for want of sufficient data from the concerned Minis-
tries and other principal rail users, the Railway Board have now 
taken steps to strengthen the planning macbinery on the Zonal 
Railways by setting up Central Planning Organisation.s. Detailed 
transport planning studies for ma10r commodities are also stated 
to have been undertaken to make; planning more realistic. 

1.11. The Committee recognise that Railway Planning is largely 
derivative p.anningbased on development programmes of and asseis-
ment of tamc givenhy the various Ministries, but .the experience of 
the long past shows that the forecast of traffic given in this manner 
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h •• o~ten gone oft the mark. The Committee wish to emphasise that 
the estimates of tramc as given hy different Ministries should be sub-
jected toO a detailed scrutiny by· the Plann·ing Commission in consul-
tation with the Railway Board, who should get feed back from the 
Zonal Railways based on their local knowledge. The Committee 
trust that the setting up of Cenh'al Planning Organisations at the 
Zonal Level would go a 10llg way in making Railway plans more re-
~bk . 

1.12 As pointed out by the Public Accounts Committee in their 
various Reports *on Railways and more recently by the Indian 
Institute of Management in their study of the Western Railway, 
the Railways tend to over-estimate their goods traffic alld earnings 
without due regard to the competitive conditions. The Committee 
agree with the observations of the Institute that the Railways 
should make a systematic assessment of the total freight business 
by major produd categories and set targets at the field level with 
full involvement of the people who have to achieve them, The 
detailed transport planning studies stated to have been undertaken 
recently by the Railway Board should, therefore, be completed 
expeditiously and updated from time to time with the bclp of the 
field agencies at. the Divisional and Zonal levels. 

1.13. The Committee would like to· stress that the Railways 
after having set various tarpts as a result of such detailed studies 
should ensure their achievement by providing necessary incentives 
to the officers concerned who should be held accountable for lapses, 
if any. The targets and achievements should be critlcany reviewed 
every year and corrective measures taken, as necessary. These 
should also be mentioned specifically and in detaU in the Annual 
Reports of the Railway Board/Zonal Railways. 

B. A verage Lead of Traffic 

1.14 In their Repo~t on Freight Traffic during the Fifth Five 
Year Plan, the Working Group have pointed out that the average 

·2.2.nd Report (Fourth Lok Sabha)-paras I' 2.7 & I' 28 
49th Report (Fourth Lok Sabha)-peras I' II & I'll 

1I6th Rep'lrt (Fourth Lok Sabhll)-paras y' 23 & Y' 2S 

45th Report (Fifth Lok Sabha)-parls l' Y4 
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lead of trafle has shown considerable increase during the laM few 
years as will be seen from the followini fl.gures:-

Year 

196,-:>6 

IS)~~O 

1970-71 

1971-72 

They have further observed: 

Av.:rlllC 
Lead 

(ill kms.) 

---------

"ThiS continuing increll'!e in the lead of traffic 1$ rather dis-
turbing a'~ the additional c~pacity created by the Rail-
wwys for movement of higher Ol'iiiDatmg tonnage is eaten 
up by increasing lead. of traffic." 

•... 
1.15 The Committee, therefore, enquired about the al8umptions 

made witk, regard to tlile increase in tke average lead of traftlc 
during the Third and Fourth Plan both at the time of formulation 
of the Plans and their mid-term appraisal in respect of each of the 
major commodities, the extent to which these were realised and 
whether any steps were taken in the Fourth Plan period to rectify 
the !mbalance in the Plan programmes due to the un~'!Cpected in-
crease in lead. In a note 'Submitted to the Committee on the sub-
ject, the Ministry of Railways havs'stated that no sp~iftc assump-
tions were made with regard to the anticipated increase in the 
average lead of traffic during the Third Five Year Plan both at the 
time of its forll}ulation as well as at the mid-term appraisal. How-
ever, during the Third Plan period, the average ~ of traffic in-
creased from 561 kms. in 1960-61 to 576 lane. ill 1960-86. The eam-
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~iy-wise cletaila are liven belo'i:-

---------.--------~.~----,---------------,--~'~----------

r. (i) Public Coal-

(4) CollI Cor Steel Planb .l dJ 3~ 

(6) Coal for W'nberjes. ~ . J 803 3I 

(ej C~I for otber users 764 
(d) Total Public Coal 664 571 

(ii) Rllilway Coal • 698 766 
[t. R'Iw Mlterlals for Steel Plants J R9 192 
m. Fmi ,'ted Products from Steel Plants • 874 821 
[V. Cem~nt 373 456 
V. Mineral Oils 544 598 
VI. F .JOJgrains 760 808 
VCr. O:lter R,=v~llue earning Commodities 638 7'5 
VIU. R lilwJY Stor~s & M lteriah including Balast 104 116 

IX. All (i . .lUds 561 576 

1.16 As regards the Fourth Five Year Plan, formulation of the 
Plan was originally made on the basis of lifting 264.7' million 
tonnes of originating traffic at an average lead of 623 kma. How-
ever, . at' the time of mid-tem appraisal in 1971, the target of 
originating traffic was fixed as 240.5 million tonnes at an anticipated 
avenge lead of 630 kms. Thus ,the overall work-load in terms of net 
tonne' kms. (product of originating tonnage and the average lead) 
was estimated at 152 billion NTKMs. The table below indicates 
the variations betweeh the origiit81 anticipations vil+t1i'a the actual 
materilili$ation d:uririi 1972-73, the penultimate year and 1.973-7(. 

1151 LS-2. 
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the last year of the J'ourtb Plan: 
• ... :.~. ,', 1'-. 

---------------------------------------------------
Lead 

adopted 
in a60t mt 
exerCl&e 

Actual lAI1 in 
1972-73 ~. 

1973-77 
(Prov.) 

------.------~--------------------, 
I. Slul Plants 

(i) Finished prochu."ts anol Pig Iron . 1010 993 1009 

(ii) Raw Materials 301 169 168 

II. COIJI 

(i) Steel PI .... t!! 334 376 357 
(ii) W.!!hems 18 a9 28 

(ii.) Other Coal 781 747 737 
III. Export Ore 589 492 SOli 
IV. Cement 5S3 641 6a6 

V. Foodcrains 943 nlll II r4 

VI. P.O.L . 572 61 4 63R 

VII. Fertiliacra 849 809 753 
VIII. RaiIWllJ Coal 847 881 797 
lX. ,Railway Material 110 116 1:14 

---_._--------------------------_._.-
Overall 

--------------------------------------_.-----------
1.17 It would be observed. that the assumptions made were 

realized/exceeded in most cases apart from the fact that the over-
all average lead was considerably higher than what was assumed. 

1.18. As regards the question 0(. correcting the imbalances in the 
Fourth Plan programmes due to the unexpected Increase ,in' lead, 
the Ministry of Railways have stated that at the time of mid-term 
appraisal, actual provision made was far lifting 235 million tonne8 
of traJBc at a lead of 630 Ian,;. making an aggregate of 148 billion 
·NTKMs. While it is a fact that there has been an increase In the 
average lead of traffic In excess of the anticipation, in terms ot 
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originating tonnage lifted, there was downward trend as will be 
seen· from. the' foUowbig ftiw'es:"-' 
---.. -------.~ ------------.,-----,,---- .. _,,_._------ -- .. - "----"------" "''''-

Year 
Orig:J1aling 

freigl" 
tra1lk: 

(in m.t,) . 
Avtrage NTKM .. 

Lead 

(in 1ms,) (in hillin'h) 
# -------- ---: --~--.----------------------.-

1969-70 207'9 643 128'z 

1970-71 1\16' S 64& 1·7'4 

1971-72. 197'3 674 133'3 

1972.-73 2.01'3 678 136 ' S 

1C)7:F7.~ (Ant.) ZIS'O 678 146'0 

1973-74 (Act" 
(Prov.) 

184' 9 662- 122.'4 

1.19, It will be observed that the total workload involved in 
NTKMs was within what was actually planned and as such did not 
call for any change in Plan programmes 

1.20. The Committee pointed out that at the time of mid-term 
appraisal the average lead of traffic had already gone up to 1M2 
kms. in 1969-70 and 648 kms. in 1970-71. They. therefore, enquired 
why it was decided to adhere to the lower figure of ~ kIDs. 
The Ministry 1w.ve replied that the Mid-term Appraisal of the 
Fourth Plan was carried out in January, 1971. By that time a 
definite picture of average lead was available only for the year 
1969-70. While it is true that in that year the average lead had 
gone up to 643 kms., it was not anticipated that the same trend 
would continue, particularly as heavy increase in the movement of 
short-lead traffic in coal to steel plants and wasberies (2 million 
tonnes). iron ore for export (8 million tonnes). raw material to steel 
plants (3 million tones), cement (4 million tonnes) and POL (4 
million tonnes) was anticipated. It was, therefore, felt that the 
average lead for freight traffic during the Fourth Plan, though 
higher than the figure of 613 achieved in 1968-69 and the original 
anticipations of 623, would not increase substantially and would 
be around 630 kms. 

1.21. In reply to a specific question whether at any stage during 
the Fourth Plan period eft'orts were made to lay down targets of 
traffic in terms of Net Tonne KIlls. for the Plan period/each year 
of the Plan, and if so, what these targets were and how they were 
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~ii~' ~~ ifle itiDi:tiY have stated ~t ~ .~tb. ~ .. prajft:tioaa 
(as determined by the Working Group) are distributed between 
di1ferent gauges (Broad; Metre and Narrow) baied on the put 
ttend as well as by applying necessary corrections keeping in view the 
known developments. The targets of traftlc. however, are not for-
mulated in terms of net tonne kms. for the Plan period or each 
year of the Pbn.· • 

1.22. The Committee further enquired during evidence how in 
the absence of such information, the Railways could plan realisti-
cally, particularly in view of the fact that the average lead. of 
traftic in respect of various major commodities had shown sharp 
increase during the Fourth Plan period vis-a-vis the antiCipations. 
The representative of the Ministry of Railways explained that 
while it was true that the anticipations with regard to the o,riginat-
ing traffic in various commodities had not materialised, the fact 
remained that the Railways had fully utilised the capacity that 
they had built up. This was evident from the steady increaSe in 
the total freight traffic output re'iiulting from the sharp increase in 
the average lead of various stream~ of traffic. He added that if the 
Railways had been required to haul 240 million tonnes as envisaged 
at the time of mid-term appr~isal and if the lead had also gone up 
beyond 630 kms. "there would have ,been transport bottleneck". 

1.23. In a note furnished to the Committee on the subject, the 
Planning Commission have stated as follow .. :-

"In formulating the Five Year Plan of the Railways, it has 
been the usual practice to project the freight traffic by 
rail both in terms of originating tonnage and in terms of 
tonne kilometres. Originating tonnage estimates are 
useful in so far as they can be compared with production 
targets in various .ijeld·; like Steel, Coal, Cement, Ferti-
lisers. The Administrative Ministries imd other produc-
ing agents would thus be enabled to have a clear appre-
ciation of the tasks being targeted by Railwavs for 
movement. The originating tonnage target is usually 
given in terms of commodities of importance for Rail 
Movement, such as coal, finished steel, raw materials to 
Steel Plants, cemerit, irod ore for export, fcrtHisers. 
POL products and foodgrains. 

Estimate of rail freight traffic in terms of tonne kilometres is 
also done because this is necessary to arrive at the loco-
motive and wagon requirements during the Plan period. 
This is estimated by multiplying the ori~na'.ting tonnajte 
with the anticipated. average lead df the commodity. 
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Tonne kilometres really presents a more complete esti-
mate of the transport output in the sense that it takes into 
account both the dimensions of the transportation job, 
namely the traffic qrili~ P.ld the distance to wbfch 
the commodities are carried." .. .' ~ .. " ~ " . " .. , . 

1.~. 'f.be ~,., ~~ve,ti~n C~~':Ili~, J..Sl71 in ~"I1'ph 1.30 
of their FIfth RePort on "Iiequirements an,. Availability of Warons" 
had stres~ the need. fo evolve a suitable criterion hi the matter of 
"AI down' targets either in terms of origin.tin, tonnap or net 
,o .. ne kills. or both in eonswtation with the Min'i.St.ry of Finance and 
the Planning Commission so as to leave no IIOOIDfor ambipify in 
this behalf in the Fifth Plan. In their 7th Report on action taken by 
Government on the above Report of the Railway Convention Com-
mittee, 1971. the (present) Committee have observed:-

"The Committee feel that the performance of a Department 
has to be evaluated in relation to the targets fixed and in 
this case, as the tareet was' nxed in terms of originating 
tonnagc, the evaluation of tbe performanre will bave to 
,be do~e in terms of the ori~inatin,' tra~c ~n~ any other 
factor like lead of traffic is m~re~y i~~~~~nta'. Tbe Com-
mittee, are, tberefore, of the d~w that ~.e e~lanation of 
the Railways tbat in terms of lItet Tonne lGfometres they 
have achieved very nearly the target is a ,laboured one as 
tbe increase in the lead of trafllc bas come about by for-
tuitous circumstances, the Railways baving' never taken 
this factor into account at the W:an.oing s,ta,e." 

1.%5. In this connection, the Committee have ~I:'ted witb interest 
the oba~vations 01. the representa,tive of the Ministry of Railways 
that if the Railways had been required to haul 140 million tonnes 
of originating traflic a':'d if the lead had also gone up 'i beyond 830 
knls., "there would have been transport bottleneck". 

1.26. The Committee would, therefore, once again emphasise that 
for dJoawing up a realistic plan, it is essenti.1 to specify "he total 
dimensions of the traDSportation job which, in this case, is possible 
only w..,en both the originating tonnage and the distance over which 
each major commodity would be required to (be carried. are ascer-
,tained scientifically in advance as a result of detailed studies. 
The Committee would, therefore. reiterate the need for the 
Ministry of Railways and tbe Planning Commission to address them-
selves squarely to this task so as to overcome tbis defi~ency in Rail-
way Planning as expeditiously as possible and proVide firm basis 
for investment decisions and fo~, tlvaluatng performance. 



CIIAPftR. D 

FOURTH PLAN OUTLAY AND TARGETS 
9 A. FBneial and' Physical targets forTbiird an. l'oUrth .Pi~ 

2.1. Th!! ~mmittee enquired about the tptal outlay on the Rait. 
ways during the Third and Fourth Five Year Plans, as originally 
approved by the Planning Comrnisslon and as .subsequently revised. 
.at the time of mid-term appraisal and the actual expenditure during 
.each of these two Plans. They also called for information regarding 
the original. and revised targets of originating traffic fixed' by the 
Planning Commission for the Third and Fourth Plans and the actual 
tra~c lifted at the end Of each Plan. The Ministry of Railways have 
fumished the following information: 

~'During the Third and Fourth Five Year Plans of the Rail-
ways the total outlay originally approved by the Planning 
Commission was Rs. 1325 and Rs. 1525 crores respectively. 
However, during the mid-term appraisal, the outlay for 
the Thircl Five Year Plan and the Fourth Five Year Plan "II revised to' Rs. 1581.5 crores and B.s. 1400 crores res-
pectively. The actual ,expenditure during the Third Five 
Year Plan was Rs. 1685.8 crores while during the Fourth 
Five Year Plan it was estimated to be Rs. 1419.49 crores. 

"The major commodity-wise targets of originating traffic as 
initially fixed b:t the Planning Commission, revised at the 
time of the mid-term appraisal and the actual materiali-
sation during the last year of each of the Third and Fourth 
Five Year Plans are indicated below:-

Third "Ian 
---------........--Orilmal Mid-term Actual 
estimates App. matcria· 
March, Nov., Ulllian, 
1961 1963 1955-" 

(In miUioo WIIl1~B) 

Pourth I'hll1 

O.al 
e&timateN 

------------.---
a 3 4 5 6 7 -- ~,- -

Coat 9"4 89'0 66'7 84'4 "·S 6~'4 

SIHI PfaHlS 

Firrished Products 8'4 7-1 ,6'3 10'0 S·o 6·, 

14 
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~.-- .----- ~-:-~--"'F -:-. -:-----:--:-:--.."....---...- -r i 
z 4 6 

Ilalll Materials ell-
cludi III coal 36:1 19'8 17'4 1.7'7 411'0 IS" 

Cem~nt 13'Z 10' 5 8'6 12·6 13'2.$ 10'0 

I r,,11 Ore for Export 11'2 11'0 S'2 . 16'0 16'0 8'4 • O.:ueral Goods • 7°'7 87'9 78'2 96'0 86'7~ 74,8 

Rail", .. ), material 3Z'9 'u'9 20'6 18'0 18'0 ..,·6 
--------_._---------

"'oral ;1.48'5 245'2 203'1 264'7 240'5 185'2 

B. Fowth Plan outlay and actual expenditure 

2.2. The Committee further enquired about the reasons for reduc-
tiun in the Fourth Plan outlay as well as the physical targets at the 
thne of mid-term appraisal. In a note furnished to the Committee 
(Ill the sq,bject, the Ministry of Railways have stated that the Rail-
way's initial Fourth Plan had provided for an outlay of B.s. 1525 
crores c()rresponding to the originating freight traffic of 264.7 million 
tonnes by 1973-'74. In the light of slower materialisation of freight 
tl'affic during the first two years of the Plan, a review was under-
tllken in January, 1971 and a revised target of originating freight 
traffic of 240.5 million tonnes by 1973-'74 was fixed. Consequently, the 
PJan outlay was also redueed to Rs. 1275 crores. Subsequently, there 
\'\ ere signs of a revival in the economy and an improvement in the 
bw and order situation. Besides, demands for more new lines and 
conversion projeet, w~re pressed in the Parliament and by the State 
Governments. It was in this context that the Planning Commission 
were requested to restore the initial plan outlay of Rs. 1525 J:rores. 
However, having regard to the heavy pressures on the national eco· 
w:omy as a result of the influx of refugees from the then East Pakistan, 
ill. the mid-term Appraisal the outlay on the Railways' Developmen,t 
P:an was revised to Rs. 1400 crores. This increased ouUay was mainly 
lc Meet the need for additional funds arising because of the escala-
tion in the cost of materials, a factor for which no allowance is made 
in the RaIlways' present planning process which is based on constant 
p'ices. 

2.3. The Plan bead-wise break-up of the outlay as oripnaUy fixed 
and revised at the time of the M1d·Tenn Appraisal of the Fourth 
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Plan and the .mall estimated expenditure during the Plan was .. 
under: 

Plan Head Ori,inal Mid-term URI)' 
Plan expendi-
Pwvi.ion ture 

(Rupees in Crores) -.. -----~----~----------------~----.. -. .. 
I. Rolling stock • 6ao 568 587'18 

2. Workshop & Sheds • 30 30 20'68 

3. Machinery & Plants IS as aI'S6 

4· Track Renewals • aoo 180 160' 37 

5, Bridge Worb • 28 29 26'95 
6, Line Capacity W(lrks lIS 234 22,5'6z. 

7, Signalling & Safety 40 49 60'11 
8, Electrificatiol' • ,8,a 73 67'47 
9, Other Electrical Worts 12 .IS 18'76 

10. New LiI'CI 83 (16 66,99 

n, Staft'Welfart' 1S 20 IS'32 

12. S taft' Quu:te 1'$ 30 36 31' 38 

13· User' Amenitic:,s 20 ,20 20'32 

14· Other Specified Works 10 10 9'S3 

IS· In ves~ent inRoad Serv~,ccs .. 10 10 13'16 

16. In v~l\toriCl • 15 1.5 74'C9 ---.. ---:------
Tot.1 }S2" ,~400 ' 1419',149 

2.4. Brief reasons for increase/decrease under 'the 'various Plan. 
Heads are indicated below:- ' 

(1) Rolling Stock: 

Against the p,lan provision of Rs. 568 crores under 'Rolling Stock', 
the likely e¥peJ)di~ure ill of. the ord:er of Rs, 587 ct:ores. The main 
reason for this increase is t~e steep escalation in the prices of Wagons, 
Locomotives and Coaches. It may not be out of place to mention 
'lere that at the time ,of ,for~l,I~a,'ion of t~e Fp'~rthP,lan, Ute ~nit 
price per e1~tric lpc9lJlotive ¥las ,ta~en as ~s. ,19 lakhs, which in-
"reased to Rs. 22 lakhs per electric locomotive in 1973-74 budget . 

. )wever, reports from CLW show that the figure has since gone up 
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furtWr by about RI. 8 to 7 I.lrh • .D@I' unit ,$~_n ..... l.. in ~ f 
diilll8l JoeO.oU\; "t'he 'Ii' ~"'.J':''''' n;· ,.~" . .QUIe 0 

. ~_ ' ... p _,~ ~ ~JI~.\W ~ /p. J3 MIW .for SO 
ID81Jl line· ·loeomOtiVi!i at the time of midterm appraisal to about 
Rs. 27.5 lakhs per unit. Likewise, the price per wagon (4-wheelers) 
which was taken as RI. 23,000 has increased ~ about Rs. ~O,0Q9 per 
"agon in terms of four wheeler in 1973-74. . 

It is on account of this s~p escalation' ~n pr.~ceJl ~t ,the .actual 
expendit'ure has incre&'!3ed by about Rs. ,19 crores,eyeJ:l thQ~gh, in 
physical terms, there has been some shortfalL 

(.2) Signalling and Safety Works: 

The provision made for Signalling and Safety Works as per 
revised Fourth Five Year Plan was Rs. 47.00 crores. This outlay of 
Rs. 47.00 crores for S&T works was subsequently increased to Rs. 
49.00 crores. The increase that has taken place under this head has 
been due almost entirely to the escalation in prices during the Fourth 
Five Year Plan. No curtailment of the physic targets was considered 
desirable due to imperative need of providip.g reliable communica .. 
tions, to meet operational needs and to complete signalling works 
required to meet the line capacity and safety needs. 

(3) Staff Quarters: 

Against the Plan provision of Rs. 36 crores in respect of staff 
quarters, it will be seen that the estimated expenditu-re .i!llik~ly to 
be of the order of Rs. 31.38 crores and not Rs. 65 crores as shown 
in the Draft Fifth Five Year PIB;n DocuD:lent (which was a typo. 
graphical error). The expenditure is slightly less as ('ompared to the 
plan pro~ision d~~ ~ a ban imposed in 1973.74 by the M,inistry Qf 
Finance on the construction of new quarters or further work on 
q'uarters which had not reached the plinth level. 
f' ",',' 

(4) Inventories: 

Under the Plan head 'Inventories', the provision of Rs. 15 crores 
'vas made for the Fourth Five Year Plan. Against this, the total 
expenditure comes to about Rs. 74 crores upto the end of the Fourth 
'Plan. In this connection, it is pointed out that during last 5 years the 
wholesale commodity price index has increased from 165.3 in 1968 
t'l 270 in' January, 1974. It will thus be seen that the price index has 
:ncr.eased by nearly 50 per cent in 1973-74 when compare~ to 1~8 
rices. Despite til .. the,1ncre~s in stores balances have been restnc-

'ad to a low percentage by adopting better methods of inventory 
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managementwh5ch' has' De~tralised. to a. !arle extet the tlfteet. of. 
price increue .. There has been sbnU,ar in.c~, j,n DWlufacturiftg' 
s\&SJ)ense. 

(5) Workshops and Shed.8: 

Against tht plan proVision of Rs. 30 crol'flS under the plan head 
'Workshop & Sheds', the likely expenditure during the Fourth Five 
Year Plan is of the order of Rs. 20.68 crores. The reasons for shortfall 
in expenditure are that the progress of works under this plan head 
was less than the anticipation and also due to a cut of 10 per cent 
imposed daring the last year of the Fourth Five Year Plan i.e. 1973-
'74, 

(6) Track Renewal.s: 

The decline in the figures of the anticipated expenditure under 
this Plan Head at the end of the 4th Plan is accounted for by higher 

oCTedit' for the released materials than anticipated at the time of Plan 
provision, This was mainly on account of increased steel prices. 
Some shortfall is also attributed to the shortage of rails and sleepers 
during the first 3 years of the PlaRas well as the current shortage 
of steel in the country. 

('7) Line Capacity Works: .' 
"''''Ge' provision under the Plan head dwina the Foutrh Five Year 

Plan was Rs. 234 crore. Against this the likely expenditure will be 
Rs. 225.62 Crores. The main reasons for shortfall under this plan 
head are the short supply of materials and the 10 per cent C\1t 
imposed during the last year of the Fourth Five Year Plan due to 
constraints of financial resources. 

(8) Electrification: 

The 4th Five Year Plan allo~ent for railway electrift.cation 
projects wa:; Rs. 73 crores. The 8~tu'a1expenditure is expected to be 
Rs. 67.47 crores. 

The main reason for shortfall in expenditure ~ Railway Electri-
ftcalion during the 4th Five Year Plan is that ~ electrification 
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. . ., .. " . 
(i) The target date for the cOmpletion of the electrification 

worlt on the Panskura-HalcBa section had to be deferred 
beyond. the 4th Five Year Plan period. due to delay in 
opening, of the Haldia Port. The energiaation of the see-
tion is to b~ synchronised with the opening of Haldia 
Port. Also law and order trouble was experienced in the 
area during the course of the execution of the schemej 
and 

(U) In the case of electrification of Waltair-Kirandul section, 
the progress of the work was affectoo, as a result of the 
need to revise the overhea,d equipment and power supply 
distribution design consequent upon the decision to try 
to run heavier trains with 7200 tonne trailing load on the 
section as against the earlier planning of 4400 tonne trains, 
in view of limited scope for increasing the line capacity 
to meet anticipated targets. 

(iii) Delay in supply of some materials like telecommunication 
cables. 

Against the plan provision ,of Rs. 86 crores, the likely expenditure 
under this head is about Rs. 67 crores. The reasons for shorUaU in 
expenditure under this plan head are given below:-

1. Due to shortfall in the supply of permanent way materials 
and structural steel. 

2. Due to slowing down of some of the works to synchronise 
with the revised targets of industries/projects which 
they were to serve. 

3. Due to 10 per cent cut imposed in 1973-74. 

'10, SUIff WelfM8: 

Against- the Plan provision of RI. 20 crorea Uoftder the plan head 
'Staff Welfln", the likely expencliture daariag tIie Fourth Five Year 



" ~ap;~ :1\,. M5.¥~ Aft ~~ 4p ,~~~is .~~·CI~ 
to Ilow progress of w~Jss ~~ :~~t Q':~ ~~ ~iRt.QI. ,~ 
rial and delay in ftnalisation of plans, estimates etc. and 10 per cent 
cut i~p0se.ct in 197~-74 .. ~~e ~ ~ c,o.9.s~~t ,~.1)1 ~~~~ce~. 

2.5. Explaining the' reason for exceeding the oVerall revised plan 
outlay by abou;t Rs. 19.5 crores, the Mfnishy q~ Railways have stated 
that this' was due to the all-round increase in prices, The escalation 
in costS was not limited to rolling stock only {please Bee para 2.4 (1)] 
The cost of doubling works 'increased by about'Rs. 1 lakh per Kg. 
during 1970-71 as compared to 1969-70. In the case of new lines, 
the figure had gone up by about Rs. 2 lakhs per kilometre, Similar-
ly, the co',t of track renewals and other line capacity works, signal-
ling and telecommunication, railway electrification etc, had also gone 
up, ranging between ljO to 30 per cent. In certain cases like power 
transfooners, stainless ste~l fasteners, the costs had gCUle up by 
about 85 to ~O per cent. Due to the grant of interim relief twice 
and the wage increase on account of recommendath;>ns of the Pay 
Commission, staff costs had also gone up. It was in this context 
that the total :plan expenditure during the Fourth Plan period was 
Rs. 1419.49.crores. 

2.6 The Committee observe that the actual expenditure during 
the Plan period exceeded the mid-term Piau provision of Rs. JAqO 
crores by as. 19.5 crorcs. The increased expenditure has been attri-
buted escalation in pric'" ciurin2' this period. 

t.7. 1I1e Committee, however, note, that . .,t the time of Mid-term 
Appraisal when the target of 6rllinating c1-aMc was lowered from 
264.7 million tones to 240.5 million tonnes, the Plan outlay was also 
re~uced . frolU the original ~u(lay of Rs. IS~ crores to .Ks. ~275 crores. 
l'his was ,su,b~tI"l~l.1:tly .t:ais~d in Rs.· I~' crores ,(the, traffic target 
remaining the same), mainly to take care of ,the escalation in prices. 
Inspite of this, the expenditure has' exceded the Plan outlay. 
Furthermore as in~icated Chapter V of this report, there have been 
heavy shortf~lls in attaining ~m~ of the key physical targets during 
the Fourth Plan. The Committee arc constrained to observe that 
the whole matter requires a fresh approach 50 that a car:eful uad 
critieal appraisal could be undertaken in respect of the investments 
made by' the· Railways in "ario ... secf»r with a "lew to,t$inl ~eces­
.ar;. remedial measUres for· the latun. 
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,,~, 'nie' ~0l'10,w~ni tabi~' a.hDws·,the OfiiiDa~g, ~ tram~ .. 
onginaJly es~imate~,as .. t;~sec:l at the time of mid-term apprai81 
and )ts actual materiallsation:-

(In million tonnes) 

Revenue I Non- Total' 
RcYenue 

1969=70 
fi) Original 169·4 3Z., Z1I.9 

(ii) Rev1atd . In.' 34. 1 208.9 

(iii) Actual r63.8 34·1 207·9 

(iv) Shortfall (iiiHii) nil nil nil 

r~7o-71 

(i) Original 19Z'Z 3Z'4 224'6 

(ii) Revised 168·6 3°'4 199'0 

(iii) Actual 167'9 28'6 196.5 

(iv) Shortfall (iii)-(ii) 0'7 I' 8 2'5 

1971-72 
(i) Original 204'0 33''2 237'2 

(ii) Revised 178'5 31" 5 210'0 

(iii) Actual 17o'1 27'7 197'R 

(iv) Shortfall (iii)-(ii) 11'4 3'8 u·z 

1972-73 
(i) Original 216,t 32'9 z49' 0 

(ii) Revised 194'1 32'2 226'3 

(iii) Actual 175'3 26'0 201'3 

(iv) Shortfall (iii)-(ii) 18'3 6'z :lS'o 

1973-74 
(i) Original 231' 7 33'6 264'7 

( ii)-ReTi~td 206'5 33'0 240' 5 

(iii) Actual 162'1 u'8 184'9 

(iv) Shortfall (iii)-(ii) 4S'4 10'2 ,S' , 
-.~ -_._----- ------_. __ ._- --_.----- ----------_._._---------

2.9. The Committee called for details of commoCiity-w1H tarpbl 
o.f ongirmting traffic for the F.ourth plan, their actual rnaterialisation 
(year-w1le) together with reaB9ns for shortfal~ In a note furnish-
ed to the Committee on the subject. the Mmtstry of Railways have 
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stated in the year (1968-69) ~W,:prepediag.the ,eIJ~ .' 
ment of the Fourth Five Year Plan, Railways had. Ufted HO mUlion 
tOnn'eSof :freight traftie. Indiiul Railways' FOUTth Five Year Plan, 
which was formulated: on the basis of estimates furnishei by variPus 
user Economic Ministries as well as other principal users atter 
detaile4 discussions and which was duly approved by the Planning 
Commission, had estimated that by the end of the Plan. Railways 
would be calle:! upon to carry 214.7 milUon tqnnes of freight traffic. 
This wor'ked out to an inC'rease of a little over 5 per cent per annwn 
(simple), 

2.10, The actual materialisation of traffic during different years 
of the Fourth Plan was as under:-

• 

Year 

1968-69 
r 1969-70 

\ 19'70-71 
I 

Quantum of frciiht 
tram-:-

(In million tOMes) 

IV Flan ~ 1971-72 

~'O 

207'9 

196' 'Ii 

197'8 

301'3 

184'9 

\ 1972-73 

l1973-74 ---_. ..' 2.11. The materialisation of traffic in the first year of the Fourth 
Plan was higher than in the previous year but in subsequent years 
the same did not reach even this level. Amongst the major factors 
that affected traffic materialisation adversely were the following:-

(a) General stagnation in the economy of the country. 

(b) Conditions of unrest within as well as outside the Rail-
ways. 

2.12. During 1971-72, when the Mid-Term Appraisal of the Fourth 
Plan was under preparation, it was clear that, due to several factors, 
materfaUsation of freight traffic would not reach the level originally 
envisaged. Accordingly, the target was revised, in consultation 
with the Planning Commission, to 240.f) million tonnes. A state-
ment indicating the commodity-wise break-up of the original target, 
the revised target and the actual materialisation of the traffic year-
wise is given in Appendix I. It would be seen that freight tra1ftc 
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d~~ the ,4th J?lan g~nerally r~ stagnant' aroultd 200 ~illioll 
~~ and was Inuch below even the revised. target of 240.5 million 
tonnes. The main causes for thiJ phenomenon are discussed in the 
following paragraphs. 

2.13. India's Fourth Five Yeoar Plan had projected an overall 
rate of growth of 5.7 per cent per annum. Against this, the economy 
~xperienced a rate of frowth of 5.2 per cent in 1969-7~, 4.2 per cent 
lit 1970-71! 1.7 per cent in 1971-72, 0.6 per cent in 1972·73 and 3.1 
per cent in 1973-74. The overall rate of growth during the Fourth 
Five Year Plan averaged about 3 per cent per annum againlt the 
target of 5.7 per cent per annum envisaged in the Fourth Five Year 
Plan document. Several factors had affected the growth of economy 
in the country during the years of the Fourth Plan. Successive 
failure of monsoons in consecutive years, acute shortage of power 
in various parts of the country, influx of a large number of refuget>8 
from the former East Pakistan and the Indo-Pakistan hostilities in 
1971-72 etc. were some of the important causes for $tagnation in the 
~wth of the economy of the country. Growth of traffic on the 
Railways is vitally linked with the growth in various sectors of 
the economy of the country. Failure on the part of the latter is, 
therefore, bound to aiTect the prospect of traffic: to be moved by 
the Railways system and this is reflected in the quantum of trafftc-
;'1 different commodities moved by the Railways during different 
years of the Fourth Five Year Plan. 

2.14. Another factor which ha,s seriously affected Railway opera-
tions during the Fourth Plan is the spate of strikes, bundhs and 
agitations both by the Railway staff as well as by the outsiders. 
In the very first year of the Fourth Five Year Plan, the law and 
order situation in the eastern region of the country started taking 
a turn for the worse and the entire environment in that sector be-
came unfavourable. As working of the Railways has a vital link 
with the environment in which they function, Railway operations 
in the country, particularly in the predominant coal.-cum-ste~l b~lt 
in the eastern region, were badly affected. Frequent anti-SOCial 
activities and agitations in various parts of the country, like the 
Andhr& agitation in 1972-73, strike of the U.P. Power statt, Shola~ur 
Division agitation in 1973, etc. continued to cause serious di~rupt~on 
in Railway tra1llc:. All these factors led to serious immobIlisatlOn 
of rolling stock on the Railways and thus reduced Railways' capacity 
to handle traftlc. ' 

2 15 Apart from a large number of civil strikes, bundhs and 
agi~ti~ns which had their toll on the Railways, the Fourt.h Five 
Year Plan also witnessed deterioration in the labour relations OIl 



• ~ ~i1wa,... Oft .. W, cl!ftNitl c~ o'f.ian~~i .tii·ll). 
~-. c=~rriap and W-,on 8M, ooeo' ru~g Sf'aif, Guards, S'ta~ 
Masters, SifD8l and Telecol'iirJulnicatbbl itillf, etc. resorted to 
various means of agitation like 'go-slow', 'w'Oi'R;..to~-rUle·, 'work-to-
designation', etc. Train operations were considerably affected u 
a result of these agita1ions~ In this Hspect the IIlst year of the 
Fourth Five Year Plan, v';Z., 1973-74. proved to be tlle worst year 
for Railway "operations: It Wal c:lming ill,s year that the Loco 
running. staft-a vital category of staff for Railway operatIon-
struck work twice. Several other categor1~ of st"alf also resorted 
to agitational means during this year with the resuit that RailwJ.ly8 
could not lift freight tl'aftlc to the extent they were capable of. 'the 
recent Railway strike (May 1974) is yet another t;xample of the 
agitational approach adopted by certain sections Of Railwaymen. 

2.16. While the factors listed in paras 2.14 and 2.15 al,ove ex-
plain, in general terms, the reasons for lack of gr~wth .of freight 
traffic on the Indian Railways during the Fourth Five Year Plan, 
failure in· achieving original targets in different sectors of the 
economy of the country explain the shortfal1 in lifting the traffic 
originally anticipated in different commodities. Given below are a 
few selected output projections and achievements in certain sectors 
of the economy@:-, 

Selected Oll/Pll/ pmjccriOlI.1 mltl acllicl_'cmems 

FOllrth PIa" 
.. -.-- ---------------.----

Item 1973-74 1973-74 
Ta: get E,rimatcd 

'j~ vanatich 
---------_ .. -_-_-0_-.-.. _. __ ._._' ._0 __ 0_0_ .. _ . __ ._. __ ...... 

t. FO(l(lgraiJ1S 

2. Cc king coal 
3. N,m-c"king coal 

4. [ron Ore 
5. Crude Petroleum 
6. P.:tro\cum Proc1uets • 
7. Fertilizers (Nitroger.ou& N + Ph05-

rhatlc PI 0, 
8. Cement • 
9. Pig Iron for sale 
10. Mild Steel • • 
II. Electricity Bener.tim 

129'(\ m.t. 
25'4 m.t. 
68· I m.t. 

114'0 m.t. 
17'0 m:t. 
60'0' m.t. --......... ~.-.-. 

(_.) 12'~;; 

(-')33% 
(--) 1>% 

93' 5 m.t. 79.0 m.t. (-.)16% ___ .. __ ._._ .. ____ 0_.-
54'4 m.t. 37'0 m.t. (-.);12% 

8· 5 m.t. 7'7 m.t. (-·)JO% 
26'0 m.t. 21'0 m.t. (-.)19% 

'3'4 m.t. I' 5 1'11..1. (_.) 56% 
. tS'o m.t. 16' 0 m.t . (_.) II % 

3'S m.t. I'S m,t. ( .... ).53% 
S'1 m.t. 5'4 m.t. (-')33% 
If6 GWH 12dwH (-·)i6% 

."- @R~fer';nce p~les 3S'40 of the Draft Fifth Five Yeir ;1"·(Vol. 1) 
-' 
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2.17. It will be observed that there was steep drop in the achieve-

ment of the targets under the major items that have a vital bearing 
on the quantum of moveme!lt of freight traffic by the Indian Rail-
ways. For example, production of coking coal in the country during 
the Fourth Five Year Plan was 33 per cent less thall the target. 
This is correspondingly reftected in the Jllovement o~ coal to Steel 
Plants and Washeries. by the Railways. Produc~ion of Petroleum 
products was 19 per cent less than the target and the movement of 
Petroleum products by rail correspondingly shows a decline of 15 
per cent in the last year of the Plan as compared to the revised 
target at !he time of the Mid-Term Appraisal. A 56 per cent drop in 
the production of Fertilizers in the country is reftected in a 21 per 
cent drop in the movement thereof by rail. A drop of over 50pE:r 
cent in the production of pig iron for sale and 33 per cent in produc-
tion of mild steel gets reftected in 23.8 per cent drop in the movement 
of finished products of steel plants by the Railways. With lesser 
productron of steel by the Steel Plants, there is a corresponding 
redu:tion in the movement of raw matcriais to Steel Plants by 
Railways. Production of iron ore in the country was 32 per cent 
le"s than originally envisaged. This coupled with the lack of 
adequate fareign buyers for this commodity affected the rail'trarts-
port of iron ore for- export purposes. 

2.18. The Committee further enquired about lIhe assumptions 
made with regard to revenul;! earning traffic during the Fourth 
Plan vis~·'Dis the Railways' performance during the preceding five 
vears the actual materialisation of such traffic in relation ttl the 
ta'rgets set and reasons tor shortfalls, year-wise. The Ministry of 
Railways have, in a written note, informed the Committee that ~t 
the time of' formulation of the original Fourth Five Y.ear Plan"Jt 
Was anti<:ipated' that revenue earning traffic by the end of the 
Plan would be about 232 million tonnes. - When the Mid-term 
Appraisal of the Plan was _ undertaken, this figure was revised 110 
207.5 million tonnes. 

2.19. The following table indicates the actual materialisation of 
revenue earning traffic from 1963-64 to 1973~74: 

Year 

1963-64 
1964-65 
1965-66 
1966-67 

-----------------------
Revenue origi-
nalina tonnaae 

(in milli('ln tonne~) 

147-6 
1418' 3 
Il'iZ'O 

164'0 

-------------------
1151 L~. 
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-------------_._-

:2 ---_._-----
1967-68 
1!";68-69 
1969-70 

\'nO-7 1 

1971-72 
1972-73 
1973-74 (Prov,) 

162'4 
170 '8 
173'8 
167'9 
170' I 
175'3 
161'7 

2.20. Explaining the reasons for shortfall in the actual materiaU. 
sat~on of revenue-earning traffic dur~ng each year of the' Fourth 
Plan, the Mfl1~stl'Y have, in a note submitted to the Committee stated 
as under: - . . , 

1969-70: (Target-179.85 million tonnes 
Actual-173.83 Million Tonn~) 

After the economic recession during the inter-plan period i.e. 
(66-87. 67-68, 68-69) RailwaY'S started the Fourth Plan reasonably 
well. During this year, there was increase in the originating wagon 
leading of 5.4 per cent on the Broad Gauge and 6.1 per cent on the 
Metre Gauge in the first 9 months of 1969-70 as compared with the 
corresponding period of the pr~vious year (68-69). During the last 
quarter of this year. ~Qe working of the Eastern and South Eastern 
Railways, which account for over 50 per cent of 'the originating 
freight traffic on Indian Railways, was affected by unsatisfactory 
law and order situation which had an impact on. the freight tratRc 
which started declining. Nevertheless the year closed with a re-
venue earning traftic of 173--8 million tonnes and a tQtaJ originatin, 
trafllc of 207.5 million tennes. 

1970-71: (Target-169.50 million tonnes 
Actual-I67.91 million tonnes) 

The originating revenue earning freight traffic dropped from, 
173.8 million tonnes to 167.9 million tonnes and the total originating 
traffic dropped from 207,9 million tonnes to 196.5 million tonnes for 
the following broad reasons:-

(i) Serious law and order problems d..!veloped. Railways 
were made the target of frequent attacks by anti-social 
clements for ventilating their grievances. There· were a 
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nwn.ber ~f attacks on railwaymen and railway propert 
CauslDg dislocation of traftlc and immobilisation of rOllin~ 
stocks. an~ d~oraIising the staff. Thefts of railway 
materlals Includmg over-head electric traction equipment 
telecommunication cables, wagon fittings etc. shot up. ' 

(ii) Th ere were various troubles in different coal washeries 
with consequent low intake. . 

(iii) The intake of· taw materials by steel plants~ parti81larly 
IJSCO, Durgapur and Rourkela was low due to their own 
internal problems. 

(iv) There was labour trouble in different cement plants which 
affected loading of cement. 

(v) Th~ lifting of petroleum products also suffered partly 
owmg to troubles in different refineries and partly for 
railways' own troubles in the eastern sector. Movement 
from Cochin refinery suffered for nearly 31 months owing 
to staff strike and from Bajuwa refinery and New Jal-
paiguri dropped due to go-slow tactics of refinery staff 
and from Budge Budge for want of products. 

(vi) Movement of general goods traftlc was less than the target 
owing to pOOr mobility in the eastern sector and slow re-
leases at termthals in Calcutta and Howrah areas. 

(vii) There were as many as 8 major bundhs during the first 
9 months of the year whiCh comple~ely dislocated traffic. 
The crippling effect of one such bundh can be appreciated 
from the fact that nearly 550 trains were stabled and 
60,000 wagons were immobi1iped on that account. The 
impact of these bundhs affected the working of all the 
railways reducing the overall availability of wagons for 
loading. 

197~73: (Target-183.40 million tonnes 
Actual-170.1 million tonnes) 

The revenue earning traffic picked up to 170.1 mUllon tonnes anti 
the total originating traftic improved to 187.8 million tonnes. Shopt-
falls, however, resulted due to. the fonawin, reasons:-

(1) Serious law and order problems continued. Various anti-
social activities like bundhs. demonstrations, thefts of com-
munication cable!!. overheAd trac;:ticm wires~ tJ.if:l\~l equ\p .. 
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ment, wason fittinsscontinlled· in the Eastern ana South 
Eastern Railways greatly slowing down the movement in 
that sector. This directly affected the loading of coal. 
and other general goods· on the- Eastern and South Eastern 
Railways and alao led to the imposition of restrictions on 
the loading of traffic on the other railways and reduced 
the availability of wagons for loading in g~nera1. 

(if) 'Itle Indo-Pak: hostilities in. December, 1971 pmced a severa 
strain on the railways as a large number of special trains 
had to be run for the movement of troops, their equipment 
as well as prisoners of war and their baggage. The 
movement in the early part of ·the year of evacuees from 
East Pakistan and of refugees returning to Bangladesh in 
the last 4 months also had to be organised by the railways 
and the pressure of these special moves lasted right upto 
the end of the year. 

(iii) Failure of steel plants and washeries to absorb coal as 
per programme, inadequate shipping facilities and conti-
nu~d labour troubles in Madras Port which affected the 
loading of iron ore . for export from Bellary /Hospet 
sector. 

(iv) Less production by the National Mineral Development 
Corporation's mines which affected transportaion of iron 
ore from Bailadilla to Vizag. 

(v) Labour troubles atreftnerics at Vishakhapatnam, New 
. . Jalpa~guri and Cochin. 

1972-73: (Target-I94.0 million tonnes 
Actual-175.3 million tonnes) 

This year began on a very unhappy note with a drop in the 
originating revenue earning traffic, largely due' to the large scale 
power shedding in the Eastern Sector. The law and order position. 
however, improved and from the second quarter of 1972-73 the 
loading and movement picked up and the railways were able to 
move a total of 175.3 nitlHbn tonnes of revenue earning traffic {the 
maximwn figure achieved so far) and achieved .a total originating 
traffic of 201.3 million tonnes,. Among major commodities, loadin.g 
of sleel plants traffic, foodgrains and fediIizers exceeded ~~en anti-
cipations. There was an increase in the traffic in ebal, fertlhzers and 
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~ineral oils even though the increase did 'JIlot come upto anticipa-
tions, The~e was shortfall in tra1Jle in comparison with the previous 
years only 10 respect of cement and iron ore for export. The short-
fall in cement wa~ entirely on account of inadequate production of 
cement in the country due to all India strike in the industry during 
Au~st, 19~2 and power cuts in various states. The shoitfall in the 
loadmg of lron are for e"JlOrt was due to shipments falling short of 
the target at all the ports for various reasons and inadequate pro-
duction of are at Bailadilla due to mining difficulties. There was 
lesa sugar-cane traffic due to the failure of the crop. Similarly there 
was leu. transport of mineral oils due to less demands. 

Socio-political conditions' continued t!l affect railway operations. 
Inspite of some improvement in the law and o.rder.situation in West 
Bengal, conditions, were far from nofItlBl. Student agitations in 
Punjab, language 'agi~ations in Assam and the continuation of the 
Mulki agitation in Andhra Pradesh resulted in large scale immobili-
3ation of wagons. .' 

Agitations by railway staff als\) affected working during this 
year su£h as Loco running staff strike on ,Southern and South-
Central Railways, go-slow movement in Mugalsarai, and work-to-
rule movement on the South Eastern Railway. 

1973·74: (Target-2Q7.5 million tonnes 
Actual-I62.05 million tonnes) 

'During this year-,the last year of the Fourth Pla~-the revenue 
earning traffic declined to 161.68 million tonnes ftom 175.27 million 
tonnes. The most important reason for this drop has been the. 
se\tere dislocation caused by a series of agitations by various cate-
!Jories of railway employees. Loco running staff launched an agi-
tation right from the beginning of the year, culminating in strikes 
in May, August and December, 1973. Their example was followed 
by many other categories and· one strilC:e followed the other and 
before n'lnilal working could be restored and the after-affects of one 
IItrike w.e overcome, the railways were overtaken by another. 
There were agitations by Station Masters, by Train Examining staft, 
Loco maintenance staff and Signal and Telecommunioation staff. The 
agitations took a v-ariety of forms-go-1l1ow, work-to-rule, work-to-
designation and gheraos. It has been roughly estimated that in the 
first half of 73-74 alone these agitations caused the railways loss of 
4.5 lakh man days, nearly twice the number of man-days lost in the 
two preceding years taken together. 



There was also inadequate offering of traffic and drop in industrial 
production in the initial months due to severe power cuts, breaches 
and ftoods and unprecedented sand storm in Rajasthan area and 
inadequate offering of export trafftc due to less production in Baila-
dilla area and labour difficutti~ in Madras Port. 

2.2.1. Duling the evidence of the official representatives of the 
Ministry of Railways and the Planning Co~mission, the Committee 
pointed out that the total investment on Railways during the Third 
Plan was of the order of Rs. 1,686 crores against. the actual plan pro-
vision of RII. 1,235 crores. The originating freight traffic, however, 
fell short of the prescribed target by 46 million tonnes, the actual 
traffic being only 203 million tonnes. Similarly, during the Fourth 
Plan period, the actual investment was Rs. 1,419.5 crores against the 
original allocation of Rs. 1,525 crores and the mid-term prOvision of 
Rs. 1400 crores. However, there was a huge shortfall of as much as 
79.8 million tonnes against the original target of 264.7 million tonnes 
and 55.6 million tonnes against the mid-term plan target of 240.5 
million tonrles. The Committee, therefore, enquired about the actual. 
freight carrying capacity built up by the Railways with an Invest-
ment of Rs. 1,686 crores during the Third Plan and the further capa-
city built up with an additional investment of Rs. 1,419.5 crores 
during the Fourth Plan. 

The representative of the Ministry of Railways stated that even 
during the 'fhird Plan there were several revisions and cutbacks in 
the Plan targets. l'he capacity that had been built up at the end of 
the Third Plan was more or less a match to the availability of the 
traffic-passenger and goods. During the Fourth Plan also, the 
original targets were considerably revised at the time of mid-term 
appraisal and once again thereafter because the traffic did not 
increase according to the original anticipations. The original 
freight traffic target of 264.7 million tonnes for the final year of the 
Fourth Plan was reduced to 240.5 million tonnes at the time of mid-
term-appraisal and still later to 235 million tonnes. 

2 .. 22. He added that the targets were based on an average lead of 
630 KIns. but actually the lead rose to as much as 678 Kms. during 
1972-73. During the year 1972.--73, the originating tonnage was 
201.3 million tonnes and with a lead of 678 kms. the total freight out-
put was 136 billion net tonne KIns. The Railways expected to carry 
about 215 nullion tonnes in 1973-74 which, multiplied by the same 
lead, would have given a freight output of 146 billion net tonne Kms. 
vis+w the revised target of 235 million tonnes or 148 billion net 
KIns. (with the anticipated average lead of 630- Knu.). However, 
the last yeal' of the Plan was an exceptionally bad year both in regard 
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to ~e state of economy and the labour situation, but for which the 
p~rformance of. the Railway,B would have been much better. Had 
the Railways carried 215 million tonnes during 1973-74, as planned. 
they would have been within 1 per cent of the freight output capa-
city for which investments had been made. 

2.23. When asked how the Railways anticipated the orginating 
traftlc to be of the order of 215 million tonnes during the last year of 
the Fourth Plan when the traffic in the pJ'J!ceding year was only 201 
million tonnes, the representative of the Ministry replled that during 
1972-73 there was good upsurge in activity in the Eastern Sector after 
two difficult years resulting in more loading and better movement 
in all sectors. Unfortunately, durine 1973-74 there was serious 
labour unrest on the Railways which prevented them from achieving 
the target. The power cuts in the Eastern Sector also affected not 
only the movement of trains but also production in the mines .. 

2.24. In reply to a question about the actual addition to the 
freight carrying capacity of the Railways during the Third and 
Fourth Plans with an investment of Rs. 1,686 and Rs. 1,419 crores 
respectiv~ly, the representative of the Ministry of Railways stated 
during evidence that the actual addition to the carrying capacity of 
the Railways during th. Plan periods was of the order of 40 per cent 
of the total investment, the rest being for replacements, new lines 
and.other development works which did not give any return. So 
far as the Fourth Plan was concerned, out of the total investment of 
Rs. 1,419 crores as much as Rs. 632 crores were 8pent on replace-
ments due to depreciation, new lines, staff amenities etc. 

2.25. He added that the development programmes were tied up 
with the development schemes of other MinistTies-mainly with the 
development of steel and mining capacities for which Railway lines 
had to be laid far ahead of the development of these capacities. While 
developing line capacity, the Railways were required to make huge 
investments for a given amount of traffic which might not materialise 
for several yeaTS. It was, therefore, really difficult 1>0 correlate the 
investments with the actual capacity built up and utilised, to any 
precise degree. 

2.26. On his attention being drawn to the observations made by the 
P.tblic Accounts Committee in their 22·nd Report (Third Lok Sabha) 
that "it is not .businesslike for a commercial organisation like the 
Railways lnerely to ac~ept the statements I assessments of other 
Ministries without critically examining the position themselves," the 
representative of the Ministry stated that so far as the ~~ird Plan 
was concerned, the Railways at· that time were not exerclslDg their 
own independent judgement in regard to the plan targets and the 
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physical output as critically as they were doing now. Whil~ fr~ming 
the Fourth Plan, the observations of the Public Accounts Committee 
Rnd other Committees were borne in mind so at to effect n~essary 
modifications in the planning precedures in order to ensure that 
planning was realistic. In fact the scaling down of the outlay 
during the Fourth Plan was done at the initiative of the Ministry 
- Railways itself. Not only the traffic target was reduced at the 
tUne of mid-term-appraisal but the plan outlay was also correspon-
dingly reducect from Rs .. 1,525 crores to Rs. 1275 crores. However, 
~s a result ·of another supplementary exercise tlndertaken subsequent-
ly ,it was found that the escalation in cost that was occurring from 
year to year was quite' sizeable and that it needed to be taken into 
account. There was also pressure in Parliament to undertake cons-
truction of certain new lines and creating capacities for which addi-
tional funds were needed. The Planning Commission were, there-
fore, approached again and the outlay was revised from Rs. 1,275 to 
Rs. 1,4000 crores. The actual expenditure was very near to this 
figure. 

2.27. The representative of the Ministry of Railways added that 
so far as the freight targets were concerned, the Railways concentra-
ted by and large on '1 or 3 major commodities which moved in bulk 
and w~ich accounted for over 75 per cent of the total traffic. These 
major commodities were coal, iron and steel, foodgrains, cement, 
;petroleum products and fertilizers. The rise and fall in production 
of these commodities had a vital bearing on the fortunes of the 
Railways. 

2.28. Asked to indidte in precise terms as to how much capacity 
the Railways had actually developed at the end of the Third Plan, 
the representative of the Ministry stated during evidence that it was 
ditlkult to go back over a period of five years" time and say what the 
capacity was ,because the estimation of capacity was the end result of 
varying factors. He added, "We have not done. that exercise pre-
ci.wly. All that we can tell you is, suppose you were to ask what is 
our capacity today, the answer would be more satisfactory."' 

2.29. The representative of the Ministry added that the increase 
in freight traffic on the Railways between the end of the First Plan 
and the Third Plan was equal to that built up during the 100 years 
prior to 1950. He stated that thert! was no Railway in the world 
'which had achieved so much capacity in such a short span of time. 
However, certain routes which were already saturated in the begtn-
ning continued to be saturated even after augmenting the capacity 

, , 
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of congested sectians. The Railways had, therefore, to resort to fuR 
doubli1)g instead of partial doubling of such routes thereby creating 
vIrtually 000 per cent extra capacity. It was not initially possible 
to utUise this additional capacity in full as it would take another 10 
years for the traffic to build up to that extent. The fact, however, 
remained that even for obtaining additional 5 per cent line capacity, 
there was no other alternative but to double the entire route comp-
letely. Another factor to be borne in mind was that, when some 
facility was created on a particular route it could not be transferred 
to another route. For instance, in the case of the Bhilai Steel Plant 
or the Iron Ore traffic on the Bailadilla-Vishakhapatnam line the 
entire capacity was captive to the concerned proje:t. On the other 
hand, it had taken nearly six years to develop the anticipated traffic 
of 4.5 million tonnes in the latter case. He added that the line capa-
city was different in different places and it would not be easy to give 
a straight answer about the utilisation of such capacity except for 
each individual route. 

2.30. In a written note furnished to the Committee on the subject, 
the Ministry of Railways have stated that the Railways' capacity to 
transport tr'aftlc is dependent on the availability of requisite Tolling 
stock which are moveable assets and can be deployed anywhere on 
the railway system and on the availability of line capacity which is a 
fixed asset but cannot be transferred from one area to· another. So 
far .. liae capacity, is concerned, it is not, therefore possible to indi~ 
cate any specitlc quantum of freight traffic that can be carried unless 
specific details of origin and destination of various streams of traftic 
are available. What can at best be attempted is to find out whether 
on specific rQuteslsections capacity exists for carrying more traffic or 
not. As regards the rolling stock, however, since the same can be 
transferred from one area to another and can be deployed in areas 
where development of traffic is taking place, it is possible to assess 
the capacity for carrying freight traffic with the available assets. An 
assessment of this capacity would, however, be dependent on the 
average lead to traftlc load, as any increase in average lead ~ould 
necessarily require additional rolling stock even when the origina-
ting tonnage lifted remains at the same level. 

2.31. No specific assessment of the capacity of the Railways for 
carrying freight trafflc as at the end of the Third Plans appear. to 
have ~en made. However, so far as the Fourth Plan is conce.rn~, 
an assessment of the rolling stock capacity of the Railways for liftiDi 
freight traffic as at the end of the Plan has been ma~e whicA. ~ 
cates that with the number of wagons and locomotlves avallable 
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with the Railways at the end of the Fourth Five Yead Plall Rail-
ways had a capacity of lifting about 215 million tonnes of freight 
traffic at an average lead of 678 Kms. which was the actual lead in 
1972-73. 

2.32. It may, however, be pointed out that the entire plan outlay 
is Ilot related to the development of the capacity for handling freight 
traffic only. Investments on replacement of assets financed from 

·DepreciatioIf Reserve Fund and expenditure on items like 'Usel'l 
amenities', 'Staff Quarters', 'Staff Welfare" schemes etc. financed 
from Development Fund and Open Line Works Revenue do not con-
tribute to any addition to the transport capacity. Even out of the 
Capital investments, investments on new lines (except in isolated 
case where they are project-oriented) , cost-saving schemes like 
electrification' and investment in road services and inventories do 
not contribute to the increase in the transport capacity of the Rail-
ways. Even out of the balance capital investments, a substantial por-
tion is spent on development of passenger transport capacity and 
only the residual amount contributes towards development of freight 
transport capacity. Thus, out of a total investment of Rs~ 1419 crores 
during the Fourth Plan as much as Re. 632 crores were spent on 
replacement of assets and other items financed from Depreciation 
Reeerve Fund. Development Fund, and Open Line Works Revenue. 
Out of. the remaining Rs. 787 crores spent from Capital as much as 
Rs. 222 crores were spent on new lines, electrification schemes. 
investment in road services and inventories and the balance of 
Rs. 565 crores constituting only 40 per cent of the total outlay was 
utilised on develoement of transport capacity on the Railways. Here 
again a substantial portion has been spent on development of pas-
senger transport capacity which was not only utilised fully but 
which proved inadequate necessitating use of the capacity generated 
for freight traffic being diverted for use of passenger traffic. 

2.33. It has been stated that an assessment recently finalised indi-
cates that the rolling stock capacity available with the Railways at 
the end of the Fourth Plan was to handle about 215 million tonnes of 
freight traffic at an average lead of 678 Kms. This capaci,ty became 
available taking into account the augmentation of the rolling stock 
fieet of the Railways during the Fourth Plan. In the first year of 
the Fourth Plan itself the materialisation of traffic was 207.9 mt. with 
a lead of 643 kms. In subse(1uent years while the originating 
traffi.c did not increase the lead of the traftlc continuously kept on 
increasing with the result that the work load with the Railways also 
increased. 

2.34. It may be mentioned that the correct index of assessment of 
the work load on the Railways for freight traffic is not the originating 
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tonnage lifted but a combination of the same with the actual distanct 
over which this tonnage was carried. This is reflected by the index 
of the NTKMs which has shown a steady increase right upto the 
Fourth Year of the Fourth Five Year Plan as will be seen from the 
following figures:--Year Tonne, Average NTKMI 

loat.ed lew! moved 
• (millions) Oems) (billions) ------_.-._._- .. _. __ ._-_._._._--. __ ._-._------._.-

1968-69 2J4'O 613 US'I 1969-70 207'9 643 128'2 1970-71 196' S 6.48 127'4 1971-72 197'8 674 133'3 1972-73 201'3 675 136'3 
1963-74. 215'0 678 140'0 (Act'.l&l) 184'9 662 122'~ 

2.35. At the time of the mid-term appraisal of the Fourth Plan it 
was anticipated that the originating freight traffic at the end of the 
Plan would, be approximately 240.5 million tonnes with an average 
lead of 630 kms. Resources were however provided for creation of 
capadty for lifting 235 million tonnes at the above mentioned lead. 
In other words the provision thade was to cater to 148 billion NTKMs. 
A. the figures given above indicate, traffic materialisation in terms 
of NTKMs continued increasing every year and was anticipated to 
be very near the target in the last year of the plan. Unfortunately, 
however. chiefiy due to the distprbed industrial relations which per-
sisted throughout 1973-74, the materialisation of tramc did not come 
up to expectati~n. The capacity available was thus only marginally 
more than what the actual trends in traffic materialisation warrented. 
Even this little cushion was fully utilised for carrying additional 
passenger traffic that had generated in excess of anticipations. The 
non-suburban passenger kms, for example, had increased by 23 per 
cent as compared to the target of 18.6 per cent for the Fourth Plan. 

2.36. The Ministry have added that the capacity generated in the 
Fourth Five Year Plan for handling freight traffic 'Was very much 
needed for the purpose and but for 1973-74 being an abnormal year 
for railway operations, there was every possibility of reaching the 
tar,et as reflected by the index of NTKMs. 

1.31. The Committee observe that during the Third Five Year 
Plan, the outlay originally approved for the Railways by the PIa ..... 
nln, Commission was RI. 1325 crores for as estimated originatinr tral. 
ftc of the order m.9 million tonnes-8n increase of 92.7 milliOD 
tonnes over the originating trafllc of 156.2 milium tonnes carried in 
l88O-4U. i.e. 'by about 59 per cent.' The outlay was stepped up to 

.,Aaticipated· 
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Rs. 1181.5 ereres at the time of ndd-term, appraisal while the target of 
oriaiRating "traffic was lowered to US million tonnes. The actual ex-
penditure .riag tbe Third Plan was as. 1,685.8 crores i.e. an excess 
of more than Rs. 380 crol'es over the ori,iaal out1ay while the origi· 
nating traffic carried by the Railways in 1985-66 i.e. the last year of 
the ThUd Plan was only 203.1 million tonnes-a shortfall of about 
4G million tonnes over the 9riginal anticipations. , 

2.38. The Committee also note that, during the three inter-Plan 
years i.e., the years preceding the Fourth Plan, a further investment 
of Rs. 763 Cl'Ores was made by the Railways while the originating 
tramc went down to 201.6 million tonnes in 1966-67 and still further 
to 19(;'6 million tonnes in 1967-68. It, however, rose t;o ZO,4 million 
toanes in 1968-69. 

2.39. The Committee further observe that acoonliot to original 
anticipations, with an outlay of Rs. 1575 CllOl'es, the Railways were 
expected to carry originating traffic of the order of 1264.7 million 
tonne" by the end of the Fourth Plan ~e. aa increase of 68.7 per cent 
million tonnes over 1968-69. At the time of n;aid.termappraisal" the 
target of originating tramc was lowered tQ 240.5 million tonnes and 
the outlay was also reduced to Rs. 1.40, crores. The aelual expeIIdi. 
ture, as stated earlier, was as. 1,419.5 crores while the traffic carried 
was 207.9, 196.5, 197.8,201.3 and IM.9 million tonnes during the yean 
1969-70, 1970-71. 1971-72.. '197Z-73 and 1973-74 respectively. 

, 2.40. The Committee further note that the average lead of kamc 
whichstoocl'at 561 Ions. in 196ft-61 rose to 678 kms. in 1972-73 but 
came down to 66Z kms. in 1973-74 which was the last year of the 
Fourth Plan. In terms of net tonne kms. the originating trafHc carried 
by tbe RaRways bas gone up from 81.68 billions in 1160-61 to 116.9 
billions in 1965-66, 125.1 billions in 1968-68 and 136.3 billions in It7z" 
73 but came down to 122.3 billions in 1973·74. 

2.41. The Committee are cORsiramed to note that tile anticipatiolls 
or the Plannilllr Commission and the Ministry or Railways in ,egard 
to originating traffic in the FGurth Plan have, proved to be wide off 
tbe mark just as they did in tbe Third Plan. The shortfall was as 
muclt as 79.8 million tonnes with reference to the ori&"inal target 
a.,d 55.6 million tonnes vis-a-vis the revised target. Jp fact, the 
trame has stagnated around 200 million tonnes and.is still far _hon 
of the anticipation of 249 million tonnes made at th~· titqe of formu-
lation of the Third Plan i.e. as far back as 'in 1960-61. A relieving 
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I.-.. ture .of the situation, howe'Ver, is the unexpected increase in tbe 
average, lead of traffie which bas gone up by about 49 kms. durin, 
the last five y,ears (55 kms. on the basis of 1972·73 figures), thereby 
ia1iating the fiJures of net tonne kilometres earried. 

2.42. As pointed out earlier, the -increase in lead w.as not ,specift-
c~lly mentioned in the Plan document. The Committee would, theN-
fore, like the lWDistty 8f Railways and the PlalUling Commission 

_ to lay dO'V1l hence-forth sped-fic commudity-wise targets both iu 
terms of originatiDg tonnage and net tonne kms. so that investment 
could be related to carefully assessoo needs and the Railways' per-
formance also properly evaluated. 

2.43. The Committee observe that the Railways hllve been budget-
ing for an annual increase of 12 to 15 million tonnes in the Fourth 
Plan period but the originating traffic hali consistently fallen below 
the targeu. Even ·taking into consideration the revised targets fina-
lised at the time of Mid-term Appraisal in January. 1971. the Co~ 
mUtee find that the originating traffic fell short of the targets by 
2.5 mlllion tonnes in 1976-71, 12.2 million tonnes in 1971-72, 25 million 
tonnes in 1972-13 and as much as 55.6 million tonnes in 1973-74. The 
Committee, are -th45refore, unable to .ccept the contention of the Mi-
nistry of RaHways that had the Railways carried 215 million tonnes 
at an average lead of 678 kms. as envisaged lor the last year of the 
Fnurth Pian, t;hey would have been within 1 per cent of the prescribed 
target. In fact, 'the budgetary anticipations for the lallt year of the 
Plan were highly over-pitched and could hardly be considered -real-
istic in the context of the R!lilways performance in the earlier 
years of the Plan, the stagnation in the economy of which 
the Railways were undtlubtedly quite aware and last but 
not least, the labour problems besetting them. The Committee are, 
therefore, driven to the condusion that the methodology of fore. 
casting the estimates of groowth of traffic from year to year, not to 
speak for the Plan as a whole, leaves much to be tle!iired in spite of 
Railways' long experience in this field. The Committee, however. 
Ih)·e lhat in the interest of co-ordinated planning. the Railways have 
necessarily to take int.o account the targets and requirements all set 
out by the respective MinistrieslDepartments and the Planning 
Commission to obviate any di.doi'tion of the plllnning p~s. ""e 
CommUtee would. therefore, like the Ministry of Railways to lltudy 
the matter in depth and take appropriate corrective moosures to en-
sure that the foref!astin~ of growth of tramc is done on a IIcientific 
and rational basis in future. 
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2.44. In regard to the question of additional· capacity created' as a 
result of the investments made during the ftve year plaDS, the Com-
mittee note that "no specific assessment of the capacity of the Rail-
wa),s for carrying freight tramc as at the end of the Third Plan 
appears to have been made". However, so far as the Fourth Plan is 
concerned, the Railways have built up a capacity (in terms of wagons 
and locomotives) of lifting about 215 million tonnes of freight 
tJ:alllc at an average lead of 678 kms. i.e. 146 billion Net Tonne Kms. 
So far a! line capacity is concerned, the Committee learn that "no 
mch assessment is possible 1IDless specific details of origin and des-
tination of various streams of trafllc are available." 

2.45. Since 75 per cent of the total revenu~earning traffic is 
traditionally accounted for by 8 commodities which move in bulk 
on a programmed basis, the Committee consider tbat the Railways 
should have made a detailed assessment in conjunction with the 
concerned Ministries and field organisations, on the basis of origin-
destination-wise linkage; in any case this should be done now. 

2.M. The C •• PP."ittee woul. also like the Ministry of Railways 
to ini~,~~'deIay, ".eflllled study of the freight carrying 
c-"" .JIae .. _I ... bodlt up by them, Sectlou-..u., ."d 
the exteet" ." 'the same is utilised so that the areas where such 
capacity '.' ... ~,., falls short of the requirement, ~uld be clearly 
Identifted and ruture investments re,mated accordingly. Tbia study 
may be completed <Within six months' time and the findings thereof 
reported to the Committee immediately thereafter. 

D. Outlay on laventoriea 

2.4'. From the statement given in para 2.3 above, the Comralttlle 
observe that the expenditure under six out of 16 heads viz. 'Rolling 
Stock' 'Signalling & Safety', 'Other Electrical Works,' 'Use~,' 
'Amenities', 'investment in road services and, inventories', has ex-
ceeded the revised outlay whil6\ under other heads, there 
have been shortfalls. The Commit~ee have dealt with these excesses! 
shortfalls in expenditure in relation to the physical achievements, in 
a separate Chapter of this Report. Here, they would like to confine 
themselves to the excess UDder the head 'Inventories' where the ac-
tual outlay exceeded the Plan provision by as ml1ch as Rs. 59.09 
CfQres. 
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2,48, Explaining the reasons for excess, the Ministry of Railways 
have stated in a note submitted to the Committee that the head 'In-
ventorie~' consists of balance under Stores Suspense, Workshop Ma-
nufactunng Suspense, and Mise, Advances. The balances during the 
past few years (from ~1-3-1968 onwards) under these three heads are 
as under:-

31-3-68 
3J-3-69 
31-3-70 
31-3-71 
3J-3~72 

31-3-73 
31-3-74 

~ 

INVENTORIES 

(In crorea of rupees) 

Stores W.M.S, Mile. Total 
Suspense Advances 

---
1'1'32 39'28 8'58 199'17 
154' 14 39'52 S'o, J98'7 I 

131'']0 37'38 ~'70 1'19'78 
146'09 42'60 IS'80 aa.a·49 
182' J4 47'72 2;&'48 2S2'34 
204'J3 62'30 27'11 293'5. 
J86'79 74'86 31'27 29~'92 

2.49. The increase during the Plan period is made up of:-

Balar.ce on lJ:creue -,---------
31-3-69 31-3-7. 

(a) Stores Suspense IS4' 14 186'79 3:1·6S 

(b) Warbbop Mfg. Suspense 39' sa 74'86 U'34 

(c) MilCll AdvaaDCes S'oS' 31'27 , atS'a;a --_. -----
TOTAL 198'11 292'9:1 94':11 

t.. 

2.50, The ·outlay provided under the Plan Head 'Invantories' dur-
ing the Fourth Plan was Rs, 15 crores. This was provided to cater 
for the increase in traffic as well as for a possible 15 per cent price 
increase during the plan period, It was also anticipated at that time 
that by adopting better methods of management the effect of pri~ 
jn~reaSl~ by 15 per cent would be neutralised. ' 
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2.51. The value of Stores balances held on 31-3-1969 was Rs. 154.14 
crores. the corresponding figure on 31-3·1974 was Rs. 186.79 crores, 
shoWing an increase of Rs, 32.65 crore or 20 per cent approximately. 
During the last five yea,rs the wholesale commodity price index has 
. however mo~ed as under. 

1968 
1969 
'970 
J971 
1972 
1972-73 
1973-74 

.' 

16S'3 
168'8 
'79'2 
186'1 
200'1 
::80' S 
284'4 

.2.52. The increase in the price index over a period 'of above ftve 
years is thus nearly 70 per cent as again .. t the anticipated price in-
crease of 15 per cent. As against that, the actual increase in Stores 
Balances is only 20 per cent, which cannot be regarded as an unsatis-
factory performance. The increase in Stores Balance ha'S actually 
been restricted to a low per:oentage only by adopting better methods 
of inventory manageme'Plt. 

2.53. The turn6~er ratio for Railways and Producti.c:»n Units dur-
ing the Plan. period. is as follows- ~.:. ' 

(In crorCR of R'-pces) 

Railways P:otl .. UrilS Total -.. _._._.-.-. -'--'-'- .-~ . -~--.-.-.-.- .......... -. 
CI. Annl~a1 CI. Annual CI. Arm'al 
Bal. Is~\le. % Bal. blue ". /0 Bal. I&'1ue --_ ... _ ... _ .. _-_. __ ._--_ .... - .. -.. - -----_ .•. _ ..... __ ._--

1968-69 

1971-72 

1972 -73 

1973-74 
IncrelJse in B'llance 

d~ing PIan.period 

129 

ISO 

152 

'~6 

7 

222 

262 

30S 
3°7· 

S8 25 

S7 32 
.~ 

St:' 52 

45 SI 

26 

42 60 154 262 

60 S4 IBz 322 

7S 69· 204 380 

7R· "65 tf7 315· 

:u 
----- ....... ""'--"-'" ._----_.-_. __ . __ ._-- ....... ----

.r, \Ole!> figure." provi,uonal. 

% 

S9 

56 
54 
49 
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., 2.54. The Railways have improved the turn-over ratio from 58 
per cenet to about 45 per cent. In the case of Production Units th~ 
position improved in 1971-72, but detreiorated due to lower actual 
production against original plans due to the compound effect of dis-
turbed labour working condition'S, power cuts etc., and changeover 
to new type of locomotives. Tardy development of indigenous sources 
of supply also resulted in imbalanced rec~ipts of stores which could 
not be used in locomotives production. However the overall turnover 
ratio has improved from 59 per cent in 1968-69 to 49 per cent in 1973-
"14. 

Workshop Manufacture Suspense Accounts 

2.55. The balance under Workshop Manufacture Suspense Acc-
ount as on 31st March, 1969 was Rs. 39.52 crores. This figure went 
up,Jp Rs. 74.86 crores as on 31-3-1974, registering an increase of 
.Rs. 35.34 crores during the Plan period. While on the other Railways 
and I. C. F. the increase has not been very marked, the increase on 
Eastern Railway, C.L.W. and D.L.W. has been abnormal; the in-
creases in these three establishments are as follows:-

Railway/Units 

Eutem Rly. 

C.L.W. 

D.L.W. 

Balance .. 
on 

31-3-1969 

6"34 

8'56 

9"62 

24"52 

(In crore.ofrupeea) 

Balance a. Inc:reue 
on 

31-3-1914 

---
15,06 (+)8.72 

20"53 (+)U"97 

17"83 (+)8"21 

53"42 (+)38"90 

-------
2;S8; So far· as . Eastern Railway is concerned, preliminary 

investigations reveal that specified procedures regaratng aocoun-
tal of WMS holdings and disposal of surplus/scrap have not been ob-
served. However, this mater i'S under investigation. A committee of 
Administrative Officers has been apointed to look into the matter and 
report. Their report is expected to be received by 31st December, 
1974.. Eastern Railway have also been asked to submit monthly re-
DOrts on the clearance of balances under this head. 

.Since rec:eived by the Railway Board. The rec:ommendaIionl CODtncd iD the 
Report are ,taICd to be eDminlltion of the authorities" 

1151 LS--4. 



d 
2.57. As regards ~.L.W. ~d D.L.W., their balances deteriora-

~ from the year 1972-73 onward, as would be seen from the table-
below:-

(In crorea of rupees) 

Balance Balance Balance 
a"on aaon uon 

31-3-72 • 31-3-73+ 31-3-7<4+ 
C.L.W. 9'50 12'31 20'53 

D.L.W. 8'28 13'37 17'83 

2.59. In respect of CLW, adverse balances under NMS are partly' 
due to unadjusted sum of approx. Rs. 10 crores due to build up of 
"development suspense" (i.e. difference between actual cost of pro. 
duction and pricelsale value charged. to Railways. This intengible 
figure do not· represeJlt materials actually in. shops under processing. 
The adverse position on D.L.W. occurred as a result of production 
targets for locos having not been achieved due to labour trouble" 
power cuts and interruptions. 

MiBceltaneous Advance CapituZ 

2.59. The balance under Miscellaneous Advance Capital as on-
31-3-69 was' Rs. 5.0~ crores. This increased to Rs. 31.27 crt>res as on 
'31-3-74, .registering an overall increase of Rs. 26.22 crores. Of this, 
an amount of nearly Rs. 19 crores is attributable to Eastern Railway 
and the Metropolitan Transport Projects (Bombay, Calcutta, Delhi 
and Madras) as given in the table below:-

RaIlway {Units Balance Balance Increase 
a, on as on 
31-3-69 31-3-74 

..,.....~---... --------------........ -.....-- -----
Eaitem Rly. (-)1'79 8'51 (+)10'30 

~.T.P.· 8'66 (+)8'66 
\ ' } 

TOTAt. (-)1. 79 17.17 (+)18.96 

2.60. The investment on the MTP's is lying under Misc. Adv. till 
the final allocation of the expenditure bas been' decided ullon. 
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2.61. The increase on the Eastem Railway is of the order of RI. 

10 crores which is explained largly by the increase in quantum of 
work under Railway Board's contracts the payments in respect of 
which remain under Misc. Adv. till the stock has been finally deli-
vered. 

2.62. In this connection, the Committee understand that Govern-
ment have appointed Ii. High Powered Co~mittee on inventory Ma-
nagement to suggest measures for streamlining the stores procedures 
and examining other important aspects of materials management on 
Indian Railways. The Report of this Committee is awaited.· 

. 2.63. The Committee Dote tbat expenditure under the Plan heads 
'Rolling Stock, Signalling & Safety works', 'Other Electrical Works', 
'Users' Amenities', 'Investments in Road Services', and 'Inventories' 
bas exceeded the revised Plan outlay-the total excess being of the 
order of as mucb as Rs. 96.62 crores. The maximum excess has oc-
cured under the bead 'Inventories' where the actual expenditure was 
five times the Plan allocation and exceeded the provision of Rs. 15 
crores by as mucb as Rs. 59.09 crores. 

2.64. Tbe Committee observe that an increase of Rs. 35.34 crores 
occurred during the Plan period under the Workshop Manufacture 
Suspense Accounts and that preliminary investigations have revealed 
that! on the Eastern Railway aD increase of Rs. 8.72 crores in the dos-
ing balance as on 31-3-1974 occurred because the prescribed proce-
dures regarding accountal of Workshop Manufacture Suspense hold-
ings and disposal of surpluses/scrap have not been followed and that 
the matter is being investigated by a Committee of Administrative 
Ofticers. The Committee would like to be informed about the findings 
of this committee and the action taken by Railways in pursuance 
thereof. 

2.65, The Committee further observe that an adverse balance of 
Rs. 8.21 crores has occurred in the Diesel Locomotive Works, Vara-
nasi as Jl result of production targets not being achieved. The Commit. 
tee also find tbat an adverse balance of Rs. 11.97 crores in the Chit-
taranjan Locomotive Works is stated to be due to build up of deve-
lopmeltt suspense of Rs. 10 crores which does not represent materials 
actually in shops under processing. 

2.66. The Committee take a serious view of the abnormal excesses 
of expenditure over the Plan provisions in respect of a number of 

._-------------------.----
.Since rr.ceived tll'The Rajlway Board. ,The recomme~dari(\nl conTained in the RePOI t 

are stated to be unc!.er exa:ninltlOJl ofthe Railway AuthoritIes. 
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heads, particularly the "Inventories". The Committee would like the 
Ministry of Railway,s to take expeditious follow-up action in the light 
of the Report of the High Powered Committee on Inventory Manage. 
ment on the Railways so as to ensure that the stores procedures are 
streamlined in consonance with modern concepts of materials mana-
gement. They would like Parliament to be kept informed of the 
action taken b~ Government in this regard as early as possible. 



CHAPTER In 

TRAFFIC IN MAJOR COMMODITIES 

A. Steel Plants Trame 
3.1. The original, and revised targets "in respect of steel planta' 

traffic and the actual materialisation during each year of the Fourth 
Plan are stated to be as under:-

(a) Finished 
Products 

(b) Raw Mat-
erials 

Total 

Target Actual Materialisation 

(In m Hlion tonnet) 

Shortfan compar..d 
to 

1969- 1970- 1971- 1972- 1973- Original Reviled 
Original Reviled 70 71 72 73 74 targets target 

Oan·71) 

10'0 8'0 7' 1 6'2 6'0 6'7 6' 1 3'9 I' 9 

27'7 21'0 16'5 16, I 15'8 17.0 15'9 lJ'8 5' I 

37'7 29'0 23'6 22'3 21.8 23'7 22'0 15'7 7'0 

3.2. Asked to explain the reasons for shortfall in materialisation 
of traffic to and from the steel plants vis-a-vis the original target of 
37.7 million tonnes and the revised target of 29 million tonnes, the 
representative of the Ministry of Steel and Mines stated during evi-
dence that the original target was fixed on the basis of certain as-
sumptions which did not materialise during the course of the Plan. 
At the time of mid-term appraisal, a fresh analysis of the situation 
as prevailing at that time was made, but unfortunately even the 
revised anticipations did not materialise particularly in the case of 
the Ibdlan Iron and Steel Company and the Bokaro Steel Plant. 
Moreover, the last year of the Plan was an extraordinarily bad year 
for the economy as a whole and for the steel sector and the Rail-
ways in particular. The actual materialisation of steel plants' traffic 
other than coal during 1972-73 was nearly 24 million tonnes and if 
the projections made on the basis of normal production had m~te­
rialised, the quantum of traffic moved in 1973-74 would certamly 
have been more than 24 million tonnes and they could have easily 
achieved 26 to 27 million tonnes. 

45 
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3.3. The representative of the Ministry of Steel and Mines added 
that so far as the target of production in terms of saleable steel was 
concerned, it was expected that the total output from the three steel 
plants of Hindustan Steel Ltd. would be 3.4 million tonnes by the 
end of the Fourth Plan. The actual productiori in 1972-73 was 2.99 
million tonnes, that is to say, about 88 per cent of the target. In 
1973-74 i.e. last year of the Plan, the production fell to 2.79 million 
~nnes which 'was about "81 per cenf of the target. The principal 
reason for the shortfall in production during 1973-74 was the power 
supply position. In the entire eastern region, power was a notable 
constraint and it affected the steel plants in two different ways. On 
1 he one hand, the steel plants which depended on n.v.c. dod not 
have enough power to work with, and on the other, the collieries 
supplying coal to the steel plants and also the washeries were con-
siderably affected. The labour problems faced by the railways were 
another constraint on movement not only of coal but other raw 
materials to and finished steel from the steel plants. 

3.4. Asked to state the views of the Planning Commission in the 
matter, the representative of the commission stated that a combina-
tion of circumstances was responsibble for the shortfall in trafRc 
and power shortage was one of the factors from which even the 
Railways had suffered. In fact, there was Under-utilisation of capa-
city in different sectors of the economy including the Railways and 
that was why the target had stagnated during the Fourth Plan. 
Therefore, the primary effort of the Planning Commission was to 
See how best to 'titiIise the capacity already created at a high cost. 

3.5. The representative of the Ministry of Steel and Mines added 
that apart from power shortage, there were other problems also in 
the steel plants. For example, in almost all the steel plants they 
had experienced difficulties with the coke-oven batteries and there 
were also problems in some of the plants due to a backlog of main-
tenance according to the strictest possible standards. The Ministry 
of Steel and Mines maintained constant liaison with the Railways 
and the quantity moved in 1972-73 was at a very high level. How-
ever, they were trying to locate the areas of weakness and eliminat ... 
them. The position had considerably improved during the last 5 to 
6 months and the Railways had IN)Ved not only the current produc-
tion but also a considerable portion of the accumulation in the ear-
lier part of the year. 

3.6. The representative of the Ministry of Railways added that 
at the end of the financial yeaI' 1972-73, the ground. stock was 2.7 
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1akh tonnes. In 1973-74, because of labour unrest etc. on the' RaU-
ways, there was an extra accumulation of the order of about S to • 
lakh tonnes of pig iron and steeI. This had since been brought 
-down to 1.2 lakh tonnes and this was being cleared along with the 
-current production. 

3.7. The representative of the Ministry of Railways further in-
'formed. the Committee in this connection that there was a SpeciaJ 
Qfticer In. the headq\lacters of the South Eastern RaUway designated 
as Supenntendent (Iron and Steel) whose duty was to maintain 
constant liaison and oversee the movement of raw materials to and 
finished products out of the steel plants. There was also a Special 
{)fflcer in regard to coal. The Railways had appointed a Joint Dir-
-ector of Coal who wag assisted by a small organisation which main" 
tained liaison with the Coal Mines Authority and the Shant Coking 
Coal Ltd., as also with the South Eastern and Eastern Railways. 
"This officer headed a joint cell which was set up about .. year back 
with the representatives of the Coal Mines Authority and the Bharat 
Coking Coal Ltd., for dealing with pr<?blems of mutual eoni!en1 10 
as to smoothen 'Out the difficulties which mt"ght arise between the 
coal mining organisations and the Railways. At the Divisional level 
also, the Coal Mines Authority had taken an officer from the Rail-
ways on deputation. Similarly, the Bharat Coking Coal Ltd., had 
a Liaison Officer from the Railways. 

3.B. In a subsequent note On the subject, the Ministry of RaHway. 
have informed the Committee that so far as the question of supply 
of raw materials to Steel Plants is concerned, in 1969-70 and 1971-72 
the drop in loading was due to less intake of raw materials by the 
steel plants mainly on account of their own internal difBculties. 
From July, 1971 till December, 1971 there was less intake of ore by 
Rourkela Steel Plant owing to the collapse of the Steel Melting Shop. 
Prequent restrictions in receipt of traffic were also Imposed by lISCO 
and there was heavy held up of wagons by TISCO, which affected 
loadfng. The loading of raw materials to steel plants increased in 
1972-73 by 1.25 million tonnes over the previous year, despite the 
set-backs caused due to the law and order situation in Orissa during 
Ute later part of 1972-73, staff agitations and power shedding which 
directly affected train services in the Adra, Chakradharpur and 
Xharagpur Divisions of the South Eastern Railway. 

3 9 Durm' g 1973-74 however the Railways' own difficulties·caus-. . " ,. I ' ed by a series of strikes and staff agitations, 'work-to-rule, go s ow , 
~ork-to-designation' campaigns etc. affected movement. 
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3.10. In regard to the movement of finished products from steel 
plants, the Ministry of Railways have stated that this traffic accounts 
for 5.3 per cent of the total traffic moved and is linked with the pro-
duction of the steel plants which was afftcted by less intake of raw 
materials by the steel plants due to their own internal difficulties 
In 1969-70 and 1971-72. The movement during 1970-71, however, 
was in excess of the target. During 1972-73 and 1973-74 the move-
ment of finished· products wa,s affected by the law and order situa-
tion in the eastern region, staff agitations, power sheddings and a 
series of wild-cat strikes, go-slow movements etc. 

3.11. The Committee observe that the shortfall in steel plant~ 
traffic during the Fourth Plan was 15.7 million tonnes with reference 
to the original target and 7 million tonnes with reference to the re-
vised target. The maximum traffic carried in the penultimate year of 
the Plan was 23.7 million tonnes which is the same as carried in the 
last year of the Third Plan. The shortfalls are stated to be due partly 
10 Railways' own diftlculties and partly due to less intake of mate-
rials and less production in the steel plants which apart from power 
shortage had their own problems. 

3.12. The Committee find that as the investment for carrying ad-
ditional traffic anticipated for the Steel Plants in the Fourth Plan 
has already been made and therefore, they presume that there will 
already be now a~built up capacity to carry 29 million tonnes of 
.teel plants traffic. The Committee stress that a detailed assessment 
of each of the Steel Plants with linkages of raw materials and dis-
tribution Df finished products should be carried out, year-wise, in 
consultation with the Steel Plants and action taken to resolve in 
time any bottlenecks which come in the way of meeting the traffic 
requirements. The Committee presume that ordinarily there should 
be no ease for making any additional heavy investments over and 
above those already made in the successive plans and the capacity 
should be far in excess of that being utilised at present. 

B. Coal Tr,ftic 

(a) Targets and materio.lisation:-

3.13. The targets for coal loading and the actual ma:erialisation in 
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ea~ year o~ the Fourth Plan were as under:-

Targets 

Category 
Original Revised 

Actual Materialiution 

(In million tonne-

Shortfall ccmpared 
to 

1969- 1970- 1971- 19,72- 1973- OriJinal Revised 
70 71 72 73 74 t let tarJe.t 

(a) SteelPlantS}2B'O 13'0 12'6 U'I II'4 II'7 lI'n I S 
(b) Washeries 7'S 6, 1 5'4 5'4 5.3 S'S]' II'O 2,0 
(c) Others . 41'4 42'0 34'3 30'4 31'9 34'1 30'3 II'I 11'7 

(d) Railways IS'O IS ,0 IB'o 16'4 16'3 16'2 15'1 +0'1 +0'1 

Total 84'4 77'S 71'0 64'3 6S'o 67'3 62'S 22'0 IS'I 

3.14. In a note submitted to the Committee by the Adviser 
(Transport), Coal Mines Authority, the following data regarding 
production and movement of coal during the Fourth Plan has been 
furnished:-

Year 

1969-70 

19,0-71 
1971-72 
1972-73 
1973-74 

Production 

----MIT 

7S'72-

72'9S 
72'42-
77'22 

-77'87 
(Record) 

Moved 
by rail 

W,S, I'll' da,y 

BI91 
(Record) 

7601 
784s 
8048 

*73,98 
(lowest) 

Moved Total oft'- Balance 
by road take stock 

MIT MIT MIT 

10'09 66'IB 7.08 

10'71 62'2S 9' 5S 
13'01 6S'S2 7'8z 
IS'S8 70'16 6'22 

*19'89 -68'33 -6,65 

-Proviaional fiaures 
According .to the note these figures show that:-

I, Government take-over of coal mines on 31st January, 1973-
• and their nationalisation later, has coincided with record 

production, 

2. Railway performance has been consistently poor after the 
peak in 1969-70 and it touched the lowest level in 1973-7'-
(a drop of 793 wagons per day). . 

3. The effect on the country of the poor performance of the 
Railways was offset to some extent by increased move-
ment by road etc, 
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3.15. The Committee, therefore, enquired about the daily ~verage 
.coal loading targets for the Bengal-Bihar and Outlying coalfields 
, (separately) for each year of the Fourth Plan, the actual daily ave-
rage loading vis-a-vis these targets together with the reasODs for the 
Railways' inability to adhere to the targets. The Ministry of Rail-
ways have stated that the average coal loading (in terms of 4-
wheelerS) in the 'Bengal-Bihar fields and Outlying fields and the tar-

'. gets for eal!h year of the Fourth Plan were as under: 
• 

Bengal-Bihar fields Outlying fiel!!, Total Total Shot 

Target Actual Excell\s 
--_. __ .- Target daily fall 
Target Actual Excess loading Year 

lo~ing or 
shortfall 

loac.'.ing or 
Shortfall 

-,-. ~-.-~-~':'-':'--'!'--. 
1969-70 1'i600 6:>'42 (_.) 358 2190 1949 (_.) 141 8790 8191 599 
1970-71 6600 5542 (-) 1058 2265 •• 2029 (-)236 8865 7571 1294 

1971-12 6600 5647 (-) 953 2265" 2198 (-) 67 8865 7845 J020 

1972-13 6600 5698 (-) 902 2265" 2350 (+) 85 8865 8048 811 

1973-74 6300· SJIa (-) u88 2265 •• 2293 (+) 28 8565 1405 1160 

·Fixed at the Hiah Level Committee mecti11l on Coal Transport held on A\llUst 
28th and 29th, 1913 by the Minister for Steel and Mines witb the Minister of 
R,ailways. 

"InclUdes 15 four-wheeler wagons of Sir:grauli. 

3.16. It will, be seen that in the outlying fields, there has been 
an increase in loading and over the last 2 years the target was sur-
passed. Railways were able to meet the demands in the outlying 
fields. 

3.17. The Railway's inability to achiev~ the target level of coal 
loading was mainly due to drop in loading in Bengal-Bihar fields. In 
these fields coal loading reached the peak in the year 1969-70 and 
all the demands of coal were met. 

3.1S. In the subsequent years, a number of adverse factors very 
often beyond the control of the Railways stood in the way of i~ 
proving the coal loading in Benga~ .• Bihar fie-lds. Briefly stated they 
'are as follows:- ' 

<a) In the year 1970-71 coal loading in Bengal:.Bihar fields 
suffered a serious set-back from September, 1973 onwards 
as a result of serious deterioration in the- law and order 
situation in the Eastern Region. Anti-social activities and 
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public vandalism against RaHways' assets, stl'ike by Rail-
Way staff and other "bundhs", destruction of railway pro-
perty, h~rassment of railway staff, thefts of electric trac-
tion eq~lpment, tele-communication cables, wagon fittings 
etc. senously upset the railway operation in the Eastern 
Region. Coal loading ~n Bengal-Bihar fields was conse-
quently affected . 

• 
«b) In the year 1971-72 in addition to above, heavy burden of 

• 

emergency movements and specials for Bangladesh re-
fugees in 1971, the Indo-Pak hostilities in December 1971 
heavy return movements of refugees to Bangladesh and 
running of a large number of prisoner-of-war specials 

too away considerable movement capacity on the Rail-
ways, which necessarily affected coal loading. 

(c) In the year 1972-73, the factors which affected coal load-
ing in Bengal-Bihar fields were as follows:-

(i) Severe power cuts and frequent interruptions in power 
supply from the DVC and the Bihar State Electricity 
Board affected train running on the electrified routes 
of Eastern and South Eastern Railways. These power 
cuts also affected the working of loco sheds, wagon 
repairs sheds, marshalling yards, stations and cabins, 
resulting in slowing down in movement of trains on the 

Railways. 

(ii) Student and public agitations in Punjab and Hary-
ana, strike by the State Electricity Board, U.P. follow-
ed by Mulki Rule Agitation in Andhra Pradesh area, 1m-

mobilised a large fteet of railway wagons in loaded con-
dition, resulting in inadequate availability of wagons 

for coal loading . 

(iii) Release of wagons by different consumers were very 
sluggish during the year, particularly in Calcutta area. 
The percentage of release of loaded wagon placed for 

unloading in CalcuttafHowrah area had dropped from 
the level of about 80 per cent in 1969-70 to about 65 per 
cent during this period. Detentions to wagons in the 
steel plants and washeries also continued to be high. 

:tv> On account of the drought conditions and shortage of 
.. foodgraina in diiferent parts of the country, more food-
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grains were loaded in Punjab and Haryana areas even, 
during monsoon months of 1972-73 and this high level 
of loading continued till the end of December, 1972. 
Foodgrains wagons were to be despatched to the farth-
est corners of the country like States of Kerala and 
Tamil Nadu and as a result there was comparatively 
less materialisation of wagons for coal loading in the 
Bengal-Bihar coalfields. I 

(d) In the year 1973-74, the shortfall was mainly due to the 
following reasons:-

(i) Severe power cuts in the Eastern Sector affected coal 
production as well as rail movement, particularly on the 
Eastern and South Eastern Railways during the months 
of April, May and June, 1973. In June and July, mas-
sive foodgrains loading that was done to meet the emer-
gency created by the drought conditions in different 
parts of the country resulted in less wagon availability 
for coal loading. 

(ii) In August and September, 1973, train movements were' 
disrupted in Bengal-Bihar fields, particularly by the-' 
locomen strike and spate of other staff agitations ob-
structing rail movements. There was also a, large hold 
up Qf wagons on the North-South route on account of 
the agitation on the Sholapur Division for nearly a' 
month. 

(iii) Although normal conditions prevailed in October '73, 
coal loading did not improve on account of less coal' 
offered by the collieries during the Puja and other holi-
days and colliery staff enjoying the holidays. 

(iv) In November, 1973, movement continued to be sluggish 
because of non-availability of steam locomotives for' 
running of pilots in Katrljlsgarh, Dhanbad, Patherdih 
and Jharia coalfields and also in and around Mughal-
sarai due to the 'Go-slctw' agitation by Loco Mainten-
ance staff. In December, 1 !!I'f3 , the Levermen and the 
Cabinmen of the Dhanbad Division abstained from duty 
in large number for a long period, very severely affect-, 
ing coal loading and movement of trains from the coal-
fields and Mughalsarai. There was also a severe 'go-
slow' on the part of signal and Tele-comniunication staff: 
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'lv) The . Loco Running Staff of the North East Frontier 
Railway on their own decided to implement the lO-hour 
rule and this caused large scale immobilisation of 
~agons .on North East Frontier Railway. Their agita-
tion whIch began in December continued for a protract-
ed period. In the latter part of December, Locomen 
strike took place immobilising over one lakh wagons 
on the Indian Railways. Before the Ra\lways could 
fully recover from the Locomen strike, the 'Go-slow' 
agitation of Station Masters and Assistant Station Mas-
ters on the South Eastern Railway during the second 
half of January follOwed by the Carriage and Wagon 
staff agitation on different Railways completely disrupt-
ed coal loading and train movement in the Bengal-Bihar 
fields. 

(vi) 

• (vli) 

• 

In February again coal loading did not pick up in 
Bengal-Bihar fields on account of Carriage and Wagon 
staff agitation and heavy absenteeism of the Station 
Masters and Assistant Station Masters in the first half 
of the month. Even after these agitations were called 
off, there was a general slowing down of movement, 
particularly on the South Eastern Railway due to spo-
radic agitati'ons of both staff and outsiders and wild-cat 
strikes and stoppage of work by difterent categories of 
staff affecting coal loading . 

In March, 1974, in the· first five days the work in yards 
situated in Calcutta was seriously hampered on account 
of cable thefts, fights between rival political parties in 
Naihati area and intimidation of railway staff by mis-
creants etc. This seriously affected the release of wagons 
in that sector and wagon availability in the Raniganj 
fields. The collieries in the Raniganj, Jharia and Karan-
pura fields reduced their loading by more than 50 per 
cent on account of colliery and mining labour enjoying 
holidays during Holf for 3 days. From 10th onwards 
Guards' agitation started oompletely disrupting train 
movement. Even available wagons could not be sup-
plied in the Raniganj area as the Pilot could not be run 
out due to Guards' agitation. They also obstructed 
other staff working in these places. This agitation also 
-seriously affected the movement at Mughalsaral, result-
ing in lesser number of empties comtng from Northern 
Railway for coal loading. 
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3.1'. Tbe COJDlllittee obeerve that the any ..... e loaeIiDe f/L' 

coal, both in Bengal·Bibar coalfleld.s anel the outlylnr fields ... 
faUen short of targets by 599 wagons (in terms of 4-wheelen) In 
~969-70, 1* wagons in l.970.71, 1020 wagonl In 1971-72, 817 wagoDS 
m 1972·73 and 1160 wagons in 1973·7'- While tbe targets for the 
outlying coalfields were surpassed in the last two years of the Plan. 
there have been heavy and persistent shortfalls in loading in Ben. 
gal·Bihar coal:fields throeghout the Plan period ranging from 358 
wagoDs per day in 1969-70 to 1188 wagons in 1973·74. This is inspite 
of the fact that the target for the last year of the Plan was itself 
reduced by 300 wagons per day but for which the shortfall would 
have been as high as 1480 wagons per day. 

3.20. While conceding that. 1973·74 was an abnormal year for the 
Railways, the Committee would like to point out that there have 
been persistent shortfalls in the earlier years of the Plan as weU 
including the year 1969·70 which was the best year 10 far as the· 
Railways' performance during the Fourth Plan is concemed. 

3.21. The Committee observe that the Railways had lifted 66.7 
million tonnes of coal at the end of the Third Plan vis·a·vis the ori-
ginal target of .91.4 million tonnes and the revised target of 89 mil-
lion tonnes. The original target of 84.4 mUlion tolUtes for the 
Fourth Plan which itself was 4.6 million tonnes less than the revise 
ed target for th\ Third Plan, was scaled down to 77.5 million tonnes 
and could, therefore, not be considered at all ambitious. In fad, 
the Hallways had spent Rs. 360 crores more than t.he outlay provided 
for them in the Third Plan which is sufficient reason to believe that 
the capacity available with them Was in excess of requirements. 
With the. additional investments made by the Rallways on rolling 
stock and line capacity works in the Fourth Five Year Plan and in 
the three inter-Plan years preceding it, the total capacity and cushion 
that the HaUways already bad at the end of the Third Plan was 
surely increased. 

3.22. While the Committee do ,"etognisa that the power shortfall, 
Indo-Pak confUet, statlagitatlons alld the difficult law and order 
situation in the Eastm:n Region and a variety of other factors have 
adersely affected the RaUways operations, particularly In the mat-
ter of loading Coal,they are t'onstralned to point out that the short· 
fall in the avaUability of Coal with the respective CODS1lmen has· 
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had a erippliDg deet on the industrial development of the eountrJ. 
The CoulI;nittee, bowever, understand that the entire camhit of Coal 
UIlDIPort by rail in the country has been recently studied in depth 
by two Coal Transport Study Teams appointed by the MinisUy of 
Railways. The Committee emphasise that the recommendations 
made by these Study Teams should be expeditiously examined and 
implemented by the concerned Ministries so that there are no more 
bottlenecks in the rail transport of Coal in the remaintng years of 
the Fifth Five Year Plao. 

(b) Movement of Coal to Steel Plants and Washeries: 

3.23. The Committee enquired about the reasons for shortfall of 
3.5 million tonnes in movement of coal to steel plants and washeries 
in 1973-74 vis-a.-vis the revised target of 20.5 million tonnes. In a 
note on the subjeCt, the Ministry of Railways have stated that the 
shortfall in the movement of coal to the steel plants vis·a.·vis the 
target in 1973-74 was not due to inadequacy of rail transport but 
primarily because of the overall shortage in the availability of cok-
ing coal. Uniil October, 1972, before the Bokaro Steel Plant was 
commissioned, the entire· output of the washeries was going to 
Bhilai, Rourkela and TISCO steel plants. With the Bokaro steel 
plant coming in, the same coking coal was being shared by this new 
plant also and to that extent, therefore, there was no increase in the 
availability of. coking coal as such for rail transport. The result was 
that during 1.973-74 there was a decline in the coal stock position of 
all the steel plants . 

. 3.24. The production of coking coal had a severe set·back during 
the summ'er months between April, 1973 and July, 1973 when there 
wer~ ~evere power cuts in the coalfields areas. Even the movement 
of trains. was sluggish due to load shedding and power trippings. 
particularly on the South Eastern Railway where three of the 
major steel plants are situated. 

3.25. The Locomen-strike in August, 1973 followed by series of sta!! 
agitatiODS in November, then again a strike in December and finally 
TXR strike· in February, 1974 slowed down the movement of coal tem~ 
porarily to the steel plants. Thereafter, the mo~vement of coal ~ 
iteel plants was maintained at high le~els. 
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3.26. During the current year 1974-75. railways are moving all the 
'Coking coal that is being offered for rail transport. The targeted 
levels are not being reached even now only on account of shortage 
in the availability of coal for the steel plants and not due to Rail-
ways' inability to lift the traffic offered. 

3.27. The Committee pointed out that the average load of coal 
traffic for steel plants had gone up from 281 kIns. in 1960-61 to 376 
kms. in 1972-73 and enquired about the reasons for the same. In a 
note furnished to the Committee, the Ministry of Railways have 
replied that the Bhilai Steel Plant is situated farthest from the 
Bengal-Bihar Coalfields and Rourkela is the next farthest. The other 
three steel plants are situated in the coal belt itself. 

3.28. The increase in the load from 281 kms. in 1960-61 to 376 kIns. 
in 1972-73 is due to the fact that there was a considerable increase 
in the movement of coal to the steel plants situated farther away from 
the coal belt, on the one hand, and a slight decrease in the movement 
of coal to the steel plants situated in the coal belt itself on 
the other. These changes occurred due to variations in the 
prodUction of steel by the different steel plants as 'hown below:-

Bhilai • 

RoUrkela 

Durgapur 

TIseo 
lISCO. 

• 

Production of StiICI ingots ('000 tonnu) 

789 2108 

354 1177 -- ---
1143 3285 --
462 723 

1643 1690 

934 431 --- --3039 2844 

3.29. The Committee asked the Ministry o~ Railways to furnish a 
note in consultation with the Ministries of Steel and Mines and 
Energy regarding the reqUirements and actual supply of coking coal 
to the steel plants during the Fourth Plan (steel plants-wise and 
year-wise) together with reasons for shortfall. The'Mirustries of RaU-
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"W8,.., Steel and MiDes and "erg bave ac:co&'4ItDal1 farDIabed .. 
following IDformation:-

.A. R..,IIINIIIJ : (ill '000 tOllDea) 

Steel 69-'70 70-71 71-72 72-73 73-74 
Plants . • 

~ 

.Bhilai 3580 3500 3640 3610 
Durppui 

3330 

Rourkela 
2482 2500 2635 a6z5 2717 
2425 2425 1980 1872 1971 

Dobro • .. .. .. 395 IS.Ja 
TIseo 2070 23.Ja 2401 2367 2173 
11SCO • 2000 2000 1900 1350 1450 -.-.-. __ ._0_- _.-.-- --. __ . ----

Total : J2557 12747 12556 12039 13443 _-._._0 ---_. -.-.-- -_. -_.-
B. Actual Supply : 

Bhilai 3180 3176 3032 3210 2867 
Durgapur 1705 1573 1487 1465 1249 
Rourkela 1779 1820 1866 1837 1795 
"Bokaro • 
TISeO 1883 

.. 3127 lOll 
1995 2013 2364 2072 

lISCO 1823 1833 1799 22J4 2303 -0--_' -.-_.-. ---- _._0 __ . _.---
Total : J0370 10397 10197 1421 7 II297 

._--.-
Reasons for shortfall: 

3.30. The receipt of coking coal at steel plants was lower than the 
planned requirement due to inadequate availability, with the com-
missioning of coke oven at Bokaro Steel Plant. The production at 
mines and washeries suffered badly due to inadequate power avail-
ability. Further requirement at Durgapur was reduced due to bat-
teries not being in proper condition. Similarly, the coke oven battery 
No.2 at Bhilai suffered damage and coal requirement was thereby 
reduced during 1971-72. The shortfall in coal movement to steel 
plants WM due to less demand for coal consequent on the capacity 
and production in the steel plants being less than the target. 

3.31. The strained industrial relations on the Railways affected 
mo\'~ment of coking coal to steel plants only on a few occasions in 
the latter part of the year 1973-74. The All-India Locomen's strike 
in August, 1973 affected movement of coal to steel plants. From 
December, 1973 onwards railways were engulfed in strikes and agita-
tions by staff. Locomen's strike in December, 1973 and TXR strike in 
February, 1974 slowed down movement of coal temporarily to the 
steel plants. 

1151 LS-5. 
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3.32. The Committee are concer~ed to ~o~e tbat ,.~e~e. ware short.. 
f,,", ",:l.iJaill_UiDn. andt nililioli ton~~ ..... ~r~elQtlLt of 
coal to steel plants and washeries vis-a-vis the revised targets of 13 
million and 1.5 million tonnes respectively to be achieved by the 
end of the Fourth Plan. The total shortfall was as much as 11' mil-
lion tonnes c~mpared to the original tlU'let of Z8 million tonnes of 
c~al for both" steel plants and washeries. 

• 
3.33. The Committee observe that the supply of coking coat to the· 

steel plants fell short of their requirements by 2.18 million tonnes 
in 1969.70, 2.35 million tonnes in 1970.71, 2.36 million tonnes in 
1971-72, 0.61 million tonnes in 1972-73 and 2.14 million tonnes in 1973-
74. The Committee note that the shortfalls were due partly to less 
intake of coking coal by the Durgapur and Bhilai Steel Plants due 
to difticulties with the coke oven batteries and partly due to less pro-
duction in the mines and washeries due to inadequate power avail-
ability. The strained industrial relations on the Railways are also 
stated to have slowed down the movement of coal to the steel plants 
temporarily in the latter part of 1973·74. 

3.34. In para 4.30 of their 68t.h Report (Fifth Lok Sabha) on 
Availability and Distribution of Coal, the Estimates Committee have 
observed:-

"The Committee also note that the total daily requirement of 
coal by the steel plants is of the order of 36,600 tonnes 
which. .requires 2700 rail wagons to be loaded per day. 
Tbey regret that from August, 1973, coal movement did 
not keep pace with the requirements and on several occa-
sions, cNl stocks were depleted at the steel plants on ac-
count of dislocation of the railway services. In January, 
1974 the daily average loading was only 1,933 wagons, 
against the actual requirement of 2700 wagons per day 
and consequently the stocks of coal went down from 
1.47,000 tonnes (as on 1st January, 1974) to 1,15,000 tonnes 
as on lst February, 1974". 

3.35. The Committee cannot too strongly mge the need for stream-
lining the movement. of coking and blendable coals to the Steel 
PlantS so as to meet their requircnutnts in full in the interest of 
sustainm, production at the optimu~ level. In this cOllJleCtion, they 
woUld like tn reproduce tbe following observations made by the 
Estimates Committee in paras 2.85· and 2.86 of their 78th Report 
(Fifth Lok Sabba) on the M"mistry of Steel and Mines:-

"The Committee are distressed to note that i~regular supply 
of coal, particularly, the medium coking coal, has beeB 
one of the reasons for shortfall in production of steel. The 
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inadeq~~, I~II •• ",ere ... both on aeeount of la~ 01 
a'\'~~&~~y o~ .~ .. aIa& its WIOVement, to d~e steel pla~ts. 

,~be CommUt.e wouW like to stress that assured and uninter-
~pted suPPly of, coal is basic for steel pr9duction and it 
IS, therefore, necessary th.t linkages for supply of coal to 
the steel p\aats slleuld 1tedefhalte; 6rm a~d effective in 
the interest.ef smootia and eflkient functioning of the steel 
plants. In this' eonneetion, the Committee would like to 
emphasise that in fixing the linkages, it should be ensured 
that the steel plants are linked to the nearest coal-field 
so as to reduce the lead time and transportation cost in. 
volved. The Commit.tee wo~ld further like Government 
to review the linkages from time to time with a view to 
remove bottlenecks that may erop up 'with the passage 
of time". 

(C) Other Users 

3.36. It would be seen from the table given 1'n para 3.13 that as 
against the anticipation of 42 million tonnes of originating coal traffic 
for 'Others', the actual materialisation in 1973·74 was 30.3 million 
tonnes while the maximum was 34.3 million tonnes in 1969·70. The 
Ministry have explained the factors affecting the loading of coal for 
other users in paras 3.17 and 3.18 above. They have added:-

"It will, however, not be out of place to mention here that in the 
year 1973-74 the overall target for movement of, coal by rail was 
77.50 million tonnes whereas the total production of coal was only 
77.87 million tonnes. After other modes of transport such as Rope-
way, Road Transport etc. had carried there share of ooal the quantity 
of coal left for movement by rail was not sufficient for Railways to 
achieve the target of moving 77.50 million tonnes of coal. As such 
Railways' inability to achieve the target of moving 42 million tonnes 
of coal for "other users" which was less was also on account of less 
availa~i'lity of coal movement by rail." 

3.37. In a note submitted to the Committee, the Coal Mines Auth.o-
rity have furnished the following figures of despatches by road V18-

a.vis'total despatches during each year of the Fourth Plan:-
(in mWion tonnes) 

1970-7 1 

1971-72 
1972-73 
1973·74 ------,--,------

62'25 
65'25 
68'92 
69'00 

10'71 
13'01 

IS'S8 
19'89 
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3.38. The Committee enquired what bunt-in proviJioDs existed 

In the procedure of allotmeDt of wagoDi for coal movement to en-
sure that whUe on the one hand no coDlUlller w.. Btarved of coal, 
on the other, no consumer got generous supply at the expense ot 
another. In reply the Ministry of Railways have stated that the 
recommendations foOr coal.movement for variOUI consumers as spon-
10l"ed are subniitted by the sponsoring authorities of the State Gov-
ernments and Central Agencies to the Joint Director Coal, Calcutta 
and these are scrutinised and the sponsored programmes so received 
are communicated to all the consumers and Coal-Allotment omces 
of the Railways. As the sponsored demand presently exceeds the 
availability of coal a 'J1I'o,.".ata cut is imposed on the quotas to ensure 
that available coal is distributed evenly amongst all the quota holders 
on the basis of sponsored demands. 

3.39. The allotments given to various consumers are progressively 
recorded in registers maintained in coal allotment offices of the Rail-
ways and the allotting official knows what allotment js IPven to the 
consumer. 

3.40. In the matter of allotment, priority is given to vital indus-
tries like thermal power stations. steel plants, Railways, export coal 
and other important industries. After meeting the demand of essen-
tial consumers, 1j1e available coal demands as sponsored by the spon-
soring agencies ,are allotted on a pro-rata basis to other consumers. 

3.41. The Committee further enquired about the efforts made to 
establish suitable linkages for supply of coal to cement factories, 
fertiliser plants, paper mills, cotton mills, small scale-industries and 
brick-kilns durings the Fourth Plan and whether any difficulties 
were experienced in actual movement of, coal to these industries. 
The Ministry of Railways have stated that the coal requirements of 
Thermal Power Stations and cement factories are esta~lished by 
Standing Linkage Committee, which has been constituted with re-
presenatives of Department of Coal, Central Water & Power Com-
mission, Ministry of Industrial Develqpment, Coal Mine~ Authority, 
Bharat Coking Coal Limited, Plar.ning Commission, Railways etc. 
The most economic use of the capacity available for production and 
transport of coal is kept in view while deciding the linkages. This 
Committee meets periodically and revIews not only the coal require-
ments of existing Thermal Power Stations and cement factories but 
arranges supply to those under construction and also' advises plan-
ning and develpment of future projects and links their coal require-
ments. 
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3.42. The linking o~ coal to o~er iDdUltri~ liJre FeltS_v Aintl, 

p.per 'DJ1lIIr.' mUon mills and bnck kilns etc., is organiled OIl '. ttiI 
~ of sponsorship by the sponsoring autboritie.,.~ nwtual consul.:;. !-tio:n between coal producing agencies and the Bailways keepiD, 
1D..v~w the type of co~r required an4 its availabWty, tbemolt ec0-
nomIC use of transport capacity wIthin the overall rationalisation 
pattern of coal movement. , , 

• 
3.43. 'No p~~ticu1'; difficulty waa experienced e~~uslvely 'for 

movement of c.oal to the industries mentioned. However, the tWB:' 
culties wh~ch stood in the way of improved 'Overallloadfng of coal' 10 
Bengal~Bi~r fields '. (as indicated· ill para a.17) . also: afrected supp,li 
of c.oal to the, inciustries m.ticmed., . I 

, t~ (, . 

.',. 
3.44. With a 'view to overcome the difficulties, the various propo-

sals of the Coal Study Teams involving expansion of l1ne caplII!ttJyl 
siding facUitiesitele-communication facilities etc., are to be imple-
mented on a programmed basis, subject to availability of f,unds.; This 
will also involve expansion of production of existingmiDE'siestabl1sh-
ment of new lines, rationalisation of loading to particular points I 
directions to enable maximum movement in block rakes, mechanisa-
tion of handling arrangements both at the loading as well as unload-
ing points and creation of suitable dumps etc. It has b~en suggested 
to the Planning Commission to coordinate action with the Ministriel 
concerned in this direction.' 

3.45. During evidence, the Committee enquired about the steps 
taken by the Railways to.serve the small consumers Who had been 
badly hit .due to coal shortage, particularly the Small Scale Indus-
tries, brick kilns and, domestic consumers. The representative of the 
Ministry of Railways stated that the small industries were unde~ the 
control of the Director of Civil Supplies in the States who sponaored 
their tragon requirements. The Rail Allotment Ofticer ~as guided 
by the recommendations made by the sponsoring authoritIes. ~t waB 
no doubt true that the position was bad during 1973-74 but It had 
improved considerably after the Railway strike as was evid~t from 
tile rising level of movement on the one hand and the det'linmg pit-
head stocks on the other. The brick kiln industry had suffered dlle 
to shortage of slack coal as the demand of the power houses for this 
coal had increased manifold. So far as other industries were con-

ed the Railways had given preference to them jn the matter of :;Iy' of steam mal over their own requirements IUld this had r. 
IUlted in IhortaIe of eoaI for Railwa,... own CODIUmptt •. 
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. :i:~.· TIle CuinMlttee bbi'ene that there was • aher1fall of 11.7 "Ii,. __ la .e supply of coal to 'Others' vis-a-vis the target 
4d 4Z .U'_ t ... (revised) durilll the last year of the Fourth r- .. d tIaat tM supply did not exceed 34.3 mlillieD toDDes during 
... ~ .. ·tIIe ,r~"" five yean. 

3.47. The Committee f~ther observe from the statement given 
ill. para 3.37 tbat the movement of coal by rwad has gone up from 
10.09 milUo. toDDe8 ia 1_-78 to 19.88 munon tones in 1973-74 t.,. al~st 100 ~ ce~t, whereas the teIaI despatches have ,one up 
~ by about 4~ per .at ia tWs period. As the cOst of haulqe 
b1. JIOad is censiderably hieber thaa that by rail, it is obvious that 
1l000-availability of wagons has eampetJetl the industry to resort 
to road transport. The Commi.ttee are, therefore, enable to accept 
the contention of the Ministry that the quantity of coal left for 
mevement by ran was not. suflictent for Railways to achieve tbe 
tlU'let of 77.5 million tonnes. 

3.48. In their 88th Report (Fifth Lok Sabha) on the Availability 
and Distribution of coal, the Estimates Committee have pointed 
out that apart from heavy shortfall in supply of coal .to the steel 
plantl and the cement industry, the supply of coal to thermal 
power stations has been very erratic during the Fourth Plan period; 
there have been heavy shortfalls in the supply of coal to the brick 
kiln industry and also in supply of hard coke to other consumers 
and that there is an enormous gap between demand and supply 
ef soft coke in most of the States. 

3;49. As Government would undoubtedl., take appropriate action 
en the recommendations of the Estimates Committee, the Com-
mittee do not wish to dilate on the subjeet exeept to add that in 
view of the considerable increase in coal production envisaged in 
iIae Fifth Plan, the Railways should ensure that the requirements 
4tf the industry, the thermal power stations, domestic consumers 
uti other sman users are met fully and in tilDe. 

(d) Supply of coal for RailwGys' own consumption 

3.50. In a note furnished to th(; Committee, the Adviser (Trans-
port), Coal Mines Authority has stated: 

"I trust it is known that the Railways run on non-coking coal. 
The production of this coal has increased. particularly 
during the last two years. 
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Yelf Coking Non-cotin& Total 

~-----------------------I 
69-70 
70-71 
71-72 
72-73 

·73-74 
.. 

tall provillional figures, 

18'00 
17'82 
16'75 . 
16,6z 

15'77 

57'72 75'72 
S.s'13 72'95 
SS'67 ""42 
60'60 77'U 

62' 10 77'87 

It would be pertinent to ask why trains were not cancelled 
in previous 3 years when production of non-coking, and 
therefore, of loco coal wu much less." 

3.51. The Committee enquired during evidence about the num-
. ber of trains that still remained cancelled for want of loco coal, the 
annual requirement of the Railways, the extent to which it was 
met during the Fourth Plan and the reasons for contiued non-avail-

: ability of the requisite quantity of coal. The representative of the 
Ministry stated that as on date (26th November, 1974), the total 
number of pairs of trai'ns which remained suspended wal 284. 

3.52. Explaining the reasons for continued suspension of these 
trains, he stated that initially there was intermittent cancellation 
during 1973 d\.le to two factors viz. coal shortage and inability of 
Railways to carry coal because of power cut and labour unrest, In 
November, 1973 planned cancellation of trains had to be resorted 
to because the Railways experienced serious shortage of steam 

, coal. 'In order to enable the industrial consumers to meet their 
minimum essential needs preference was given to the industry, Later. 
in preparation for the Railway strike scheduled to commence from 
the 27th April, 1974, the Railways cancelled a number of trains. 

'Some more trains were cancelled during the strike period. After 
'the strike was over and the movement position improved, the Zon81 
Railways were told to restore all the cancelled trains. However, 
at the end of July and beginning of August 1974, the Rafiways again 
started experiencing shortage of steam coal and, therefore, the trains 
which had not been restored till then, could not be restored. Even 
now the stock position of steam coal with the Railways continued to 
be' at a very low average, say for about three days' consump~,ion 
only. He added that so far as coking coal was concerned.' the requlr~­
ments of washeries as well as the Steel Plants were bemg met fully 
'.after the strike. 
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3.53. The representative of the Ministry of Railways added that 
their totalaDl1ual requirement of loco coal was of the order of 14.4. 
million tonnes. As against this, the loading in the first six months 
of the current year was 6.8 million tonnes worked out on the basis 
of the average daily number of wagons lp.ded viz. 1,661 . (4 wheeler 
BG wagons). On the other hand, their total requirement was 1,809 
wagons for running all the services. 

3.54. In reply to a further question abou,t the steps being taken 
by the Ministry of Energy to meet in full the Railways' require-
ment of steam coal, the representative of the Ministry of Energy 
stated during evidence that as against thCi! actual supply of 13.92 
million tonnes of steam coal to the Railways during the y'ear 1973-74, 
the. programmed 'Supply for the current year (i.e. 1974-75) was 
14.04 million tannes.He added that the programme for the Fifth 
Plan actually envisaged progressive reduction in ctial consumption 
by the Railways in view of their dieselisation/electrification pro-
grammes. If the current trend was to be taken into account, the 
Railways would need about 15 million tonnes from Coal Mines Autho-
rity and National Ooal Development Corporation collieries alone 
whereas the programme from these collieries was for about 12.84 
million tonnes annually. Taking the Railways as a whole, it appear-
ed that the trend of their annual demand would increase to 18 
million tonnes against their earlier estimated demand of 14.04 mil-
lion tonneswhich was nearly 28 per cent more. 

3.55 .. The representative of the Ministry of Energy added' that 
the difficulties experienced during the earlier part of the current 
year were largely due to the fact that this period included the 
monsoon period when production generally declined. The fact that 
Railways had been supplied 6.8 million tonne& during the first six 
months of the year showed that they had fulfilled their obligations 
in this regard. While they could exceed 14 million tonnes during 
the current year, they may not be able to supply 18 million 'tonnes 
without aflecting the supply to other ~onsumers. 

I 

3.56. In reply to a further question as .to why underihese .cir-· 
. cumstances it was not possible for tile Railways. to restDre<the can-
. 'celled' ttallns, the representative of uie Ministry of Railways stated 
that it wa, Ii matter of record that during the months·of. JulY' and 
Novemberl '~hen they were cl.amo1¢ng for more ,loco coa~ tbey 
were not 'getting sufficient quan~iti as a result of whicb . they bad' 
to undertake a planned cancellation of trains duriagNovember, 
1974. There had been several inter-ministerial discussions even at 
the Secretary'. level aDd • communication was alIO sent· to h 
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Department of Mines pointing out the position from month to monta. 
;He .. added. that the RailWtlys did -not w~t to work on a sleDder mar~ 
,of 2.,,~ .3 ;days. fterefore, tinlea ther '.ere able to build up seven 
days'· stock they 'would not be able to retfume art the servic.s., 

" ' 

I a.57. In a further note on the subject, the Ministry of Railways 
have stated that despite a marginal reduction in their requirements. 
Railways have b~p, experieDeiIlg difficulties in obtaining adequate 
supplies of steam ~al ,from early 1978. Steam coal'l's also used by 
essent~ iD.dustri~l coftsumers md apparently their' requiNments are 
goinine. up at a mu~ faster' rate. ' 

3.58. The unsa1isfactory positi6n of coal supplies to the Railways 
was brOUght to the notfce of the Department of Coal fr.om time to 
time by official and demi-official letters including D.O~ r~ferences 
by the Deputy Minister and Minister for Railways. The subject 
was also discusSfld, in several meetings and also with the Cabinet 
Secretary. The ac~~ position, however continued. 

j ,-. I 

3.59: In order to make anilable to the industries their essential 
requirements of steam coal, Railways had to reduce their own con-
sumption. In ordei' to do thi~, Railways had to resort to planned 
suspension of some short distance and less intensively utilised pas. 
senger trains from November, 73 without in any way aftecting the 
interests of daily commuters, court passengers, students, industrial 
workers etc. Further cancellations had to be resorted to in April. 
1974 on the eve of general strike on Railways and during the strike 
period in May, 1974. With the restoration of normal conditions on 
Railways from June, 1974 Zonal Railways were advised to resume 
the services gradually. 

3.60. Unfortunately, the supply of steam coal continued to be 
poor and Railways had to freeze restoration of services from August, 
1974. Against a requirement of 1,800 four wheeler wagons of loco 
coal per day approximately, the daily average loading during August 
and September, 1974 was 1698 (94.3 per cent) and 1731 (96.1 per 
cent) wagons respectively. As a result of the short supply ~e 
coal stocks on the Railways had dropped from 5.2 days consumption' 
level on 1-8-1974 to 3.6 days on 1-10-1974. 

3.61. Asked about the number of trains cancelled during 1973-74 
and 1974-75, the Ministry have replied that information in this 
regard is not readily available. Upto October, 1973, there was no 
planned. curtailment of passenger services. The total trains can-
celled on day-to-day basis depending on coal stocks amounted to-
a daily average of 42 pairs approximately. From November, 1~ 
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'planned curta~~t of a'bq~t 264 ,pairs of passenger. trains 'was 
. made. On ~e eve of thct all India RailWAY ,.trike aDd d1l-rili, the 
-strike, further cancellations were made. The, ,total cancellea trlins 
as on 14S-1974 'were 1078 pairs out of a total of 1738 pairs of non-
suburban passenger trams. 

3.62. In reply tel a further question on the subject, the Ministry '0, Railways 'ha,ve stated that the total kilometrage of 284 pairs 
,of passenger trains,which are mainly branch Une short distance 
trains, is approximately 50,000 kilometres per day and the approxi-
mate requirements of coal for these trains would be 1650 tonDeS per 
day which is 4.2 per cent of the total normal loco coal consumption 

,of the RaUways. 

3.63. Aaked about the loss of revenue to Railways due to cancel-
lation of these trains, the Ministry have replied that Rs. 16.67 crotes 
'approximately 'has been assessed as loss in earning in 1973-74. 

S.64. A detmlea note on the subject furnished by the Ministry 
of Railways in cOllsultation with the Ministry of Energy and through 

·the Cabln~t Secretary, is given in Appendix-II. It will be seen 
.from Anriexure.-UI thereof that the shortfall in supplies of loco 
coal during each year of the Fourth Plan have been of the fol-
lowing order:-

(in million ull'1nes) 
.---- -------- .-----.-----

Anticipated Actual 
Year require- supplies Shortfall 

ments --_.--------------_._--.----.-_.,---
1969-70 16':1- 16'2 Nil 

1970-71 16'0 IS'3 (-) 0'7 

1971-7:1- IS'O IS'3 (+) o· 3 

1972-73 14'8 14'8 Nil 

1973-74 14'6 13'4 (_.) I' :1-

., 
3.65. It :will also be seen that during the current year (1914-75), 

the daily number of wa-gons loaded dropped to 1594 in May, 1174 
.gainst the normal requirement of 1800 wagons (lor the propam-
med loading of 14~4 milllon tonnes). The situation has improved 
Since November, 1'974, the daily loading being 1793 wagons in Nov-

.. ember, 1902 in December, 1974 and 1887 in January: 1975. 
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3.66. The RaDway Minister announced in his speech while pre-
senting the Railway Budget for 1975-76 in the !.ok Sabha on the 
.20th February, 1975:-

"Now that the production of coal has begun to gather momen-
tum, it should be possible for us to build up our stocks. 
Subject to this contingency, restoration of calicelled trains 
will be commenced from the first of March and progres-
sively increased in the next few months." 

3.17. The Co_lttee note that the Railways started experienciq 
·dltBcalties in obtaininl adequate supplies of steam eoal from early 
1973 and in spite of several communications to tile concerned autho-
rities .. d high level cliseusslons, the position continued to deter-
ionte. In order to meet the minimum euential requirements of 
the industry, the Railways were finally compelled to curtail their 
OWII services w.e.f. lst November, 1973. The worseaing labour 
situation on the Railways which culminated in an all-India strike in 
May, 1974 led to further curtailment of the services in April, 1974. 
The total nmnber of trains which stood cancelled as on 
1-5-1t7f was as many as 1078 pail\li out of a total of 1738 pairs of 
non-suburban passenger trains run daily by the Railways. In spite of 
rapid restoration or normalcy on the RaUways, the supply position 
of eoal did not improve till November, 1974 and as many as 2M 
pain of trains which represent about 16 per cent of the normal non-
subwban senices su11 rema3Ded to be restored till about the end 
of that month. The Committee further note that the loss of pas-
5eDI(er earnings to the Railways due-to canceJlatiOll of trains has 
been assessed t.o be about Rs. 18.57 creres in 1173-74. 

3.68. The Committee observe that the loco ceaI req1liTements of 
tbe Railways durine the Fourth Plan period were antidpated to 
come d:'wn gradually from 16.2 million tonnes in ~"10 .. 1 •. 04 
million tonnes in 1973-74. Howeve!', due to the on c:risis, it became 
Decessary to reduce the condemnation of steam loeomotlves and 
beDee tbe requirements of loco coal were estimated at 14.' mUlion 
tonnes for the last year of the Plan. While the requirements were 
met In full in the earlier years of the Plan (except in 1170·71 w_ 
there was a small shortfall of 0.7 million tonnes), the supplies made 
in tM3-74 feU short of the revised requirements by 1.2 million ton· 
nes. AgaiDllt an aveNge daily requirement of 1800 wagons (BG 4-
Wheelers)" the Rallways were supplied 1639 wagons durin, that year 
i.e. un waren. short of their daily requirements. According to the 
Railways, despite a marpnal reduction in their requirements, a 
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IllI'Ie number of train. continued to rellllliD cllDCelled 10 as to meet 
the miDbnum euential dema .. d. of the industries whole requirements 
are .tated to be apparently going up at a much faster pace. 

3.88. In paragrapb 4.52 of tbeir 88tb Report (Fifth Lok Sabha) 
the Estimates Committee bave observed:-

"The Commlttee are surprised to note that the figures. of 
d~and and .upply of coal to RailwayS furnished to them, 
io not indicate any shortfaU in __ verall supplies of coal 
to the Railways. It is, therefore, paradoxieal that while 

on the one band the demand of coal fol" the Railways 
appears to have b~~n met fully. there ~ve be. perlllsteRt 
shortfalls In availability of coal to the aaDways ,resiilt. 
ing in cancellat;on of train, services causing inoonveniebee 
to travelling public:. It appears to the Committee tllat 
shortfall in coal supp~ies to the Railways may be partly 
due to the RaiIwaysJ' demand for coal as originally pl'O-
jeded, being on the low side. The Committee would urge 
that a thorough probe into tbe circumstances in whieh 
the Railways experienced shortfall in supplies of coa1 

should be made by Government to find out whether It 
was due to inadequacy in forecasting of demand by 

Railways, production deficiencies or transport bottlenecks 
etc. and should devise etfec:tive remedial measures to en-
'sure against recurrence of sucb situations". 

3.70. The Committee would like to point out that there is a marked 
discrepancy in the figures of anticipated requirements and actual sup-
plies of loco coal to the Kaiways as furnished by tbe Railway Board 
to the Estimates Committee and to this Committee. While, according 
to the information given to the BAtllnates Committee, the Railways' 
requirements were met in full, according to the information now 
givea t. this CoJiuDittee, there was _ shortfall of 1.2 mUlion tonnes 
in 1-873-7'- The Committee, therefore, endorse the recommends-
·tion ef the Estimates Committee that there should be a probe ~to· 

! . 

NOTE : .AQ80rding . to the data furnished to tl-.e E5timates Ccmmittee, 'the 
dcmandand .upplyof ~ to.,me Railway. durin,the Fourth Plan period was as 
under:-

" 

, . 
( iD million tOllDes), 

Demand Supplies 

16'zo 
16'00 
14'90 
14'20 
13' 040 
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the matter to ueertaia the clreum.stances in whicla the BaDw.ys ex-
perieDced -rt.ee of coal resul" in C8nceDatiou. of • Ial'le num-
ber of tram.. SiDe. the ~ition h.. now improved, both in pro-
duction and movement of coal, there is no vaUd re.son why the 
train serviees should continue to remain suspended. 

3.71. The Committee would like Gove~ent to eonftrm that the 
supply position of loco· coal is now satisfactory and that all SUI-

peDded services have been resumed. 

3.72. The Committee would further like Government to inform 
Parliament about the demand projections of steam coal for varioUl 
industries in the Fourth Plan, their actual demands (year.wise) and 
the extent to which these were met so that a eOrl'lect overall picture 
is available and remedial action as called for may be taken. 

(e) Weighing Facilities for Coal Wagons 

3.73. The Adviser (Transport), Coal Mines Authority, has in a 
note submitted to the Committee in Order, 1974 stated:-

" ...... the Eastern Railway in a desperate attempt to speed 
up wagons, has been sending away loaded coal wagons 
without weighment. 

It has been estimated that nearly 1,00,000 such wagons have 
been despatched without weighment in the last 6 months. 
Since overloading of wagons has always been a normal 
feature and 2 tonnes overload for 4-wheelers is officially 
permitted by the Railway Rules, ~he .loss .to t?,e Nation 

• in coal price and freight can be eaSily ImagIned. 

3.74. The Committee enquired about the arrangements made to 
provide adequate weighment facilities at major loa~ing and unload-
ing points during the Fifth Plan to obviate complaInts. The repre-
senhtive of the Ministry of Railways stated d~ring e~idence th::lt 

. h . t d at all maJor loadIng and un-
arrangements for welg ment eXls e . h 
loading points and as and when traffic developed, necessary wel~ -

1 • points The require-
ment facilities were made availab e at varIOUS . . i d 
ments of weigh-bridges and weighing machines were :l;~a~n~e~e= 
ed in their programmes. So far as coal was concerne , I . . apacity of the wagons. 
rally freighted according to the carrymg c 11' sidin s 
However there were facilities for weighment at the cfo leryl' ra:t:~ 

, . t bulk movement 0 coa lD 
As the Railways were resortIng 0 
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on, a direc~i~n-wis~~.~a~.is,~~i,t w~~~,pq~v_.t to'p8Is,thelM!'~' 
on the ~igh:b~~~es;!.ffi ~n.~ c,.,,#J~\1\a.ilw.ys'~id""IOIeIt1et!ri~ 
fret_lit ",at c;alcul'ilte~ on~e b,I!.Sl" ,~f ~ ~arrJf1ng capaoity of fli~ 
wagens, Ke' added' that iteV:~ry' stngle wagon Vlastonb. _efghed~" 
it''Would mean If.rg~r holding, of stock and, .hea\l,y detention. \. ,,' 

3,75, In a.further note fu~nish~d to 'the ~teeOll the ·sub-
j~t, the Nlinistry'of Ra'iiw~ys have stated "that the aormal orch!l'I' 
require all coal·wagons to be weight;d. aDd. weight of. eaal to be 
recorded in the invoices and R. Rs, n, for any reasons, the wagons 
are not weighed at the booking stations, there ue rules providing 
for weighment of such wagons en route at the first available weigh-
bridge station, 

3,76, On the Eastern Railway, it is true that a certain percentage 
of wagons loaded with coal do not get weighed, The pOSition with 
regard to coal wagons not weighed can be ascertained from the fol-
lowing table:-

----- .. _ .. _.---_._------- -----.-~~-

Percentage of coal wagons not weighed 

DEPOT July, 74 August ,74 Sept,,74 October,74 

Andal 26'9 22'3 25'S 27'S 

Asansol IJ' 6 5' 5 10'4 2,7 

Sitarampur 54'4 37'1 25'8 16'9 

Barakar 39'8 43'0 25'6 14'3 

Patherdih 15'3 10'2 11'1 15'9 

KUSW1d~ 40'4 35'8 23'0 23'0 

Katras 60' 1 56'1 4S':Z 51'8 

---_ ... ----........ _----_._ .. _-.. _.- _ ... -.. _----_._------
3,77. J.t will be observed that the quantum of traffic not weighed 

is small and where weighment does not take place, there are very 
specific reasons which more than compensate for any discrepancies 
in the weight that might be observld during weighment, In this 
context, it is relevant to mention that coal is charged on the marked 
carrying capacity of the wagon plus one tonne, irrespective of whe-
ther the wagon has actually been weighed or not. A few instances, 
explaining the reasons for non-weighment of wagons will illustrate 
that the insistence on weighment of ever.y wagon will result ill 
the development of unsatisfactory and counter-prodtlctive opt~l'8ting 

. . 
practices:-
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(~.) At Andal, rak,es. dealt 'Nith cUr,ectly.~ ~; mter~JIlrd.: 
·r :aiMla1·amr Wing lt1n~s 1(0$, r~o. ~-b~us ~ we4ih9ri4lae •. 

. SUch 'rabs are about-4 per .. day . ... , -, " '.. 

, (2) Loeding f?r N. F. RaHWay an~loto c()al for Sahibga,nj 
, Loop Section carried out at Ukhra and Pandaveswara 

depots gets cleared directly and does not. touch Andal. 
Therefore, ruch wagons also get passed without weigh .. 
ment. Such rakes would be 1 to 1.5 per day. 

P)All rakes loaded for South Eastern Railway at Patherdih 
Depot excluding those for Patherdih Washery are . not. 
weighed at Patherdih since the South Eastern Railway In-
terchange Yards are not connected either with pre-weigh-
ment or with weigh bridge lines. 

,t) At Kusunda depot, traffic for DSP and DCOP load In 
Khoira I and II pilot sections is passed without weighment 
because the wagons are dealt with in the South yard. 
Similarly, rakes loaded in Kusunda I pilot section and dealt 
with via TetuImarilGomoh are also not weighed. 

(5) In Katras Depot, loading of Katri pilot does not touch 
any weigh bridge. Further, in Katras Depot, four-wheeler 
rakes loaded in Katras I pilot section also gct passed 
without weighment because the pre-weighment line at 
Katras cannot hold more than 55 wagons anel. tberefore 
these rakes are dealt with directly in the departure yard. 
Besides. from this depot, soft coke is being loaded end 
soft coke does not lend itself to overloading lind therefore 
the non-weighment of such a wagon does not jenpardise 
the railway interests either from the point of viE'W of 
safety or from the point of view of the freight charged. 

3.78. The Ministry have however, added that this matter is receiv-
ing the attention of the Railway Board and even recently a directive 
has been issued to the Eastern Railway to ensure that coal is loaded 
upto the loading lines only marked On the wagons, taking into con-
Sideration the density of coal according to gradations and pas8in~ 
necessary remarks in the R.Rs. in the case of wagons that are passed 
unweighed. 

3.79. As to the adequacy ofweiah bridges, the Ministry of Rail-
ways have informed the Committee that weighbridges have been 
provided at many but not all important Joading centres. Where 
wagon loads have to be weighed, if weighbridges are not provided' 
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.at the loading centre, arranpments exist for weighment either at 

.stations en route or at the destination. Provision of weighbridges is 
planned on annultl basis depending upon the prospects of traffic at a 
particular point. Proposals for providing weighbridges at 13 stations 
. are envisaged during the Fifth Plan period. As for collieries, the 
policy is to encourage the colliery owners to provide weigh bridges 
at their own cost. • 

3.80. The Committee observe that on the Eastern RaIlway which 
.is the major coal loading Railway, the percentage of eoal wagons 
Dot weighed varies from depot to depot and month to month. The 
pen:entage Is the highest in the Katras Depot where It ranged from 
45.2 to 61.1 per cent during the months July to October, 19'74. The 
Committee understand that a directive has been issued to the Eastern 
Ra'ilway to ensure that coal is loaded upto the loading lines only 
marked on wagons, taking into consideration the density and grade 
,of coal. 

3.81. According to the Adviser (Transport), Coal Mines Authority, 
"since overloading of wagons has always been a normal feature 
and two tonnes overload for 4-wheelers is officially permitted by 
Railway rules, the loss to the Nation in coal price and freight can be 
easily imagined." 

3.82. The Committee would, in this connection, like to reiterate 
+.l-te following recommendation made by the Estimates Committee 
in para 5.7,9 of their 68th Report (5th Lok Sabha). 

"The Committee suggest that as the sidings from which 
IO'lding of coal is done, are now being rationalised, it 
SbOll:d be p(;ssible to provide we1ghhrldges at suitable 
points and obviate complaints of short despatch etc. from 
the consumers." 

3.83. As the Railways' polley Is to encourage colliery owners to 
provide welghbrldges at their own cost and since all the eoal mines 
have now been nationalised, the Committee would like the Ministry 
of Railways to take up the matter with the Ministry of Energy SO 
that the weighing facilities are suitably augmented. 

3.84. The Committee would also urge the Ministry of Railways 
to see that their directive to Rallways to ensure loading of coal upto 
the loading lines keeping in view the density and grade of coal, Is 
followed by the field authorities in letter and spirit and that any 
complaints in this regard are taken serious note of," In the national 
interest. 
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C. Iron Ore lor Export 

3.85. The targets. and actual materialisation of iron ore traffic dur-
ing the Fourth Five Year Plan were as under:-

In million Tonnes 
...... _-------

Targets Actual Materialisation Shortfall compared to 

'Original Revised 1969- 1970- 1971- 1972- 1973- Ofiginal Revised 
70' 71 72 73 74 target target 

16'0 16'0 8'8 9·9 -----.. ---------- .. ----_ ... '-'-- .. -..... -----.-----.. ~----. 

3.86. Explaining the reasons for shortfall in loading of iron are 
traffic, the Ministry of Railways have stated that the loading- in the 
first four years of the Plan has been ranging between 8.83 and 9.30 
million tonnes. In 1969-70 and 1970-71 the loading of iron are for 
export did not come up due to frequent regulations in booking to 
Madras, Kakinada, Vizag and Paradip Ports due to inadequate shipp-
ing arrangements, labour troubles and machinery break-down in 
Baila-dilla Mines which affected production. In April, August and 
September, 1971 the movement of export are was affected due to 
labour strike in Madras Port, frequent tippler failures at Vizag Port, 
reduced movement of export ore by the N.M.D.C. from the Baila-
dilla sector, controlled movement from Kiriburu due to inadequate 
shipping schedule and gradual suspension of movement from 
Kirtiburu from early December owing to restrictions imposed by 
Vi zag Port as the contractual obligation for movement of Kiriburu 
ore had been completed Loading of export are in 1972-73 was affected 
by the short fall against anticipated increase in production from 
Bailadilla mines, machinery breakdown, frequent difficulties in the 
movement of traffic to the Ports owing to labour conditions and shipp-
ing difficulties. In 1973-74 loading of export ore was affected largely 
due to railways' own difficulties and partly due to production 
shortfalls in BailadUla mines and labour trouble at Madras Port. 

3.87. The Committee observe that the Ball'"ays' loadtnr tarpt 
of 18 mnliila. toones of iron ore for export for the flual year of the 
Fourth Piau .envisaged additional lodlng of the order of 10.8 milUon 
tonnes over the Railways' performance In the last year of the Third 
Plan. The maximum loading was In 19'71-'72 when the RaIlway. 
moved. 10.7 mllUon tonnes while In the last year of the Plan It was 
the lowest being only 8.4 mOlion tonnes. The Committee note that 
loading of export ore was affected in 19'13-74 both due to Railways' 
own dlf8cultles and also on account of production shortfall, in 
Baiia-dUia mines and labour troubles at Madras Port. In earlier 

11151 LS-8 _ ....... _ , .. 
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years, the loaclblg was affeeted by a vadety of reasons for wldelli 
the Hallway state they are not responsible. 

3.88. The Committee would like to point out that beavy capital 
Investments have been made In the Third and Fourth Plans for 
carrying the projected tramc of Iron ore for export. The shortfall 
ls of the order of about 50 per cent In the Fourth Plan. The Com-
mittee consider that had the projections been realistic, the invest-
ments could have been diverted to meet more pressing develop-
mental requirements. The Committee stress that before any further' 
Investment Is made for meeting the projected trafBc requirements 
of Iron ore for export In the Fifth Plan, the capacity created already 
with beavy investment, sbould be fully taken Into account. 

D. Cement TrafIlc 

3.89. The targets and actual materialisation of cement traffic dur-· 
ing the Fourth Plan were as follows: 

( in million tonnes) 

TUFt Actual Matcria1isation Shortfall Compared to' 

Original Revised 1969- 1970- 1971- 1972- 1973- Original Revised 
70 71 71. 73 74 Target Target 

13'25 10'7 11'0 11'2 10'5 10'0 

3.90. The Committee called for data regarding the total Cement 
prodUction during the Fourth Plan. the number of wagons indented, 
supplied and loaded (year-wise) and the reasons fOr the Railways" 
inability to load: as per the targets for each year of the Plan. In a 
note on the subject, the Ministry of Railways have furnished the 
follOwing information: 

3.91. The production of cement during each Of the last five years; 
is given below:-

1969 
1970 
1971 
1972 
1973 " 

13' 6 million tonnes 
1,,'0 " 
14' 9 " 
IS' 7 " 
14' 9 " 

The above table shows that there has been a progressive increaS8' 
in cement production upto 1972; there was, howeyer, a decline in 
1973. The shortfall in production in 197.a; is.. stated. to be.larg~ly due. 
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to power cuts imposed by the State Electricity Boards of Tamil 
Nadu, Andhra Pradesh, Rajasthan, Haryana, Gujarat and Karnataka, 
disturbed law and order situation in Andhra Pradesh which resulted 
in complete closure of cement factories in that State for one month 
in February 1973. The labour strikes in certain cement factories like 
Jamul, Dalmianagar and Chittorgarh also contributed to fall in 
production. 

• 
3.92. The number of wagons indented, supplied and loaded. in the 

last five years (separately for BG & MG) is given below: 

Year) Gauge WagoD IDdent Waaona supplied WllIODIloadcd 

J§l69 B. G. 378891 3i9537 320834 
M.G. 212914 1 8493 181149 

Tutal 591805 528030 501983 

1970 B. G. 417179 34388. 32287.5 
M.G. 236751 2~987 IQ267 1 

Total 653830 548868 51S496 

1971 B. G. 478982 34z.t06 324533 
M.G. 280568 232359 217941 

Total 759550 574765 542474 

r972 B. G. 445164 320683 308536 
M.G. 282250 228844 222630 

Total 727414 549527 531J66 

1973 B. G. 372§l6o 318299 28:568 
M.G. 220652 190744 1 5301 

Total . 593612 509043 4848611 

3.93. As regards the loading targets and actual movement, the 
Ministry of Railways have furnished the following information:-

Terret 

( in million tonnes) 

Actual 
Movement 
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3.94. The Ministry have stated that the movement of cement in 
the first two years of the Fourth Plan. was more than the target. In 
1971-72 there was an improvement on the previous two years but 
there was a shortfall vis-a-vi.s the target. The reasons for decline 
in movement of cement in 1972-73 and in 1973-74 are given below:-

1972-73 

3.95. Wagon supply in the first quarter of 1972-73 was seriously 
affected. on account of severe disruption of nonnal movement, parti-
cularly in the Eastern sector on account of very heavy power shed-
ding and frequent power trippings. Apart from affecting train run-
ning on the electrified setCtions directly, such serious power shor-
tage a1fected the working of Railways also through its effect on 
the working of loco sheds, marshelling yar~, electric colour light 
signals, carriage and wagon depots etc. On the South. Eastern 
Railway and Eastern Railway, the repercussions of such power as 
other commodities suffered. 

3.96. Severe summer conditions all over the country in the first 
quarter of 1972-73 also had their repercussions on railway working. 

3.97. There were extremely heavy rains in July 1972 in Bombay 
area when the track go,t flooded and falling boulders obstructed 
movement on South East Ghat. There was a series of failures of 
the overhead electric traction also, as a result of which loading 
towards Bombay area had to be severely regulated. A major strike 
in the month of August 1972 in the cement industry severely affec-
ted loading of cement. 

3.98. Another factor which affected the ability of the Railways to 
meet the full requirements of the cement industry was that a large 
number of covered wagons had been rendered unfit for loading of 
commodities like cement which are highly vulnerable to damage by 
wet. During the major part of 1970-71 and the first half of 1971-72, 
when the law and order situation in the Eastern sector was unsatis-
factory, a large number of wagons were damaged by miscreants 
deliberately by punching holes in and even removing the pa,nels of 
wagons containing valuable materials like sugar, cement etc. All 
these covered wagons could not be, used for loading of vulnerable 
commodities like cement till the,r were repaired. The Railways en-
gaged themselves in a massive effort to improve loading of all com-
modities including cement, from September, 1972 onwards and there 
was a steady increase in loading during October, November. and De-
cember 1972 over the same period in 1971. This rate of loadmg could 
not, however, be sustained due to a sharp drop in cement loading on 
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Southern, South Central and South Eastern Ral'lway h s were move. 
ment was adversely affected by the Mulki Rule agitation from No-
vember 1972 onwards Restriction in nibvement had t b . . 0 e Imposed on 
a large scale as the agitation lasted upto Feb 1973 S ts . d . . . evere power 
cu Imp?se In a number of States like Tamil Nadu, Andhra Pra. 
desh, ~Jasthan, Gujarat etc. towards the end of 1972 which conti-
nued m 1973 also affected rail movement of cement.-

• 
. 3.99 .. Engineers of the U.P. State Electricity Board went on a 

strike In January 1973. This resulted in complete dJisruption o~ 
movement on the Mughalsarai-Tundla Section of Northem Rail· 
way and consequently movement of cement from Eutem and 
Southern regions was adversely affected . 

. ~.100. A strike by Railway staff of Bilaspur and Chakradharpur 
Divisions of South Eastern Railway towards the end of Februa:y 
1973 also affected cement loading in the latter part of February and 
first part of March 1973. 

3.101. Apart from the above, there were a number of cases 
where the cement factories could not load due to mechanical ltreek-
do~. , 

1973-74: 

3.102. The year 1973-74 was a very difficult year for the Railways 
when Railway operations practically throughout the year were 
affected by a spate of agitations, strikes etc. The loading of cement, 
as well as other commodities was affected as a result. 

In the first two months of the year, extensive power shedding 
and frequent power tripping severely affected and slowed down 
running of trains on the Eastem and South Eastern Railways. 
Power cuts imposed in the States of Tamil Nadu, Kamataka, regions 
(from F~bruary to July and again imposed in October) also affected 
production and wagon demand there. A labour strike at Dalmia.-
nagar cem~nt plant for 8 days in April, 1974 and in the month of 
May at Jamul factory of the ACC affected loading of cement. Acute 
drought conditions in many parts of the country (particularly ~e 
States of Bihar Andhra Pradesh and Gujarat) caused heavy 
absenteeism am~ng running staff and resulted in inadequate avail-
ability of water for steam engines. 

3.103. The Locomen's strike in May 1973, August 1973 and 
December 1973 severely affected train running and caused extensive 
immobilisation of wagons. Labour trouble at transhipment points 
like Garhara (in April and December 1973) and New Bongaigaon 
(in September 1973) also ·caused dislocation in movement. 
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3.104. A major breach on the river Teesta in June 1973, paraly-
sed ra~l m?vement on the B. G. to and from N. F. Railway. Heavy 
rains In different parts of the country resulted in breaches and 
Hooding of track on the N.F., South Eastern, Central and Western 
Railways. In addition, train operations on the Northern and 
Western Railways were badly aftected due to unprecedented sand 
storms in Rajasthan area. 

• 
3.105. Agitation by staft of Sholapur Division of South Central 

Railway for merger with Central Railway which started from the 
middle of August and later turned into a large scale public agitation 
which continued upto the last week of September severely aftected 
movement of traffic to and from Northern and Western secton of 
the country to the South. 

3.106. The civil disturbances in Gujarat in December 1973, 
January and February 1974, Maharashtra in December 1973 and. 
Bihar in January 1974 also c~used dislocation in movement. 

3.107. A strike in Rohtas cement factory for about one month 
from the middle of January, lock-out at Chlttorgarh factory for a 
fortnight in January, closure of Churk factory for 22 days in Feb-
ruary affected movement of cement. 

3.10S. The Committee enquired how far the non-availability of 
wagons had aftected the production of cement during the Fourth 
Plan and what steps had been taken to ensure that bottlenecks did 
not develop in the movement of raw materials to and the finished 
product from the factories. The Ministry of Railways have stated 
that the year 1973-74 was a very difficult one in the history of the 
Railways. There were difficulties in movement all over including 
difticulty in movement or raw materials to cement industry. It is, 
however, d.1ftlcult to quantify the loss in production on this account. 

3.109. Raw materials for cement plants have been accorded a 
high priority in movement, i.e. Priority 'D'. A close watch is kept 
on the stock of raw materials with the cement factories and assis-
tance is aftorded as and when shortage of raw materials is reported. 
The supply of. coal to the cement plants has been brought under 
the purview of the Standing Lin',cate Committee. 

3.110. As regards movement of cement, daily quotas for ~oading 
of cement have been allocated to the various cement factones and 
a day to day watch is kept on the wagon supply to the cement 
factories. ..r ..... - .. ; ... .,; 

•• 1 .... 
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3.111. The Committee are constrained to observe that the Dumber 
tOf wagons suppUed by the Railways to the cement iDdustry feU 
.short of iDdents by 63,775 iD 1969; 1,04.962 iD 1970; 1,84,785 iD 1971; 
1,77,887 iD 1972 and 84,569 in 1973. The number of warons actually 
loaded feU short of the indents by 89,m iD 1969; 1,38,334 iD 1970; 
-2,17,076 iD 1971; 1,96,248 iD 1972 and 1,08,743 1n 1973. It is obvious 
that non-availability of wagons has considerably hampered the 
'production of cement }Vh1ch Is essential for iDdustriaruse as well as 
for construction of houses. 

3.112. In paragraph 2.47 of their 60th Report (Fifth Lok Sabha) 
..on Availability and Distribution of Cement, the Estimates Com-
.mlttee have pointed out that according to the Ministry of industrial 
Development a production of 5 lakh tonnes was lost during 1972 
.aue to non.availabllity of wagons from the Railways. It has been 
1urther stated that during the period July-Sept. 1973 a production 
,of 2,53,923 toDDes was lost on aecount of shortage of coal. The 
.EstImates Committee have inter-alia observed: 

, '2.34. The Committee regret to Dote that Inadequate supply 
of coal for cement iDdustry has resulted iD considerable 
loss iD cement production. During the period July-
September, 1973, the loss iD production was as much as 
21 lakh tonnes of cement on this account. It Is apparent 
that this sorry state of affairs has developed due to lack 
01 coordiDatlon amoDg the Ministries of Industrial 
Development, Steel and MiDes and Railways. The Com-
mittee would U1'l'e that urgent and effective measures 
should be taken to ensure adequate and timely supply 
of coal to the cement industry so that the production of 
cement does Dot suffer on this account." 

~.1l3. The Estimates Committee have further observed: 

"3.70. The Committee are deeply concerned to Dote that there 
is a wide gap between the demand and avaUabllity of 
wagons to tbe cement industry which bas resulted iD sub-
stantial loss in production of cement. 

'''3.71. The Committee note that Government have taken the 
101l0wiDg measures iD this regard: 

'(I) a Control Room has been constituted in the Ballway 
Board to keep a close watch on waron supply poslt.ioD 
to cement factories; 
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(ii) daily wagon quotas Railway-wise and factory-wise have 

heeD fixed; 
(ill) a Committee of Secretaries keeps a watch on monthly 

performance. 
"The Committee hope that with the steps now taken by Gov--

emment there will be greater avallabiUty of wagons to 
the cement Industry and their day-to-day demands fol' 
wagons would be largely met." 

3.114. While the Committee recognise the various handicaps aud 
adverse conditions under which the Railways have been functioning 
in recent years, they regret. to note that in spite of its being a high 
priOrity commodity, the movement of cement has suffered a great 
deal during the Fourth Plan. The shortfalls in movement of raw 
materials, particularly coal, have also resulted in considerable loss 
of production of cement. 

3.115. The Committee would like the Ministries of Railways and. 
Industry & Civil Supplies to evolve suitable and finn linkages for 
supply of coal and other raw materials to cement factories and for 
movement of the ftnlshed product to various consuming centres. The 
Commit.tee cannot over-emphasise the need for maintaining close co-
ordination between the RaIlways and the cement factories In the 
matter of supply of wagons on an assured basis, particularly leak 
proof covered wagons so as to obviate damage by wet. 

E. General Goods 
(a) POL Traffic: 

3.116. The targets and materialisation of POL traffic during the 
Fourth Plan were as under:-

(In million tOMes) 

------------------
Target Acual Materialisation Shortfall Compared -------- --------------- -------Original Revised 1969- 1970- 1971- 1972- 1973- Original 

70 71 72 73 74 Target 

12'00 Il2'00 g.g I·g 

Revised 
Target 

I·g 

------_.-------------------- -------------
3.117. The Ministry have infol'lllJCi the Committee that in 1969-

70, loading of petroleum products was upto the offering. In 1970-71, 
loading of petroleum products improved but was below the target 
owing partly to various difficulties in the refineries themselves and 
partly to the disturbed law and order situation in the Eastern sec-
tor. Loadlng of petroleum products in 1972-73 was .affected due to-
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labour~ubles a~ the ~efineries at Vishakapatnam, New Jalpaiguri 
and Cochin and. mterrmttent production difficulties at Cochin Refi-
nery.. Demands for. ~ wagons for loading of molasses, liquid. 
caustIc soda, sUlphunc aCId, hydrochloric acid etc. were met in full. 
In 1972-73, there was improvement in loading of petroleum products. 
The movement of refined products, residual fuel oil, bitumen and 
liquid petroleum gas was more or less as per demand. The drop 
in loading in 1973-74 was largely due to the Railways' own difficul-
ties as a result of various staff agitations and partly d~e to produc-
tion difficulties in the refineries and due to heavy detentions to 
tank wagons in Steel Plants. It would be relevant to point out that 
the lead of POL traffic has also shown a consistent increase during 
the years of Fourth Plan. The average lead which was 564 kilo-
metres during 1969-70 increased to 614 kilometres during 1972-73. 

3.11S. The Committee note that there was a shortfall of 1.8 
million tonnes In the targeted movement of 12 million tonnes of 
POL traffte at the end of the Fourth Plan. On the other hand. the 
lead of such tramc went up from 564 kms. during 1969-70 to 614 
kms. during 1972-73. The average lead in this case Is, however, less 
than the anticipated lead of 630 kms. for the entire originating 
traffic and much less than the actual overall increase that occurred 
during the Plan period (678 kms. In 1972-73 and 662 kms. In 1973-74). 

3.119. One of the I'Msons for shortfall in loading in 1973·74 is 
stated to be due to heavy detention to tank wagons in steel plants. 
The Committ,ee would like the Ministry of Steel and Mines to 
analyse the reftsonS for such detentions and take necessary effective 
measures to remove the bottlenecks in the smooth movement of rail 
traftle In the steel plants yards in the light of the findings of the 
Khandelwal Committee which had recently examined the matter iD 
depth. 

(b) Foodgrains and Fertilisers: 
3.120. The targets and materialisation of traffic in foodgrains and 

fertilisers during the Fourth Plan period were as under:-
(In million tonn"s) 

,---_._.------.------.-~---.----.-------~---
Target Actual Mat"rialiSlltion Shortfpll Ccmparcd 

Original Revised 1969- 1970- '971- 1972- 1973- Origiral Rrvisrti 
70 71 72 73 74 targets targets 

F;d;ai;;- 16'00 
F'ertiiisers ,9'40 7'00 4'6 4'7 S'2 S·4 S'S 3'9 

----
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3.121. The Ministry of Railways have infonned the Committee 
..that there was a very sharp increase in the average lead of food-
grains traffic during the first four years of the Fourth Plan. During 
1969-70 the average lead of foodgrains was 887 kilometres and this 
increased to 1181 kilometres during 1972-73. Despite this increase 
in the lead and the various difticulties caused by civil disturbances 
.and staff agitations, foodgrams and fertUUiars were cleared cur-
:rently. I ::.~ :' ~i 

f 

3.122. The Committee note that the average lead of toodgralDs 
traffio showed a sharp increase of as much as 294 kms. during the 
Fourth Plan period. As movement of foodgrains and fertilisers is 
largely sponsored by Govemment and enjoys high priority, the 
Rallways have been able to meet the demands more or less currently. 

3.123. The Committee, however, note that the loading of fertWsers 
showed a shortfall of 1.5 mllUon tODDes vis-a-vis the revised target 
of 7 million tonnes and 3.9 million tonnes vls-a-vis the original target 
of 9.4 million tonnes. The Committee would like the Ministries of 
Agriculture and Irrigation and Railways to analyse the reasons for 
less materia1isation of trame in fertilisers, and devise necessary cor-
rective measures for the future. -

3.124. The Committee cannot too strongly emphasise the need 
for realistic planning in the matter of provision of rail faelllUes for 
movement of fertllisers taking note of the production of tbls com-
modity vis-a-vis the capacity already established and that proposed 

,to be established in the next few years. It Is also necessary to 
establish suitable Unkages for movement of fertiliser trafftc so as to 
avoid unnecessary cross movements. 

( c) Other Goods: 

3.125. The Ministry of Railways have informed the Committee 
that under 'Other Goods' the traffic materialisation during the 
Fourth Plan was of the order of 44.5 million tonnes in 1973-74 against 
the anticipated original target of 58 million tonnes and the revised 
target of 52 million tonnes. The maximum traffic carried in this 
category was 49.2 million tonnes in 1969-70. During the subsequent 

'three y~ars the traffiic materialisation was as follows:-

1970-71 
1971-72 
1972-73 

------
(in million tonncs) 
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3.126. The Committee find that a shortfall of '705 mlIlJOIl toMes 
~urred under the head 'other Goods' vis-a-vis the revJsed tarret 
during the Fourth Plan. Compared to the original target, however, 
the actual materiallsation feU short by as much as 13.5 million 
tonnes. The Committee consider that a closer scrutiny of the targets 
with reference to the trafllc materialisation for various commodities 
under this head is necessary for layln, down realistic targets In 
future. • 

3.127. The Committee see no reason why It should not be possible 
for the HaUways to carry all the essential and high rated traflle 
that is offered to them. They would like the MInistry of HaUways 
'to ensure that indents of wagons for such commodities are cleared 
expeditiously so as to obviate their diversion to road services. 

F_ RaUway Materials 

3.128. The materialisation of Railways' own traffic vis-a-vis the 
targets for the Fourth Plan was as under:-

Target 

Original Revised 

Actual Mpteralisation 

(In million tor/lles) 

Shortfall c(\mpared 
t(\ 

1969-70 1910-11 1911-72 1912-13 1973-74 Original Revi8ed 
target target 

18-00 18-00 16- I 12-2 11-4 

3.129. The Committee observe that the movement of the Railway 
materials has shown a persistent decline during the Fourth Plan 
period with the result that in the final year of the P,lan, the traftlc 
fell short of the anticipation of 18 million tonnes by as much as 
10.4' mUllon tonnes. The Committee can see no reason for such 

• .' t f R i1ways' own traffic. They excessive over-estimatIon In respec 0 a d th 
would therefore like the Ministry of Railways to examine in ep 

" t t and materlaUsatlOll the reasons for wide variations in the arge to 
thereof with a view to taking !Ilecessary corrective mdeasure5 

n ' traftlc is one on a ensure that the forecasting of Ra ways own 
more rea.llstle basU In future. 



CHAPTER IV 

PASSENGER TRAFFIC 
A. Non-Suburban Traffic 

(a) Anticipa~ions and Materialisation 

4.1. The Committee enquired about the projections made in re-
gard to the increase in non-suburban traffic during the Fourth Plan. 
the rationale thereof and the actual materialisation of such traffic 
dUring each year of the Plan. In a note on the subject furnished 
to the Committee, the Ministry of Railways have stated that· the 
Railways' original Fourth Plan had anticipated an increase of 
23.06 per cent during the five year period in respect of non-suburban 
passenger traffic. This estimate of passenger traffic was based on 
a detailed study of the observed correlation between national ineome 
and rail passenger traffic in the past and took into account passenger 
distribution on different guages for different leads of movement for 
each individual class of travel. The estimate was made separate 
for Mail and Express trains and ordinary passenger trains. The 
resulting increments in passenger kms. were used to develop addi-
tional vehicle kms. reqUirements based on norms of vehicle usage 
and availability. This detailed study was made by the Economi.o 
Unit of the Railway Board. 

4.2. While the growth of non-suburban passenger traffic was 
antiCipated to be 23.06 per cent the actual provision made in the 
Plan. based on the limitation of production capacity as well as 
resources, was to cater to an increase of about 19.8 per cent. 

4.3. The increased in passenger kilometres for each year of the 
Fourth Plan over 1968-69 (beginning of the Fourth Plan) ms-a..vis 
increase in the number of coaches was as under:-
-~--- ... 

Total Coa- % increllst' Total kltss. % increase 
Year enger ilo- over 1968- ching stock over 1968-

metres (in 69 69 
millions) 

1968-69 87,425 23,701 
1969-70 9 I ,1I9t 4'3 24,049 1'0 
1970-71 95,068 8'7 24,591 3'5 
1971-72 101,078 15'6 24,997 5'4 
1972-73 106,931 22'3 25,457 7'4 
1973-74 107,627 23'0 26,019 9' 1 

.---
84 
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4.4. The Ministry of Railways have added that although It was 
not been possible to provide for the entire growth of pauenger 
tramc during the Fourth Plan due to tenninal difftculties, want to 
adequate line capacity on trunk routes etc., so far as non-suburban 
long distance passenger traffi.c was concerned, the requirements 
thereof were largely met. The details of additional trains and 
coaches introduced during the Plan year-wise, are indi&ated below:-

Year 

------
1968-79 
1969-70 
1970-71 
1971-72 
1972-73 
1973-74 • 

No. of 
trains In-
troduced 

53 
90 
87 
64 
70 

NA 

Daily train No. of No. of 
kilometerage trains Icads c('achu uti-
Involved of which lised for 

augmented augmentation 

5,614 146 145 
II ,070 193 279 
6,601 222 316 
6,819 395 59's 
9,310 458 720 

NA NA NA 

------------------------------
4.5. The increase in vehicle kms. during each year of the Fourth 

Plan compared to 1968·69 has been as follows. 
----------_ ... _---- --------------- _._. __ . __ ._--

Ylrr 

1968-(9 
1969-70 

1970-71 

1971-72 
1972-73 
1973-74 

Vehicle Kms. 
(in millions) 

4,716 
4,899 
~,OII 

5,202 
5.24' 
4.91 1l 

-------------------'-----------
4.6. According to the Ministry the figures given in para 4.3 above 

show that the actual growth of non-suburban passenger tra1Bc wu 
23 per cent which coincides with the projection of 23.~ per cent 
assumed for the Fourth Plan. Thus the transport capaCIty created 
for passenger tra1Bc had not only been fully utilised but even ex-
.ceeded. 

4.7. The Ministry have added that the growth o! !!Je-:e:e:; 
'(upto 1972-73) in non-suburban passenger traffic, wa ger coaches 
only 8 per cent increase in the ~on-subur~~n we~:S;~~y utiUaed by 
which clearly shows that the aVa1lable asse 
-the Railways. 
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4.8. Referring. to the actual provision made in the Plan i.e. 
to cater for an increase of 19.8 per cent the Committee enquired if 
the growth of passenger trafti:c at a rate faster than that provided 
for in the Plan, had not accentuated overcrowding in the trains. 
The Ministry have replied that while the requirements of long dis-
tance passenger traffic were largely met, overcrowding mainly per-
,ists on impot'tant mail and express trains and in unreserved 
coaches, which is primarily due to passenger preference for these 
trains. 

4.9. In reply to a further question if any assessment had been 
made of the extent of overcrowding in passenger trains, the Minis-
try have stated that occupation of various classes of accommoda-
tion provided in the trains is assessed twice a year through a census, 
once in April-May and again in October-November. According to 
the latest census, overcrowding is prevalent chiefly in third class 
(now second class)' unreserved accommodation on the following 
sections where maximum occupation varies from .128 per cent to-
202 per cent of the seating capacity:-

Delhi-Bombay Central Route. 
Delhi-Bombay V.T. Route • 
Delhi-Madras Route 
Bombay-Madra. Route • • 
Bombay-Howrah Route (via Nagpur) 

(via ALD) 
Delhi-Amritsar Route • 
Delhi-Howrah Route. • 
Lucknow-Katihar Route (MG) 
Delhi-Ahmedabad (MG) 

percentale 
144 
144 
ISS 
167 
132 
128 
202 

143 
180 

160 

4.10 Asked how long this situation had been prevailing and what 
efforts were made during the Fourth Plan period to alleviate the 
hardships of the third class (now second class) passengers, the' 
Ministry have replied that the situation of overcrowding in the 
unreserved second (old third) class coaches on important trunk. 
routes is prevailing since several years. In order to relieve over-
crowding. a total of 368 trains were introducedlextended during the. 
Fourth Plan period. In addition, the loads of 1538 passenger carry-
ing trains were also augmented mostly by second class coaches dur-
ing the same period 

4.11. When asked by what time it woud be possible to eUminate-
over-crowding in these trains and provide reserved sitting accom-
modation to all long distance passengers, the Ministry have replied 
that it will not be possible to give any firm date. However, it is the-
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cons~t eDdea~ur to ~liminate overcrowding by additional passen-
ger trams ConsIstent Wlth the availability of resources. 

4.12. The Committee observe that non-suburban passenger tralBo 
registered a growth of 23 per cent (in terms of passenger Kms.) 
during the Fourth Plan period which more or less coincides with 
the anticipated increase of 23.06 per cent. The actuai provision of 
resources had, however, been made to cater to an increase of about 
19.8 per cent only. The Committee further observe that the net 
increase in coaching stock was of the order of 9 per cent only during 
the Fourth Plan period. Excluding the year 1973-74 when a large 
number of passenger trains were cancelled, the increase In vehicle 
kIDs. in 1912-13 over 1968-69 was of the order of 11 per cent. It Is 
thus obvious that the increase in passenger trafllc has far outstripped 
the provision of coaching stock and has, as a consequence, aecentu-
ated overcrowding in the passenger trains. As observed by, the 
Committee in paragraph 6 of their FIfth Report, "this Is indicative 
of the fact that there has been Uttle Improvement In the travellinr 
conditions 01 the common third class (now second class) pauengers 
during the last 5 years and that overcrowding on the Railways hu. 
become more or Jess endemic." 

4.13. The Committee regret to observe that overerowdlnr In· 
second class unreserved accommodation ot certain long distance-
trains ranges from 128 per cent to as much as 202 per cent of the 
seating capacity. In the light of these figures, It Is not possible 
for the Committee to accept the coutentlon of the Ministry of Ball-
ways that the requirements of long distance passenger traftk in the 
Fourth Plan were largely met. The Committee would urge that 
the matter should be examined at the highest level and all out 
efforts should be made to eliminate overcrowding of passengers In 
the trains to avoid harassment to the travelling public, particularly 
in the second class. The Committee recommend that additional 
coaches should be provided on a priority basis to relieve overcrowd-
ing on trains where it bas already crossed 150 per cent occupancy 
i.e. on Delhi-Madras, Bombay-Madras, Delhi-Amritsar, Lucknow-
Kathiar and Delhi-Ahmedabad routes. 

4.14. The Committee would like the Ministry of Ranway. ta-
analyse the reasons as to why there was a small blcrease of 9 per 
cent only In eoachlng stock while provision of resources was ade-
quate to cater for an increase of 19.8 per cent. They w01l1cl Uke to. 
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be Informed about tbe actual expenditure incurred on augmeating 
the capacity fOr non.suburban passenrer traffic vis-a-vis the Plan 
provision and the reasons for variations. 

4.15. As short distance passenger tramc Is gettinf increasingly 
'diverted to roads, the Committee would like the Ministry of Rail-
ways to stud"'". this matter more intensively IJO as to ensure that the 
requirements of long distance passengers are fully met during the 
F1fth Plan. 

(b) Air-conditioned Travel : 

4.16. In para 2.52 of their Fourth Report the Railway Conven-
tion Committee 1971 had desired Government to examine whether 
it would not be in the overall interest to withdraw the air-condition· 
ed coaches by a specified date, so as to oonvertlreplace them by 
third Class (now second class) coaches in order to relieve the over-
·congested conditions of travel. In reply, Government have inform· 
«l the Committee that:-

II •• the total withdrawal of air.-conditioned coaches from all 
trains would not be desirable. One good reason for 
maintaining the air-conditioned class of accommodation 
is to cater for the foreign tourists. Moreover, as a 

Commercial Organisation, the Railways should continue 
to provide the classes of travel for whfch there is de-
mand. In fact this ae-commodation is provide4 on a few 
important trains only. 

However, the justification for providing air-conditioned class 
of accommodation on specific trains is reviewed from time 
to time and it is withdrawn from trains or sections on 
which the utilisation is fund to be inadequate:' 

4.17. The Committee, therefore, called for the latest information 
showing the occupancy ratio of air conditioned coaches. The same 
is reproduced in Appendix-III. 

4.18. It would be seen that there is a decline in the occupation of 
First A.C.C. in almost all the t:-ains. It has, therefore been decided 
to withdraw I redu-ce the frequency of Air-conditioned first class 
accommodation on the following trains with effect from 1·11·74:-

3/4 Frontier Mail between Delhi and Bombay. 

15/16 G. T. Express between New Delhi anti Madras Central. 
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11/12 Dadar-Madras Express betweQn Dadar and Madra:; 
Central. 

1/2 Howrah-Delhi-Kalka Mails between Delhi and Kalka 
(during winter). 

1/2 Bombay-Howrah Mails via Nagpuf tri-weekly (from daily 
service). ... 

4.19. The l'oom released by these ACC coaches has been utilised 
for augmenting the first class coaches except 11/12 Dadar-Madras 
Express in which a second class ('Oach is plying. 

4.20. There is also decline in the occuption of Chair Car accom-
modation in Air-conditioned Expresses on all foutes. specially in 
New Delhi-Madras route. A proposal to replace the Chair Cars by 
second class sleeper coaches is under consideration. 

4.21. The Committee observe that there has been a marked 
lecline In the occupation of First Class air conditioned coacltes in 
dmost all the trains on the important trunk routes and that, as a 
result, this facility has been withdrawn with effect from 1st 
November. 1974 from fOUT pairs of trains, while on the Bombay-
Howrah Mails (via Nagpur) the frequency has been reduced from 
daily to trl-weekly service. 

A similar trend Is noticeable in regard to the occupation of A.C. 
Chair Car coaches. 

4.22. The Committee consider that this may well be due to the 
steep increase In the fares for these classes of accommodation in 
the last two years. 

4.23. The Committee consider that the occupancy ratio of A.C. 
First Class and Chair Car accommodation provided on a number of 
long distance trains needs to be continuoulily wat('hed and the 
facUlty may be withdrawn wherever It Is found to be below the 
break-even point. The Committee need hardly add that where"pr 
suchtacllity Is withdrawn. priority should be ..:-ivf"n to provide addi. 
tlonal second claM/sleeper coaches on trains wher.- therf" Ishf'IlVY 
overerowdlnl'. 
1151 L.S.-7. 
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B. Suburban Traftlc 

4.24. The Committee enquired about the Ministry's estimate of 
the growth of suburban passenger traffic during the Fourth Plan 
and its actual materialisation. The Ministry have stated that an 
estimate of the growth and requirement of suburban passenger 
traftic for .~e Fourth Plan (which was to cover the period 1966-71) 
was made in 1967. As the commencement of the Plan was post-
poned by three years, the provision for EMU stock for suburban 
traffic was made in the Fourth Plan (1969-74) on the basis of 
estimates made in 1967. 

4.25. In 1971, the likely growth of suburban traffic during the 
Fourth and Fifth Plan periods was reviewed to take into account 
the latest trends in the development of tramc. As per this esti-
mates, the suburban originating passengers were expected to in-
crease from 1076.30 million (excluding Secunderabad) in 1968-69 to 
1391.77 million (excluding Se'cunderabad) by 1973-74, i.e. the end 
of the Fourth Plan. As against this projection, the actual growth 
was of the level of 1396 million (provisional figures). 

4.26. As more than 90 per cent of the suburban tra1ftc is earried 
in EMU trains, the extent to which the Railways were able to meet 
the requirements of suburban traffic would be evident from increase 
in EMU vehicle Kms. which is indiJ:ated in the following table:-

Year All suburban 
Passengers 
originating 
(in millions) 

----.~--.--.----

Index. 

1016 .30 

(100) 
1396 

(129· 7) 

EMU Passenger 
Kms -in 
millions 

.. --- .. --.-. 
Index 

19,436 
(roo) 
28,037 
(144) 

1973-74 
(Provi-
sional 
figures) (Excluding SeCllll(1erabad) 

EMU vehicle 
Kms. in 

millions 

Inrlex 

IS9.21 
(100) 

9 
(143.8) 

CC'aehir.g 
stock 
(EMUs)' 

r 

1,650 

(100) 
1,898 
(ItS) 

4.27. From the above, it will ftlbe seen that as against an increase 
of 29.7 per cent in the overall suburban originating traftic and 57.4 
per cent increase in EMU passenger Kms. The increase in EMU vehi-
cle Kms was 43.8 pe·r cent. In this context it may be clarified that 
vehicle Kms. wi! not reflect the increase in service capacity on ae-
coun~ of increased accomm~dation per coach resulting from repla~" 
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ment of ~ld EMU coaches with new design EMU coaches in Bombay 
area, WhICh accounts for the heaviest suburban traffic Even th . al f 11 . h . e mar-gm, a. In ve icle Kms. as compared with EMU passenger Kms. 
was mamly due to shortfall in the availability of EMU stock. 

4.28. Even so from the table given above, it will be seen that the 
Railways were, by and olarge, able to meet the requirement of in-
cremental suburban traffic during the Fourth Plan. This is evident 
from the fact that against an overall increase of 44 per cent in sub-
urban passenger Kms. the EMU vehicle Kms. increased by 43.8 per 
cent, though the EMU stock increased only by 15 per cent 

NOTB:-.Sccundcra~lK'. 8tati8ti~s hav~ hew rxaJc',cc', frem the 8crv:C,", Itatlstics in vitwJ 
the ob~ervatlrJ!s cOr,talr.Cc. m the RaIlway convfnirn Crrrmittce'S (1971) 
Second repOrt-'Para 1.%0. 

4.29. The Committee observe that durinr the Fourth Plan the 
number of suburban paS'iengers increased by 29.'1 per cent wbDe 
the EMU passenger kms. and vehicle kms. increased by 44 per cent 
and 43.8 !)er cent respectively. The Increase In EMU coaching stock 
was, however, 15 per cent only. In paragraphs 2.11, 2.13 and 3.17 of 
their Second Report, the Railway Convention Committee, 1971 had 
drawn attention to the heavy overcrowding in suburban trains in 
Bombay, Calcutta and Madras and had pointed out that the addiilons 
to train services in these cities had not been in proportion to the 
increase in suburban traffic resulting in deterioration of travel con-
ditions. They had urged that pending introduction of Rapid Transit 
systems in these metropolitan dties, the Railways should take crash 
measures to brinr about improvements in the existing facilities. 

4.30. In their Third Report on action taken by Govermnent on 
the abol7e Report of the Railway CODvention Committee. the (pre-
sent) Committee have further pointed out that according to the 
expert studies made by RaUways there is scope for Improving the 
frequency of services by reducing the headway between succes~ve 
senic,,- and by lengthening the rake by addition of Electric Multiple 
Units. The Committee have suuested that as implementation of 
Mass Transit system may take consklerable time, the BallwaY8 
should take concerted mellSDre5 to optimise the existing suburban 
servtces In the Metropolitan cities in order to provide at least some 
relief to the hard pressed millions of commuters who use these ser-
vices. The Committee would l'eiterate the above recommendations 
aDd woald like the Railways $Q ~~~ ~~ to ..... plement the sam«; 
without tuJ;'th.el," loss of time. 
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C. Metropolitan Traasport Projeet8 

,. , 

4,31, The plan provision on each. of the Metropolitan Transport 
Projects in the cities of Calcutta, Bombay, Delhi and Madras during' 
the Fourth Plan was as under:-

Calcutta 
Bombay 
Delhi 
Madras 

Total 

Orilinal 'Revised 
Plan provi- PllI"-c:\',m-
sian Bud,et provision 
(In lakha) (In 1.1CIi1) . 

3440 
JlSS 
140 
J40 

1184,'00 
120'22 
79'90 
S3'SJ 

1437'63 -----
4,32, The Project-wise expenditure is detailed below:-

Cal~utta 
SrmJ'Y lntlurigatiom 

(i) pinal Location SUI'-
. vey of Suburban Dis-
persaJline • 

(ii) Teahno-economic 
feasibility studies 
for MRTS • 

Total 

Co''''rl/crioPl 
Design & construction of 

Dum-Dum-Tollygan j 
Rapid Transit 'Line • 

Bombay Survey Invelti-
gations • • • 

Dtlhi Survey Investiga-
tions • • • 

MadraJ Survey Investi-
gations 

Grand Total: 

BudlJe~ I 

proVl81011 
(In lalcha) 

51' 16 

Actual 
BXpt1>.diture 
(In lakba) 

99'70 

994'41 

120'22 

79'90 

53'51 --. 
1437'63 

79'22 

4,33. Explaining the reasont for shortfalls, in the attainrnent of 
the physi<:al and financial targets, the Ministry have stated .-
follows:-

Calcutta.. 

RI, 50· crores originally allotted for all (litiea were·rtcluced to 
Rs. 20 crores in the mid-term appraisal of tItie ~ 
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Plan a~ a sum of Rs. 30 crores was surrendered due to 
dropping of Suburban Dispersal Line in Calcutta. 

Survey for Feasibility and Economic Studies for a Third Ter-
miDal Station in Bombay city for Metropolitan Transport 
for which Rs. 7 crores for construction bad Been provided 
in the Fourth Plan period was completed, but as traftlc 
alSignments had not been made by the State GOvernment, 
the justification for the construction could not be estab-
liIhed. Hence the provision for construction could not be 
used. Corridor Six project was surveyed and reported 
in 1973 to the Government but its cOI)struction in the 
Fourth Plan period could not be authorised and no fund 
for construction for Bombay was utilised. 

The traftlc stUdies made by the Central Road Research Institute 
(CRRI) for Delhi was under scrutiny of the Metropolitan 
Transport Team of the Planning Commission and also 

,detailed secondary traffic data had to be prepared by the 
Town and Country Planning Organisation for which the 
studies had to be slowed down. 

Ma.dIJoa, 

Due ~ the studies made by the State Government for Madras 
Metropolitan Area being limited in scope, further details 
had to be awaited and the progress of the studies Rad to 
be slowed down. 

The reasons for surrenders from the Budget outlays are as fo]· 
lows:"":" 

CGlC'J'*_ 
Survey Investigations,-The work was started with the idea. 

that the Suburban Dispersal Line (SOL) wo~ld be con-
atructed and only a beginning will be ~ade m. the Plan 
p!riod on the implementation of the Rapid TranSit System. 

With tb,e dropping of the SOL under the consultants' advice. 
t)le' expenditure on .the Final Location Survey was kept 
down. 
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li'or the Rapid Transit System, the technology of construction 
was peculiar to Calcutta's soil and ventilation aspect was 
on tropical climatic background. Due to these and other 
special problems enough guidance was not available from 
the consultants for investigation work. 

On the above consideration about 50 per cent of the outlay had 
to ne sllrrendered. 

ConstructiOn.-The first year was required for detailed design-
ing and study tour abroad. Consultancy assistance requir-
ed during design and construction had not materialised till 
the end of the last year of the Plan period. 

Foreign exchange tie up could not be finalised in the Plan 
period due to tight free foreign exchange position and 
USSR Government's pre-occupation with its own commit-
ments elsewhere. Import of materials did not materialise 
resulting in heavy surrender of funds. 

The surrenders are summarised below: 

On import & consultancy account 

On contract work account 

On Government's economy cut 
account in 1973-74 

On stores supply account 

On miscellaneous account 

Bombay, Delhi and Madras 

Total: 

18% 

9% 

7% 

6% 
6% 

46% 

Survey Investigations.-Differences from budget outlays are 
not significant and the surrenders are due to miscellaneous 
causes. 

4.M. The Committee note d,at as against the original Plan 
provision of Rs. 48.75 erGZ:es· and the revised plan-cum-budget pro-
vision of Rs. 14.37 crores for Metropolitan Transport projects In 
the cities of Calcutta, Bombay, Delhi and Madras, the actual ex-
penditure was of the order of Rs. 8.66 crores of which about Rs. 5.3' 

• 
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erol1eS were spent on design and coustruetion of Dum Dum-Tolly-
ganj ~pid T.ransit line and the rest on survey investigations in these 
four cities. 

4.35. The Committee observe that although the surveys for 
Third Terminal Station in Bombay city and Corridor Six Project 
were completed, construction could not be authorised. .In Delhi 
and Madras furthmf detailed data is being collected by the local 
authorities. In Calcutta while the proposal to have a suburban dis-
persal line has been dropped, the techno-economic feasibility studies 
for Mass Rapid Transit system also do not appear to have made 
much propess because of cer.tain special problems relatine to soil 
and climate. 

4.36. In paragraphs 9 and 11 of their Third BepoJlt, thie Commit-
tee have observed: 

"The Committee note that the Plannig Commission initiated 
action for preparation of comprehensive integrated plans 
for suburban traffic otc., for cities with a population of 
10 )akhs and more only in the Third Plan.. The Com-
mittee note that these plans have not yet reached a con-
clusive stage. Considering the urgeru::y of the problem, 
the Committee cannot help observing that had GoV'el'D-
meat been alive to the realities of the situation and the 
pressin, problems of the common man, they would have 
initiated this process of preparation of integrated plans 
at least at the commencement of the Third Plan so that 
it provided an appropriate perspective for undelltaking 
short term and long tenn measures to relieve the prob-
lem of transportation which has been responsible for gene-
rating a great deal of unrest. The Committee regret to 

.have to point out that even now the integrated perspec-
tive plans have not yet been finalised. They cannot too 
stronely stress the need for early finalisation of these 
plans and taking of decisions in cODSultation with the 
State Authorities, Railways and others CODoCemed about 
the short term and long term measures which are requir-
ed to be taken to provide the hard pressed working clas-
ses in these large cities with an assured means of tran5-
port at a cost which is within their reach. 

The Committee note that out of four metropolitan cities of 
Calcutta, Madras. Bombay and Delhi, a concrete scheme 
has been finalised so far in respect of Calcutta only. The 
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schemes for Bombay, Delhi and Madras are lid v.rioas 
stages of finalisation. The Committee feel unhappy . that 
these schemes for Masll Transit requirementa sh01lld not 
have been finalised before the commencement of the 
Fifth Plan. The Committee would like Government to 
take urgent measures in co-ordination and consultation 
~,tth the State authorities and all others concerned so 
that the schemes for Rapid Transit System ue fmaJised. 
and appropriate decisions takeu without delay for their 
implementation in the Fifth Plan." 

4.:17. The Committee would like tke Ministry of Railways to' 
inrorm Parliament at an early date about the steps taken in imple-
mentation of the uho\'(~ r~('()m1l1(l1111ations. 



CHAPTER V 

PHYSICAL TARGETS AND AClilEVEMENTS 
5.1. ·The physical targets' and achievements of the Railways dur .. 

iD,i the FQurth Plan period are indicated below:-. 
9 

-------_ .. - -- .. -~-----------.-----.-.----

New line~ (rout~ Kilometres) • • 
Doubling and gauge!conversion (Kilometres) 

Bbctriflcation route (Kilometres) ." . 
Prinury rai1:renewals (trackkms.) . 
Primary sleeper renewals (track kms.) 

~«JUisitit"" of ",li"6-stocks: 
Scaem Locomotives • • 
Diesel Locomotives-Main line 
l:)iesel Leoomotivea.Shunten 
B1tccric t.ocomotives • 
P .. ~pl' CiIIdle. • • 
lUectric multiple unit coachc:s 
WNfOll' <in . ~crm.s of 4-Wlleel~s5) 

A. New Lines 

Targ(ts Achiewm(1I - -- .-.... -..•..... _---. "---- .. ~---

J,022 790 
2,1 83 1,778 
1,200 932 
8544 5,885 

10,339 7,004 

124 131 
575 466 
133 131 
300 206 

6>450 6,099 
841 4116 

68,776 57;608 

5.2. The Railways' Fourth Plan had envisaged completion of ab-
out 1,022 lans. of new lines· w:hich were in progress at the beginning 
of the Guna~Maksi new lime on Western RaHway and the Mangalore-
opened to traffic during the Fourth Plan. Work on 530 kms. of new 
lines which were initiated in the Fourth Plan is still in progress. 
The shortfall in the construction of new lines is due to slowing down 
of the Guna-Maksi new line on eWstern Railway and the Mangalore-
Hassan new line on the Southern Railway. Work on the Guna-Maksi 
new line (192 kms.) has been slowed down due to poor materiaUsa-
tion C!)f traffic and also due to the 10 per cent cut in the funds 
during the last year of the Plan. Work on two sectiollB of this line 
for a length of 131 kms. has been completed. In the case of Manga-
lore-Hassan project, this work was slowed down to synchronise 
its completion with the commissioning of the Mangalore Port. 
'l'hwe wJ!!re ,also problems of critical shortage of permanent way ma-
terial and ~tructural steel in addition to 10 per cent cut in the funds 
in 19~3-711. 

5.3. A statement lhowing' the details of new lines/restor.ations/ 
conversions (zone-wtae, completed and opened to trat!ic during the 
FouTthPlan period is given in Appendix IV. 

97 
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5.4. The Committee observe from the figures pven in para U 

that the expenditure on new lines in the Fourth Plan was of the 
order of about Rs. 67 crores against the original Plan provision of! 
Rs. 83 crores and the mid-term provision of Rs .• crores. There 
was a shortfall of 285 kms. against 1,075 kms of new lines proposed 
to be completed in the Fourth Plan (including 1,022 lans of new 
lines &n which 'Work was in progress at the commencement of the 
Plan). The shortfall is stated toO be due to shortfall in supply of 
permanent way materials and structural steel, slowing down of 

lome of the works to synchrOilise with the completion of the pro-
jects which tbey were to serve and due to 10 per cent cut imposed 
en the funds in 1973-74. 

5.5. The Committee observe that 2« Ians. of new lines already 
in progress at tbe commencement of the Fourth Plan still remained 
to be completed at the end of the Plan. Since the resources are sta-
ted to be limited, it is essential that. the plans for new lines under 
execution are most carefully reviewed with a view to early comp-
letion and commissioning of such of the works which are essential 

from the operational point of view and the resources already com-
mitted begin to generate the expected. return as early as possible. 

B. Doubling and Gauge Conversion Schemes 

5.6. In the Fourth Plan a programme of converting 1500 kIns. of 
MG lines into BG as proposed to be taken up as part of a long term 
plan out of which 750 kIns. were expected to be completed by the 
end o~ the Plan. The main objective was to extend the BG system 
to areas of intensive economic development and high traffic poten-
tial. It is seen from the statement given in Appendix IV that only 
326.41 kIns. of MG lines were converted and opened to traffic dur-
ing the Fourth Plan. So far as doubling of track is concerned, the 
Committee have been informed that during the Fourth Plan 1899 
kIns. of doubling was programmed. However, 1452 kms. of doub-
ling was completed during the plan period including 605 kIn',; of 
doubling thrown forward. 

5.7. The Committee observe that onl,. 326.41 kms. of MG lines 
were converted and thrown open to tramc during the Fourth Plan 
out of a total of 1500 kms. proposed to be taken up and 750 lans. t. 
be completed by the end of the Plan. SimUarly, there was a short-
fall of 447 kms. in the doubling programme against a target of ab-
out 1900 kms. The Committee would like to be informed of the pre-
dse reasons for shortfalls in each case and the remedial measures 
being taken to expedite the completion of the projeet& 



C. Electrification 

5.8. AB far as electrification on Indian Railways is concerned, the 
following 932 route lems. have been brought under electric traction 
during the Fourth Plan against the Plan target of 1200 route kms.:-

Northern Railway • 
South-Eastern Rly. 
Western Ra~IWBya 

222 Route Kms. 
473 dr· 
237 do. 

Total 932 

Thus there is a shortfall of 268 route kms. against the 4th Plan 
target. 

5.9. The shortfall is due to non-energisation of the electrification 
of the following sections:-

-------_._----
Section Railway Route Kma. 

t. Panstura-Haldia ~ South-Eastern 
2. Bllelt.n-Vlnr (part section of the rchrmc: of the 

electrification of Virar-Ahmedt bad) • • Wutern 200 

5.10. The 'above schemes could not be completed for the reasons 
indicated below:-

P4nskur~H4IZtij4: The need to slow down the progress o~ 
work on the Panskura-Haldia section as there has been 
some delay in the completion of the Haldia Port Project, 
for serving which this project was mainly deldgned. 
There was also delay in completion of the construction 
of t1)e General Marshalling Yard and the Bulk Handling 
Yard by the Haldia Port Authorities. 

Bhestun.-Virar: Delay in completion of arrangements by Ma-
harashtra State Electricity Board for power supply to 
the two feeding posts at Palghat and Gholvad in Virar-
Valsad Section. 

Both these projects are now expected to be completed by the end 
of 1974.-

.In reply to USQ 4767 dated the 25th March. 75 it wes stetcel il' tl'.e Ld~ Sabha that 
tthe lection from Pan.kur. to Dur,lchr.k WIll cncrai1ld in Frbru.l')'. 1975 and the be-

allee wei expected to be eneraiscc', by Jure, 1975. 
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5.U. The Committee obl!erve that there was a shortfall of 268 
kms. in the Fourth Plan programme for electriftcation of 1200 route 
kms. and that two liections viz. Panskura-Baldia (89 kms.) and Bhe-
litan-Virar (200 kms.) could not be energised during the Plan period 
because of delay in completion of the Baldia Port in the fonner 
case and delay in completion of arrangemen(e by the Maharashtra 
State Electricity Board for power supply to the two feeding posts 
in Virar-Vals!ld Section of the latter. The. Committee note that 
though both these projects were expected to be completed hy the 

end of 1974, work on a portion of the Panskura·Baldia section is still 
in progress and the entire section is now expected to be eaHlised 
only by June, 1975 (the Baldia Port is likely to be commissioaetl in 
Sept., 1975). In regard to the Bhestan-Virar portion of Ahmedabad-
Virar Section, the Committee would like to refer to the following ob-
servations made by the Estimates Committee in paragraph 105 of their 
77th Report (Fifth Lok Sabha):-

"As regards the third project. viz., Virar-Ahmedabad Section, 
the delay was partiy due to delay in receipt of impprted 
tele-communication cables and accessoriu and dela, in 
power supply from the Maharashtra State Electricity 
Board and partly due to the need for taking up flood pro-
tection works like raising of tracks. While the Ma".r~sh-
tra State Electricity Board may have their OWJl PrQbleUlS 

in reeard to supply of power for the project, the Commit-
tee feel that with proper survey of routes it should have 
been possible for the ministry of RailwJlYs to undertake 
flood protection works and to avoid deJays on this account. 

Advance plannig in regard to imported equq,ment could 
also have minimised the delays to a certeln eldent." 

5.12. The Committee would stress the need for a~vance detailed 
planning in the interest of smooth implementation of the electrifi-
cation schemes. The Committee would like both these schemes to 
be completed at an early date and pressed into service. 

D. Track Renewals 

5.13. The Committee have been informed that the Fourth Five 
Year Plan provided for Rs. ]80 crores (Net) for track r~newal 
works and the physical targets fixed were as under: 

1. Primary Rail Renewals 
2. Primary Sleeper Renewals 
3. Secondary Rail Renewals 
4. Secondary Sleeper Renewals 

Kms. 
7070 

10080 
1815 

• 1800 
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5,l.f, The provision made during each year of the Fourth Five 

Year Plan and the actual expenditure year-wise is indicated below: 

Year 

1969-70 

197~71 

1971-72 

1972-73 

1973-74 

TOTAL 

Provision made each year 

Gross Credit Net 
proviaidn for 

released 
material 

47'58 12'02 35'56 

45'70 12'64 33,06 

SI'21 13'S6 37'65 

63'91 16'31 47'60 

62'89 17'76 4S'J3 

271'29 72'29 199'00 
._------- _ .. ---._. 

(Figures in crorea of Rs ) 

Actual expenditure each year ' 

Gross Cre4it for Net 
provision released 

material 

44'4S 23'27 21' 18 

44'86 18'72 26' 14 

45' 56 14'81 30'75 

56'49 16'IS 40'34 

·S8'046 16'50 41'96 

249'82 89'45 tl6Q'37 
-_. __ ._."-.-- -

5,15, As regards physical progress, the Railways have done 
5885 kMs, of Primary Rail Renewals, 7000 kms, of Primary Sleeper 
Renewals, 2043 kms, of Secondary Rail Renewals and 1666 kms, of 
Secondary sleeper Renewals, There has been a shortfall to the 
extent of UB5 laIIs, under Primary Rail Renewals. 3076 kms. under 
Ptimary Sleeper Renewals and 134 kms. under Secondary Sleeper 
Renewals as against the targets fixed for the Fourth Plan, The short-
fall has been mainly due to general shortage of steel in the c"untry 
dUe to which supply ot rails and sleepers has not been satisfactory 
and track fittings were also in short supply during the first three 
vears of the Plan. Although the supply position of P. Way materials 
had started improving in 1972-73, the prices of P. Way materials 
showed an upward trend. In addition, the funds position became 
tight during 1973-74 due to difficult ways and means position leading 
to curtailment of funds. Due to these two factors, tJiz. rising cost of 
p, Way materials and curtailment of funds, target!; in the last year 
of the Plan had to be curtailed and it was not possible to even parti-
ally make up the shortfalls of previous years. 

5.16. The supply position of rails, sleepers and fittings had not 
been satisfactory during the first three years of the Plan mainly 
due to the general shortage of steel in the country. The matter was 
taken up at the highest level with the Ministry of Steel and Ministry 

Nor. (I) -ReviaedestimaIes, Actual. not yet available. 
(ii) tSavinp in nt;t du, to 1II00e credits fOl released materiall tnll ..... 11' i6 crore·· 
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5.29. The Committee observe that thore have been shortfalls to 

the extent of 1185 kms. under primary rail renewals, 3076 kms. under 
primary sleeper, renewals and 134 kms. under secondary sle~per 

renewals as against the tugets of 7,970 kms., 10,080 kms. and 1,800 
kms. respectively. The main reasons advanced for these shortfalls 
are general shortage of steel in the country, short supply and rising 
cost 9f permanent way mat"rials and curtailment of funds. The 
Committee understand that the supply of MG rails and BG steel 
trOlrlgh sleepers continut's to be unsatisfactory due to ceriain techni. 
('al problems faced by the steel plant!! and that the matter has been 
taken up with the Steel Authority of India Ltd. The Committee 
also note that a team of Directors/Jt. Directors frOiD RDSO was 
deputed to the Durgapur Steel Plant to find out the difficulties ill 
regard to manufacture of BG though sleepers. In both the cases, 
Railways have now been assured of impl'uvcd supplies. As the Steel 
Plants are reported to have enough spare capacity, the Committee 
see no reason why there should be any diftieulty ill meeting the 
Uaj'lways requirements in full. The Committee. therefore. suggest 
that in ease there has been no material improvement in the situation 
even now, a Joint Investigating Team comprising the representatives 
of the Railways and the Steel Authority of India Ltd., may be 
deputed to eo into the matter in depth. Government should cllMlre 
th.at concerted measures arc taken to improve the output to trough 
·;leopers so as to meet the requirements of Railways in 'full. 

E. Acquisition of RolUng Stock 

(a) Locomotives-

5.30. The Ministry of Railways have informed the Committee 
that against the requirements of 677 diesel locomotives and 300 
electric locomotives indicated in the mid· term Appraisal of the IV 
Plan, production of 685 diesel locomotives and 236 electric locomo-
tives was finally planned. Against this proviSion, the total procure-
ment of diesel and electric locos during the Fourth Five Year Plan 
period from Chittaranjan Locomotives Works and Diesel Locomo-
tive Works, Varanasi, was as under:-

Diesel Locomotives 643 

Electric Locomotives 232 

5.31. The Committee called for a break-up of the number of 
locomotives (steam, diesel and electric separately) manufactured by 
GhiUaranjan Locomotive Works and Diesel Locomotive Works, 
Varanasi, during each year of the Fourth Plan vis-a-vis. the targets 
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laid down in this behalf and the reasons for shortfalls. They' hive 
been informed that the number of. locomotive ... manufactured. hy 
C.'L.W. and D.L.W. and the targets. laict down during, the. 4th· Plan 
period were as undt!r:-

(i) Cbittaranjan. I..oe..odve WOrb_ C1d.ltal-i_', 
• 

___ • __ ~". ___ ¥ ______ ._--1....- _._ 

Years 
Steam Diesel Blectric (all B.G.) 

Total 
B.G. M.G. B.6. N.G. ACt ACI DC' Act 

shu&- Mat. , ItT MI' DC 
ten Line 

1969-70 Tar 32 13 23 31' 98 

Act 32 III 23 3T 98 

1970-71 Tar· S 28 35 5 41 6 3 133 

A~t S' 28 3S' 5 41: 6 3 123 

1971-72 Tar 19 3S S 40 6 10,: 

Act 19 3S S 40 6 lOS 

1~72-73 Tar SO 43 14 2 109 

Act 46 41 14 101 

1973-74 Tar So 36 14 110 

Act SO 36' 14 JIO 
i 

GRAND TOTAL. Taraet 37 60 193 10 72 12S 37 2 S3S 
Actual 37 60 188 10 72 1:&3 37 527 ___ .. ___ . ___ _._ ___ .. 6. ____ .. __ ._------ -- .. _ .. _-

11. DilUl Locomotiv. Worlll, Varana.n. ---_._------ - ~.---.------.-
Broad Metre 
Ga. Gauge Total 

~7Q' T~ !is 2J, 80, 

., Actual 58 34 82 
. 1~7o-71 Target 57 ,11 68 

Actual S7 II 68 
"'"'' . " 19"11-'72 TarMl 70 3S lOS 

Actual 70 35 lOS 
1972-73 Target 70 40 110 

Aeru.t' 60 35 ~' 

1"7'3"'4 Tatpt 70 se' 110' 
t Aen.l " 62 33 91' 

TOTAL Target 322 16l 483 
Actual 307 138 44S --.------- --.-- . ------

1151 L.S.-8. 
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5.32. It will be seen from the above that there was a shortfall of 

. 4 B.G. electric locomotives and 4 B.G. diesel shunting locomotives 
from C.L.W. and 38 (B.G. and M.G.) diesel-electric locomotives from 
D.L.W. during the entire' 4th plan period. 'The main reasons for 
shortfall in production of locomotives both at C.L.W. and D.L.W. 
during the ,4th Plan period are aSl1nder:~ , 

C.LW. 

(i) Due to production of several diverse types of locomotives 
and design modifications in traction motors; 

(ii) Delayed and inadequate receipt of supplies of lrn.ported 
and indigenous equipments; 

(iii) Tardy development of indigenous industry; and 

(iv) Continuing power shortage and disturbed conditions in the 
Eastern region affecting work in the C. L . W. 

D.L.W. 

(i) Restricted power supply and frequen~ power shedding 
causing dis-jointed shift working; 

(ii) Sporadic incidence of labour unrest in the factory; 

(iii) Non-receipt of adequate and timely supplies of electrical 
equipment in the initial period (since improved); 

(iv) Restricted availability of foreign exchange and delayed 
receipt of imported components required for manufacture 
of diesel locomotives; and 

(v) Tardy development of indigenous sources of supplies. 

5.33. The Committee obs'erve that as against the revised target 
o( 535 locomotives programmed for manufacture in the Chittaranjan 
Locomotive Works during the Fourth Plan period. the actual num-
ber of locomotives manufactured was 527. The Diesel Locomotive 
Works, Varanasi. manufactured 445 locomotives against the revised 
target of 483. Thus, there was a shortfaU of 46 loeomotives, 4% 
diesel and 4 electric. The shortfp.lI in manufscture in the Diesel 
Locomotive Works, Varanasi is stated to be due to restricted power 
supply, sporadic incidence of labour unrest, non-receipt of adequate 
and timely supply of electrical equipments in the initial period, 
restricted availability of foreign exchange, delayed receipt of im-
ported components and tardy development of indigenuus sources of 
supply. 
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S.M. The Committee note that production has suftered both at 

Chitta1'8lljan and Varanasi because of madequate supply of com-
ponents from incijgenous sources. The Committee suggest that this 
matter should be studied in depth to resolve the difficulties. They 
consider that the Railways also have a significant role to play in 
the d.ve1opment of ancillaries. They feel that if sys~matic action 
had been taken to develop the ancillary industries right from the 
time these production units were set up, the difficulties would have 
been resolved by now. The Committee would also urge that the 
matter should be taken up with the MlnistTy of Industry and Civil 
Supplies 10 that necessary steps could be devised to develop indigen-
ous !l'urcfll' of supply for meeting the Railways' requirements during 
the Fifth Plan on an assured basis. 
(b) Wagons 

5.35. The Committee enquired about the methodology followed 
for determining the requirements of wagons during the Fourth Plan 
and whether the Ministry of Railways had undertaken a review of 
the position in this regard in the light of actual experience. The 
Ministry have, in a note on the subject, stated that wagon require-
ments are assessed for the Five Year Plan period as a whole taking 
into account the anticipated growth of traffic gauge-wise during the 
Plan period. Different streams of traffic, the lead of each stream 
as well as the extent of empty haulage incidental to that stream are 
first estimated and then the number of wagons required are calcula-
ted assuming certain normal speeds, detention to wagons in the 
marshalling yards en route as well as I:!t terminals. A1iter thus cal-
culating the wagon requirements, an allowance is made for traffic 
during the peak period as well as for repair and maintenance of 
wagons. Holding of wagons is then substracted from the gross re-
quirements thus worked out to obtain the number of wagons to be 
procured during the Plan period. 

5.36. When the original Fourth Plan was forlQulated, traffic in the 
last year of the Plan was expected to be 265 million tonnes. For this 
level of traffic the assessment of requirements of wagons was IP1,532 
wagons (in terms of 4-wheelers) both on additional as well as re-
placement account. Since the actual materialisation was not as ex-
pected, at the time of mid-term appraisal, it was assessed that traffic 
materialisation by the end of the Plan would be 240.5 million tonnes. 
The wagon requirements were accordingly reduced to 68,776. Due 
to paucity of funds, the actual provision was, however, made only 
for 235 million tonnes of originating traffic at an average lead of 630 
kms. which in terms of net tonn"e kms. corresponds to 148 billion 
NTKMs. 
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5.37. As the figures- given. in para 2;34 indicate; the actu.l' growth 

pattern' prolleaded on the lines anticipated, right, up~. the fourth 
ye8,f of. the Plan and but for serious dislooatioDs, to. rBil~ op!rationa 
during 1973.74. the target would have been nearly. achiwadl The 
serious deterioration. in. the industrial relation. in .. 1.973-74 on, the 
Railway is well known. Commencing fromthe-loco,strike!Ul Augl:llt, 
1973' which had. practically paralysed the rail transport ayetem, as a 
whole, there. was, hardly any day when the rail operatien. were not 
aftaeted by, sit down I tool downlgo slow acttatioJu;, by same·category 
of the staft in I some or the other part of. the cGUDtry. T.be: .• tuation 
continued to·deteriorate &0 mwmso that ultimately, as il.well koo.wn, 
them Wfli th ... all-India Railway strike in May~ 10..", the·aUer-effects 
of which are still being felt by the RailwaYilrand it will be'st)me!more 
time before the Railway operations return to normal. But for these 
adverse features, the Railways planning of assets during the Fourth 
Five· Year Plan' would' have been ju.t sufftcient to meet the actual 
requirements· at traffto. It is, therefore, clear' that the methodology 
adopted, by the· Railways for. calculating their wagon requirements 
in' the Fourth,Plan.was-quite sound and'didnotrequire any change. 

5.38. The; Committee further enquired about the target for pro-
curement of wagons (type-wise and gauge-wise) and the actual 
number of wagons placed. on line. The Ministry of Railways have 
replied that no target of type-wiseprocur.ement of wagons is fixed, as 
such, procurement is arranged on yearly basis, depending upon t.he 
deyelopment of traffic. The gauge-Wise break-up is given below:-· 
---- -----_.----------_._-----.---

B~G. 
M.G: 
N.G. 

TOTAl. 

(No. of Waaonl' i. terms of 
4-whee1ers) 

54,838 
n.576 
2,362 

680776 

5.39J The actual' number of- wagons placed on line (year-wise)' 
during the F'ourth, Plan perioc!l was as under:-

1969-70 
1970-71 
1971-7:& 
1972-73 
1973-74 

No. of wagons placed on line 
(4-wheelers) 

15,629 
Il,541 
9,209 

10,181 
12,226 
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5.40. Out of the above, 23,989 wagons were on replacement 

account. 

The Committee enquired what the installed capacity inthe'private 
sector for manufacture of wl!.gons was and to what extent it was uti-
lised during the Fourth Five Year Plan period. The Ministry of 
'Railways have stated that the total annual installed oapacity of the 
16 units in the industry licensed for . manufacture of Wagons is 33,869 
(in terms of 4-wheeler units) as per information received from the 
then Ministry of Industrial Development. Out of these 16 units, 
M/s. Mckenzies/Bombay, -Haymon ,Engineering/Calcutta and Singh 

!Engineering/Kanpur with a'1:otal annual installed capacity of 3,244 
rour-wheeler units, ,have closed down • during the Fourth Plan period 
and there is no possibility of their revival. The net annual instal-
led capacity of the remaining 13 units therefore, is 30,625 wagons in 
terms of four-wheelers. 

5.41. The average actual production during the-Fourth Plan period 
has 'been 9,355 wagons (in terms of 'four-wheeler ,per year i.e. 46,775 
in all). Compared to the total installed capacity of the 16 units 
namely 33,869, this works out to 27 per cent. The reasons for less 
utilisation of aapacity during the Fourth Plan period' are briefly the 
follewing: -

(i) ,Due to overall receasion in the entire economy of the 
gountry, there was :receuion in the ,Engineering industry 
upto .about 1971-72. During this period jlome of ,the units 
clolled down due to their poor financial circumstances, mis-
management and various, other factol'S. Most of these 
units have recently been taken over by Government. 

(U) The industrial climate and the law and order position was 
ndt satisfactory particulai'ly in1he 'Eastern -region Where 
most of the wagon building units aTe located. The posi-
tion has improved during the later p8l'iod of the Fourth 
Plan. 

(iii) IndigenousavailabiUty df .teel was also 'not aatistaetOlry 
(furing the earlier part of ·the'Fourth Plan. 

5.42. In rep~y to a guestion about the number of wagons manu-
factured 'by the 'Railway WorkShops during the 'Fourth )Five Year 
Plan (year-wise) via-a-~ 'the -targets laid down in this behalf, the 
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Ministry of Railways have furnished the following statement:-

(Figures in terms of 4-wheelers) 

~-------------------------------------~.--------

Gauge 1969-70 1970-71 1971-72 1972-73 1973-74 

~road Gauge· 2,017, , 1,476' 5 1,130 I,nS ,1,509 

Metre Gauge 892 648 839 536 280 

Narrow Gauge 8 36 20 36 130 

Total 2,917 2,160' 5 1,989 1.847 ~,919 

Targets 3,200 2,817 1,840 1,610 2,000 

Shottfall 283 656'5 81 
-------_ .. 

5.43. The Ministry have explained that the shortfall during 1969-
70 and also in 1970-71 was due to multiplicity of types of wagons. 
The production during 1971-72 and 1972-73 was in -excess of the 
targets. The shortfall in 19'73-74 was negligible. 

5.44. In reply to a question why it has not been possible to main-
tain the level of production of 2,917 wagons in the Railway Work-
shops after 1969--70, the Ministry of Railways have stated that in 
1969-70 there were 11 workshops manufacturing wagons. The ac-
tivity has been reduced to! three workshops viz. Amritsar, Golden 
Rock and Samastipur. With the reduction in the number of work-
shops the revised target' for manufacture of wagons has been fixed 
at 2,000 wagons annually. The tapering down was done for taking 
up repair and maintenance activity. 

5.45. In reply to a further question, the Ministry have stated 
that no expenditure was incurred for expansion to llianufacture 
wagons as the activity basically' utilised existing facilities and man-

_ power in Railway Workshops. 

5.46. The expenditure during the Fourth Plan for' expansion/ 
modernisation of workshops to augment repair and maintenance ca-
pacity was Rs. 3.43 crores. This amount only helped in tackling the 
wagons with heavier work content. bot was not sufficient to control 
the position of overdue POH wagons. 

5.47. Asked about the net accretion to the freight carrying capa-
city of the Rallways: due to increase in the wagon h~lding during, the 
Fourth Plan and how it compared with the position o\>taining at the 
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end of the Third Plan, the Ministry have replied that a study regard-
ing the transport capacity available with the Railways in respect of 
rolling stock for lifting freight traffic is currently in progress. Prima 
facie, it appears that the conclusion likely to emerge from this study 
is that with the rolling stock available as at the end of the Fourth 
Five Year Plan, about 215 million tonnes of freight traffic at an 
average lead of 678 kms. can be lifted by the Raihyays . . 

5.48. The Committee observe that the Railways' target of pro-
curement of 1,01,532 wagons (in terms of 4-wheelers). in the Fourth 
Plan, both on additional and replacement account, was lowered to 
68,776 wagons at the time of Mid-Term Appraisal when the. target 
of originating traffic itself was reduced from 265 to 240.5 mUlion 
tonnes. The actual procurement, however, was 58,786 wagons i.e. 
about 10,000 wagons short of the revised target. 

5.49. The Committee note that the Ministry of Railways have 
recently undertaken a study regarding the transport capacity avail-
able with them in respect of rolling stock for lifting freight traJRc 
and that "prima facie it appears that with the rolling stoek, avail-
able as at the end of the Fourth Plan, about 215 million tonnes of 
freight traBil' at an average lead of 678 kms. can be lifted by the 
Railways." 

5.50. In this connection, the Committee would like to recall the 
following observations made by the Public Accounts Committee in 
Para 1.37 of their 47th Report (Fifth Lok Sabha):-

"The Railways' calculations make no objective effort to es-
tahlish the capacity of the wagon fleet to carry tramc. 
The Committee would like to emphasise that realistic 
norms on the basis of best performance obtained by the 
Railways themselves should be fixed so that the surplus 
already held and the future wagon procurement could I)(-~ 
suitably adjusted to meet future requirements." 

5.51. The Committee trust that the Ministry of Railways would 
keep in view these observations of the Public Accounts Committee 
Wilile earring out the above-meni'ioned study. They would like to 
be informed early about the methodology followed in thi .. study. 
the findings and the action taken in pursuance thereof. 

(C) Coaches 

5.52. The Ministry of Railways have informed the Committee 
that out of 6,450 coaches (other than EMUs) required during the 
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Fourth Plan, 3,250 were on additional account and the remammg 
'3";200 onl'eplacement account. The targets and actual achiev.ement 
'(gauge-wise), are as under:-

B.G. 
M.G. . N.G. 

Total • 

.E.M.1J,. • 
M.G.RaiJ~n 

I Costbellfctr'lbpert 

G. TOTAL 

Targets Ai:tual 'Shortfall 

""US 
2,125 

200 

'30949 
2,125 

35 
·6,109 

176 
NIL 

• 165 

5.53. The Committee, enquiTed .• .. 1Dout 'the nmnber ()'f . coaehes 
(gauge-wise) manufactured by the Railways Workshops and Pro-

·,dudtion ·l!Dlt.1 lIeparate~ ,during the Fourth 'Plan(year.Wise) ·viS-4-
.. ,the ,t.qets·aDd '1'8Ilsons for·6horto.falls, -in sat!h ·ca8e. The lMinJs.. 
,.y 1l8lle ;acccmiingly ·fuJ'ni'lllhed the following 'sMteme!'lt:-



- " 1~~70 i9'1b-ii 1971-72 1972-73 1973-74 Tetal -
:f'rG4ucaion Unit and type of siock 

.. 
T: P; f. P. T; P. T. P. T. ~:- T. P. 

'arlWy W/§1tops Dot 73 56 441 
.B.G. . .. 79 99 

ttG. 
97 78 77 66 29 347 

.' .G. 3 5- 5 9 13 3S 

ToTAL . 241 224 159 i62 I~O 18. ISO 148 ISO J08 856 Sa3 

ritugrlll Qkd factory 
370 

.-
306 6.42 2121 

B.G. 27· 532 
-M.G. '. 220 258 211 103 $b2 

B.G. EMu '4 37 40 70 102 j43 

B.G. EMU • 8 
M.G. Rill ear .. 4 
Export 113 6 119 

Tout. • GM ~8 635 63S 669 635 JOO 70S 7SO 750 3~22 33~) 

MIl> BIJanU Eartlt Movers Ltd. 360 1387 -
b.G. • -; • • 270 270 270 270 270 273 270 275 280 299 -w 

MI,.3essots &> Co., Caloma. 

M.G. 273 274 350 190 300 158 300 227 200 127 1443 976 

8.G.110 EMU 7; 60 62 36 17 26 36 24 24 214 146 

totAL 348 334_ 41}- 226 3t7 184 336 227 224 lSI 1657 IJ22 
•. .. 

GRANd. TOTAL iS3~. 1496 1476 1293 1406 127!. 1~S6 t3SS 1424 1308 7295 6725 

~--
T=T:.tt (in the CIIAe of' J~ the ftgdtes r~late to anticiPated ptodlkticJl ) • 

P=No. dilu~. . . . _ . . . 
It willQeI~rt from the a\l()ft that tbtte is no shortfall in respect of MIs. Bharat Earth Movers Ltd. III the case of MIs. Jessops 

the ~ sh<IitfaD is d1Ie t9 the foJlowiDg reasons :-
til p.ti~ ~th Pbtish EspOrt order of wagons. 
(ii) J>tKftf Ibfd~in*. 
F~~ 

. . 
iv) Ode to nCit cotnit1g to in agreement on prices of OCJEMU coaches, resulting in stoppaac of production of EMU s durin, 

January, 19'72 tn Novcmt'er, 1973. 
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~.54 .. There is a shortfall of only 29 coaches during the IV Plan 
Penod 10 the production of ICF which is marginal. 

.5.55. The Railway Workshops are the manufacturing units of 
Rallway Coaches. They are mainly concerned with the POH of 
coaches and only the residual capacity left over from POH is uti-
lised for construc'tion of miscellaneous type of conventional coach-
i~~ stock r~quired in small numbers. No. specific target has been 
lald down in so fer as Railway Workshops are concerned. 

5.56. In para 8 of their Second Report, the Railway Convention 
Committee had observed:-

"The Committee regret to note that while the ICF were able 
to exceed the production targets during 1972-73 and 
1973-74, there was a heavy shortfall of as many as 75 DCI 
EMUs against the planned production of 96 units by Mis. 

'Jessops during the last two years of the Fourth Plan. 
The production was actually nil during 1972-73 due to 
disagreement on the prices. The Committee consider 
that Government should have resolved this matter much 
earlier instead of allOWing production to suffer. Now 
that this matter has been settled, they would like Gov-
ernment to ensure that the present target of production 
o~ 6/9 coaches per month is kept up by Mis. Jessops and 
that every effort is made to clear the backlog in the 
manufacturing programme." 

5.57. In reply it has been stated that the prori.uction of EMU 
coaches during 11172-73 by Mis. Jessops fell short of planned pro-
duction due to dis-agreement on prices. The prices were finalised 
and the formal contract was placed for 216 Nos. EMU coaches 
(Board's contract No. 72IRS(WTA) I 1421JessopiEMU datPd 
23-12-1972) in December, 1972. The production commenced from 
December, 1972 and between December, 1973 and October, 1974, they 
have delivered 63 coaches i.e. approximately 6 coaches per month 
which is the lower level of the delivery rate (6/9 per month) agreed 
by the firm. 

5.58. The administrative control of. Mis. Jessop & Co. is with the 
Ministry of Industry and Supply who are being urged to prevail 
upon Mis. Jessops to further step up the supplies to 9 per month 
so as to clear the backlog in the shortest possible time. 

5.59. The Committee observe that there was a shortfall .f 1ft B~G. 
coaches and 165 N.G. coaches .,ainst the Fourth PIm·targets of 4,125 
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an~200, .resp.e~tiv,ly. Jb tbe Bharat' Earth Movers exceeded their 
tarlet ~ B.G. CQl¥:hes, -the shOl'U8lJ appears to have occurred in the 
l,nt~Jrral Coau, Factomy ,where capacity was di'ftrted to the extent of 
119 coaches for meeting the export ordfJlr and abo to offset the short-
fall in supply of M.G. coaches by Mjs. Jessops. The net shortfall in 
1Cr was a JQ,MgiQIIl one, being 21, only against an overall target of 
~.~22 ,eo.c:hes. 'l 

5.60. The Committee> note that inability of' Mis. Jes~ops to fUIflI 
their target of 1,443 M.G. coaches by as many as 467 coaches was due 
to labour unrest,' power' sl1(,ddirig, pre-occup~tion with export order 
of wagons and due to disagreement on prices of DC/EMU coaches 
resulting in stoppage of production for about 1 year and 10 months 
from January, 1972 to November, 1973. The Committee have already 
drawn attention to the loss of production in Jessops on account of 
delay in settlement of prices in para 8 of their Second Report and 
have impressed on Government the need to ensure that the present 
~get of 6/9 coaches per month is kept up by Mis. Jessops and that 
every effort is made to clear the back-log in the manufacturing pro-
gramme. The Committee observe from the latest reply furnished by 
Govemment that between December, 1973 and October, 1974 MI •. 
Jessops have delivered 63 coaches only i.e. at the lower level of the 
delivery rate agreed to by the firm. As Mis. Jessops are now in the 
pUblic sector, the Committee would like the Ministry of Industry and 
Civil Supplies to, eusure that the firm achieves tbe targeted capacity 
and is able to deliver at least upto ,9 coaches per month, as per the 
agreed programme. 

5.61. The Committee would like the Ministry of Railway to accord 
high priority to construction of second class coaches, particularly 
sleeper coaches, in their future programme of procurement of coach-
ing stock and also to intensify research on improvement of the pay-
load of such stock. The Commit.tee would also urge that effort!! 
should continue to be made to improve amenities in the second class 
coaches partic:ularly on long distance trains. 

5.82. In regard to the shortfall of as much as 165 out of 200 N.G. 
coaches programmed for the Fourth Plan, the Committee have observ-
ed in para 9 of their Fifth Report as follows:-

"The COmmittee regret that it should have taken about ,t~o 
years for the Ministry to take a decision on the questlDD 
of manufadure of N.G. coaches in the light of the Report 
of tbe Uneconomic Brancb Lines Committee which was 
submitted to Government in December, 1969. The COmmit-
tee desire tbat at. least for the Fifth Plan, the requirements 
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for each ef the "Illes, ;p8Bticularly "itte 'lIW'IVwgauge, 
should hethor8tllJhly gOlle'iIIto and JhN~'ftIllktieally,.year. 
wise, :havi.r"gvd to tthe prelellt itpen8tlnd 'the -penpec· 
tiv.eplans ,of <the .&aUw.,. •• 

5.63. 'I1te.Committee .woul. ;)ja., ,to ,weltefttte the ,tl1ftwe 't'eeonunen· 
dation and urge that action taken in pursuance thereof 'may 'beint!· 
mated to them at the earliest. 

'D. ·Replacement. cjf Overage Stock 

5.64. The No. 6f overage stock as on 31.3-1969 was as folows:-

Loc:omotives 

Wagons . 

,Coadles . 

2,058 

3a.8S3 

7,236 

.5.65. In his Memorandum to the Commlttae,the sFinancialCom· 
missioner ,for Railways has stated:-

"During 'the Fourth Plan period, on 'the basis of 'funds 'avail· 
lible,it is expected that (a) 419 'Main Line Diesel Loco-
mClti\'es, '23 Diesel 'Shunters, 45 Electric 'Locomotives and 
124 Steam Locomotives will be placed in service on reo 
,plU&ment account leaving 844 .locomotives on Broad 
Gauge, .473 on the Metre Gauge and 227 on the Narrow 
Gauge (all in steam equivalents) to be continued in service 
o\\eTagej .(b) 3200 bogie ,pai16enger vehiales will be reo 
plac:ed leaving 297,4- bogie coaches of all gauges in ser-
,vi(l!e, ~yondtheir normal life; ,and ,(0) 35,628 w8Rons (in 
terms of 4-wheeJ.ers) will be r~laced as under:-

:1Imad ,Gallle . 

Metre Gauge . 

.NaaowGaqae 

'fOTAL . 

as,45° 
7,lh6 

2,362 

"Does not include'ibout aooo' GYeIIIID. Eeit1acal; III81tburied Itll8kJ reuiatd. in service on 
cerdidrbasll. 
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By. the end· of- the Fourth Five Year Plan, all wagons which 

have outlived their normal life ot 40 years on Broad. 
gauge, 4S" years (i.e •. 5 years: more than the normal Itfe) , 
on metre gauge and; 50 years (i,e, 10 years more than the 
normal life) on Narrow. 'gauge would be replaced," 

5,66, A statement shOWing- the' number of overag~ RplIing Stock 
on line and its percentage to total stock at the commencement as 
well as at the end of the 4thFHan (anticipated) ii.shown in Appen-
dix VI. The year-wise targets 'and actual replacement of Locomo-
tives, Coaching stoelE- and- wagons during the Fourth Plan are given 
in' ItP.pendices VII, VIn and IX respectively, 

5,67, It. wm be seen from Appendix VI that the percentage of 
overage s-toek' as at· the commencement of the Fourth Plan lind at 
its concluaicm was 88 follow,,; __ 

BG MG NG 

A B A B A, B' 

Loaomotlves , 17'21 11'45 15'21 10'41 49'53 57'1 

Coaches 20'711 1J'99 19~80 12'52 53'79 53'69· 
Wagons 5'62 4'11 13'95 II' 35 60'84 63. 88 

(NOTE ·:-A ,deaotes. the pDlition ... OD 31-3-69 
B'IIenOIea the position as on 31-3-74 

5.68~ The statements given in \ Appendi~ VIJ--IX show that the 
targets and actual achievements in regard to replacement: of- over-
age stock during the Fourth Plan were as under:-
_______________ .. __ . _ .... ---_ .•. _,0_-.-. .. ,-_.---- .. _----_ .. _---"_. 

TB1'Jd Actual Excealof Remarks 
Shmf.U 

._"---- 2 3 4 -------(A, lJocOflfO,iDft BG 37 42 ts 
(~ Steam MG 117 104· t17 

MG 
" (h, Djeael • BG 302- 302 Nil -To replace 714 

Steam Locos. 
MG no" 68 -42 "TorepllClc 275 

Steam locos, 
NG 30t 10 -20 t'n) replace 60 Stean 

10e0s. 
(c) Electric BG 

MG 
S3 3% -21 

NG 

___ Gr_In_d_Total. _____ . ____ ~!! __ , ___ '-S~ __ .. __ ._~I_. __ ._, ____ . 



(B)CoIclIca 

~raDd Total 

(C) Wagons. 

• BG 
MG 
NG 

DG '. MG 
NG 

118 

:z 

1,00 
ISoo 

200 

]200 

·*Z9,9IS 

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

1018 
1038 

29 

lOS, 

3. 

-482 
~ 
.-17 

-III, 

-4531 
~3S 
-112 

4 

I • 

24.0QJ6 . -588z *.·The or,isiDal tllr,c,t 
revised to 39.918 
wlIOns only in 
August 1974 • 

-... _------. _._---
5.69. Explaining the reasons for -shortfaU, the' Ministry have 

stated as follows: 

Locomotives 

(i) On Broad Gauge, 5 .. steam locomotives were placed on line 
in excess of, IV Plan target, due to throw forward from III Plan. 
However, the.re was a shortfall of 21 Broad gauge Electrical Loco-
motives. This was mainly due to shortage in supply of matched 
equipment sets by Heavy Electricals (India) Ltd. Bhopal. 

(ii) On Metre gauge, 17 Steam Locos Were placed. on linE' in 
excess of IV Plan target, due' to throw forward from III Plan. 
However, there was a shortfall of 42 Diesel Locomotives, only due 
to shortage in supply of matched sets by Heav:Y' EleCtricals (India) 
Limited, Bhopal. - i 

il r j 
(iii) On Narrow Gauge the shortfall of 20 Locomctives was on 

account of non-availability of the detailed design of low-horse 
power diesel locomotives. A firm decision to manufecture thE'se il! 
under review in the light of the oil crisis. 

5.70. In reply to a question to what extent this shartfael hAd 
affected the operational efficiency of· the Railways and what steps 
had been taken to ensure regular supply of the matched eql1i pment 
for these lQcos; the Ministry have stated that the ~'educed avail-
ability of locomotives on replacer."erit account necessitated conti-
nued utilisation of existing locomotives due to be withdrawn from 
service. There was, however, little effect on traffic because the 
level of traffic actually carried was also lower than anticipatton. 

5.71. Regular coordination meetings are held with .B.H.E.L. and 
Railways to ensure timely supplies and approximately 11 meetings 
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?8Ve ,been hel~ In the laet two years. B.H.E.L's performance hu 
Improved conSlderably in the immediate past. 

Coaches 

,(i) Thelhertt«lI' of 482~road gauge and 462 metre gauge coaches 
on replabement account dtu'ing the IV Plan period is 'due to':' , 
.' /II ., 

(8) PNduction of BG/MG coaches against outstanding orders' 
~,~on additdonal account programmed 'in Rolling Stock Pro-

gramme prior to 1969·70. 

(b) Dive,l:~on of part of Integral Coach Factory capacity to ,the 
extent ~, 119 Broad Gauge coaches for m~eting export 
order&, ' 

(ti) On Narrow Gauge the shortfall was 171 coachesl the reason 
being that with due regard to the recommendations of Uneconomic 
Branch Line Committee and the proposed gauge conversion etc, 
the question whether replacement of Narrow Gauge coaches should 
be airange(i or not was under consideration. The floal orders to 
undertake manufacture of 200 Narrow GaII1ge coaches during Fourth 
Plan .'could thus ,be is;sued .on 26th October, 1971. Taking the lead 
time for material schedule being drawn up and procurementQf the 
items, it could not be possible to bUild the required number of 
coaches during the Fou~th Plan period. The planning ,is to get the 
rem~in,iItg coachcs completed in the Fifth Plan period. 

Wa.gons , 
(i) Recession iri'"the engineering indu'stry; 

(iD 4bour troubles particularly in the Eastern region, 

'(iii) Some ot the iWagon Production Units were closed down/ 
sick on their internal account" 

, " ,.' '. ! 

'5.72, It is significant that against the earlier~a'rgct of 25340, the 
actui!' production was 24,03~. i.e. a shortfall, of 1.304. "['he ~evision 
in target was made only in August, 74 and as suc-h could not make 
a significant im,pa.ct in enhanced production. 

5.73. In reply to a question about the outlay and actual expendi. 
~ul'e On replacement Of rolling stock, the Ministry of Railways have 
stated that during the Fourth Five Year Plan (1969-1974). '&. 274JH 
crores were provided in the Railway Budget for replacement of Rol-
ling stock. The actual expenditure incurred on this account during 
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the first four years of the Fourth Plan (196~1973) was Rs. 201.2.1: 
orores. Firm figures of, actual expenditure for the year 1973-74 flre 
at presen.t not available. 

5.74. The Committee note that there was a shortfalli of> 62 diesel 
(42 MG and 20 NG), and 21 electric (BG~ locos against, the pro-
gramme of repla~em6'llt of 140 diesel (110 M.G and 30 NG) and 53 
electric (BG) locos during the Fourth, Plan, The sIIortfail in the case 
of~ BG/MG diesel! electric locos is stated. to be due to shortage In 
supply of'matched sets by HElL. Bhopal, while on theNG, the short. 
fan was on account of non-availability of the detailed desips of 
low-horse power diesel locomotives. As· the position in regard to 
supp~y of electrical equipment from HElL, Bhopal has now improv. 
ed, the Committee would like the Ministry of Rail\\rays to ensure 
that the short.fall is made good as quickly as possible. 

5.75. So far as NG· diesel locomotives are concerned, the Com. 
mittee would, urge tbat. in· view of the oil crisis, a decision on the 
qllestion of, manufaclure of' such locomotives may be expedited. In 
case iUs.decided not to take up the manufacture of such locomotives 
the. qllestinn of replating the existing overage steam locomotives by. 
resuming manufacture of imprOVed type of locomotives should be 
aceordecl due priority. 

5176. So far as coaches are concerned. the Committee regret to 
note that there was a huge shortfall of 1,115 coaches agaidst. the Plan 
programme of replacement of 3,200 coaches. The shortfall 
was 482 on BG, 462 on MG and 171 on NG against the targets of 
],500 each on BG and MG and 200 on NG. Replacement of old BGI 
MG coaches is stated to have suffered due to the capacity having 
been utilised tD meet tbe outstanding orders for production on addi-
tional account placed prior to 1969.70 and diversion of capacity in 
the Integral Coach Factory to the extent of 119. BG coaches for 
meeting export orders. The Committee would like til. Ministzy of 
Railwaf8 to fix a target date for replac&IIlent of overage' BG fMG 
coacbing stock and to gear up the production. capacity accordingly 
so as to ensure iti achievement. according to schedule. 

5.77. The Committee further regret to observe that the final order 
to. undertake manufacture of 208 NG (Indies' was· issued as late as 
in October; It'll and' that only %,9 coaches could' be replaced during 
t.be Pourth plan period. 'Die Committee trust· that all' overage coach-
inc stock on the NG would be replaced by theeml'of tbe Fifth PleRj 
ai' per· the re'Wsed pJ'oKl'amm •. 
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5.78. So far 8. "' ..... are eoneerned, the Committee observe that 
the orilriaal 1R0gramme of replaeement of 35,828 warons (in terms 
of 4-wheelen) was redueect to 25,340 wagons but raised again to 
21,918 in August, 1974 for reasons not explained to them. The actual 
number of WqoJlll placed Ob line on replaeement account fell short 
of the revised target of August, 1974 by 5,882 and by as much as 
n,592 wagons vis-a-vi!'. the original target. The Committee would 
like the Ministry of Railways to ensure that all warons which have 
outlived their normal life are replaced by the end of the Fifth Plan. 

5.79. As the pereentage of overa,e wagon stoek on the narrow 
'<auge has adually gone up from 60.84 as on 31st March, 196.9 to 
1;:1.88 . as on 31st Mareh, 1974, the Committee would lik& the Ministry 
ilf Railways to pay greater attentJon to the replaeement of sueh 
wagons during the Fifth Plan so that the percentage of overaee 
wagon stoek on the narrow gauge is at least bought on par with 
the position obtainine on tbe other two gauges. The Committee 
stress that in retaining the overa,e stoek in operation the safety of 
the travelling public should under no dreumstancesbe overlooked. 

F. Overdue Periodie Overhaul 

5.80. The Committee called for data regarding locomotives, 
coaches and wagons overdue for periodic overhaul at the comemnce-
ment and conclusion of the Fourth Five Year Plan, together with 
reasons for the continuing backlog, if any, and the steps proposed to 
be taken to overtake the arrears. The· Ministry have accordingly 
furnished a statement showing the no. of rolling stock overdue for 
periodic overhaul at the commencement and conclusion of the 
Fourth Five Year Plan. The same is reproduced in Appendix X. 
Explaining the reasons for the continuing backlog, tbe Ministry 
have stated as follows: 

(i) Steam Locomotives:-

5.81. The overdue POH position of steam locomotives has shown 
a ::oUght increase. There were 2.29 per cent of steam locomotives 
overdue for POH at the end of the Fourth Five Year Plan. The 
marginal increase in overdue percentage is attributable to the staff 
agitation during 1973-74. An intensive drive has beeD launched to 
bring about improvement by starting the manufacture of spare com-
ponents for steam locos at CLW so as to make adequate avaUabiltty 
of spares to the Railways. 

1151 L.S.-9. 
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5.32. It is also mentioned that ateam loc01'll9tives have now to be 

\ept in service far' beyond their normal life. No new steam loco-
motives are being built and the existing beet of steam locomotives 
is ageing ,but they have to be kept in servic\1' owing to the oil crisis. 
This is throwing considerable strain on the maintenance ot'ganisa-
tion for steam locomotives. 

(ii) QieseZ Locomotives. 

5.83. There were 6.67 per cent of diesel locomotives overdue for 
POH at the end of the Fourth Five Year Plan. This is attributable 
to delayed supplies of imported components. The foreign suppliers 
are finding it increasingly di1ftcult to obtain castings and fqrgings 
due to restrictions imposed in those countries to avoid pollution. 
However, special dorts were made and an officer was deputed to 
contact the supplying firms for expediting the supplies of these 
components and the supply of these vital components has now 
started coming in and the ineffective percentage is likely to show 
further improvement. There have also been serious staff agitations 
during 19n-74 which have affected the maintenance and availabi-
lity. 

(iii) Electric Locomotives. 

5.84. There were 9.7 per cent of electric locomotives overdue for 
POH at the end of Fourth Plan. AdditiQllal facilities for undertak-
ing POH of electric locomotives are being !>roposed at Kharagpur 
Workshop of South Eastern Railway and a new shed is currently 
under erection at Bhusaval on Central Railway. This is in addition 
to the capacity set up at Kanchrapara for handling POR locos. 

Coac1t.~s: 

5.85. The overdue POR poSition of coaching stock has improved 
at the end of Fourth Plan as compared to the position at the begin-
ning of Fourth Plan. 

5.86. The position is still not up to the mark, because a number 
of coaches have been affected by heavy corrosion. Since coaches 
affected with corrosioll involve heavy repairs, additional capacity 
is being developed to deal with this' serious problem. In addition 
to the' repaits and special treatment, to steel panels, the Research & 
Development Organisation at Lucknow is also investigating what 
eftectivemeasUres are necessary to combat corrosion. To deal with 
the present situation, the outturn of cOil'rosion affected coaches is 
being stepped up in the workshop to the maximum ~xteht poSBible 
pending provision of additional facilities. Those Railways where 
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some repair capacity is available, are being asked to assist· other 
Zonal Railways where the workloiad in this category is heavy. 

5.87. Asked about the total holding of such st.ock in service and 
the steps being taken to recondition the damaged coaches so as to 
improve their life expectancy. the Ministry have replied that the 
exact number of steel "bodied coaches in service is not available 
and can be ascertained ~ly after obtaining information from the 
Zonal Railways. However, on the basis of the coaches manufactured 
by Integral Coach Factory, Bharat Earth Movers Limited and 
Jessop, since inception of these units, the number of steel bodied 
coaches on the Railways may be taken as 20,000 approximately. 

5.88. Detailed instructions fo;r inspection and repair of Integral 
Coach Factory coaches for corrosion, in Railway Workshops and 
sicklines have been issued to the Zonal Railways. Instructions have 
also been issued to the use of corten steel on coach construction tn 
avoid corrosion and maintenance problems. 

5.89. The problems of corrosion in Integral Coach Factory and 
Bharat Earth MQvers Limited coaches have been examined in detail 
by the committee of Integral Coach Factory and R.D.S.O. Officers 
in January, 1974. A summary of the various steps taken so far is 
given be] ow: -

1. Stllndardis/lltion of Layouts. 

5.90. Central lavatories are being eliminated in the modified lay-
outs of the Broad gauge and metre gauge coaches. 

2. Adoption of high strength tow alloy mel at corten type fOf' 
coach b1Jildif19. 

5.91. RD.S.O. have been following up the indigenous develop-
me"t 'nf the corten type steel. The regular indigenous production 
may take some time. Therefore, for the !>resent, corten type steel 
required for coach building purpo,ge has to be imported. 

3. pesign of new underframe .lor Integral Conch Factory Coaches. 

5.92. Action is being taken to develop a new type of LJnde~a~e 
to avoid heavy corrosion. . .. . 
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•. Sn-engthentng of ,ole, bar, on Inteflra.l Coach Factory design 

cotlehel. 
5.93. The study indicates that the sole bars at the door-way of 

the coach required to be strengthened. Accordingly proposals for 
atrengtheni.ai the sole bars of Integral Coach Factory coaches are 
under consideratiQtl. 
5: Window sealing arrangements 

5.94. Window sealing arrangements are being incorporated both 
for Broad Gauge and Metre Gauge coaches. A design has also 
been developed for window sealing on existing coaches. 

6. Sta.ndaTdisanon of BTood Gauge TubuZaT Frame below uwatoTie3 

5.95. Proposals for standardisation of tubular framing below the 
lavatories of Broad Gauge Coaches are under consideration. 

7. Other co&osion preventive metl8UTeS. 

5.96. To avoid the possibility of moisture or other contaminant 
getting into the sole bar turn under pocket below the lavatories and 
at the door comer of Broad Gauge coaches, it has been found essen-
tial to provide a positive sealing arrangement. Suitable modifica-
tions are being implemented at Integral Coach Factory in consulta-
tion with RD.S.O. 

5.97. Draft instructions for corrosion repairs of Bharat Earth 
Movers Limited coaches have been made out by RD.S.O. and will 
be issued to the Railways after the studies are completed., 

5.98. In the light of experience, instructions already issued to the 
Railways are being upo.dated. 

5.99. Painting instructiQlls have been compiled and are to be issued 
shortly. 

5.100. Instructions have been issued that .,he otlicers of Southern 
Railway dealing with corrosion repair of coaches and the officers 
of Design Wing of Integral Coach Factory should hold periodical 
meetings with a view to bringing into foclls the improvements, 
methods of repairs etc. to minimise corrosion. 

'Waq07ls: 

!1.101. The pofIition of overdur· roH of wagon stock at the end 
of the Fourth Plan is not satisfactory. The high over-due percent-
age has generally been due to number of wagons not being given 
periodical overhaul to meet traffic demands for goods stock. More-
()ver, with the increase in the work content of wagons, existing 
POH capacity has been inadequate to meet the repair arisings. Not-
withstanding these handicaps I shortcomings, acute shortage of elec-
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tric PO:Wef aad ~trial ... all OVf:J,' ~, ~ Railway. ~ 
gether with labour 1lIU'e8t, particularly in ~e latara rq:iol\. hie 
generally seriously affected the maintenance of rolling .Itock. As 
far as electric supply is concerned. staDd.by power, ~ating &etf 
are being proceased for ma~ufacture/procurem~n~ for important 
workshops to supplement the present supplies. 

5.102. A massive drive has been initiated to expedite repairs to 
wagons by assistance being rendered temporarily by Engineeri~, 
Workshops and increasing the repair outturn both from Mechanical 
Workshops and sicklines. Action has also been taken to maximise 
Iltilisati(j,ll by pinpointing such stock that can be pressed int,o a 
close circuit movement with minimum repairs till such time they 
can be taken into shops for periodical overhaul. 

5.103. As a long term solution, expansion of five. wagonships UD-

dertaking POH is in hand on a new wagon POH Complex at Vijay-
wada is presently under construction. These additions will enable 
nonnalization of the overdue position. 

5.104. In a further note on the subject, the Ministry of Railways 
havr F::ated that the capacity for FOH of goods stock is inadequat~ 
to meet arisings. This is basically because the additions to wagon 
fleet during the 3rd and 4th Plan periods were heavy and repair 
capacity was not built up proportionately. Remedial action has 
now been taken by augmenting staff and facilities in nominated 
workshops. 

5.105. The Committpe are constrained to observe that the posi-
tion in regard to periodic overhaul of all types of rolling stock 
continues to be unsatisfactory. So far as steam locomotives are 
concerned, thp Committee do not see any reason why the position 
regarding overdue periodic overhaul should have deteriorated when 
the Railways had all along the requisite facilities therefor. The Com-

mittee would like the Ministry of Railways to see that the upkeep 
of such locos is improved and they are put to optimum use. 

5.106. The Committee regret to note that the percentage of in-
effective diesel locos is as high as 6.67. As these are very costly assets, 
the need for their proper maintenance cannot be over-emphasised. 
Th,. Committee desire that tbe position should be analysed in detail 
and prompt remedial measures taken to ensure that the diesel and 
electric locos are put to optimum use. 

5.107. The Committee view with grave concern that approximately 
20,000 steel bodied coaches hae been affected by heavy corrosion 
which involves very heavy and costly repairs. The Committee con-
sider tbat the reasons therefor should have been investigated muth 
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earlier. The Committee would now like a time-bound programme 
to be fOl1Dulated for repairing the damaged st.oek. The Committee 
stress that the design of coaches should be effectively improved in 
the light of experience gained and the advance in technology to eli-
min1"te chances of corrosion and to save on maintenance cost. 

a.108. The Committee further regret to observe that the percent-
age of wagons overdue for POH to total stock on line as on 31-3-74 
was as high as 25.27 on BG, 12.94 on MG and 8.51 on NG. This is 
statcd to be due to the fact that repair capacity was not built up 
to keep pace with the heavy additions to the wagon holdings during 
the Third and Fourth Five Year Plans and also due to the increased 
work content on wagons which have lately been subjected to large 
scale vandalism particularly in the Eastern Region. The Committee 
note that remedlal action to augm,ent that repair facilities is now in 
hand. They trust that expeditious steps would be taken by the Minis-
try to reorganise and rationalise the repair facilities on various zonal 
Railways with a view to maxbnising output. The Committee 
would like Parliament to be informed of the progress made in this 
direction through the Annual Reports of the Railways Board/Zona' 
Railways. 



CHAPTER VI 

FIFTH . PLAN OUTLAY AND TARGETS 

A. Traffie Anticipations 

6.1. The Committee enquired about the anticipatlorls with regard 
to growth of freight and passenger traffic in the Fifth Plan and the 
basis thereof. The Ministry of Railways have, in a note on the 
subject, stated that so far as the fixati'on of the freight traffic target 
during the Fifth Five Year Plan is concerned, it has to be appreciat-
0:1 that the Railway Planning has to be a part of the planning for 
the economy of the country as a whole. Railway planning is 
essentially derivative planning and is dependent upon the projec-
tions of growth in different sectors of the economy. While fixing 
the target for the freight traffic, Railways have necessarily tC' be 
gu:ded by the production targets furniihed by the user economic 
Ministries and the Planning Commission. As in the past, two inter-
ministerial groups were set up by the Railway Board to work out 
the projections of freight and passengers traffic during the Fifth 
Plan. The Working Group on Freight Traffic had projected a total 
of 335 million tonnes of origina ting traffic by the end of the Fifth 
Plan. The major increase was in re"3pect of steel plants traffic 
(inclll'iing raw materials). coal, iron ore for export. cement, POL 
products and fertilisers. This would have meant an increase of 
about 135 million tonnes over the anticipated traffic of about 200 
million tonnes that was expected by the end of the Fourth Plan or 
an increase of over 50 per cent in the Fifth. Plan itself. 

6.2. Considering that the maximum increase in any Plan period 
had been only about 47 million tonnes (Third Plan) and the fact 
that in all th~ Plans ':;0 far there was considerable sho!'tfall in the 
anticipations of traffic giveri by various Mini~tries the Railways 
considered the anticipated forecast of freight traffic as given by the 
Working Group on freight traffic as highly optimistic. According to 
the i",~ependent estimates made by them, the Railways had come to 
the conclusion that an anticipated annual growth rate of about 13 to 
15 millicn tonnes was a more reasonable assumption and that on that 
bAsis the feight traffic forecast of about 280 million tonnes by 
1978-79 seemed more realistic. The Planning Commission. how-
':?ver, after discussion with the concerned Ministries. has fixed a 
target of 300 million tonnes. 

127 
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6.S. In regard to Iloll-Bubwban traffic, Railways have estimated 

that the growth is expected to be about 4 per cent per annum in 
terms of passenler kms. So. far. as su~rban passenger traffic is 
concerned, the growth in difterent areas would be different varyrinl 
from 3 per cent per 8DJlum in Calcutta area to 6 pel' cent per annum 
in Bombay area, the overall growth being 5 per cent per annum. 

6.4. In reply to a question regarding the average annual increase 
in ~ight traffic during each of the earlier Plans, the Ministry have 
fumtshed the following information:- . 

Plan 

(m million tonnea ) 

AlIIlual 
aVerBle 
increue 

in freight 
traffic 

Total 
increale 
infreiPt 
triflic 

----------------_ ... __ ._---_._-----
First Five Year PlaD 

Second Fin Year Plan 

Third Five Year Plan 
.. ler Plan yean 

(1966-67--1968-69) ''''' ,II. ~ 
Fourth Five Year Plan 

4·58 
8.08 

'·3S 

0.33 1.00 

0.78- 3.9'" 
-3.8@ -J9.0@. 

*00 the buia of 1969-70 figurea when the traffic lifted was ma"imum in the Plan period. 
® on the basis of 1973-7' figures. 

6.5. The highest increase in anyone year during the last 23 years 
was in 1962-63 when freight traffic increased by 18.3 million tonne~. 

6.6. Asked about the views of the Planning Commission in regard 
to the traffic targets of the Fifth Plan, the representative of the 
Commi·,g;on stated during evidence that they took an integrated 
view as to how the various sectors of the economy were likely to 
develop and on the basis of such a study they prepared a very detail-
ed input-output table. Thereafter, based on the availability of 
resources, physical targets were set oU$. So far as Railways were 
concerned, a Working Group had been ~t up to WQrk out targets of 
originating freight thraffic during the Fifth Pian taking into account 
the physical targets for different sectors of the economy. While 
every effort we made to make planning as realistic as possible, one 
important consideration pefore the Planning Commissi~n was that 
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read one should point out that transport had become a bottleneck for 
the deve1oap1le1lt of other core sectors of the economy, particularly 
when it took five to seven years for line capacity to be developed. 
The Working Group had, therefore, taken the view that it would be 
better to err ontbe safe side by targeting for a capacity of 335 
mimon tonnes by 1978-79. 'lbe Planning Commission had, however. 
fixed a tentative tar,et of 300 million tonnes. It had been sug-
gested to the Railways that, in so far as the question of procurement 
of wagons, locomotives,' etc. for handling the projected increase in 
traftlc was concerned, they may initially plan of 280 million tonnes: 
and the balance 20 million tonnes might be carried by improving the 
performance and in case the trend of traffic growth corresponaed 
to the projected increase of 335 million tonnes visualised by the· 
Working Group, procurement of additional rolling stock could be 
arranged within a short time lead of about two years. He assured 
the Committee that the traffic targets would be kept under constant 
watch. 

6.7. In reply to a question whether the Fifth Plan target of 280-
million tonnes was not over-pitched keeping in view the fact that 
at the end of the Fourth Plan the traffic was only 185 million tonnes, 
the representative of the Planning Commission stated that the 
matter had been gone into in detail by the Working Group which 
had in fact 'sUggested a target of 335 million tonnes. Coal and steel 
production was expected to go up considerably during the Fifth 
Plan. Coal production in particular was expected to go up from 
about 78 million tonnes at the end of the Fourth Plan to 135 million 
tonnes by the end of the Fifth Plan. Out of this 157 
million tonnes of additional production, a major portion would come 
to the Railways for movement. The production of iron ore was also 
expected to increase from 37 million tonnes to 58 million tonnes 
during this period. Thus these two commodities alone may contri-
bute upto 60 million tonnes of additional traffic to the RaHways. 
He. therefore, thought that taking all bulk commodities into c:onsi-
deration, the target of 280 million tonnes did not appear to be un-
realistic. The effort of the Planning Commission was to strike a 
compromise between those who wanted to place ambitious target..'l 
before the country and others who wanted to go by past perfor-
m'ar.roe"slone. 

6.8:. The Committee enquired whether the R'lilwaYR' Fifth Plan 
had been reappraised taking into consideration the oil Crisis and the 
escalation in prices. The representative of, the Ministry stated that 
an overall appraisal of the draft Fifth Plan had not yet been d'One. 
They were calculating on a ~everaIIy restricted annual plan basis 
and had curtailed their expenditure considerably. The represen-
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tative of the Planning Commission added that if the physical targets 
remained the same, the Railways would need addltionu resouree~ 
because of price escalation. 

6.9. The Committee observe that the Wo.rkiDl Group on Freight 
Tranie had projected a total of 335 million tonnes of originatilNt 
traffic by the end of the Fifth Plan. The PlanninK Commisaion 
~ave, however, tentatively fixed a target of 300 mUUoa tonnes i.e., 
an increase of about 115 million tonnes over the actual originating 
traffic carried by the Railways at the end oJ tbe Four.th Plan. Plan-
ning of resources has been restricted for the present to a target of 
280 million tonne:. which the Railways consider to be more realistic. 

6.10. The Committee note that the Railways cxpect an annual 
growth of 13 to 15 million tonnes of originating traffic over thc 1969· 
70 level of traffic (207.9 million tonnes). They find that the maximum 
incrcase in traffic during the last 24 ycars of planning, occured in the 
Third Plan period when the average p.nnual inzrease was of the or-
der of 9.35 million tonnes. In the Fourth Plan, the traffie actually de-
clined by 1.9 million tonnes in 1973-14 as compared to 1968-6'. 

6.11. While the Committee appreciate the concern of the Plann-
ing Commission and the Railways to fix realistic targets they consi.-
der even the present anticipation of 13 to 15 million tonnes of addi-
tional traffic per annum may prove to be on the high side. In this 
connection, the Committee wou.ld recall that in his Budget speech for 
1974-75 the Railway Minister had made a "ho.peful assumption" that 
the ~ilways will carry 25 million tonnes of additional traffic in that 
year over that expected in 1973-74 i.e., 217 million tonnes). However, 
at the time of mid-year appraisal it was realised that the traffic would 
not exceed 197 million tonnes. The latest assessment is that it would 
'be about 192 million tonnes only. Even after making allowance for 
the loss of 11.8 million tonnes of traffic during the period April to 
June, 1974 because of the Railway strike, it would be apparent that 
the e~timate of 217 million tonnes of originating traffic for 1974-75 
which was the first year of the Fifth Plan, was very much on the 
high side. 

(i.12. The Committee note that in the current year' (1975·76) the 
Railways e~pect to achieve t.he target of 210 million tonnes i.e .. an in-
crease of about 18 million tonnes over the anticipations for the last 
year. which again appears to be on the high 'lide. 

6.13. The Committee, howeer, learn that coal and steel production 
is expected to go up considerably during the Fifth Plan, and that 
tlwse two commoditic!' alonc may contribute upto no million tonnes of 



additional traffic to the Railways. The Committee have discussed ab-
out estimates of tr&fBc for these and other commodities in subsequent 
sections of this Report. 

6.14. The Committee note that a reappraisal of the targets for the 
Fifth Plan including that of the Railways is in progress. The Com-
mittee would like the Planning Commission IGovemment to fix real--
istic targets l~eeping in view the performanee of various sectors of the 
eeonomy, the likely growth and changes in the pattern of tramc and 
other relevant fadors: The Committee stress that the position should 
be kept under continuous watch and reviewed from year to year so 
as to ensure that the investments made in the Railways are fully war-
ranted by the needs of the traffic and that they generate enough re-
tums to meet at least the dividend liability in full. 

B. Financial Outlay and Physical Targets 

(a) Outlay 

6.15. The Ministry of Railways have informed the Committee that 
the Railways had sought an outlay of Rs. 2,915 crores for the freight 
traffic target of 300 million tonnes. Against this, the Planning Com-
mission have tentatively allocated a sum of Rs. 2350 crores or a re-
duction of Rs. 565 crores. 

6.16. The Plan outlays under various heads as suggested by the 
Railways and a':; provided for by the Planning Commission in the 
draft Fifth Five Year Plan are indicated below:-

l'lan l'lead 

1. Rolling Stoc:l< . 
2 Machiner~'& Plan' 

-" Track Renewals 

4· Bridge Works , 

S. Line Capllcily Works 

(R" in crorcs I 

:\~ 
suggested 

by 
Raihvays 

1,160 

40 

;240 

60 

550 

.-\~ 
rropo~cJ 

',,' 
Planning 
Commis· 

sion. 

900 

",0 

200 

fo 

SOO 

6, Signalling & Sardy wNks IlS 110 

----_._-- ._ ... ----- -_ .. _ ... _ ..... _- ~-----­
~-- -'--"-- ._---_. 
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I :I 3 
.. _- -._ .. _----

7· Worbbop 6: Sheds • Z0 5 120 

8. BIec:trific:atk • 120 130 

9· Oth« BIectrical Worb 20 20 

10. Staft'Quuten 55 ~ 
u. Staff Welfare • 20 20 

12. l}Hft' Amenidee 20 20 

13· NcwLines 100 100 

14· Investment in ROId Service. 100 30 

15· Other specified Worb 20 20 

16. InveDtories 80 so 
TOTAL 2,915 2·350 --

6.17. The Ministry have added that while the target of ori~nating 
traffic has been fixed. by the Planning Commission as 300 million ton-
nes, provision of rolling stoek is, however, being made on the basis of 
280 million tonnes of traffic. This would, however, be reviewed at 
the time of the mid-term appraisal on the basis of actual materialisa-
tion of tramc. Even for this level of traffic, the requirements of funds 
for rolling stock work out to Rs. 1,030 crates based on 1972-73 prices 
against which the provision made by the Planning Commission is for 
Rs. 900 crores on the assumption that cost per unit may come down on 
account of bulk procurement. This assumption is not proving to be 
correct. For achieving the physical targets of procurement of rolling 
stock, the requirement of funds, based on the latest price trends, are 
in fact, likely to be more-anything from 20 per cent to 25 per cent-
than the cost of Rs. 1,030 crores originally estimated by the Railways. 

6.18. Based on 1972-73 prices, the requirements of funds for rolling 
stock for the targeted level of 300 million tonnes, work out to 
Rs. 1160 crores which figure is likely to go up by at least 20 per cent 
to 25 per cent if the current prices are taken into account. If the 
Railways are to be required to handle this level of traftic, it would 
not only. be necessary to obtain more funds to the tune of Rs. 260 
crores to come up to original estima~s but perhaps even more to 
cater for the price escalation. 

6.19. LikeWise, it would be necessary to restore the outlay of 
Rs. 205 crores for 'Workshops Be Sheds' proposed by Railways agaJnst 

,Rs. 20 crores accepted by the Planning Commission. In prder to cater 
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a very substantial increase in freight as well as passenger traffic dur-
ing the Fifth Plan, it would not only be necessary to augment the 
fleet of wagons, coaches and locomotives, but it would be equally ne-
cessary to provide adequate facilities for satisfactory maintenance 
thereof. For this purpose, the Railways will have to considerably ex-
pand the sickline and workshop facilities. Setting up of a few units 
for production of wh£els and axles, traction motors and gears and 
certain other critical items with a view to save considerable foreign 
exchange otherwise involved in the import of such equipment, woul" 
also be necessary. ~ 

6.20. In the context of oil crisis and escalation in prices, the draft 
Fifth Five Year Plan is presently being reappraised. The Railways 
are re-assessing their requirement of funds for developmental activi-
ties and shall be finalising the same in consultation with the 
Planning Commission. 

(b) Commodity-wise targets 

6.21. This following table shows the commodity-wise targets for 
the Fifth Plan vis-a.-viB the actuals of the Fourth Plan:-

(In mDlion tODDel) 

Fifth Plan Targets _______ Fourth 

-_._._-_ .. -- ------
I. S"" P.,rs 

. Finiehei Product. 

Raw Mlteri.l. 

2, C., 
Steel PIaote & w .. lieries 

Othen 

3, Iroe Ore for 8xl'Ort 
,.. Cement . 

As Pro-
jected 
by the 

Worting 
Group 

1a'0 

3,'0 

4'7'0 

,2'0 

'79'0 

2'7'0 

21'0 

As ap-
proved 
by the 

P1annlna 
Commis-

,ion 

u'S 

35'0 -
46'S ---'. 

32'0 

63" ---
II'S 

d'o 

Plan 
Actuals 

6'1 

IS'9 --
22'0 

1'7'0 

30' 5 

,,' 
10'0 
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GBMral 
Fooc:Ipaiaa 

POL 

Fenlli8C1'1 

Othergoodl 

TOTAl-Revenue Traflic 

Railway Coal • 

Railway Materiala • 

GIlAND TOTAL • 

17'0 

19'0 

10'0 

104'0 

310.0 

13'0 

335'0 

3 

16'0 1.'6 

15'5 10'2 

15'0 5'S 

50'0 ... ~ 
96'~ 74. 8 --
27~·0 162'" 

13'0 15·1 

12'0 7·6 

25. 0 22·7 

300·0 185. 2 -- ---
6.22. In reply to a question whether targets for various commodi-

ties had been fixed in terms of net tonne kms., the Ministry have sta-
ted that the details of origin-destination pattern of traffic are not avail-
able to work out precisely the anticipated load for each commodity. 
In the absence of this information, projections of the anticipated lepris 
have to be based on the past trends as well as certain known develop-
ments. 

6.23. The Planning CommiS'sion are of the view that the average 
lead of traffic in the Fifth Plan is likely to drop to 630 kms, in 1978-
79 as compared to 678 kms. in 1972-73 and 662 kms. in 1973-74, In 
view of the substantial increase in the short lead traffic like coal and 
raw materials to steel plants etc. anticipated during the Fifth Plan, 
the Railways have come to the conclusion that the average lead of 
traffic in the Fifth Plan may not be higher than in the Fourth Plan 

. and on a rough estimate the figure may be around 660 kms. Planning 
of re.;ources of rolling stock has been done in the Plan document on 
the basis of an overall target of 280 million tonncs of freight traffic 
and an average lead of 660 lans. H(\wever, no traf8c target in terms 
of net tonne kilometres commodity-wise, as such hal; been prepared. 

6.24. In a further note, the Ministry have added that while no tar-
gets in terms of net tonne kms., commodity-wise, have been wrmulat-
'ed and notified by the Railway Board for making the assessment of 
. the requirements of rolling stock, these figures have nec\!ssarily to be 
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worked out and this has been done in respect of Fifth Plan also. This 
assessm"9lt has been made by adopting the figures of originating ton-
nes within the overall target of 280 million tonnes and by making cer-
tain assumptions regarding the average lead for each major commo-
dity based on the past trends and known developments. 

6.25. In reply to another question about the expected lead of traffic 
in various commodities 'during the Fifth Plan, the representative of 
the Ministry of Railways stated during evidence that the pattern that 
had been prevailing over the last 10 to 11 years was known. k~cord­
ing to their calculations the lead was not expected to drop to t \e ex-
tent envisaged by the Planning Commission because the originating 
disposition of the resources was not going to be materially different 
from what it was now. The demand pattern would also continue to 
be more or les.; the same. They, therefore, thought that the lead was 
expected to be nearer 660 kms. rather than 630 kms. visualised by 
the Planning Commission. He added that the question of lead had 
not yet been settled and there was still argument going on between 
them and the Planning Commission about the likely increase in lead 
during the next five years. The present position was that the Railways 
were geared to carry 235 million tonnes with an average lead of 630 
kms. and in case the lead stabilised at a level of 678 kms. reached in 
1972-73, they would be able to carry 215 million tonnes only. In other 
words, their total freight carrying capacity at present was 148 billion 
net tonne kms. 

6.26. Asked to clarify the position in this regard, the repre;;entative 
of the Planning Commission stated that the additional traffic which 
they were expecting was mainly short lead traffic. The average lead 
of each commodity had been assumed to remain at the level of 1971-72 
and the weighted average came to 630 kms. Since a substantial por-
tion of the additional traffic in the Fifth Plan was short lead traffic 
relating to raw materials for steel plants, the same had influenced the 
downward estimat€ of lead. He added that in regard to rolling stock 
investment' plans of the Railways for the Fifth Plan, both the para-
metres namely originating tonnage as well as' lead weT" taken into 
account' as it was not possible to work out the requirements of rolling 
stock without'such calculations. 

6.27. 'l:he COlfunittee' note that in the absence of details of ori~n­
destina~i~n ";'tt~J,'n:~ tJ,'~fIlc, Govllr~,ment have not laid down targets 
for the major commodities in terms of net tonne kms., and that ~ven 
in regard to' th~ 'o'verall ill crease i~ the ave.r~ge lead of trame' during 
the Firt'il' ~ta~:'Uuire is a marked vari~tioll irdhe views of the Mlnlstry 
of Railways and t'tiePlanning Commission. While the Railways think 
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that there is not lOin, to be any appreciable drop ill the averale lead 
as recorded. in the Fourth Plan and that it may be around 660 kms., 
the Planing Commission consider that since a substantial portion of 
the additional traffic wo1l1d be short lead tramc. particularly of raw 
materials for steel plants. the weighted averale would be about 630 
kms. only. 

6.28. In this connection. the Committee would refer to paragraph 
5.1 of the Report of the Working Group on Freight Traffic during the 
Fifth Plan where they have observed that "normally, with the dis-

persal of various industries it would be reasonable to assume that th~ 
average lead of freight traffic would reduce durinr Fifth Plan pe-
riod. It is, however, of utmost importance for the concerned Minis-
tries/Public Sector Undertakings to take this aspect into account and 
furnish the pattern/lead of traffle to the Railways SO that they could 
plan on a reaiistie basis for the work-load expected from them." 

6.29. The Committee regret to note that the factors which have 
inhibited the Railways from planning realistically in the preceding 
five year plans viz. the absence of commodity-wise targets for each 
year of the Plan both in terms of originating tonnage and the lead for 
each stream of such tramc determined in the light of detailed data and 
actual field conditions, continue to hamper Railway Planning in the 
Fifth Plan. In paraJraphs 1.24 and 1.26 of this Report, the Committee 
have already stressed the need for specifying the total dimensions of 
the transportation job expected of the Railways by laying down com-
modity-wise targets both in terms of originating tonnage and net 
tonne kms. They would, therefore, urge the Planning Commission/ 
Railways, to obtain the requilliite data regarding direction/destination-
wise break-up of traffic for major commodities from the Ministries/ 
Public Undertakinp concerned to enable realistic plannia,g for rolling 
stock and line capacity works to be undertaken, particularly the latter 
which involve very heavy investments on fixed assets that cannot be 
transferred elsewhere. In a later section of this Report, the Commit-
tee have drawn attention to the observations made by the Public: 
Accounts Committee regarding inadeq.ate utilisation of the additional 
capacity created by the Railways at a number Of places. The Com-
mittee would, therefore, like to stress that the Railways should exa-
mine critically the estimate of additional traffic likely to be generated 
and the eamings therefrom so as to ascertain in precise terms the ftn· 
aneial returns that would accrue to them before con;tmittinc them-
se-Ives to any JUKe seale investment on such works. 
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'.30. An interesting aspect of the apparently difterent stand-points 
of the Railways and the Planning Commission both with rqard to the 
anticipations of the originating tonnage and the average lead thereof, 
is that while the Railways scem to take a slightly conservative view 
of the growth of originating traffic, the Planning Commis-.ion, while 
agreeing to a higher target so as to acconullodate the demands of the 
user Ministries, have ta~el1 a similar view in regard to the anti-
cipated lead. In terms of net tonne kms. the traffic likely to be gene-
Mlted would be about 184.8 billion net tonne kms. as per Railways' 
calculadons and 189 billion net tonne kms. as per the calculations of 
the Planning Commission. While agreeing to an investment of Ks. 
23,"iO crores for 280 million tonnes, the Planning Commission feel that 
the Railways should be capable of carrying upto 300 million tonDes 
i.e. 189 billion Det tonne kms. with this investment and by improving 
their performance. , As the Railways arc already stated to have built 
up a capacity to carry upto 235 million tonnes of originating traffic at 
an average lead of 630 kms. or in other words, their total freight car-
rying capacity was 148 biHion net tonne kms. at tbe end of the Fourth 
Plan. the Committee consider it imperl\tive that the aoticipationsin 
regard to the increase in lead in the Fifth Plan are subjected to close 
scrutiny in the litht of data furnished by major users before any fur-
ther heavy investments particularly 00 line capacity workli are made 
durin&' the current Plan period. 

(i) Coal 

6.31. The Ministry of Railways have stated in a note furnished to 
the Committee that the target of coal production in the Fifth Five 
Year Plan is 135 million tonnes. The Department of Mines have esti-
mated that this level of production would require a rail trapsport con-
tent of about 120 million tonnes. As against this, within the overall 
target of 300 million tonnes prescribed for the Railways, coal traffic 
accounts for 108.5 million tannes. There is thus a gap of over 10 mil-
lion tonnes between the target prescribed for the Railways and the 
level of rail transport estimated by the Department of Mines. 

6.32. As stated earlier, Railways were of the view-point that not 
more than 280 million tonnes of freight traffic might materialise in the 
Fifth Plan. Within this overall figure, they had anticipated that the 
movement of coal traffic wlll be of the order of 92 million tonnes. 

6.33. The Inter-Ministerial Working Group have emphasised in 
their report on Freight Traffic during the Fifth Five Year Plan that. 

1151 L.S.-10. 
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detailed break-up showing direction-wise I destination-wise movement 
of coal from various coal fields as was given during the Third Plan 
period should be furnished to the Railways as soon as possible. The 
Committee enquired if the relevant data had been received from the 
Department of Mines and if so, what steps had been taken by the Mi-
nistry of Railways to provide requisite facilities for coal movement. 
The Ministry of Railways have stated in their reply that the move-
ment of coal from the various coalfields is guided at present generally 
by the rationalisation pattern in force for the last few decades, the 
basic pri'nciple being meeting the demand by linking it with" the 
nearest source. In line with this, the demand for the South must be 
met from Singareni and Chanda fields supplemented by Talchar; the 
demand from Central and Western India from Pench and Maharashtra 
fields, the Central India coalfields; the demand for the North from the 
Singrauil fields supplemented by Bengal-Bihar fields and to a limited 
extent from Central India coalfields while the demand for the Eastern 
area and shipment traffic from Calcutta/Haldia docks from Bengal-
Bihar, fields, Such rationalised movement is now more feasible due 
to unified management of coking and non-coking coal mines. 

6.34. So far as the linkage of bulk consumers with specified collier-
ies is concerned, even during the Third Plan period, the Working 
Group constituted to assess the rail transport requirements had re-
commended that bulk consumers should be linked with collieries pro-
ducing 15,000 tonnes and above per month, This has also been stress-
ed by the Task Force on Coal and Lignite appointed by the Planning 
Commission to estimate the production and demand of coal at the end 
of the Fifth Plan. The Task Force had urged linkage of bulk con-
sumers, for example:-

(i) Linkage of coalfields to washeries. 

(ii) Linkage of raw coal to washeries. 

(iii) Linkage of w~shed coal to steel plants. 

(iv) Linkage of middlings to power houses. 
(v) Linkage of major industries to coalfields. ,. 

6.35. So far as the linkage of consumers with coalfields is concern-
ed, the same is available only for railway loco and power houses. 
Railways have linked loco coal programme c~alfield-wi~e .. The St~nd­
ing Linkage Committee set up by the Planmng Comm1~s10n has s1mi: 
larly so far linked 50.44 million tonnes of coal and midtllings to ther 
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mal stations by the end of Fifth Plan. 

Coalfields 

Bengal-Bihar . 

Singrauli-Northem region 

Korba-Western region 

Korea-Rewa . 

Pench/Kanhan ITawa 

Mah uashtra . 

Talcher 

Singareni 

. , 

(in million lonrc 8) 

Quantity linked 
for power houses by 

1978-79 

21'44 

6'47 
2'65 

6'00 

3'92 

4'33 
1'00 

TOTAL 50'44 

6.36. The linkage of wash~ coal to sU;el-plants was done by Dutt 
Committee in 1969-70 but the same has to be recast taking into ac-
count the requirements of Bokaro and increased requirements of other 
steel plants. Linkage of other major consumers is still to be done. 
Apart from linking coalfields, bulk consumers should be linked to 
individual collieries. In the absence of firm linkages, planning of rail 
transport is difficult as it is not known for certain whether the exist-
ing pattern of movt::ment will continue and what would be the pattern 
of increased requirement. Unfortunately, the Ministry of Mines has 
not been able to furnish such direction-wise movement pattern of 
coal route-wise to enable meticulous calculation of rail transport 
capacity required and rolling stock requirements. However, the 
Railway Board of their own had already appointed two Coal Trans-
port Study Teams, one for the Bengal-Bihar coalfields and the other 
for Outlying fields which after detailed consultations with the collier-
ies and the consumers to the extent possible have recommended cer-
tain pattern of movement. The recommendations of these Study 
Teams are under examination in consultation with Ministry of Steel 
and l:1Ines, the C.W.P.C. and other important users. So far, the com-
ments of the Department of Mines have_ been received with regard to 
the recommendations for the outlying fields. The comments of the 
CMAL for the Bengal-Bihar fields have also been received recently. 
The comments of the BCCL (Bharat Coking Coal Limited) however 
are still awaited and the Secretary, Department of Steel has be~n 
demi-officially requested to furnish their comments so that the Rall-
Way!! may take further action to develop necessary capacity. It is 
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seen from the comments of the CMAL both for the outlying fields as 
well as the Bengal-Bihar fields that, except for certain minor varia-
tions, they are in general agreement with the recommendations of the 
Study Teams. 

6.37. The Study Teams, on their part, have made recommenda-
tions under two categories, one of immediate nature which are based 
Ol.l the traffic targets already in siiht and are required to be imple-
mented immediately. The other set of recommendations pertains to 
the long-term requirements which have to be developd as and when 
the coal traffic anticipated comes up. The recommendations are under 
examination with the Department of Mines. So far as the immediate 
recommendations are concerned, necessary action is being taken. The 
developmental facilities to meet the transport requirements on the 
basis of these recommendations will be undert9ken subject bo the 
availability of funds and production of coal. 

6.38. Against the anticipated production of 95 million tonnes in 
1974-75, the co-efficient of rail transport is likely to be of the order 
of about 80 million tonnes. Apart from the works already in pro-
gress, the following works costing Rs. 20 lakhs and above to develop 
transport capacity for the movement of this coal target have been 
included 1974-75 budget provision:-

~~---------------------------
Name of work 

CENTRAL RAILWAY 

I Remodellin, of Junnerdeo Yard 

2 New Katni Yard-Remodellinl . 

3 Bhuaawal Up Goods Yard-provision of 3 additional Up Departure lines 
of686m. . . • • . . . . . . 

EASTERN RAILWAY . 
4. Gomoh -Remodelling of yard. 

S. KU8unda.Titulmari Ilnlt-
(i) Proviaionof an additional line to 8C"e Chandore Branch. 1 
(iI) Kusunda-Phase I-Proviaion of an additional line in the J 

empty stabling yard. 

NORTHERN RAILWAY 
6. Doubling between Sabzimandi and Ganaur :' 

SOUTH CENTRAL RAILWAY 

Anticipated 
cost 

(Rs. in lakhs). 

42 

74 

3S 

38 

7. R.amJundam-Provision of additi0ll81lines in the yard (60 wasonscapacity 
each). • . . . . . . • 2J 

8. Mandamari-Additional facilities in the yard. . 34 

9. Vijayawada·Krishna Canal ~~n : . 
Provision of absolute permIssIble block worktng. ------------------.------
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6 .. 39. The Committee are given to understand that apart from the 
studle3 undertaken by the above two study teams, the Railways had 
drafted the services of the Indian Statistical Institute Calcutta to 
make suggestions for improving coal loading operation~ in Bengal-
Bihar coalfields. 

6.40. Following is the summary of the main rec:ommendations of 
the study undertaken by the Indian Statistical Institute in their 
Report submitted on 30th October, 1973:-

1. Availability of minimum empties above and below Mughal-
sarai is assured. First allotment might, therefore, be fixed 
up from these two seetors; 

2. Flow of empties from principal release points might be fore-
cast more realistieal1y as per the illustrative procedure 
given in the Report; 

3. To facilitate maximum block rake movement, more rational 
planning and scheduling of movement must be worked 
out. An approach is to link up the coal raising areas with 
the consumers in accordance with the grades of coal p~­
duced. Allotment and programming might alllO be acecml-
ingly chalked out; 

4. An integrated programming has to be worked out for slack 
coal which accounts for about 40 per cent of non-coking 
coal; 

5. Optimum linkages would have to be worked out for steel 
plants, washries and elosed circuit areas; 

6. Allotment and programming must be computerised; 

7. Wagon detention of 4 to 5 days at depots and collieries must 
be reduced; 

8. For the projected coal loading in the Fifth Plan from Bqal-
Bihar Coalfields, extra wagon requirement will be substan-
tially lower if reduction could be achieved in terminal de-
tentions and transit time . . \ . 

6.41. The Ministry of Railways have stated that th~e recommen-
dations are being examined by the Railway Board and the concerned 
Railways, viz. South Eastern and Eastern Railways. Most of the sug-
gestions given in the report require changes in the offers of coal by 
the Coal Mines Authorlty and Bharat Coking Coal Ltd. Well estab-
lished linkages of coal from Washeries to Steel Plants .also require 
basic changes and their desirability has also to be studIed in depth 
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before any decision can be taken for changes in the loading and move-
me~t patterns. For example, all steel plants require both primary 
coking coals which are mined in the Jharia sector and passed through 
washeriet; at Patherdih, Dugda, Bhojudih and Chasnala and the 
medium coking coals which are produced in the Bokaro sphere and 
passed through washeries at Swang, Kathara and Kargali. It is not, 
therefore, possible to straightaway link anyone washery to anyone 
s~eel plant as suggested in the Report as that- will seriously affect the 
blending of coals prescribed for consumption by the steel plants. The 
investigating team have taken an over-simplified model of the pattern 
of movements and the constraints and, therefore, an unrealistic eva-
luation of the objective situation has resulted. 

6.42. Similarly, the slack coal movement from each field cannot be 
directly linked to any power house or cement plant. Certain collier-
ies have been nominated in each sector of the Bengal-Bihar coalfields 
for moving coal to different power houses, depending upon the type 
of boiler used and also the equipment available with those units. 
Power houses cannot consume any type of slack coal that is offered 
to them. For instance, Lancashire bOilers require superior Grade I 
coal. The new power houses at Patratu and Badarpur require very 
low grades of coal. Harduaganj 'B' power hOUse requires also low 
grade 'Run of Mine' type of coal. With so many variables, it is not 
easy to attempt straight linkages from ooy given field to any given 
power house. 

6.43. It is, therefore, necessary for the Ministry of Steel and Mines 
and the Ministry of Railways to examine this Report in all its various 
ramifications before any definite steps can be taken in implementing 
the recommendations. 

6.44. In regard to the recommendation at Serial No. 8 above, the 
Ministry have informed the Committee that the production pro-
grammes of coal in the Bengal-Bihar coalfields during different years 
of the Fifth Plan have not been indicated by the Ministries of Mines 
and Steel. According to the Study Report of Coal Transport Plan-
ning Team, however, coal production in these fields is likely to reach 
the level of about 81 million tonnes ~y 1978-79 as against about 53 
million tonnes in 1973-74. 

6.45. The existing methodology for working out the rolling stock 
requirement does not cater for calculating requirements only for the 
incremental traffic. Calculations of the rolling stock requireme~ts 
are made for the target level of traffic at the end of tl)e Plan penod. 
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The number of wagons/locomotives etc. required to be procured is 
the~ worked out by substracting the existing holding of wagons/loco-
motIves from the total requirements thus worked out. It is there-
fore, not pos~ible to indicate the additional requi'rements of ~agons 
to carry the lllcremental coal traffic during the Fifth Plan. 

6.46. The .requirements of wagons calculated by the Railways al-
ready take mto account the anticipated improvement in the turn-
round of wagons. Thus against the actual turnround of 15.5" days for 
B~oad Gauge wagons in 1972-73, wagon requirements during the Fifth 
Five Year Plan have been worked out on the assumption that the turn-
round would reduce to 12.1 days. This reduction in turnround is anti-
cipated on the consideration of drop in average leads as also on ac-
count of several measures proposed to be taken by Railways/users 
during the Plan period e.g. increased block rake movements, letting 
up of coal dumps and steel stock yards, mechanical loading/unloading 
arrangements for bulk commodities such as coal, iron ore etc., ratio-
nalisation of loading of coal so as to avoid wasteful practices etc. etc. 

6.47. In a subsequent note about the latest position regarding im-
plementation of the recommendations of the Indian Statistical Insti-
tute, the Min,istry have stated that the Indian Statistical Institute 
who were entrusted with a study pertaining to coal loading in Bengal-
Bihar fields and servicing by goods trains at Shalimar and Madras 
terminals have submitted their report finally on 14h January, 1974. 
Copies of the report have been sent on 17th January, 1974 to the 
General Managers, Southern, South Eastern and Eastern Railways 
for obtaining their comments by 18th February, 1974 latest. On 
receipt of comments from the Railways, it is proposed to hold a semi-
nar in the Railway Board's office to discuss the recommendations 
made and decided the follow-up action.· 

,----_._----, 
• NOTE: 

In a further note on the subject, the Ministry of Railways have atated that "the variouR 
recommendation. made by the Indian Statistical Inltitute in their study on coal loading in 
Bengal/Bihar coalfields have been carefu11I examined in consultation with the Eastern 
South-Eastern and Southern Railway!. The Study Team had apparently not tlkeD into 
consideratioD the several changes that took place in the demand patterns of coal Crom Bengal, 
Bihar 1'.OI1Iields. After nationa1isation, Ule cocking coal were preserved and mixture 
of mec1ium cocking coal and prime coakini'l coal lupplied to all steel plants which resulted 
in movement of coal from almost all washeries to all steel plants situated both in the Eastern 
and South Eastern Railways. Similarly, the movement of coal to cement plants and different 
POWer houses has undergone a change on account of changes in the qualities of coal available 
in different sectors of the Bengal/Bihar coalfields •. Linkages of coal to power hoU8~, cement 
plants and industries are baaed ROW on the qualities of coal rather than the location of the 
COalfield, although the overri~ing.l'rin~ple that coal from the n~t coalfield Ihould move 
to the nearest con.umer, II lull being followed to the extent po8l1ble. All these feature,; 
were not taken into consideration by the study team and hence the solutions Biven by them 
for coal movement lie found to be over-simiplified and impracticable. The Rail .... ays also 
clo Dot, therefore, find any necessity for convening a seminar on the lubl~l. 
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6.48. In reply to a question regarding the improvement effected in 

loading of coal in recent months, the Ministry have sta·ted that as re-
gards coal loadirtg in general in the Bengal/Bihar coalfields, there 
was a severe se.t~back in the period between August, 1973 and Mey, 
19'4 when the Railways went through Q difficult period .of .bI,t! agita· 
tions, 'go slow' in working etc., which culminated in the all India 
Railwayrnen's strick in May"1914. The average loading in the 
BengalfBihar coalftelds in the 6 months priot' to May, 1974 was 4953 
walOftS per day only. From June obwards, the coal loading improv-
ed, as cth be seen from the folk)wing figures:-

._----------_. ._-
D~mber, ~973 46S1 September,l974 S641 

fimllirY, 1974 S1S0 October, " • S484 

February " S090 Novembu " S'652 

March " 4716 December .. 56'5 

April " 4977 January 1915 5915 

May .. soB8 February .. 6164 

'une " "59 March " 6071 

July ". 54'::'4 April " 5992 

AugUst " 5537 
---_.-

.6.49. The Committee enquired whether ill view of the oil crisil, 
any feappraisal of the immediate and futur~ coal requirements had 
been made by Government, and if so, with what results. The MiD" 
istry of Railways have informed the Committee that the Government 
of India had, some time back, set up a high-powered Fuel Policy C'Om-
mittee which has recently submitted its final report. This report 
takes iato account the repereu8sil)n:s of the interna~ional energy crisis 
particularly in the contelCt of escalation in crude prices. AQcording 
to the filtal report, the requirement of coal by the end of the Fifth 
Plan is likely to be of the order of 145 millioo tOMes wbitch ill likely 
to increB'!!e stil! fUrthe- ro 21'0.8 mUllen tonne!; by 1983-84 and 352.9 
million tonnes by 1990-91. 

6.SO. In reply 110 a further question whether the. Ministry of &11-
'Ways had drawn up an overall plan in consultation with the Coal 
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Mines Authority, the Bharat Coking Coal Ltd., and the major con-
sumers ~ ensure provision of suitable loading and unloading facilities 
fo; effiCIent movement, the Ministry of Railways have stated that 
WIth a view to organising more and more movement in block rakes 
Railways in consultation with the coal producing agencies and t~ 
Department of Mines have formulated certain rationalisation propo-
1181.s. Those proposals envisage reduction in the number of loading 
POlltts for coal traffic .and increased loading of block rakes. Closure 
of certain coal loading points and augmentation of other sidings is 
also visualized. The matter concerning the implementation of the 
rationaliation scheme is being pursued with the CMAL/BCCL as well 
as the De.partment of Mines. 

6.51. hi an eartier oparagrapb, the Committee have noted that the 
BalIwaY'S 91"1'ied 62.4: million tonnes of coal in the last year of the 
Fourth Plan .gaiBst the ori,inal ta!'pt of 84.4 million tonnes and the 
n.ised tarpt of 71.5 million tonnes. Theil" best performance in this 

. direetJOft was III 1189-78 when the total amount of coal moved by rail 
w .. 11 milliem tonnes. . 

6.52. The Committee note that by the end of the Fiftb Plan the 
.Uwan ftlay be called upon to carry about 128 million tonnes of coal 
out of the projected prod~tiGn target of 135 million tonnes. (The 
report ~ ttre Fuel Polley Committee in fact, envisares that the coal 
requiremeftt is likety to be of the order of 145 million tonnes by the 
end of Pifth Plan). Aceerding to aanways' 0\'VJl estimate, however. 
the movt!meftt df eoat will be of the order of 9! minion tonDeS out 
of the total traf8c target of 288 million tonnes. Thus, there is R wide 
variation of 28 million tonnes between the estimates of tbe Pl8llDing 
Commission and the Ministry of Railways. The Committee see no 
Justification for such wide variation. They regret to observe tbat the 
Mmtstry of Energy have not. been able as yet to furnish diredion-
wise movement pattern of coal to eftable detailed calculation of rail 
tra~port eapaclty, roDing steek aDd other ancUI.ry requiNlllents 
being ma4e by the Ministry of Railways in spite of the spec:ifie re-
commendation of the Working Group on freight tnllic in this reprd. 

, Th~ would., tJlerefere, like the matter to be gone into by a Task 
Fe .. which "'Jat be asked to work out detailed production aad mo".... requirelnerds (direction-wi.<;e). Tbis Task Force may in-
d,,4e npreseaktlves of tile Railways, the Coal Mini.., Authorities and 
dle PlanaiDg CoInIIlissiu. The CommiUee ned Iaudly add that the 
aetul ...... rialisatioD of CGIlI tl''' shollid be kept UDder continuous 
l'eview .... furdu~1' a.vestDlellts decide4 ia the Ii,ht thereof. 
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6.53. In this connection, the Committee would like to reiterate the 
following ?bservations made by the Estimates Committee in para 
5.53 of their 68th Report on Availability and Distribution of Coal:-

"It is well known that linkages of major consuming seetors 
with coalfields, are imperative for an efticient transport 
system. The Committee note that tbe Stancling Linkage 
Committee has finalised the linkage{l in respect of Tbermal 
Power Stations and also the allocations in respect of 
Cement Industry. The Committee would urge that the 
linkage of coalfields to other major industries and washer. 
ies and of washed coal to steel plants should be expedited. 
The Committee need hardly emphasise that the linkages 
should be finn and eftedive and should be reviewed from 
time to time to remove bottlenecks in the way of smooth 
and efficient movement of coal to consuminr centres. The 
Committee have no doubt that in fixing linkages, it would 
be ensured tbat bulk consumers are linked to the nearest 
coalfields with a view to reduce the lead to the minimum 
possible so as to economise on transport costs." 

6.54. Tbe Committee note that the linkage of washed coal to steel 
plants was done by the Dutt Committee in 1969·70 but tbe same has 
to be recast taking into account the requirements of Bokaro and in-
creased requirements of other st.eel plants. The Committee further 
note that the recommendations of the Study Teams appointed by the 
Railways to go into this matter are under examination in consultation 
with the Ministry of Steel and Mines, the Central Water and Power 
Commission and other important users. 

6.55. Tbe Committee see no reason why the linkages of washed 
coal to the steel plants were not finalised well before commencement 
of the Fiftb Plan. They would urge that the examination of the reo 
commendating made by the Study Teams should be complated with· 
out furtber delay and necessary follow-up action taken in consulta-
tion witb the authorities concerned. 

6.56. The Committee further observe that the Indian Statistical 
Institute, Calcutta who were entrusted by the Ministry of Railways 
to study the coal loading operations in Bengal.Bihar Coalfields have 
made certain important suggestions for improvement in the tum-
round of wagons. The Institute are of the view that for the projected 
coal loading in the Fifth Plan from Bengal.Bibar coalfields, extra 
wagon requirements will be substantially lower if reduetion could 
be achieved in terminal detentions and t.ransit time. fte Institute 
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have inter-alia recommended that (i) to facilitate maximum block 
rake movement, more rational planning and scheduling of movement 
must be worked out; (ii) an integrated programming has to be work-
ed out, for slack coal which accounts for about 40 per cent of non-
coking coal; and (iii) wagon detention of 4 to 5 days. at depots and 
collieries must be reduced; etc. etc. The Committee would like the 
Ministry of Railways to examine carefully these and other recom-
mendations made by the Indian Statistical Institute in the light of 
similar suggestions Jiven by their own stUdy team on Coal Transport 
Planning in Bengal-Bihar Coalfields in consultation with the Depart-
ment of Mines so that the loading and movement of coal is rationalis-
ed and speeded up. 

(ii) Steel Plants Traffic: 

6.57. It would be seen from the table given lh para 6.21 above 
that the Railways' target of Steel Plants' traffic to be attained by 
the end of the Fifth Plan is 11.5 million tonnes of finished products 
and 35 million tonnes of raw materials. This represents an increase 
of 88 per cent and 119 per cent respectively over the Fourth Plan 
performance. The Committee therefore, enquired about the 
rationale for this increase and the additional investments that 
would be involved to carry the proposed level of traffic. The 
Ministry of Railways have informed the Committee that the 
quantum of movement of finished products from Steel Plants and 
raw materials to steel plants during the Fifth Five Year Plan is 
based on a hot metal production of 14 million tonnes indicated by 
the Ministry of Steel. The increased production of steel during 
the Fifth Plan is based on the assumption that production capaci-
ties of the Steel Plants at Bhilai and Bokaro would be increased 
from 2.5 million tonnes to 4 million tonnes in case of Bhilai and 
from 1.7 million tonnes to 4 million tonnes in case of Bokaro during 
the Fifth Plan period. 

6.58. As regards the movement of raw materials, the quantum 
thereof is dependent on the level of hot metal production envisaged. 

6.59. It is not possible to indicate the additional investments 
recl'lired for handling steel plants traffic only as the invesments 
made on augmentation of line capacity is a composite figure cover-
ing requirements of all commodities of freight traffic as well as 
passenger traffic. 

6.80. In paragraph 3.11 of this Report, the Committee have 
po!nted out that the maximum of steel plants tramc carried by the 
Rallw.,.. in any single year of the Fourth Plan did not exceed 



148 

what the Rarilways bad already carried at the ead of the Third 
Plan and that the Railways were already &eared. w carry upto 
28 million tonnes of such traffic at tile end of the Fourth Plan. 
In view of the marked shortfall in m.aterialisation of tra. in 
successive Plan periods, the Committee consider that there is impe-
rative need for laym, dowD realistic tar,._ and establishinl' finn 
linkages for movement of raw materials t. and ftDiIbe. protlucts 
from the steel piaDta. The Committee are of the view that since 
the steel industry lis pre40miaanily ia the Public Meter, eo-ordina-
tion with the steel planta whieh are ceotralle. by a sinrle agency 
viz. the Steel Authority of India Ltd. tho.... be no problem. The 
Committee would like the detailed requiremeRts with firm Iillka,es 
to be worked out before making any sizeable investments for meet. 
ing the projected increase in steel planta trafftc. 

(iii) Iron·Ore for Export: 

6.61. The Committee pointed out that the movement of iron 
ore for export is expected to be of the order of 18.5 million tonnes 
by 1978·79 as against the actual movement of 8.4 million tonnes 
only during 1973·74. The Committee, therefore, called for details 
of the projections made in this regard for each year of the Fifth 
Plan, the line capacity works etc. needed for carrying the increased 
tramc and the investments to be made for provision of the requi-
site facilities. The Ministry have stated in a note furnished to the 
Committee that while details of the yearWise projections of move-
ment of iron ore traffic for export have not been furnished by 
MMTC, the final target of 18.5 million of ~riginating tonnes of this 
traftlc in 1978-79 is based on the assumption that the overall level 
of exports of iron ore by that year would incl'e813e to 35 million 
tonnes as compared to about 24 million hmnes obtaining at present. 

6.62. To enable increased level of export of iron ore traffic during 
the Fifth Year Plan, augmentation of the line capacity on the 
following routes/sections has been sanctioned at costs indicated 
llganist each scheme:-

S.No. Name of work cost 
(Rs. in 

cr~8) -_. __ . -_._----_._------.---_.--.-.-.. _.----
(I) DoublUlg and Cl'o!r.ling .mims etc. m ~lnta-Glmta .. heCli('l1 II . oa 
(2) Rail facilities at Bacheli to serve Iron Ore Deposit NO·5 4"5 
(;I) Raillink to Haldia 8' 3S 
(4) Banspani-·}akhapun N~w Lil1e 39'00 
(5) Tomagulla-·Mudukl1lpenta New LiJ~e 3' 30 

'f (6) 'Cros~lng Station on K. K. Line Q. 3.5 
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6.63. In addition, electrification of Waltair-Kirandul line at an 
estimated revised cost of Rs. 34.71 crores is also a sanctioned work 
which is likely to fructify during the Fifth Five Year Plan. The 
electrification of Panskura-Haldia section at an estimated cost of 
Rs. 3.12 crores will also enable haulage of iron ore traffic, amongst 
other items. . 

6.64. The Railways are also planning to procure special type of 
stock (BOY type of wagons) for transport· of iron are traffic for 
export. Prc;vision has already been made to procure about 1700 
BOY wlgons. 

6.§. The Committee note that tbe movement of iron ore for 
export is expected to increase from 8.4 million tonnes at the end 
of the Fourth Plan to 18.5 miUion tonnes by the end of tbe Fifth 
Plan. Besides electrification of Waltair-Kirandul line and the 
Panskura-Haldia section at an estimated cost of Rs. 37.83 crores, an 
investment of as. 66.17 crores indud'nl an expenditute of Ka. 39 
crores on Banspw-Jakhapura new line and Rs. 11 crures on doubl-
ing and crossing stations etc. on Renigunta-Guatakal section, has 
been proposed to meet the additional level of traffic in the Fifth 
Plan. 

6.66. It would be seen from para 3.87 above that although the 
Railways were geared to carry 16 million tonnes of iron ore for 
export at the end of the Fourth Plan, the actual utilisation of ra!l 
capacity was only to the extent of 8.4 mUlion tonnes. The Com-
mittee consider that the justification for the proposed new line and 
line rapacity works (as mentioned above) which would involve 
an outlay of as much as Rs. 66 crores (and this may eventually prove 
to be an under-estimate) needs to be gone into in detail and thoro-
ughly before the Railways start work on these projects. 

6.67. As the commitments for export are made well in advance, 
the Committee do not see any reason why realistic targets cannot 
be ftxed in this case. The Committee would like a Task Force con-
sisting of the represen.tatives of the Railways and the production 
anrl exporting agencies to go into the matter in depth 80 that a 
realistic assessment is made of the requirements, year-wise and 
investments where required are made only on the basis of carefully 
assessed needs. 

(iv) Cement 
6.68. The Committee enquired about the rational!:! for the pro-

jected increase of 80 per cent in cement traffic during the Fifth 
Plan i.e. from 10 million tonnes in 1973-74 to 18 million tonnt's by 
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1978-79. The Ministry of Railways have stated that the target for 
movement of cement traffic by rail during the Fifth Five Year Plan 
has been fixed by the Planning Commission taking into considera-
tion the likely expansion of production of cement in the country 
in the Plan period. The draft Fifth Five Year Plan document envi-
sages production of cement in the country to increase to 25 million 
tonnes in the Fifth Plan against the estima~ed production of 15 
million tonnes at the end of the Fourth Plan. While Railways have 
cleared certain schemes of expansion of the existing cement plants 
as well as for setting up of new cement plants from the transport 
angle, various other proposals in this regard are still being exa-
mined. The final decision in the matter would, however, rest with 
the Ministry of Industry . 

. 6.69. The Committee have already r~ed to the loss of pro-
duction due to the inability of the Railways to supply wagons to 
the cement factories in time and in adequate numbers and have 
emphasised the need for establishing ftrbl lildalges for supply of 
raw materials .. well as move~t of the ftnlshed product from. 
the factories. The Committee consider that since the Cement Cor-
poration of India have now gained an experience of several years, 
it should be possible for them to make a realistic IlSSIlssment of the 
production capacity on the one hand and on the other to lay down 
proper linkages so that produet:on does not suffer for want of 
transport. As production of cement is expeete~ to CO up by about 
68 per cent during the next five years, the Committee wo.uld ai_ 
Jike the Railways to streamline their field organisations so as to 
ensure easy and timely availability of wapns, particularly cover-
ed wagons to the industry. 

(v) Fertilizers: 

6.70. The traffic in fertilizers is expected to go up to 15 million 
tonnes by 1978-79 as against the actual movement of 5.5 mi'llion 
tonnes in 1973-74 i.e. an increase of about 173 per cent during the 
next 5 years. The Committee enquired if this estimate had been 
accepted by the Ministry of Railways and if so, what would be 
the additional outlay needed for carrying the proposed traffic. In 
a note, the Ministry of Railways have stated that within the overall 
target of lifting 280 million tonnes of freight tra,ffic by the end of 
the Fifth Five Year Plan which Railways had considered a more 
realistic target, the target for carrying fertilizer traffic was envisag-
ed as 10 million tonnes. The Planning Commission hare, however, 
fixed a target of 15 million tonnes within the overall target of 
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300 million tonnes on the grounds that the food production in the 
country during the Plan period would have to be considerably 
augmented which would require much greater movement of the 
fertilizer traffic than what is anticipated by the Railways. 

6.71. As regards the additional outlays needed for carrying the 
proposed traffic, for reasons explained earlier, it is not possible to 
indicate separately the outlay for a specific commodity. 

6. 72. The Committee observe that an increase of 173 per cent 
is expeeted in fertilizer traffic during the Fifth Plan over the level 
achieved at the end of the Fourth Plan. In para 3.123 earlier, the 
Committee have drawn attention to the shortfall in materialisa-
tion of fertilizer trallc during the Fourth Plan which :Is indicative 
of the fact that the traffic requirements were not real:stieally plan-
Bed. As a very ambitious target has been fixed for the Fifth Plan, 
the Committee would like the matter to be studied in depth by a 
Task Foree consisting of the repres'entative5 of the Railways and the 
pmdueing agencies. The Committee further suggest that for the 
additional tralle that might be forthcoming, d'rection/destination-
wise studies should be under.taken and firm linkages established 
expeditiously in the interest of rationalisation of movement of tralle 
right from the beginning. 

C. Passenger Trame 

6.73. The Fifth Plan assumes a growth rate of 4 per cent per 
annum in terms of passenger kms. for non-suburban traffic and 5 
per cent per annum for suburban traffic. 'In view of the fact that 
the actual, growth was 23 per cent and 44 per cent respectively 
nuring the Fourth Plan (i.e. 4.6 per cent and 8.8 per cent per annum 
respectively); the Committee enquired about the methodology fol-
lowed for assessing the growth of passenger traffic in the Fifth 
Plan. The Ministry have stated that the Railways had appointed 
a Working Group to go into the matter. This Working Group had 
examined the problem by adopting three different methods, viz. 
Linear Time Trend method related to the past growth of traffic. 
the Linear Projection method related to popUlation growth, and 
Linear Projection method related to national income. It had found 
that the projections based on national income method were not a 
reliable methOd for future planning. It had also come to the con-
clusion that the projections made on the basis of the other two 
methods appear to give a somewhat pessimistiC picture particularly 
in the context of the latest trends in traffic materialisation. A cor-
rection was, therefore, applied by the Working Group which came 
to the conclusion that keeping in mind the growth of traffic over 
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the past several years, as also in the context of the rapid growth 
witnessed in the immediate past years, it would be desirable to 
work on the basis of 4 per cent per annum for non-suburban 
traffic. 

6.74. So far as the suburban traffic is concerned, the Working 
Group had adopted a detailed study under\aken in 1971 by the 
Economic Unit of the Railway Board which had found that the 
Linear Growth method satisfactorily explained the 'variations in 
the observed statisti'cs of passenger travel during the 10 year 
period covering the sixties. 

6.75. In reply to a question if the estimates of gI'Owthof non-
suburban passenger traffic had been prepared in respect of Maill 
Express and Ordinary passenger trains separately as was done dur-
ing the Fourth Plan, the Miriistry have stated that the table iiven 
below incorporates the estimates of non-suburban passenget km& 
worked out by the Economic Unit of the Railway Board and ·taken 
into consideration by the Working Group on passenpr traftic:--. 

(In millions) 
---- ._-----_ .. _-_ .. --_. __ ._-----------_ .... -.---

Year A.C. 
bt 

Class 
lInd 
c1a~s 
Mail! 
Exp 

lInd 
Class 
Orc.i-
lIary 

IIIrd 
Class 
A.C. 

IIIrd 
Class 
Mall [ 
Exp. 

II1rd 
Class 
OnH-
nary 

Total 

----.-.. _---- -----------_.-----_.-._. __ ._---
BROAD GAUGE 

1970-71 
288 29656 29601 62769 (1\ctuals) 165 J812 969 278 

1974-75 169 2019 948 262 343 32783 33699 70223 
1975-76 173 2075 947 25% 362 33849 34536 72194 
1976-77 177 2131 945 241 380 34915 35374 74164 
1977-78 180 2187 944 230 399 35981 362U 76132 
1978-79 184 2Z43 943 220 417 37046 37048 78101 

METRE GAUGE 

1970-71 10 392 2J2 250 8200 2T88S 30949 
(Actuals) 

:1.z6 %6~t 9735 2..4D88 34779 1974-75 IZ 453 
1975-76 12 466 229 ?6 10126 24612 35708 
1976-77 13 480 232 20 IOST7 25137 3664r 
1977-78 13 493 236 260 10907 25661 37570 
19711-79 14 507 238 2S8 11298 261115 38soo 

--------~-. --_._--- - --- ---- ----------------
6.76. From the above table, it will be observed that whereas 

,·the break-up of passenger kms. is shown separately for Mail and 
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Ordinary trains in respect of Third Class and Second Class of travel, 
no . such break-up in respect of A.C. and First Class of travel has 
been indicated. Since A.C. travel is provided only on long distance 
Mail and Express trains, the passenger kms. under this category can 
be allocated to the total kms. under Mail and Express trains. A 
similar break-up in respect of First Class, however, is not avail-
able. 

6.77. Asked to furnish details of the proposals for relieving over-
crowding in trains particularly on the trunk routes during the 
Fifth Five Year Plan, the Ministry have stated that in order to 
handle the heavy increase in passenger traffic during the Fifth. 
Plan, the following strategies are proposed to be adopted:-

(i) In respect of non-suburban passenger traffic, it will be 
Railways' endeavour to clear fully the long and medium 
distance traffic for which the Railways offer the most 
convenient mode of traffic. It will not however be pos-
sible to provide for any further growth in short-distance 
traffic for which adequate facilities of road transport 
should be made available. 

(if) Development of adequate PasseDler terminal IlDId yard 
capacities particularly at metropolitan centres will hav!! 
to be expedited. Subsidiary terminals outside the pre-
sent space bound terminals in such areas may have to 
be established. 

(iii) Longer passenger trains would be run to the extent 
feasible by increasingly using diesel/electric locomotives 
on long distance trains. 

(iv) Coaches with higher carrying capacity will be introduced. 
if found feasible, for example, introduction of double 
deckers and chair cars for short-distance and A.C. sleeper 
coaches with more berths for long-distance trains to 
increase the number of passengers to be carried per train 
will be considered. Likewise, dining cars and parcel vans 
etc. !!lay have to be withdrawn from the existing trains 
to provide more sitting accommodation for Class II pas-
sengers. An attempt would be made to run parcel vans 
and other slip coaches/RMS vans by running. express 
services stopping at the same stations and releasing. more 
accommodation for passenger coaches on existing trains. 

1151 L.S.-ll. 
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i 6.78 .. , The ~fml~~on, of these stJ'ategies will, depend upoaJ 

tile 'availability of' necessary fundi and. materials and feadibUity 
of designs of· new coaches, heini, developed. : 

, 6.79. ''11heCommittee enquired if any assessment had 'been made! 
of!.the growth of SUburban traffic (year-wise and' Zone-wise) in 'the' 
Metropolitan and other major towns in the country during·the 
Fifth Five Year Plan and if so, what were the proposals in this 
regard. .and the ,outlaY-provided therefore~ 'TheiMiriistryt have replied 
that an' area-wise asseSsment· of the 'grOwth of subutban'trafflc 
d\lring' the Fifth Plab:' was made for Bembay, ~lIteutta; Mamn 'and 
~wlderabad whlch' 'gave the folloWing 'results:- ' , 

,---------- ------
(Orisinapr.1 .P8IeJlJCII. ill. milEooa) ,., ( , 

Bcrnbay' 'CalCUtta M..d.ras SeCunder- To tal 
~; 

-.~-- ~-' 
, i! 

Anticipated' leVel at' thl: er.d 
;, of t.bc PoUrth lJ'laD (1973-74) 970 10 

Anticipated level at the end :If the 
Pifth Plan (1978-79). • 1172 124 u 

"[ ( 
__ "'-----'-' ""'- ! ---- ----, .. - -'----------- -'---, , 

. 6.BO. The'Ftfth . Plan, is stiUunder finalisation. ·Allloeations in 
the Plan IU'e not maQesepatetely for suburban'tra1:Jic,ias such, but 
are given under diffierent Plan heads, such as BOlling Smek, Work-
shops and Sheds, Line Capacity Works, etc. The allocation for 
s.uburban traffic cannot, thtlrefore, beaeparat~y i'ndic;ated. ( " 

, ' 

6.81. As the Plan is still under finalisation. speciAc1 proposals 
r~g ,to suburban section cannot be ~ncijcat~d;l't th~,.tag~ .'Jlow-
ever, as far as Railways are COJ1Ce~d, proposaJs J .,re ':w'f.~er consi-
deration to provide suburban electric trama on tbe follpwing sec-
tions:-

(i) MadraS-Tiruvellore 

(i.): Mad~tpundi 

(iii)' Detlli.GfiazIIbId· 

,(tv)' ~1kura-~a1dl~ , . 
,,.)~-Lonavala . 

I 
., ( 
)'\'". ' . I 1""·_01-
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Further, the Grant Road-Church~ate quadrupling in Bombay is 
likely to be completed' by December, 1974; whi~h will enable 
gradual introduction of 4 minutes service on each corridor (i.e., an 
ave:age ot. 2 minute,s service) on t~eWestern R$ihVllY , subutban 
sechon . during the Fifth Plan. On the Central Rflilway. impleIJJ,en~ 
tation of Ph~se I of the optimisatio~ scp.~me ll'!volving introd,uction 
~f 5 min~tes service .,o~ eac!h. corridof" is ~n~~r consi4eration,.. l~ 
case .. of Ca~cutt~, ,there. IS'a :pr9Pos~l to proylde a sep~~ate su~urban 
~ermma1. trhe final de~ision ~n, the propo~aJs w?uld, how~ver, 
dep~nd upon I the 8vai~abili~y of funds:, .!: ' " 

6.82. As regards Metropolitan Transport, the constructton of 
~~m-Dum-Tollyganj uJ;l:derground. line is alre~~y in, proiJ."e~. ,and 
was likely tl) be, cOmplete~, ~S' originally p]an,i1~d;d~r1i1g" the 
Flf~h PI~. apwh~r,. reView of' ~h~.'cothp'1ett~ntarget. mayh~ 
n~essarY' ,due to tight resources! position. In Bombay" the . 'com,:, 
menceinent of ,work for laying an additional corr~dor ,(Corrl!ibr ''\til 
i~ li}cely t? cominerc~ d~ring.the Pla~ periC?d. 1!l c:ase :o~ :M:~~ras 
~nd Delhi; technQ-economic 'feasibility studies fdr~ prQviding rapid; 
tl'(lrlsit systems are in progress and' propo~81s for, action 'woUld 'be 
evolveq after' ,8 .v'iewon, the s~udles has beet\.' biken subject to' the' 
~vai.1abilit, of,funds, ': '\' , ' . 

• I '. '!- ' ' 

~.83. A provision ,of, Rs. ,~~O,cror~s. ~~, bEiin~ 'm~~~ o.~~si~e. t~e 
Railway Plan for Metropolitan Tran'sport Prol'eds fot ,l1\ira-urban 
movements in the Metropolitan cities '6£ 'calc't.ittli, 13ombay, Delhi 
and Madra~, 8I1rd for conducting !ea,sibility atud,ies of al\Y x:ail:-based 
rapid transit .sch~~eS ~hifh m~~ be j,usti~~r"~y.,, t}l~ ~tft}c ,~t,:,dles 
now in hand, under the State (;6\'~rnments1" ~angS\ore; f KanpuT, 
Ahmedabad,'Hyde~a1?~d and Pune. as IniUa'ted. by the M;etropollta~ 
Transport ~ea.m of .the Planning Commission. 

6.84. Tentatively, the allocation of :as. '200' c!'Or9 consists of 
Rs.I00 cron:s for Calcutta,~. 60 'crores for' Bombay, RR. 35 ,croretl 
for Deihi' and RI. 5 crores for undertaking techno-econotllic feast~ 
bility . stutiies for any rall-based ra~id tran:sft schemes whtch mar 
be justified by ,the Tramc S~udies being .conductt:d at the, above 
places. it may be clarified that this city-wise break-up is s1.1bject 
to adjustments as may be necessitated by the progress of 'various 
Projec~~, 

6:85. TIle Commlttee observe tllat. ail a..,balt the P'Owth rate 01. 
4.6 per ceDt per 1UUl1ula ia .' eaM' of I."''''''''' ,ttdk ; .... ~ U 
pft eent iii' .aburltaa traftle, rMl"dtcl • ..nq tile', FoUth , ..... :1' ... 
Pbua, the "'"hnI~' ettbIi ... · of· Powdi' of ... ' tIdlt !daflDI .·tIM ... ".. ':' . 

~" .: • I I .1 t. ,I ,I 



156 

Fifth Five Year Plan is 4 per cent and 5 per cent per annum respes.-
tively. 

6.86. So far as non·suburban tTaffic is concerned, the Committee 
note that whUe the projeetions made on the basis of growth of national 
income have not been found to be reliable, those made on the basis of 
~he linear time trend method and the linear projection method 
appear to give a somewhat pessimistic picture in the context of the 
rapid growth witnessed during the past few years. The assumption 
of 4 per cent growth in this case has, therefore, been made on all 
empirical basis. 

6.87. The Committee have in an earlier :chapter, referred to the 
persistin~ state of heavy over-erowding in some of the long distance. 
trains. They note that it would be the Ministry's endeavour to clear 
fully the loq and medium distance passenger traffic during the 
Fifth Plan. The Committee also note that speedier development of 
passenger terminal and yard capacities at metropolitan centres, 
setting up of subsidiary terminals, running of lon~er trains and 
provision of coaches with higher carrying capacity are some of the-
important measures proposed to be taken by the RaUways to meet 
the requirements of the growing passenger traffic in the Fifth Plan. 
The Committee consider that since these proposals would make for 
better man .... ent and use of existing reSOurces', these should be 
implemented on a priority basis. 

6.88. So fM' as suburban traffic is concerned, the Committee con· 
~ider that the _tldpatlon of 6 per cent growth per annum may 
weD prove to be on the row side considering the fact that during 
the past quinq11tennium such traffic has registered a growth of as much 
as 8.8 per cent per annum. In fact, compared to 1950.51, suburban 
traffic has' gODe up by 13.8 per cent per annum. The Committee 
would, therefore, like the MinistTy of Railways to review the matter 
in the light of latest data and take suitable action to meet adequately 
the needs of such traffic. The Committee have no doubt that with 
the augmentation of the termi'nal capacities in the metropolitan towns, 
it would be possible for the Railways to augment the suburban ser· 
vices to the maximum extent necessary. 

6.89~ The Committee observe that the number -of originating 
iubarban pauengers in Bombay area is expected to SO up from 970 
milllona at the end 01- Fourth _ Plan to 1172 millions at the end of the 
Fifth PI... The Committee note that apart from quadrupling of the 
Grant Boad.Churebgate section of the Western Railway, implementa-
tion of Phase I of the optimisation scheme involving introduction of 
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:5 minutes service on each corridor of the Central Railway suburban 
'section i. under consideration. The Committee would like mtegrated 
plans to be drawn up for optimisation of subur'ban services in Bom-
bay area and implemented expeditiously.' The Committee would 
also like speedy action to be taken for implementation of schemes to 
augment facilities for suburban trafllc in other metropolitaa cities 

.and important towns such as Banplore, Kanpur, Ahmedabad, Byeie-
rabad and Pune etc. etc.. . 

D. Requirements of Rollin&' Stock 

6.90. As stated earlier, the target of lifting freight traffic has been 
indicated in the draft Fifth Five Year Plan document as 300 million 
tonnes. Provision under Rolling Stock has, however, been made on 
lhe basis of lifting 280 million tonnes of freight tramc. The Railways 
have estimated that this would require outlay of Rs. 1030 crorel 
under Rolling Stock against which the actual provision made is only 
.Rs. 900' crores. Thus, Rs. 130 crores less have been provided than 
what was estimated by the Railways. 

6.91. The following is a summary of th .. working sheet of the 
requirements of various types of rollin, stoclc:· including locomotives, 
passenger coaches, EMU stock and wagons both in physical terms 
as well as in monetary terms,. vis-a-vis the targets of procurement 
indicated in the draft Fifth FiVe Year Plan:- . 

As indicated in As indiClled in 
theworkinJ 

Sheet 
the draft fifth 
Five Year Plan 

dO.'ument ---
I. LocomotW4s 

(a) Blectric <400 <400 
(b) Diesels (incl. shunters) • 946 900 

1346 1300 

.~. CoaojIeI 6S09 6500 
.3. Hlectdca1 Multiple unlttl 1104 1010 

4· RailCars 10 So 
s· Wqonl 1,08,982 1,00,000 

6.92.U will be seeD that the physical targets indIcated by. the 
.Railwaysand thOle incorporated in the draft Fifth Plan docUment 
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riiffer ~ni17 21laram.ny which clearly indicates that the Planning 
Co~sion have accepted the assessment of the physical reqt.tire~ 
'ments ,of stock. : Despite this, however, the outlay under Rol1ing~ 
Stoak . bas been rectuced by the PI~g Commission by as much 
as.Rs. 130 crores (trom Rs. 1030 crores to Rs. 900 crores). It has, 
b~n pointed out to the Planning CornDlission that within the outlay 
of Rs. 900 crores it would not be possible t() procure the targeted 
quantities of rolling stock and as such tlie Planning Commission 
were requested to restore the outlay suggested by the Railways. 

6.93. During discussions with the :rlanning Commission on the' 
subject, the Commission have taken a view that with the envisaged 
high levels of Pl'OcU:1',ment j, the unit cO~~,of ptanufadure is likely to-
come down; as -?ucJ1,~~ ov,u-all outlay./req~re~' would be less than 
what, was inPica~~_);)y tl1e Rai~way •. ,On'behal£ o.f theJ;lailways it 
w .. exp1~d, to '~, Planning cO~iitia~io~tliat tbe cost per unit of 
r~l1ing stock assumed by the Rail,',V~F' was/~ready, on) a conserva-
tIVe side and, if anything, the costs are likely to mcrease 'further' 
(and,not 4ecrq~) 4.w:~g ,the,Fif~1.p~llQ.. ,I~I~~"tp.e w~_oJjl build-, 

, ~g iq.p.ua.try ll.-, ~,~y :4emanded ~()~,~rap~, inqr,e~~ l'l'i,ces and 
their ~taJ;ld ba, ~ 8\Jppo1'~ by ~~trv o~. Heavy Industry. 

, $ipUIMly", ,4ue) to ~,aY.Y .a1ation ~ ,price!, Qf matenal and w~~s of 
labour in the ProductiQn :Unj. of ~1~., p'ro~"cing locomotives. 
and coaches, the cost per unit for these items has also gone up. 
steeply • 

. 6.94.' In reply to· a question to what extent it would be possible' 
to handle the heavy increase in freight as well as passenger traftic 
d)lring the Fifth. Plan by o~timi~ing .proquction in the existi~g units; 

,wtthout under~a~g any large scale expa~ion works and whether 
ari~ .plans had been prepared for'modernfsation/rationalisaHdn of the-
'W.bI:kllhops, and'Sheds to enable handling of the increase rolling stock 
fleet, the Ministry of Railways have stated that expansion of existin:g 
-t*~ilities at Chlttaranjan Locomotive Works would be necessary If 
'the manufacture of Electric Locomotives is requi1'ed to ·be stepped 
.up to the original plan requireme"ts' (estimated at 400+57) ca~ec:l 
forward from IVth Plan. ' 

-'.,. 
t 8:05. i 'ble i to' ~ed'ueeci 14!vels', 'Of tl"lmC!' _net.ted,! bMre\f1r t ,ptoduc-

'I 'tlon:' 't~g~ < h'~ei' b~' lic.ltd 'dan; MMe' ob'9iatin,· the n88ct -for 
expansion schemes. 
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6!98. With marginal facilities being provided, production potential 

at existing Production Units is as follows:-
-----.----~ 

Chlnaranjan Locomotive Wurkll • 65i70 Electric Locomotives-t ,0 
DictcILoooDiotiVes. 

DicIcI LocomotiYe Works, Varanasi • ISO 'Diesel Locomotives (Br<'iId 
Gau&e+ Ml:f1e. ~e). I 

Integral Coach Factory. Perambur • • 350 coaches (inclUdi~.a 144 F.MU,). 

6.97. Plans have been prepared for expansion schemes, but Im-
plementation has' been ·delayed/held back because of-

(8) constraint of funds for locomotive ,prod~ctlon and works 
programme items; and 

(b) tardy dew10pment of traffic and consequent, reduction' in 
, Rolling 'Stock requirements. 

6.98. D~tailed plans have ~lso beE!n drawn up to augment capacity 
in workshops, sheds and sicklines for modernisation of existing units 
I~~~n~bl~ handling of the ~ncreased pol~ngs of r~Uing ~toc;.k on IIldiaD 
nailways., r 

.f . _ ' t 

; 6.99.1 The :'proposalil CPlvisaged 8Doutlay of Rt;;, 218.5> ; crores,: ,bet 
, the .. are subject ;to'revision depending upon:tbe:aBdeatidn of fuDdL 
,f', I: r I 

, ,The f,?llowi:qg broad planni,ns was JIlade-', 

r 
.,(0 ' ,PevelOllmeDt of ildditiqnal cq~n, .lock repr p.paci~y 

; (ii) AdditionafWagon rel*ir sboPi . I • '. i • 

, ~ii; ~e~sarlo.l' of' worksbcp~ to Iclueve 'bttter pIiduClivity • ,- , ; 
. ,,'" I Y I ". " • 

,(~v) Jmwjaion ot: additional facilit,iea in existin. W lsi:cpa to .caf.cr t(', 1I\JlT.-
, tetiiftc:ellbi! oveduitilof'dieselloeombtlves .' • I. '. .' 

;" { _, .. , It· . 

(v)..,.~.co~building~it •• "; 
'(iri) ·Dcvelqlmentoffad]jticaf(),..naiD~nan~(JfEIec:trjqLccqr,Clh-(~ • , 

.' (Vii)' Development ofnew diesel loco shed' • i 

(viii) Development of aicldinel 
(ix) Diesel engine power pack manufacturing unit. ~. 

, (x)' '~llk Axle Plant' I . 

. (xl> : Traction ~or repair ~op 
• 1 ", ; r i ' r' 
;(aii)1 Stell) c.tiN Plant fOr c.s.c. etc,' • •. , • f .. '. 
. (mit, T~joII' Ueiir'PlaDt • '. f • 

i 0, 'f 

, , 

'. . 

, . 

. 

j' (a.. in 
i!l'OfeI)' 

( 
IO'CO 
~ . ~ 

3a'qo 

'10-00 

'1~'1lO 

." 4:' " 
ICjCO 

'-4'eo 
so· do 

.f"'''''' 
"JS'Co 

....... ~ ............. 
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6.100. Due to paucity of funds these plans have been scaled down 
.Ks. 120 crores. 

6.101. So far as the wagon requirements are concerned, the Minis-
try have stated that the capacity for wagon manufacture with 
private public sector units is adeq,uate to meet the demands. Hence 
there is no proposal to expand the Railway Workshops for wagon 
manufacture. ' 

6.102. The Committee note that in order to cater to the projected 
increase of 40 million tonnes of additional freight traffic (over the 
revised target of the Fourth Plan), 4 per cent increase per annum in 
non-suburban traffic and 5 per cent increase per annum in suburban 
traffic in the Fifth Plan period, the Railways would need 1,300 loco-
motives (400 electric and 900 diesel), 6500 coaches, 1050 EMUs, 50 
Rail Cars and 1,00,000 wagons (both on additional and replacement 
accounts). 

6.103. As stated earlier, the Planning Commission feel that with 
the additional stock to be procured during the 'Fifth Plan and with 
better utilisation of msting assets and improved working, the Ran-
ways can handle upto 300 million tonnes of freight traffic i.e. 20 aillilOn 
tonnes more than the present target. The Committee would like to 
emphasise that the additional stock would entail heavy capital in-
vestment of Rs. 900 crores with an annual dividend liability of about 
Rs. 54 crores and unless the stock is put to effective operational use, 
it would not achieve the underlying objective. The Committee 
'WOuld, therefore, like the Railway Board to keep under constant 
review the utili.don of the existing rolling stock and place orden 
for additional stock after making sure that the rolling stock already 
available with them and on order would be put. to eftective optimum 
use. The Committee would like tlte Ministry of Railways to lay 
down targets of engine and wagon utilisation for each Zonal Railway 
from time to time and keep a close watch on their performance in 
r~ation to such targe.... and take necessary remedial measures to 
rectify the shortcomings that come to notice. 

6.104. The Committee note that ~here is a difference of opinion 
between the Railways and the Planning Commission regarding the 
cost per unit of roUing stock. It is evident that the prices of rolling 
stock are bound to increase if there is a general rise in prices. It., 
therefore, aU the more necessary that Railways should. put their 
valuable rolling stock to the best use keeping the financial impUca. 
tions and. eonstramts prominentl, in view. 
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6.105. The Committee note that Railways have been aUotted a 
'!tUm of Rs. 120 crores against the proposed ambitious outlay of as. 
"218.5 crores for augmentin, capacity in workshops, sheds and sick-
lines and for modernisation of the existing workshopa. The COID-
mittee note that the proposals of the Railways alaq inc1qde settin, 
up of some new manufacturing units, e.g. a new coach building unit, 
diesel engine power p~ck unit, wheel and aXIle plant, steel casting 
plant and traction gear plant, capacity for some of which already 
exists elsewhere in the public sector. In view of the constraint on 
I'esources, it is imperative that the capacity of the eixsting units is 
fully utilised and expanded, if necessary, to meet the requirements 
.. ather than incur very heavy expenditure on setting up new manu-
iaeturi.., units. 

E. Line Capacity Works 

6.106. It has been stated that the busy arterial l'Qutes which form 
'Only about 24 per cent of the route kilometerage carry about 72 per 
cent of the traffic and that the pressure on· these routes will further 
increase quring the Fifth Plan. The Committee, therefore, ,enquired 
about the steps the Ministry of Railways proposed to take to relieve 
congestion on these routes, the outlay involved on various schemes 
.and the likely period during which this work' is expected :to be com-
pleted. The Ministry of Railways have stated that while it is true 
that the main trunk routes of the Indian Railways, both broad and 
metre gauges, carry the Munt of rail transport, it is also true that 
these routes have been developed over the successive plan periods to 
handle higher volue of tramc. In order to meet tht!'situatiort various 
'steps such as (i) diversion of traftk by alternative routes where avail-
able (ii) augmentation of the existing capacity· by means of line 
·capacity works such as conversion from metre gauge to broad gauge, 
additional crossing stations, improved signalling, doublings and (iii) 
change of motive power, dieselisation/electrification, to enable run-
ning of longer and heavier trains etc. are considered. 

6.107. The Planni~g and development of line capacity is a conti-
.nuoul?i process. The various line capacity works proposed by the 
20I.al railways, at their annual Wor~s programm~1I are cpnsidered at 
the Works Programme Meetings every year and 'are sanctioned sub-
je~t to their jUstification Eind the availability of funds. A large num-
ber of works are in progress and new works will be sanctioned as 
.and when justified by traffic considerations. 

6.108. During the Fifth Five Year Plan, a sum orRs. 500 crores 
has· bet-n allotted under the head 'Line Capacity Works'.; Beaides, an 

, Gutlayof RI. 110 cror811 bas bee'" fixed for 'siSnallini' and Safety' 
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~ork:s,'Wh.iCh includes provision fOr improved signalling, as aiqs t~ 
line capaCIty e:p. tokenless block and automatic block working and 
route relay interlocking. With this allocation, it is expected that 

··depcmding upon the growth of traffic, adequate capacity would pro-
greilsively be developed on the respective routes. The actual pac,e 

· of work will also depend aT! the availability of resources from year 
-to:year. 

6.109. The Committee called for details of the line capacity works· 
to be executed in the Fifth Plan and the estimated expenditure on 
each one of them. In a note.in this regard, the MiDistry of Railways. 
have stated that detailed planning of line capacity works' ~s done' 
to meet the requirements of traffic giving priority to' the transport 
needs of the core sector of the economy viz, coal, steel, industry, iron 
ore for export, fertilizers, cement, petroleum products etc. It has: 
not been possible so far to give a concrete shape to the 5th Plan 
of the Indian roDlways for the development of the line capacity on 

· account of . the fact that the 'detailed plans for the 'other "sectors of" 
the economy have not been 'finalised and not only the planning of 

'individual projects 'but' even the overall physical' and financial 
· targets have been undCnlgoing changes from time to time. 

6.110 •. However, taking into account the projections'of trame· to 
be offered by different sectoreof the economy as furnished by the' 

: Planning Commission at the time of formulation of the 5th Plan.,a 
Ust of projects which may have lobe taken up in the 5th Plan was. 
rprep~eQ and the same il given in Appendix XI). The estimated cost 
of these works ona very approximate b88is came to Rs. 684.17 crores. 
Provision 9f RB. 500 crores was, made for line capacity, works in the 

,6th Plan after taking into ,account the throw forward of the 4th Plan 
projects-.and the progre~ expected,.to be achieved on the 5th, Plan 

: prtlject8. 
, '6.11L 'rhe position regarding the finn commitments made so' far 

for the line capacity wbtks in the 5th Plan is as foUows:-
"The throw forward of line ~apacity works approved in the 4th 

Plan IsRs. 222.'11 clores. Works having total cost of 
Rs. 57.75 crores ~ave been' approved in 1974-75'Bddget. ',.A 

. lUst of works Included 111 197.-75 :;Sudget costing more th~ 
1 Bs. 101akbs eacbis place:!' ~t Appendix XII. Survey~ ate 
, in ~rOgre~s for a number of line capacity works a lis~, bf 
which' is placed' at A,ppendix XlU.The proposals ,for the 
works in 1975~'7(fBudget 'are curtently under considera-
tlonl' 

.: e.U2;:The:'Con{miltee eriqutm',aboUtthe' ~bem~'~1fD:u~rfbr 
"dou\SHJit of "t!l~' t~ to\l~' and the oUtlay pl'tlVided theref~r·.4uri·g 
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; t~e Fifth Plan. The Ministry have stated that at the beginning of ~e 
FIfth PIan, work on doubling of about 536 Kms. on the trunk routes 
(connecting the four metropolitan cities of Delhi, Madras, Bombay 
and Calcutta) was in progress. The total estimated cost of these 
works is about Rs. 57.54 ct"ores and the approximate outlay during the 
Fifth Plan (after taking into account the expenditure already incur-
red during the 4th.Plan) is expected to be about Rs. 41.46 crol'8l. 
The. details of these schemes, with approximate cost, present targets 
and the balance single line portions are given in Appendix XIV. 

6.113. Theremafning single line portions will be taken up for 
doubling as and when development of traffic on the respectWe routes 
justifies the same. 

6.114. The Committee enquired if tl}epresent capacity of the 
Marshalling yards would be adequate to meet the growing require-

. ments of traffic during the Fifth Plan and if not, the details of schemes 
.. drawn ~ ,for implementation in the Fifth Pla,n, the outl~y ~nvolved 
thereon and the financial return expected etc. The· Ministry of .:Rail-
ways have replied that the development of the capacity of Marsh'a'l1-

'fng Yards to meet the growing requirements of trame is. continuous 
process. In vieW of the trMB.c target of 300 million tonn""~d for 
the . Draft Fifth Five Year Plan as against the actual materllllisation 
of' 185.2 million tonnes at :the end of the FO\1rtb Plan, it wo\lld lle 
necessary to enhance the capacity of the major: ~arsQaIlillg 't8f4s. 
An overall provision of Rs. 500 croes has been made in the Draft 

'Fifth Five' Year Plan: for the :line capacity wOrkfiJg ·hlClUdlftg:yards. 
. ,i . I., •• I (. 

6.115. Details of all the schemes for expansion of MarshaiIing 
Yard fftlHties that would be neceSBary have not yet,been finalised 
astliis wciuld have to take into QcCo1int the actual materialisation of 

, traffic duiing 'the opetaticm of the Plan. However., in addition. to 
the yard wOl'kaalftadyinprogres8, yatd eJCpansion' works costing 
more thanRs. '20 lakha each along with percentage'retUl'Jl sanctioned 

'in :tbe ~t ,ear of the Fifth· Five Year Plan IUlCgiven below:-

Name of the Ylrd 

Junnardeo Yard • 
Mapon.YmI 
New Katni YanJ • 
Bliuslwal Up Yard 
GoIQC)h Yard 
b"'qnndlD\ Yard • 
'~iYard • 

" 

Anticipated 
obit 

. (RI. in 
lakhs) 

.p 
103 

.74 
35 
63 
aJ 

"~4 

Peice~il&e 
retam 

--
n-6 
13'0 , 
2'2'0 

15'2 
JS'o 

'ro·" 
. 'Io-i56 
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6.116. The Committee note that an allocation of Its. 500 crores 
has been made in the Railways' Fifth Plan for Line Capacity works 
and another Rs. 110 crores for improved 'Signalling and Safety" 
works. As detailed plans for the other seetors of the economy have 
not yet been finalised, the details of line capacity works, etc. which 
will be required have not been worked out. 

6.117. The Committee observe that the busy.arterial routes which 
form only about 24 per cent or the route kilometerage, carry about 
72 per cent of the traffic. As pressure on these routes will "further 
increase during the Fifth Plan, a number of schemes for augmentation 
of capacity by doubling, conversion, improved signalling, provision 
of additional crossing stations, extension of diesel/electric traction 
and expansion of marshalling yards, et.c. are being progressed. 

6.118. The Committee have, in an earlier chapter, emphasised the 
need f,or making an assessment of the trafllc carrying capacity i.e. 
line and rolling stock capacity already built up by the RaUways so 
that further investments could be made on a rational and scientific 

:basis. 

6.119. The Committee trust that the Ministry of Railways would 
. obtain full detail! of the expansion schemes from the various econo· 
mlc Minister I Public Undertakings, etc. so as to ensure that the 
aeed for augeating line capacity is fully establislled in each case 
before work is actually started. 

In para 2.11 of their 22nd Report (Fourth Lok Sabha-1967.68) 
the Public Accounts Committee had obeerved: 

"The Comm.ittee are not convinced by the explanation that 
efforts w6l'e made by the Railways to find the cheapest 
means tG meet the anticipated increase in tramc. They 
regret to find that in the case of as many as 16 works in· 
eluding twelve works of doublln, of tracks costin, 
Bs. 27.03 crores, the capacity actually utilised ill 1165-66 
was less than the capacity avaUable before the works were 
undertaken. The Committee strongly deprecate the 
tendeney of the Railways to go in for works, including 
deublinr of tracks, without critically examining their 
economics." 

6.120. Again, in pua 1.72 of their lZOth Report (Fifth Lok Sabha-
1973-74) the Public Accounts Committee have stated:-

"The Committee have been expressing concern over the in. 
adequate utilisation of line capacity which aecoun~s for 
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the bulk of Railways investments. The Railways regard 
85 per cent utilisation of the charted capacity as a signal 
for aUJlUenting it. In view of over-capitalisation on Rail-
ways and the need to maximise the return, the Committee 
feel that the Railways should aim at better utilisation 
of line capacity. 

The Committtle, therefore, desire that all the lines where the 
utiliSation of the line capacity is below the optimum level 
should be expeditiously identified and all out eftorts made 
to attraet more tramc failing which steps should be taken to 
cut down the expenditure on them without affecting its· 
utility." 

6,121. In the light of the foregoing, the Committee would like to 
lay particular emphasis on the imperative need to examine critically 
the financial implications of the Une capaelty works proposed to be 
undertaken in the Fifth Plan so as to eDlUre that investments on these 
fixed asaets yield at least the minimum financial return. It is 
essential 'that detailed studies are made and meticulous' planning d'one 
before such works are taken up. The Committee recommend that 
in eases of projects. costi~ Rs. one crore and above, detailed link· 
ages in regard to the projected level of trafllc over each sucb linel 
Mction should be drawn up. Baaed OIl such studies, suitable priori .. 
ties may be fixed and the progress of sueh works reviewed continu-
ously so as to take corrective measures that might become necessary. 

F. New Lines, restorations and conversion schemes 

6.122. The Ministry of Railways have informed the Committee 
that out of the total provision of Rs. 100 crores for new lines in the 
Fifth Plan, the throwforward from the Fourth Plan was estimated 
at about Rs. 40 crores. The balance of Rs. 60 crores proposed under 
this head was to cover certain project-oriented lines considered 
necessary for movement of iron ore traffic for export (e.g. Banspani-
Jakhpura line) and for movement of coal traffic e.g. Hiradagarh-
Ghoradongri line in Pench, Valley and extension of lines in Pench, 
Singareni and Karampura fields. 

6.123. According to the latest calculations, it appears that the 
amount earmarked for new lines would be insufficient even for the 
lines required for meeting the transport needs of the core sector and 
the firm commitments already made. The throwforward of the 
works from the Fourth Plan is now estimated at RI. 79.83 crores and 
ItS;' 81.28 crores are required for works included in 1974-75 Railways 
B~~g'et. It may be mentioned here that repeated demands are being. 
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~nade by the, .state Governments, Members of Parliament and others 
1, 'r construction of neW lines in the economically backward areas for 
~e~lopment purp,oses. Railways' had accordingly requested the 
Planning' CO!;llmisslon to earmark a sum of Rs., , 255 crores outside 
Raitways~ normal Plan, for construction of these' lines in various 
States. As most of these lines are bound to be unremunerative for 
the Railways, evolvement of satisfactory financial arrangement with 
the S~ate Govern.~e," and exemption from tlte dividep.d obliga-
tionof the Railways from the General Reven~es wall considered 
~ece~sary~ Due to constraints of, resources, the Plannig Commission. 
h,~ve not. however, been.a\¥e to accept the ~lway,s'suggestion and 
have not provided any s~ific amountior .construction of new lines 
for developmental purpo.ses. This is bound to put severe strain on 
the limited allocation of Rs. 100 crores for new lines approved for 
the· normal Plan of theBailw~L 

, I" ' 

~,~~ The qetaijs ,oUhe pJ;ojects in prQgress/sa~<:tionedalollg ,~ith 
the to~al esti.lnated,cos~ the 'schedule of c~t~uc.~~ t~ ~ly, date 
of completiQn ~d the expected 'return are indicated in, App~dix 
XV; , \ ' 

6.125. 'The Committee have been further'infonned that a pers-
~ctlve Plan for con~erlidnbf certain selected M.G.' lines to Broad 
qauge was 'draWn up'ealrly in the 4th Plan period. The Plan ;envisa-
~~: eonversionto B.G.'ofnearlY 8,230 limB. of Important' arterial 
M:G~ ttuMt routes where t!xistlng lines are' rU~ig to near saturation 
liritits.These conversionswet~planned to be completed :in 'lO1O 15 
years' time at an estimated cost of Rs. 230 crores. Actual work on 
conversion of the identified r~utes is, of course, to be undertaken after 
detailed surveys. for assessing tlle traftic needs and fin,aJilcial impli-
,cations involved ip each case. The Sections inclHded in the 'p~rspec­
tive cOJ1vefsion, plap. were as follows:-

B.No. Name of Section LenJl=h Approx. 
(in till.,) Colt 

(Rs.1n Crores) ----------------------- ----
2 3 " 

,1 Varanaal-Bhatni-Gorakhpur , , 229'~2 17'22 
" ,/, 

2 ~nki-Gcmda-ao~lkhplp' (includinl PB:E:-',ic:l B. G. li~ 
between Barabanltl &; Gcindla) ., , , , ~42'oO 22'8t 

3 Vir~.8ql-Okha-Por~er • SS6:~ 43'65 

.. (hat", -B3!lJilOfe(iDc:lu4iIas, pvaUel,BG liDe, be1c.~ 
~~~p~v~ .. ". ., '. • , 2~·oo. .17'08 
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~·No. NOleof Section Length 
'(ill Kmt.) 

Apprpx. 
c.)et 

(RI. in·enore.)' 

5· Bongaigaon-Qauhati 154'00 20'00 

.6. Karur-Dindigul-TuticOlin (including new DG line bel weer. 
M'1dllnJ &.IDin.iigul an<i parallel Gil ne b:tw~en Madurai 
& .Cover MJdurie-Tuti«Jrin-M.niyachi-Tmmc!vc:Ili;; 3:14·00 17,86:3 

. '1. Bhatni-Barauni-Kallhlir • 472'00 32'00 

8. Samestipm-Raxau! via Muzaffarpm of Dharbharg 188'00 11'00 

'9· Erna~-Quilon-Trivandrum 221' 00 13'60 

10. Mira;-Londa-Ho5pet-Murmugao aI_d Alnavcr-Dar c'di 565'CO 33'00 

Total , 3231'52 22.8, 29 

6.126. Later developments have resulted in change of pattern of 
traffic and the following conversion may not be necessary in the near 
ftlture:-

Varanasi-Bhatni-162 lans. (part of item 1). 

. 6.127. K~pl.ng} in view ,the c};1anged' ~i~C}1JIl11~~eJli ite.mf 1,. 2,and 
"1·.covering ~'. ~ we.re~Qdi'ed.(sWtably ~d ,a .. singl.conversioJ2, 
project of Barabanki-Samastipur M.G. line covering 573,laI).s. W~ 
,sanctioned. 

" 6.128. In the' 4th plan, the following 5'; conversion projec.ts cover-
!hg 1529 kInS;' were: sanctioned, The last on. (item v) is not . 
.covered by the PerSpectiV'e Plan, and was sanctioned as drought 
.relief work in Maharashtra. 

(i) Blfabanki-Samaatipur 

(i~) Viramlara-Okba7Porband er 

-(iii) Bil'lplore-GWltakal 

(if)) Rrnak'llam-Q'lilon Trlvan~.rum 

'( II) M,.\nnu.1-Pilt'li-V.i;nath • 

Tptal ---

kllll. 

573 

556 

aBo 
220 

)35 

. 

E,tima~ed 
Cost 

(Crorel of 
Rs.) 

47'1:1 

42'93 

11'59 

13'33 

28'0 
(Approx.) 

.. .,... 
148'97 
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6.129. Against the sanctioned cost of Rs. 148.97 crores for thes .. 
5 conversions. RI. 20.01 crores were spent in the Fourth Plan period,. 
the balance RI. 128.96 crores being thrown forward to 5th Five 
Year Plan. 

6.130. Detialed proposals for 5th Plan have not yet been finalised,. 
nor have the project-wise allocations been decided on. In the first 
ye~r of 5th Five Year Plan. however. the. following conversion 
projects have been sanctioned:-

S amastipur-Darbhallga 

Bon,aigaon-Gauhati 

Guntur-Macherla 

Kms. Appn:·x. 
cost 

(Ra. in crores) 

38 

160 

130 

328 37'70 

Bongaigaon-Gauhati is' included in the Perspective Plan, while 
the other two have been sanctioned for development of the back-
ward areal. 

6.131. In reply to a question, the Ministry have stated that no 
inter-se priorities for the conversion projects in the 5th Five Year 
Plan have been laid down. Rs. 167.70 crores wiu be required if 
the eight sanctioned projects covering 1875 kms. are to be comple-
ted in the 5th Plan period. 

6.132. Asked about the expected return from these projects, the 
Ministry of Railways have stated that out of the 8 conversion pro-
jects carried over from the 4th Five Year Plan and sanctioned in the 
first year of the 5th plan, seven have been surveyed and survey is 
in progress for the eighth one. The position regarding cost and 
expected return on investments is as shown in Appendix XVI. 

6.133. The Committee understand that out of the totalprovislOD' 
of as. 100 crores for new lines, the throw-forward of the works from 
the Fourth Plan earlier estimated to cost about Br •. 40 crores, is-
now estimated to cost as much as Rs. 79.83 crores and that the amount 
earmarked for new ]ines would be insufficient even for lines required 
lor meetina' the .transport needs of theeore sector, not to speak of 
providing lines in backward areas for which there is perSisteDt 
·demand on the Railways. 



169 
8.114. The Committee further undentand that the penpeetiYe 

'Plan for gauge conversion drawn up early in the Fourth Plan period 
·envisaged convenion of 10;Wc ... • .. : .. portant arterial MG trunk 
routes into DG '!I.itll .• ~a1 J~th .o~:abo~! ~,230 KIDs. Of these. 
5 sections t"overingI528 Knis. were sanctioned at aD estimated cost of 
about Rs. 149 crores in ··the A.b.· 1ft ... ' ,..lle. during the first year 
of the Fifth PI~, aDotller 328 Kms.have been saDctiCtJled .. for. con-
ver.lOn ~f an e.tiJnited ~t of Rs .. : 31~'lO ~ ci-01es.': Tiie'~otal estbilated 
coil t,t t1l~~ If CObv.~"ion· sehe~~~ hi,' thet~ore,' ;'~ut ''';m 
erores'Of:f~Jiieb ~eaily·Rs.20 cro~~s ",ere sp~nt'~n:'"t~e :Pou'rth p)an .. eridd. :'" ',. ., . . .....r., . 
P'I" . ,t):,' .;/ .1 

1~.II5. ~1,Cbmtiiftt~ no~that wt ciftl\e$e eight tiJle!ti Oft., ODe 
"line watrY be financially ·remuneril'flft, two .'WI1I~ m~t, re-
.Jl\uber.a~ve whUe twO o~ts'wiD be~ 'rimUn~tIltW~i OIilf'.tth 
U 'per ;cent to' 58 per ceni illftatk)n 'ofctiaqtes. In the e..e ., ..r.-
line i:e. 1 •• llftrird~Purll-Vai)llath,the ftt'UIi'flas'lMbeeft .sce.tailled 
Yet. '.l'bt!! ..-ming two lines wlH f,e. clearly _~""'atl'ft and 
have 'been SaDettoned ·fol"'deVt!lGpment:of backwatd "'1.' . ',,. , . 

6.136. The CommiJlt8e·JtrOPOlleto· .... lldb tbe·q .. ti .... of criteria 
t~be fqllo~ec;l in c~ns~ruction of new IbleIJ~ver~i~,. sch.,...es alODl 
witb f1ae all,iecl ~!IB' 6t cr~n~ ~:)' .. ~ ~~S, from 
dividend lia'bUity on sueh investment, hi '6elr ~'DD ... 
Qurdens. 

1151 LS-12, 
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OTHER ANCILLARY MATTERS 
A. UtUiatiaa of W ..... 

. 7.1. The Committee have been informed through a knowledge-
able source that if the Railways Ministry's annual booklets entitled 
'Indian Railways' for the years 1970-71 and 1972-73 are compared, it 
will be seen that the wagon turn-round for 'Indian Railways' as a 
whole has gone up by about 2.5 days, both on the broad and metre 
gauge. The Indian RaUways own over 2,70,000 broad gauge and 
about 90,000 metre gauge wagons. The latter are considered equi-
valent to 60,000 B.G. wagona in the customary ratio of 3 : 2. Thus, 
tIle Railways may be aaid to have 3,30,000 B. G. wagons. Allowing 
that a permilsible 3 per cent of the wagons remain unfit on an 
average, the Railways have an effective fteet of 3,20,000 ftt wagons. 
Since, because of sluggish movement, the tum round has gone up, 
by 2.5 days (both on B. G. and M. G. ), the Railways are losing 
3,20,OOOx2.6=8,OO,OOO wagon days every 13.5 days. 

7.2. The following table shows the tum-ro~l1.!i of wagons in terms 
of days for the last 13 years both for B. G. and M. G. :-

Years B.G. M.G. ----. 
1961-6~ II' 5 8'34 

196~-63 IJ'~ 8'35 

1963-64 II' 0 8'~9 

1964-65 11'9 8'56 

I 96S-66 11' 8 8'41 

1966-67 JZ'3 9'03 

1967-68 12·6 9'54 

1968-69 12'7 9'69 

1969-70 12,6 9'41 

1970-71 13'3 10'1 

1971-72 13'S 10,6 

197~-73 13'5 10·8 

1973-74 15'0 12'4 
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".t~.,~p~\ ~.~Q8 .~1' ,.~i~.n.tnW.raprd,tIIe 
M.iiliatl;~ :Qf .~was h~,!,~, 8~te4"iJl·.~ ~te that. -walOJl: t1ll'iH'0UIIi:l 
Z:C;Pl'C?8e~tsth~ Jptez:val ~~",eenl:t~ ~~elBift loacliDca of: a walaD:. 
IUs ~cUp~ahd"qf .divjdiDg tQe~· avcmase of.efleetive ,W&IOIl 
ho~ding ~y the .. av~aae .waaQ~. 1~~'anc1.1t .thus expresses tb8 
ratio betw~ the. toW .. num~r, ,oJ,.-.tv,i .... ble Vi_lOllS lAd the .Jlt1moo 
Jj)er: of, wago~)o~ed. ,.In the tum ~cirationthe loading upect 
of the performance is efnphasised whUe the actual movemtntupect 
is relatively secondag. If for any reasons the loading drops the 
turn round ratio will come up. The wogan turn round ratio should, 
.therefore, be viewed in relation to other allied statistics which ulti-
mately inftuence the incidence of loading such as:-

(i) Lead of traffic; 

(ii) Incidence of empty haulage; 

(iii) Traffic density; ;. 

(iv) Speeds of goods trains; 
(v) Time spent in loading and unloading; 

(vi) Detention to wagons at goods sheds, transhipment pointl, 
lards, sic~ lines and shops; 

: I 
(vii) Seasonal fluctuations in demands; 

(viii) Idling of special type of stock put in service for catering 
to specific streams of traffic such as steel plants, export 
ores, mineral olis etc. 

7.4. Wagon turn round is thus an empirical formula and is at best 
a rough and ready guide to determine the wagon holding of indivi-
dual railways. It cannot be taken to be conclusive index bf wagon. 
utilisation as it does not reflect the lead of traffic which necessarily 
increases the iJlterval between the. two succel!8ive loac!lngs and over-
all hQlding, nor the incr.ased proportion of special. type of stock 
which .iz1.volves more empty haulage· not the i~. traffic of big 
induski~units . .like, steel. plants and pQrts which enjoy higher free 
.tiMe not the sluggilh ~vement.s Qn satur~~,. sections before ade-
quate line capacity works are developed, nor the bQld ups due to 
ex;traneous factors like pubUc interference in train. runniD41, strikes • 
. pJ,lndbs etc, 

7.5. Thetabte be~w shows the. :wago~ turn round on the B.G. 
and M.G. in juxtaPOlitioD with .the average leacJ ot traftlc for the 
'period 61~ to 13-.73. It win be.-ell tbatol\ the B,C;;" the wap 
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turn ro1BJll(ftlfedb'-_h IFlDd 11.'I"bet\Vefm M.J«2''tb'1s!-eB 'ed 
tban 'tllare ".. wsb.., m~re_ anS 'the' ttstn Tount!: ~ie4 bet\\t~n 
12;8 'to 12~7 bet __ ..., ad 89'-'10, ,wHel1 qatn' 'aDotherififcrelse 
",.. registered and ;the tum rolimc!l varied' ; 'between' IS .Strid. 13.5 
Wi. W.Tl BDd ~2-'13. ,The same trent! is observed'in M.G. also 
where rttie turn 'I'Ound ril'i~b.een 8.29 Iild 8.&6 betWeei1.'8'1-82 to 
et-(I8, betw.een 9.03te» t.69bet\\reen 6&06'1 and 69';'70; and 10.t to 10.' 
'-*ween' 'o .. '71 alld 1f1.:'A,' ,; • " 
-----~--~~', ' .. ,----------

Broid diuge 
'L 'r 

Tear 

" 'Metre 'clauSe 
Tum-, Lclli 
round ---------------------------------------------

II' 5 556 8'34 
, IJ'2 558 8'35 

IJ'O 5 • ., 8'29 

JI'9 539 8,,6 

", lI:B 556 ,8'41 

12'3 555 9'03 

. sz'6 581 9'54 

12'7 582 9'69 
12'6 585 9,41 
13'3 615 10' 1 

13'4 641 10'6 

13'5 643 10'8 --7.6, The broad reasons for the increase in Ute tum round are 
.. under:-:-

'. 

(8) A progressive increase In the leild of tramc both on the 
Metre Gauge and Broad Gauge, By and' large, barring 
mitior variations, wagon tuin round has Seen increasing 
with the lead of traffic as the interval between successive 
loading tncrebes with the increase in the average lead of 
trafftc, 

(b) During ~tember, 1964, nearly 2,0,000 Broad Gauge and 
3000 Metre Gauge wagons remained unutilised on the 
railways as a result of overall drop in demands which 
; actually sharply increased the wagon turn 'round, both on 
'Broad Giluge aind Metre Gaug~. During 65-66 there was 
some reVival 1n trafftcpotential but a set-b4ek was caused 
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c:u.w" to, h~Vi, pet~: r~~~*, .. a result: of Indo-
: f~' l\qst;Uit .. , ,bo~ if. ,~~~Westem IIld Eutetn' borden. 

, (cl ~e e~~q~Jc r~c:es~o~Jn th~~~, ffi 1~7 brought 
,~, its, ,wake, a 4ep~~0~iD:~ :l~pl'el 0,1 tr-mc offering 

I, ;f,~~tIpg Wo, les~, loaPi~fl:\ ~ ~~,fQ.l,lpwUw,year viz. 67-68 
.), ~:.\~~tq~~as",,~~~~ ~,Jo ~ :cM~H~.,~ the price of 

y~ 

(8) , Right 1tozP m;.ae' there haS bHh a: progressIVe 'increase in 
'the~u1nb~ ,ofspeci.t' t~'of stoe~ n~e, b~gie:",agoD8 and 
. tatx~ wa~oni. The 1n~u.e" iii' the num'bei of' wagons ill 
, utrlts is shown in the! table beiow: - ' ;:; , ." 

; l .• ,~ ~, . 

" " 

w~ holdins. ,in units on the lut day . . tq. , 

~ : . '" arOId 0.. Metre Gause 
~ I ; ;'1.· Dolie 4-Wheeler Bogie 4-wbeeler 
1.\ ,I 

1965-66 35,898 121;33Z 'Ji.liz3 68,784 
,I: 

1970-71 ,sz18$8 ZI7,lIsz a3.548 67.069 

197[-7-3 . 45.939, ZIj,6SB z3.936 65.630 

197z';73 S7J484 Zl6,400 24>297 64,zfjo 
'. -""--

7.7. These bogie wagOl'lS are meant generally for movement of 
special types of trafBit'and cannot be used 18 general service wagons 
except the sex and; to some extent BOX wagt)DS; The utilisation 
of such stock involves a' certain amount of empty Juwlage from 
unloading points back to the loading points' and this .empty haulage 
affects the overall turn-round of wagons. The tank wagon fleet has 
been s~eadily increasing both . .on the Broad Gauge and tlae Metre 
Gauge over these ,years. ' For these wag<>P.Ii also no return loa4. is 
available and they, h~ve to be hauled empty from the unloading 
points ~ loadinsp~ints, increasing the average turn-round of 
wagons. 

(e) An important factor aff~ting the wagoll turn round is the 
• performance of steel plants, ports etc. which handle a 

large' number of these wago~s. Over the years there has 
'~eell a slinifiCfn~ i~crease in the numb~r of wagons 
~~dled at ~te~l plan~.~, por~ etc. which enjoy a higher 
free time and thus cause higher de~nt1on to ~1lI 
thereby increasing the interval between .uccell1 .. . ~~. \ 



IT. 
, '(of) 'The blcrease 'inwagoll tum 'round from tbe' year 70.71 

" . • bOth .,11' Metre Gauge~dBtOad ~uge is lar~ly attribu. 
,table to disturbed working conditions on tb.e railways. 

,: J' : 'EX~nSive aritl':'socfal ac!ti~tJ~sJ8ffecteQ :the workirtg' of the 
,'\ ' nilways' 'ddrlng.' 7\1)':'71 re,Uittrlg 'in 'i Iltimerou~ cases of 

theft 'tifoverheld electric' Wires, • eonftn~eation cables, 
", , 'signallbig 4!'quipment, wagon' parts' ete:;t'here were a num-

ber of cases of attacks on running trains and assaults on 
,,' ," :,' , rail~~r ,staff; there wer~, a, 8~~., o~ ~q.~~laD~1 strikes 

crippling, the, ~ov~~~pt ,0£, ~~c~, J\l1. ~se ~ctors con· 
.. ~ib\1tedtto ~~tdeJIl<?!la1is~~0n,QI r~hv~yst~.,who had to 
work under IUlprecBndented 'pr~u,re~ DlUing 1971·72 
large emergency movements were 'undertaken by the 
railways in connection with the Indo-Pak war which 
n~essitatedrunirlngof a large number of refugee specials 
and white bot and red hot priority moves having an ad· 
yerlle ~pa~t, on t,hemovement of goods traffic and inflated 
detentions to wagons in yards and stations en-route. Turn 

.round of wagons continued to suffer on this account. DUll-
ing 1972-73 there was some improvement in the law and 
order situatIon in the eastern sector, but this was more 
than offset by large Bcale power-shedding in that area. No 
improvement couki be brought about as a number of agi· 
tations, most of them totally unrelated to railway working 
such a. stucient agitatiocs in ,Punjab, 1anluage agitations in 
Assam and Mulki agitatioIUI in Andhra Pradesh continued 
to affect the workingcondtions on the railways and resul-

~, ted in large scale immobilisation of wagons on the Broad 
Gauge and Metre Gauge. 

'1.8. From the above table it would be seen that out Qf 2.3 days' 
increase in wagon turn round, 1.6 days are accounted for by increase 
in lead itself, which goes 1x> prove that the increase in lead has got 
a very substantial impact on the turn round of wagons. 

7.9. As to the effect of increase in lead on earnings per loaded 
wagon-km., the Ministry have stated that with increase in lead, the 
rate remaining the same, the earning per tonne or per wagon 
increase but earni~g per tonne kilometer" or per loaded wagon-
kilometre decreases. This is becau~e the freight rates are telescopic, 
i.e. the per~tonne-per-kilometre charge decreases or tapers off as the 
,~istance increases. ' 

7.10. In reply to a question whether the Railway Board had calcu-
lated the amount of loss of revenue to the Railways on account of 
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deterioration in the walOD turn roUDd, it baa been stated that DO 
. attempt baa been made to auell the lola of revenue on account of· 
iDereue in wagon tum-round, as the eaming potential of wagon is 
not dependent OD the turn-round time only, but on a variety of other 
indices, such as the. "net tonne kilometres per wagon day", the mix 
of the traftlc, etc. and it is not pouible to separately U&eII the effect 
of each one of these· qn the earning potential of wagons. 

7.11. The Committee enquired if the Railways had atudied the 
beneficial impact on the turn-round of wagons, ot measures taken 
-during th~) plan periods such as dleaelisation, electrification, doubl-
ings, improved signalling and te1e-eommunieation flldliti., mereased 
movement in block rakes etc. and if so, why in spite of all these 
measures the Railways had not been able even to keep up to the 
level of performece attained in 1980-61. In a note on the subject, 
the MinistrY' have stated that the following are the importet indices 
relating to the quantum of traftlc moved and lOme relevanteftlcleney 
factors:-

1960-61 196,-66 1970-71 1972-73 1973-7. 

Revenue earnings traflic (million 
162 176 162'1 tonne.) . ut'8 1"'3 

Total traffic (million tOMes) 1,6'2 203 1,,', 201'3 18.4' 9 

Average lead of traffic (klns) ,61 576 648 678 662 

Net tonne kilometres in revenue 
earning traflic (in millions) 72333 98978 1I0696 121164 109391 

Net tonne II: i10metrel of total 
traffic (in millions) . 87680 116936 1273,8 136W 1223'. 

Net tonne kms. per route kin. per 
2467 340<4 3611 380<4 N.A. annum • . 

Net tonne kms. per aoodllloc:o-
motive day in use (BG) 6,oJl 75762 85083 90,17 88288 

Speed of good. trains (BG) 16'1 16'4 17'9 18'0 18'3 

Wagon Tum Round (BG) JI'2 JI' 8 13'3 13'S 1,'0 

(MG) N,A. 8'41 10', I 10'8 IZ'S 

7.12. It may be seen that the quantum of taftlc carried. and the 
effiCiency of performance during 1972-73 has shown ma~ked Improv .. 
ment over 1960-61. This Improvement has been poSSlble only ~ue 
to the verious benefits accruing from dteselisatio?, electrifica~on, 
doubllngs, improved signalling and tele-communlcation facilities, 
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Jncreased movement in block rakes etc. It would not be correct to 
comp'f.h:lJe! ~ilee of it8o-&l with mvvs only; in'1eIf*t :tJt 
Wagon:' ftWb.itDtma: 'at 'irrly ·Gthet sin_tiulex 'Whhout' eottilaftlitl' it 
to bther"reI81ei11ift8feel.i" IItt f~,' clun_ !9~", :i'eftnue: i "eafoft.ift; 
trd'e liftW;has been ~tht!,Jrigt1.:eVer!' 'NettO~ Hl~~l'te· ~ i. 'lfhe- lhost' eoit\prehensttefildf!:t' 'afta eombtftes bOth' 'tiie"mo~ 
andf'thc!'ioad eleffi£lillt'iiild tl!iis. gJ1tei' ·'the eanw,lf ~ttaJllbf:& 
wagon, has irli)'-bee~t~higbest~ver dUrlhg ll'T2-D. . 
~ct-'tJt· ~aa~' inledit; On 'wagon 'ftm.HtLtUfllWll e&mitt,_ 
'~:~~.~*~,,~i~t",~Jnted:,.wt: ~~t'ihe:*~erllgei~c1, Qf ~~c: 

.... g~ ~,~,~1 ~#ll(1(i~l,tq 6'l~ ~.~ ,U1.'197~~7~:Th9 
iDquir",d if tbJt ~iD.is~ ha4, up.def¥aken, ",4.etflUed: an~ysJs Q~ ~. 
n.nngt1i.~I:~,.~~o( .. ~~.lq .. toi~~l~.procile imp~c.t 
olhth~"tun1rQUD4o~ 'w,agC?JW- ~'~~"':~~'J,peJ,'~ l~cl~. w"9~ 
kill. :'rb.e ·~i"~:J_~~ r9W tqatlJ.:O detJl#.!d.~aWsis h~!b~n 
Dlade,to .. er~ ~ ·Plf~¥!'J ~q.Af., the .~1'~se in lea,d on the 
turn-round of wagons and earnings per wagon km. However. a 
Q:toad IUlsesslIlent of the impact of increase in lead on the wagon 
turn-round and earnings per wagon kilometre is furnished below. 

'1.14: While mcresse"m lead contributes substantially directly to 
the increase in turn-round, by way of extra time needed to cover 
the additional distance. it is necessary to'bear in mind that.there may 
also be secondary and tertiary effects of the increase. in lead, in that 
the wagons may have to be handled at additional intermediate 
yards, which inevitably involve extra detention en route. The actual 
mobility of wagons 80S measured by wagon-kms. per wagon"day 
takes these factors into account. The extra turn-round of wagons 
to cover the increased lead can be broadly taken as the additional 
lead divided by the average wagon 'mobility . 

. 7'1.5. The effect of increased lead overturn-round of wagons can 
be illustrated by the following table:-

Lead in 1960-61 

Lead in 1972-73 

Increased in lead 

Wagon kma. rer wagon day in J972-73 (B.G.) 

S6J knls. 

• 678 " 

• II7 " 

74'4 " 
~a tunl7round of. ~a~s to ~er the additftmal lead of 

·1:171:atti .. , .' '.. .• .,. • .. ,.' .•... • I.6 d,ayP' 

Ac:tUat W~ mb-'tOffillhilIg~6i·(8:dS. • -' '.. '. u.~ 'II ,r' 

~~t~-rO~in~~7a~73'~:'G,'1 " ' • . 't~.~ ~a,. 
~ .. , '. '. ~.3 " 

,...,,·,·.·.= .•.• ~, .. _· ... _M ___________________ _ 
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7.16. In ,reply to,~, ~uestio~ abollt ~e ~e~urQS that are proposed 

to tbe 'taken' 1to effect nnproveme~t in, th, t~ll-round of wagons in 
the Fifth; :Plan;' and the apprOxiniate '~Ying1ik'ly to Qe effected in 
the number of wagons as a result of improvem'~t in the tum-round 
position, the Ministry hav~" sta~d that the, "a~iou.s. :s;t~~/collditions 
required fet -im~~ovemeflt, In i~~, wa~~tJ. ~~rtl-f,o'ij\~, ~ ~ Railways, 
::'b!:w~fth;ran, as tn~~Il~~ to, die Pian~g .. Cq~ission are 

I 'l.l 

,(a) 'MQ~u.~ of bulk; commoditi~s lilrecoal,' Orea, foodgrains, 
~Q,', _ ,Utel, Icem~t, ,fertilizers' imduPOL Products 
sbQlJ1q be orlmaed in blockralEes faml :the originating 
poin~to destina1lion.' Thia will, involve proYilion of ade-
qWlteti~ng aDd mechUieallaadiDglualoadtllg facilities 
at t~, oriiinating and Itile ·terminating points' and would 
~eSlJtete: Gistribution' to petty ClOnSWDeri ,by road within 
• rana.'pfI50 to 200 Jag. In tbeeue:Of coal, meehan!-
c~ arransemeJlts fol" lOadiIl",block ra .... need to be pro-
vided by all collieries Pfoducing dVel'J ~ 10,000 tonnes per 
m9Dtbandmovements in blockru. are required to be 
arranged for the CODtumet'l takib, 1500, tonne. of coal or 
above per month. Linking of the bulk consumers to 
individual collieries Iwasheties 'fo faCilitate' block rake 
movements 'also' needs to be IlI'ranged. For the small 
coruilimeri, setting up of coal dumps 'at important con-
'BUmlng centres will· also be necellsary. As regards ores, 
,the preSent manual' handling of float· ores needs to be 
replaced by mechanical loading In' fUll block rakes. Stock 
yards' also need to be sst up at focal points to take the 
finished products, of steel plants in block rakes. 

(b) Move~ent pattern particularly of coal, POL products, 
f~rtillzer, and cement needs to be . rationalised to avoid 
wasteful 'cross-movements and/or avoidable long leads. 
Future c'ement plants and fertiliur factories need to be 
clisj:,ri~uted allover the ~ountry as close to the consuming 
centres. as possible. 

(c) Loading of bulk commodities needs to be spread evenly . on' all days in the year and for this purpose sufficient stock-
, pUes ha~e 'to be kept at collieries and mines to make up 

for short raiSing! during the monsoon. Similar stock-
. piling facilities need to be provided for' other commodities 
also'both at the loading as well as unloading ends. 

(d)i1lin~~trles and,,~ handling points ,Qlust 19ad and un-
load wagons within the scheduled free time as ~e wagon 
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procurements are based on these schedules a.nd non-obser-
vation of the stipulated free time J.s bound to lead to 
shortage of wagons. 

(e) Amongst other' important factors that affect railway 
operations and consequently the turn-round of wagcma are 
the general law and order situation in the country and the 
state of industrial relations in the'country in general and 
on the ,Railways in particular. Raflwlly operations 
during 1973-74 were plagued 'by acute eonditions of indus-
trial unrest on the Railways which very adversely affected 

the railway operations and theee, in turn, had adverse 
effect on the turnround of wagons. . Similarly, from time 
to time, railway. operations were also put' under severe 
strain and were dislocated on account of bandhs, strikes 
and other similar agitations in various parts of the country. 
All theee factol'l have a very vital bearing on the function-
ing of the Railways and the net result of these is to slow 
down movements and consequently reduce the availability 
of wagons for loading of freight trafflc. 

7.17. From amongst the list of above points such of the factors 
.'88 are within the con;trol of the Railways are being tackled by the 
.Railways themselves. But, as would be observed, most of the 
.fadors are those where action is required to be taken by agencies 
. other than the Railways. For example, for setting up of the steel 
,stock yards at focal points action is required to be taken by the Steel 
Authority of India. Similarly, for provision of mechanical loading 
arrangements in the collieries for loading coal traffic, action is 
required to be taken by the CMAL and BCCL. Setting up of coal 
dumps at important consumption points is an area where action lies 
within the jurisdiction of State Governments. For all these points, 
therefore, the Railways have advised these agencies to initiate neces-
sary action and the Planning Commission have also been requested 
to help. Unfortunately, however, not much progress in the direc-
tion envisaged has been made. There is no doubt that recently, 
steel stock yards have been set up at some of the new locations 
which has helped in arranging movement of finished products of steel 

,plants in block rakes. But the progr~ in respect of other items is 
not satisfactory. Railways have &lSO worked out a rationalisation 
scheme for loading of coal traffic which envisages reduction in the 
number of the loading points and provision of arrangements for 
block rake loading in certain colliery sidings. This matter is being 
pursued with the Department of 'Mines who . are concerned with 
the same. 
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<,tl.l~,~, J'tf&Uiremerltl of. wagons for handling the targeted 
~~ng,ijl.l'if. ,Plan have been worked out by the Railways 
o()"rftl1e<,~ptiQa·.~t\lllCbievinl a turn-round of 12.1 days on the broad 
~~""i, I,., .[".",. ',,'1.' 

. , Th~ . t~-~~, ,is c:~l)Siderably lower than the actual turnround 
~~~~~~')~ '·~he .. ~re.viOUI Y~ars. i.e. 13.5 day. in 1972-73 and 15.0 

daY. 'ffll~74: . ShoUld . the turn-round of wagoDl not come down as 
ert\\1Uged; r,tll~ aa'ditio~al' 'stoc:)t proposed to be procured will not be 
able to handle the targeted traftlc:. Conversely, another 40 to 45 
~ '1A'>ICO-.,may be nqub'ec:l to handle the traftle targeted for 
• !WI • .,. ·jf tDe.. ;tumround· of walonl remains at the lew! 
·~edi;iIa ,,1921-78. 

'1r.7.19'1~~ordiJlc!to the data liven in the supplement to Indian 
:a.lhv,.~.,~" AccoUDts {197S-74), the daily average number of 
'\W.,onl lD ~. aDd uncler repairs and their percentage to the 
.a"U'8P' total:%l.Umber of wagons on line daily during 1972-73 and 
1{)7~74 was aa follows: 

,f:, 

Year' 

Average number of unaervic:ab1e wasons daily 

(in terms of 4-wbeclen) 

In Mechanical Work- In SlddIaes and TraDI-
shop.. portation workshops 

No. Percentage No. PeRlCDtIp 
to averqe 
No. on line 

daily 

2OS9 

2814 

to average 
No. online 

daily 

Ce93 10,S24 

Ce83 n.9zs 
3·20 
3'S3 

.. ..-.---------------
7.20. The Indian Institute of Management, Ahmedabad have made 

.t~followinlJ observations in their Report on .. Marketing approach 
to freight Earnings of Indian Railways-A study of Western Rail-
way",:-

"The paradox of wagons shortage seems partially to result 
from the control systems and performance appraisal pro-

. cedures followed by the Railway Board and the Zonal 
Rai1~ in respect' of wagon balances at the various 
interchange points inter and intra railways ...... It seems 
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t~*. the) phenomenon of wagon ahol'ta,.; 'Nat e*uaed by 

',;1 ~ l'~~_ of operatiug system Wlaicb· dict!ilot t~ke intO· 
~~Q~' tba nature e~ imbalaDeell"be'twetm :iilWard and. 
outward traffic determined on the basis of station by 
station analysis". 

I 7.21.The·lnstit~te· are, 'therefore, of the Vie~ ~t "a Centrau.e4 
Dat,a ~ank ~entre wKich will keep~. '~1:): .em/Wagon, ~v.~~ 
at·least ~n .~lective basis 'hooked on i to t~l~~mm\Plication setvi~, 
can update the existi~g system' by m~,. 1._" 

. I;: ," '". ' I 

7.2~J,A&kecito give their comments ,Oil theaboft HleJfttlODl, 
the Ministry ef lWlwaYI have statecl' that wag_ availall1ll\t for 
trade is a function of both the physical number of WA,ODS available 
with the railways as well as their turn-round i.e. the time lag 
between two successive loadings of the' same wason. This time 
lag between two successive. loading is apin depeftdent upOllthe 
speed with which these walons meve .. will aa the' apeeci· with 
which they aN dealt with at loading and unloading terminals. 
Speed of movement of wagons depends upon length over which 
they mo~e, the number of marshalling yards they have to pass, the 
we of. traction used etc. The manner of dealing with wagons after 
placement at ioading and unloading terminals is a matter. more 
QT. less, oll~side' the control of r~i1ways and is dependent entirely 
on loadtng and unloading performance of users. 

7.23. Railways, while planning fOr wagon provisioning, take into 
account a certain pattern of movement and the requirement of 
wagona.is calculated on the turn-round arrived at on the basis of 
this pattern. Any factor that affects this turn-round adversely, 
tends to upset the railways' calculations about wagon requirements 
and this is what had. happened during the fourth plan period. RiSht 
from the last quarter of 69-70 till the end of the Plan there were 
various factors whic'h affected railway working like· bundhs, agita-
tions, staff strikes, power cuts, unhealthy trade practices holding up 
wagons at loading and unloading points creating an artificial short-
. age of wagons while no shortage would have been felt under normal 
conditions of working: Thus, the shortage of wagons has not been 
caused by any defective rules in the operating system. which are 
continuously being reviewed and updated. A constant study'· of 
inward and outward traffic flows from stations and yards actually 
forms the basJs. of ~rating controls on movement. TJte; existing 
system .in t.orce .has been d~eloped over ~ year& and JDoder~sed 
to keep with changing c:qnciitions and embodies the late,st techntquel 
w~ere the . ne~ds of traffic require thia. 
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.' II 'l.a. la ~.' queltion labdat ithe ~tt!serlt ~l!cSnLuJi' lor ke.f!.P.' 
.... a ••• on wqcml1devemetitW 'af atfte~~~t ibeliof th~' 'bDilw,,", 
Miati8iettatioft' an.tUW,"it ~risutedttrtiely '~ed:b'dk ot 'irii~ tiOQ. 
jo,eaableCoperatte~,,~I~~1n~'i~ ~b(~ctW~ Ir¥~er aii4,)Wh:i~~ 
the.etiiUg .., 'Ih~ :Ce~'l~l~d Data 1!~iti~ent~. a~. s~pe~~ed abqye. 
'V.tiu.H"lIIIpfUt,.tlletMmifltrt'~~ Btatc!d t!aftlie aailYfs, .Boa~d·s 
Codlput.r·'QtB.artlis ~oYmedted' With ',41' B~~d 'Gauge I~ter-"AAilway 
raterahMrp ,.~ i'JM ~~ 'itidfti?ntl ltepbrtlns YardSb;~~ 
.of. ,an, Ail· '1hIIia'· 'le!eprintet' network, .' mt6rrrilYtloft ,. regar~~ 'the 
p)d1l.,!r"'PU.H1K'mtollgh'these J'Unt:tionp6\nts 'are rel~yed 'io 
the Computer ceMi&.il 'rhia'trlfdtmation is pMci!.ed ahi'ii'le mo~e-
,men~, ,p~~~~cu!~rs ,of .ab,~ut ,~,~,Q~~ '~~~'~'l *r,e, '11i~p'red , ,~i~on a 
ntikn~c ttlpe, t)ver th~ perfod, of a month. these ~veD;le,o~ »~ti-
,'CUla,n' ~~, '~on'~~')h':the' 8~~g,',~.*~,y:' a~~':,,'.W~i~ ~~ber 
,~,~qu~~d"~~~ }ttt!lIKr~t~r>' IS pn,~te~o~ce ,a pwntb, , COpl,"" ~e S,eDt 
t~"1\r~cf!l~}O; It~)~~~, o,r, t_h~ S~H~~r,n. an~ ~o"l~J~enH'.l :Railwa,., 
lo ,:e~~~ar.,t~l' J~e.,\jse,Ot Wes~~m,'~4 ,Ce~~J;'~q\'Plwa,ys,,~ Calc~tta 
r,b't the' use o¥ ~astern and. South tastern ttall~ays ap4to UlC.A· 
~~~r i!t~ :~~~~~1)'t.tit~:~.: ~nf~}{(~or~liern R~~\~~~, Th!~ liSting is 
'fOuI1:a',i~~~ ~~rY, . .u~et~1 ,f.~r t7acmg p~ w~op.,~:,.Tp~f list lS,,~SO ~~lp­
t~~,ih:.CQ?~~ctiVI""pn9~~~~c,~~d W~oIl$ IYlD~ lq,~lOr: yar~. 

'·1~2S. Ai' fir td{bp~r~tionkl planning 'Is ~ohcerned: j important 
opierafldrial ,sti~i~~s such 'liS jUnction ~rtterch~nges, loadttig o'f im-
l>0rtant~Oititnoditfes, siiflply'tor bblil loading etc:"lre Cbllected daily 
dii' tlie • tel~p1\bl'l~' th'rOugh a speCial tell of the RaHway Board. On 
t¥le'l)ilMs o!1his dlith' ahd in dl~blssion with separate- ~onal Railways, 

! day!.t8.:.(!ay, opet8Hoiial 'pl~rining t~don:e la:t the 'Ra~way Board level. 
i . ~ ~ I. ... " '. : . 

'7~2&.Siniilarly there is a Central G:ontrol 'Organisation' 'in every 
Zoria'l RUltW'~' Headquarteta 'Which coUtds the necessary data on 
the ~~pbMles.. OperatioIliaI planning 'is 'done With the help of 
;tbE!8~ C!'6tra 'aud: ittidiSC'dSfion with difte~nt dlvtsic:fns, Division'S have 
l Similar 8(!t ;Up' where the' details' are collected by the ~ont1'ol 
-ofttc9.,'The '~i'tsdntmettiod _'8Ul'8I proper feed 'back information 
for day-to-day operational planning. ' 

7.27. SettilJ,g up of a centralised data bank centre will be useful 
to the ·ext¢.nt 'that it ~an supply lnfortrtation for analysis, ~~d study 
when specr~'c probleth~ are taken up. ~t can nlso belp a! Indicated 

v 1"1' • ' '-tracing wagons and connectmg unconnected wagons,. As ear ler, m ' , 1 k ~ "erned " the far as day-io-day planning of operati,ona' wor ,s ~on" , ' 
present method of obtaining information from the Vital centres like 
yards and ioadillg points through tbe telepb,ones, meets the require-
'1nents. C,' 
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7.28. The CoIIIIIIftt4ee DQte that the wa ••. nu.-ro.d npn.eat. 

the IDterval betWeeD two .ueeeulve loadbap of··a ..... ' 'De 
futer tile movement, the leu the tum-ro1lD4l tm.. The' o.-w. 
observe that the poUtiaIl reprtIiq tunl-I'O'Ud ef w ..... hu aIIowa 
persistent deterJoratioll over tile last U ,..... ,.tIII _ the IaIrod 
page and tile metre PIIP ID so far .. It ·buPlle lIP fro. 11.5 
days ID 1961-62 io 15 day. In 1913-14 OD tile brOl4l ,pqe.and, fIvm 
I.H days io 12.5 days on the metre....... .. KY. '-""""nl' that 
19;3-74 was aD abnormal year for the &aU .. y ... the d.etierIoratlOll Is 
stW of the order of 2 days on the 1woad pure and about Z.& days 
on the metre pure on the basis of 191z.a 8pMs. 

7.21. The CommiUee Dote that wapn turn-Muad is pot the onl7 
eoaeluslve IDdex of wagon utilisation and that other facton sueh 
as the lead of tramc, the Incidence of empty haula,e, tra. density,. 
the speed of roods trains, speed of loadlD, aDd unlolUliDl' opera-
tions, detention to warons at various points, seasonal cUtIlcuities etc. 
are abo to be taken Into consideration. The Committee note that· 
several other facion such as heavy detentiOlUl to waroas In the 
steel plants, ports etc. (wblch even otherwise enjoy a blrher free' 
time), the general deteriOl'lltion in the law and order situatiOD in 
the country, particularly ID the Eastern repon aD4 the staff aglta-· 
tlons OD the Railways themselves have also aftecte4 the IIlObHlty 
of warons in recent yean. The Committee, however, consider tbat 
there is also a positive side to this picture which . needs to be 
emphasised aDd that Is the heavy Investments made by the BalI-
ways on acquisition of better tnetlon power, hlcher capacity 
warons, more sophisticated stgnalllD, and tele-communicatlon facili-
ties, modernisation and expansion of marshallm, yards etc., which: 
were intended to belp the Railways in lmproviD, their operational 
eftielency ID all directions. The Committee are, therefore, of the-
view that the deterioration In the turn round of warons. even as a 
rough and ready guide of raDway e8lcleacy, is a polDteI' to the 
deeper malaise from which the Railways are sufferlnr i.e. their 
failure to put to optimum use and .Walnbeli\t retAllta from their 
assets, both human aDd material. 

'UO. The Committee eonslder that maDY of the dUlleultles listed' 
above ectuld be rot over or at least their Impact ndnlmlsed with 
more detaDed plannlDg, better deployment of resourees, stricter 
supervision and closer eo-ordination with other Governmeat 
agencies etc. 

7.31. The Committee note that a reduction In the tum .. roUDd of' 
warons is eDvlsared from 15 days at present to 12.1 days 011. th~ 
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bI'oI4l ...... e dIartac tile I'Ifu. PIaD. 'Dda is .. 1'17 .... .,-1 ... of 
the tact tbat eoalAdenbie 1BIprov_.t .. WI reprd .. eaIled for 
aa' ... be etleeted. 

'I." 01 tile nrlous measures that are prop0se4 to be lakeD to 
impl'OVe ..... tana-roUlld, the Committee would Uke to place 
emphasis o. the ratloaalilltloa of movemeat of bulk commo4ltles 
such as coal. POL pnducts, fertillaer, cement etc. 10 .. ta avoid 
wasteful croas movements and/of' lonpr leads. Ia fact, this task 
should. have received. lIl,st aHeatton ill the Fourth PlaD itIeJt whea 
the Railway. were belet with a aumber of operaUoaal tWBealtiee. 

'1,33. TIle Committee urre that d.eJlDlte lInkapa shoald. be· 
.tablllbed. without .elayill the matter of I1Ipplylnr raw matertals 
to alUl movelllellt of flnIshed. prOd.ucts from aU major PIlbUe and. 
prlnte 1ID.erialdap Ia the couky 10 that the available trallSpOli 
.. paelty Is pat to optimum UJe. 

!.N. TIle Committee note that the RaIlways would require at 
least to,OOO to 45,000 wago .. over anel above their presea.t estbnate 
of 1,00,000 wqo .. should the turn-round of waro" not come dow. 
IS envisaged. The Committee feel that the wagon tum-round goes 
lip because of sluglsh movement resultlar III the loss of a number 
of w&IOn.cJays. 

7.35. The Committee trust that the Railways will make all out 
.orta to Improve the utilisation of warons 10 al to addeR the 
tarret that they have set uta themselves. The Committee woald. 
like this etlort to be directed not ooIy at improvement on the broad 
ga1llre but o. the metre ga1llre as weU. As the tura-round of wagons 
on the metre page bas eleteriorated from 8.34 days In 1961« to 
12.5 days in L973.74, definite targets for improvement of the turn-· 
round in this cue .. well should be prescribed for implementation 
wlthla the FIlth Plan period. 

'1.36. The Committee would like to be Informed. of the me&Sure8 
taken anel results achieved In this clirectlon at an early date. 

'7.3'7. The Committee observe that the pereentaa'e 01 wagons ID 
sickliness and under repairs in Mechanical/transportation work-
shops to the average total No. of wagons on line daily as in 1973·14 
was 4.36 as apinst 4.13 In 1972-'73. The Committee consider the· 
percentage of ineffective wago.ns to be rather on the high side. They 
woulel ~e that concerted efforts should be made to recluee tb~ 
.me ." tonln, up the tunctlonlng of the repair workshops. 



-. JA.,a.,:~,' ........... I .. ·"it.I .. I.,~.(" 
.t,Iae ~ .......... uItI .... ·bltn __ •· \NIWtil~ri,'~1 
.of the position in this regard obtalDlDg lD ~ 'at ''* 61fWaw 
~~ ~~~ ~.!f'tf;~lfS~' ~~~l;f~~~ YitPIII.I3e,:the 
iudrt~lbaa~ ,an,~4r~'!llli~:.'f!';l,~X1i~, ip'; lPU8h~~.~tql~ ... .,.iiOII!1b' 
~t!~~~':,~.)D J~~,~Dyal,~»qr'sR~~. ~tvP.; " ... . il:'1 

. q.a9, "'farl .. ~·the *I~oD·uftieilng'·a·~il~~'6\re~ .. ~ I.~ve­
_ents is eOitterbed, tire Committ~ ti8te '{hat 'the iWinisi&;t IlfIpil~ wa,. aloe l~~ '\'O;tIle sqJ-estlo\lt ~t'tJij;t.l'iIi'd~D'tD.St1tU~!.: .' of 
MftareDietit hr' ~tlDt ~ 'a~fr:tt~1 Data Bah'lf cc!iitre iJhleh 
woul~, .~, of ~.elp to ~~a~~~. Wt1.!lp'S ~i. CW~~~J} ...,~ted. 
Wa,mr~ "D~ ,\fm.~~{~~~ ~~l~,.tp'~"P~tY ·wr,~I~~'b''''';"a.,W.,'' 
';:1i.~ S~, ~,F~was.~.~ eal:~ ~Afq.m1tt.ee~ 
""'~ ,~,~':'.;S. to,~..,~:p'» ,~D~ffl~"D ; out ~l.:a.ad;~ .. ~ 
ore~' measures lot urlnglDg about J;»e~~, Jl~~. Nt, ~,i,' 

" 13. Mv ... '.d,iUea.Or,..,..... S" 

7,40, ·Ie:has'~~~iit{~.~a,~d' ~p..,.~?~.t~d(~ ·~a~l;~r$.i~a~ ~"io~ 
:1913-74 ,that'. '~;Rail~ays ~p.t~e .. roa~ ~~,~~».~ JIl¥t ~W~ :tban ,~5 
pe~ cent ~f 1ndia ',~ ip1a~d ~r.a~p,Rrt,. r~'1~irem~?ts, l\a~,ly~~ fP! 
better suitea for' high':volitme bulk commodity operations. wb1J,e road 
transport has an advantage in short distance movement of goods 
and as a feeder service consolidating 'smalls' traffic at impol'~nt rail 
1ermi'fta1s, 'LiJreWis~, If-bad' ttansport provi~"a''be'tfer 's~rVice for 
shbrf"di$'tmce travel and' the Railways lor long dlsta'/lce passen~r 
traffic. 'Since 1950-'51 the share 6f road transport in tt'a~c ~an41~ 
'by the tWo modes' has' iii creased substantially. . From !~'~.2 }:I:el-, cent 
in 195()..51, road' tranlJPort's share in go:ods traffic inte~s 'of ~line-
kilom~tres went 'up'ttl 34j per cent in 19,73-74;', ,. 

'" ' ".1 " ," ': 

7,41, ·The, following table. illust.rates the positioa.:-
Share of road and rail transport in ROod' rTtl/fit {% ':-

Road Rail 

1950--51 10'2 89'S 

1955~S6 '. I' I!'I 86'9 

1960-61 16'2 83'S 

" 
4" 

1965-66 22'5 77'5 ,. 

,C)6~~ 24·,J. '_. 7S~8 

J973-14 34" 'S''3 
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7.42. In the context of the above data, the Committee enqllired 

about the functioning of the Marketing and Sales OraanisatioD _ 
the Railways and the steps being taken to revitalise it. In a ncne 
on the subject, the Ministry of Railways have stated that the Mar-
ketins and Sales Organisation was set up in 1967. The functions of 
this organisation are to conduct market research, convaas additi0n41 
traffic for Railways, s\ud,y the pattern of, movement of traffic by 
road and rail, maintain close liaison with trade and industry and. 
provide as far as possible a customer oriented service. This orga-
nisation watches the trend 'Jf movement of selected commodities, 
analyses reasons for fall where noted and initiates action to retrieve 
the position. 

7.43. The activities of this organisation are being reviewed from 
time to time. ' Door to door services thrJugh container services, 
freight forwarder schemes, collection and delivery services, etc. have 
been expanded/extended, based on the needs of users. A brief 
a~count of the activities of this organisation and the results of vari-
ous mealUrel ad/opted are given below. 

7.44. As a result of the special watch kept on the movement of 
47 selected high profit yielding commodities, the originating tonnage 
and earnings and share of these commodities to total revenue eam-
ings goods traffic showed an upward trend upto 1971-72 as could 
be seen from the follOWing figures. There Wa6, however, a seb-back 
in the latter half of 1972-73 and in the first half of 1973-74 due to a 
variety of reasons beyond the control of Railways, such as Loco-
men's strike .on Southern Railway, dislocation of train services on 
Southern and South Central Railways on account of Mulki/ Andhra 
U'ttations, power shedding in Tamil NatJu. breaches on Western and 
S.E. Railway., etc. in 1972-73 and strikes and agitations in the first 
half of 1973-74. 

1969-70 
1970-71 
197J-7% 
1972-73 
197%-73 • 

CUpto Sept.) 
1973-74 ' 

(Upto Sept.' 

Year 

- ------- -- .- -- - ---
% variation over the 

T'revious yrar in 
originating tonnage & 

earnilllrl 

Tonnage Earnings 

+4'3 + 10·7 
+10'1 -H2'3 
-%'6 -o·z 

-7" -9'5 

___ M ____ ---.----_.-- ___ .... _. __ • __ " __ .~._.r .----. -- .. _- -_.' .-
1151 LS-13. 

Percentage of aelected 
high rated C(lmmodi-
ties to total reYeDue 

earning traffic 

Toanqe Raminp --5'8 14'6 
6, I 1~'5 

6'7 IS' 9 
6',3 15'0 
7'0 16'8 

6'" 15' 6 
.•.• _.M ..•. _____ • __ _ 
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,7.46; With a view to providing door to'door, fast, pilfer-proof and 

damage-free service to the users, the container services were intro-
duced for the first time in India in 1966 between 'Bombay and 
Ahmedabad. The service became popular with trade arid indus~ry 
and was gtadually extended to more routes' over the years and 
is now available between 11 pairs of points viz:....;. 

-Bombay-Ahmedabad 

Botp~y-~ew Delhi • 

Madru-Banplore . 

Bombay-Madras 
" 

New Delhi-Calcutta • 

New Delhi-Madru/BanpIore., 

· BOmbay-Secunderabad 

• Ekmnbay-B~oro 
• Calcutta-Madril!! 

· Bombay-Calcutta 

• Bombay-Kola 

'\ 

, ; 

---' ,,---,----- ----------_ .. _------- ------------ ----- ----
7.46, The progress made by, the service can be seen from the 

f?llowing figures:-

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

1966-~7 

1967-68 

19611-69 
1969-70 

1970-71 

1971-72 

1972-73 • 

1972-73 (Upto Sept,) 

(973-74 (Upto Sept,) 

-------------

, No. or 
conWncrs 
J;.oaded 

_1864 

3540 

9306 
i0484 

2SS8~ 

31880 

281~ 

14629 

'4042 

Gross 
fioeight 
~min!l8 

In Lakh. or 
R.; 

3'68 

9'34 

34'94 

73'14 

97'98 

143'72 

140'60 

6g'R~ 

72 '89 
_._---, 

7.47. The Marketing & Sales Organisation has been exploring; 
the possibilities of, extending the container services, besides expand,-.. 
ing the existing ones, through their contacts with trade and industry, 
~md prospecting of traffic, Additional equipments by 'W83 of con ... 
'ainers, fla~s and ~9~ci !lnit~ ~~ve been pr:>vided in rQUinf{ ltt~ 
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programmes, to meet the increased traffic load on the eXistilli ser-
vices and kaftic anticipated on new services. 

7.48. Another important step taken by the organisation toward 
providing an efficient door to C:oor service was the introduction of 
freiiht forwatder scheme in wagons. Under this scheme. freight 
forwarders are appointed by Railways for collecting less than wagon 
load conshmments from the customers and ,offering them as wagon, 
load for carriage between selected pairs of railway tenninals at a 
lumpsum rate competitive to road routes, per +-wheeled wagon 
fixed by Railways. The scheme was first introduced in July. 1969 
between Bombay and Calcutta and Madras and Calcutta. The 
merits of the freight forwarder scheme are elimination of handling 
of 'smalls' consignments by Railways at booking and destination 
Itations 8S also enroute leading to elimination of chances of pilfer-
age, damage, etc. and reduced transit time besides being· able to 
secure better payload per wagon. 

7.49. The scheme gained wide popularity with the trade and 
industry over the years and is now available between 56 pairs of 
points. The number of wagons loaded and freight· earned increased 
phenomenally over the years as could be seen from the folloWing 
figures:-
__ 0 _____ 00 

Year No. of wagons loaded Freight eamtd 

'1969-70 496 R,. 12'32 takh •• 

1970-71 231~ RI. 60"28 lakhI. 

1971-72 4416 RI. 124'00 takb,. 

1973.,.73 8886 RI. 2.4Z '20 takh,. 

1973-74 (upto Sept. 1973) • 71'J2 lb. 185'98 lakh •• 

7.50. The working of this scheme is constantly reviewed ~ the 
Marketing & Sales Organisation wl'th • view tokeepfng a watch OD 
1h,. pt!'rformance of the serviees eXisting an~ tntl'Oducing them on 
°more routes. 

7.51. The freight forwarder scheme in Parcels was Introduced In 
April, 1972 on lines similar to the scheme in goods. so as to ~uce 
the transit time for pareel traffic. The- service is now avaIlable 
between 7 pairs of points. The number ()f parcel vans loaded and 
gI'lss earni~gs respectively increased from 170 and Rs. 4.22 lakhs 
in 1972-73 t~ 527 an~ H~, 14.63 la1ch~ f!~pee~!veIY in 1973-74 (uptt 
September, 1973)·, 
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7.52 Other impoftant measures adopted are in.troduction and 

'expansion of city booking . agencies, city bookbag offices, mobile 
booking services and street collection and delivery services. As on 
31 ~3~1973, there were 47 city booking agencies and 86 city booking 
offic~.. Street collection and delivery services were in operation in 
30 towns and mobile booking services in 9 towns. 

7.53. In ':Jl'der to have a review of the organisation conducted 
by an outside agency who woold be able to look at the problem with 
an opjecti:ve and fresh mind. the Ministry of Railways appointed 
the Ind.i4J1 Institute of Management, Ahmedabad in 1970 to under-
~ke a review of the marketing and sales techniques in relation to 
freight traffic on Indian Railways. The Institute, in its Report, sub-
mitted in: March, 1t73, has made several recommendations regarding 
the organiS4tional set-up of th~ marketing and sales organisation 
and other measure for aehieving the objective 01 retaining and 
attracting high-yielding traffic to the Railways. A summary of 
these recommendlltions is given below:-

"It is ,tilCOlllmended that the Railways should do the follow-
Ing:-

1. Make a s,ystematic assessment of the total freight business 
by markets/stations, by commodities and by services; 

2. Realistically assess the competition in the various freight 
markets and develop an understanding of business strate-
gies followed by competition; 

3. Set targets at the level of divisi,ons/stations with full in-
. volvement of .the personnel who have to achieve them; 

4. Prepare operational plans which spell out the strategy of 
achieving tars~t8; 

5. Measure performance against targets; 

6. For Ii thru~t in the marketing t!tfort, .fol}qw the principle 
.of miIlagement by exception by developing plans and 
targets for the major 58 markets, accounting for over 75 
per cent of the business: 

7.A change be made in the priority system so that high rated 
commodities C81'1 be carried" at least ori 'B' priority basis; 

.8. The term 'High Rated Traffic' be abandoned and instead 
sqch traffic be termed as 'High PrefereI1lle' lind 'Pre-
ferred Traffic' depending on its rate classification; 
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9'. Scheme of guaranteed supply of wagons be extended to aU 
impotant stations at least for high rated traffic; 

10. For achieving coordination at the highest level a new po.t 
of Chief Traffic Manager to be created having a .tatus in 
the organisation next only to the Gerteral Manager and 
all the three heads of customer impinging departments. 
namely. Commercial. Operating and Marketing Chiefs 
should report to him. 

11. Marketing department. headed by the Chief Marketing 
Manager to be made responsible only for freight business 
and its activities be clearly defined, Its nOrHnarketing 
and non-freight f·unctions be taken away and entrusted 
to other functionaries in the Commercial department. 

12. The Chief Traffic Manager be provided with adequate 
'staff' support with speCialised cells resportsible for plan-
ning and analysis. D\arketing research and information 
systems. special projects group, and manager in charge of 
special services. 

13. A field sales organisation for freight marketing with sales 
personnel at the division/stati·on level should be set up. 

14. As far as possible clear responsibilities be assigned to the 
field sales organisation for the achievement of targets and 
profitability. 

15. Personnel policies relating to the recruitment, development, 
training and motivation of the marketing' organisation 
need to be examined by the appropriate authorities in the 
Railways. 

16. For an effective marketing job of the special services like 
containers, QTS, etc., specifiC responsibilities be assigned 
to an officer responsible for their profitable operation and 
long term planning. Prieing. promotion. facilities (stocks, 
containers. equipment, etc.) and costs of operation would 
all be his responsibilities and ·onee his yearly budgets and 
long term plans a.re apptoved by the Management, he 
would be respoftsiblefot the overall performance of· the 
service. 

17. Similarly, IOS8-making set"YIees an~ routes be .Migned to 
a speciftc offteer (Manager, SpecIal Ptojects) with the 
objective of reducing such losses through appropriate 
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,budieting system. The possibilities of generating addi-

tional traffic on such services/routes may be taken into 
account for this purpose." 

7.,1$4. The Ministry have stated that the various recommendations 
contained,in the Report are under active consideration of the Rail-
we.y ~ard. 

7.55. Following are a few important excerpts from the Report:-
"'!be Railways have to operate under a priority system. which 

means that they cannot offer' guaranteed transport for 
high rate traffic ignoring priorities. Almost the entire 
high rated traffic under this prj,ority system, is labelled 
as low priori~y. A scheme of guaranteed supply of 
wagons has been operating on the Western Railway at 
Bombay CCB, Kankaria and Jaipur Station and results 

, have been fairly impressive, It appears to us that there 
11 considerable scope for expanding this service to other 
important stations. In fact one begins t·a question the 
rationale behind high rated traffic being treated as low 
priority, particularly when Railways are expected to make 
profits and high rated traffic is the major source of profit· 
ability. As high ·rated commodities constitute only a 
small portion ,of total traffic handled treating it on a higher 
priority basis would only marginally affect the service 
level of the low rated but essential commodities." 

"The key word in the organisation appears to be "watching" 
and the organisation most of the time is only keeping 
track ,of· what is happening in various product areas, mar-
kets and services without much attention to the remedial 
action that is required on the basis of an analysis of 
changing trends and new developments in business." 

"Routine paper work and a wide charter of operation has led 
to casual attention bemg paid to the vital tasks of mar-
keting .............. Informati,on about total market size and 
Railways' share in it,.whi~h is,·vital for planning work, 
is totally missing except for some broad idea at the macro 
level," 

. 7.56. Asked to give their, comments an the above observations of 
the Indian Institute, of Manegemeot, the Ministry have stated:-

"Their study was based on conditions obtaining on the Western 
Railwa,y and their recommendations which are applicable on an a11-
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In#a b.asis are being considered for implementation. As regards 
the recommendation regarding upgrading of all high rated traffic in 
the priority list, it may be mentioned that even before the Study 
Team's Report was received, the Railway Board had on its own voli-
tion, appointed a Committee of Joint Directors to go into this question 
in 1972 and had issued orders upgrading 22 high rated commodities 
into priority IB' and another 16 commodities to priority 'C' to be effec. 
tive from January, 197:t. 

; 

"The Study Team's recommendation. could be broadly classified 
into (1) changes and improve,nents in the procedural approach of 
the'marketing and sales organisation of the Railways to competition 
from roads and marketing research and (2) very radical changes in 
the personnel setup of the Marketing and Sales Organisation. While 
studying these reoommendations, it was found that th~se two as-
pects largely overlap and action on all the recommendations cannot 
possibly be taken independently. The various recommendations have 
been studied and an action plan has been drawn up to implement 
these recornmendationson the Railways. Lt will be appreciated 
that these recommendation\!! are of a far reaching mature and as 
they have, get large financial lmplicati.ms, it would be necessary to 
examine these matters in great depth with a view to assess the re-
lativity"between the input in terms manpower and finances and the 
output in terms of additional traffic that migbt accrue to the Rail· 
ways. A study on these lines is engaging the attention of the Board 
and a decision is expected to be taken in the near future." 

7.57. In a further note on the subject, the Ministry of Railways 
bave stated that improvement in traffic mix and the need for the 
Railways' working to the principle that the high rated traffic is more 
'Service Sensitive' than 'Price Sensitive' are among some of the 
measures suggested in the Railway Board's publication "Central 
Facts and Major Problems" (February, 1974) for improving the 
Financial health of the Railways. 

7.58. The increase in the proportion of high rated traffic in the 
trafftc mix and the improvement in the quality of service would no 
doubt contribute' towards increased revenues. To achieve this, a 
sound base of Marketing and Sales Organisation assigned with clear 
marketing functions and adoption of proper marketing strategies, 
are a pre-requisite. 

7.9. The following steps are proposed to be taken to improve the 
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proportion of high rated tr.amc in the traftlc mix and to improve the 
q"l.lity of. service:-

(i) A proposal to revitalise the marketing and sales organisa-
tion is under active consideration witn a view to making 
it more effectivt! t·:>wards rendering customer oriented 
service and attracting more high revenue traftic. 

(ii) Feasibility of placing more high revenue traffic under 
higher priorities is being examined so as to enable lifting 
of traffic in such commodities on a preferential basis. thus, 
reducing the chances 01 diversion of such traffic to road. 

(iii) With the str~ngtheJiling of the marketing and sales orga-
nisation under examination, appropriate asaesament 01 
total freight business by markets, by commodities and 
by services would also be considered and measures to 
assess realistically the competition in the various freight 
markets would be evolved. Apart from the marketing 
strategies, thal: would be feasible with an expanded orga-
nisation, steps for proper performance evaluation "ViI.g.. 
"Vis targets would also be considered. 

(v) The freight forwarder scheme in wagors introduced in 
routes and extend to other routes are being studied and 
the equipment required in that connection wOl:lld be plan-
ned for procurement. 

(v) The freight forwarder scheme in wagons introduced in 
1969 helped in at attracting high rated traffic and the 
scheme has been making a steady progress. It is now 
available between 58 pairs of points. Powers have been 
delegated to the General Managers to introduce the 
scheme and the possibility of introdUcing the scheme 
between more pairs of points in future is being examined. 

(vi) The freight forwarder scheme La parcels invoduced in 
June, 1972 has caught up with the public aDd has become 
popular. The feasibility of extending the scheme to more 
routes is being studied. 

('Vii) Zonal Railways have been ~fked to make 8< proper analy-
sis of the traffic moving by road on the various sections 
and to contact not only the consignors but also the cus-
tomers receiving goods from the manufacturers in order 
to find out the various constraints that inhibit their offer-
ing traffic for movement by rail and adopt suitable reme-
dial measures. -
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(viii) To make rail-wad coordination more eiIective two Re-
gional Directors (Rail Road Coordination) have been 
appointed one each at Bombay and Lucknow. Besides 
representing the Central Government. (Railways) on the 
~oard of Directors of the State Road Transport Corpora-
tIOns of Maharashtra, Madhya Pradesh and Uttar Pradesh 
and other advisory bodles that may be formed by the 
State Government or Road Transport Corporati::>n, they 
are required to advocate Railways' case before Road 
Transport Authorities who grant licences to road hauliers 
and to maintain liaison with developmental, industrial, 
agricultural, transport and statistical offices of State Gov-
ernments and collect necessary data about existing trans~ 
port services and developing needs of dlfferent regions. 

1.60. Tbe Committee observe that the share of road transport in 
the total volume of roods trallc: carried by road and rall has ,ODe 
up from 18.2 per cent In 1950-51 to 34.7 per ceDi In 1973-74. Aocord-
iDr, to an appreciation turn1ahecl to tile Committee by the MlDistry 
of RaIlways, 75 per cent of the tralle carried by the Railway. 111 
committed programmed trallle like coal, iron ore, raw materials to 
and ftDlsbed products from steel plants, foodgrams, fertUlsers etc. 
Another 10 per cent 01 b·.lle such as timber, bambooi, sand, fodder, 
salt etc., CaDDot possibly be moved by road in any appreciable quall-
tities as these commodities cannot bear the cost of movement by 
road particularly for medhun aud lenl( di.taace hauls. Tbua only 
about 15 JiIIr eent of tile total origlDatln. trdIc on the aaUwaYI call 
be IIIId to be subject to eMIlpetltioD from road senlees. 

7.61. The Committee eonsider tbat In Ute .. Iva situatioe, the In· 
crease in the relative share of road services Ia ,be mO\'emeet fI. 
roods trallle CaD only be ex.pIam. by large seale diversion of Ihort 
a.-d medium haul traJlic, mostly biah rated, to roed serviees. III 
fact, a could.rable portion of even 10111 baal· hilrh rated tnme II 
DOW InoVin&" by roads due to the Inherent advaata,res "'bklt Ute 
roa~. haulier. enjoy viz. faater .. rviee and safe delivery at tile door 
of, £be 00DSIpee. 

7.62. The Committee note that after the setting up of the Market-
IDf and Sales Or ..... isation on the RallwaY5in the year 1987. the 
originating tonnale and share iB eamiD,s from Wrh· rated C8I1UDOe 
dJiles showed. an improvement upto 1971·71 bat tbere was a· --
back. thereafter due matnl, to the UD..,Uled ~diU_s OD the BaD-.. .., .. 
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'1.U. The Committee observe that the Indian lnstltute 01 Mana. 

gement, Ahmedabad have made an exhaustive study of the workiDi 
of the Marketing Organisation on the Western Itailway and have 
made a number of useful suggestions to tone up the working of this 
organisation. The Institute have inter-aHa observed that "the key 
word in the organisation appears to be I watching' and that the 
organisation most of the time 15 only keeping, track of what Is hap-
peldng In various product areas, markets and services without much 
attention to the remedial action that Is required on the basis of ana-
lysis of changinf trends and new developments In business." Fur-
ther, "Routine paper work and a wide charter of operation has led 
to casual attention being paid to the vital tasks of marketing . • • • 
Information about total market size and Railways' share in it, which 
Is vital for planning work, Is totally missing except for some broad 
ideas at the macro level." 

7.64. It appears that most of the weaknesses and drawback 
pointed out by the institute and the suggestions riven as, for exam-
ple, the need for (I) making a systematic asSessment of the total 
freight business by markets I stations, by commodities and services; 
(Ii) realistically assessing the competition; and (iii) setting targ~ts 

at the division/station level with full involvement of the personnel 
who have to achieve them etc. etc. are of general applicability to 
all Railways. 

7.65. The Committee are surprised that no conelusive action has 
yet been taken to Implement the recommendations made by the 
InsUtute. Although there is to some degree an inevitable tretld of 
high rated traffic getting diverted to road services, the RaIlways can 
counter it to an appreciable extent by improving their services 
tlarough sustained action on lines suggested. The Committee would 
stress the Imperative need to streamline the fnncUonlnr of the Mar-
keting and Sales Organisation so as to make for better coordination 
with the trading and business community. Ultimately the sUccess 
of the organisation has to be judged by the performance of each· indi-
vidual engaged on the task of sales promotion. It is, therefore, 
necessary that the organisation is revitalised In a manner that .. ould 
make it fully responsive to the needs of the customer. 

'7.66. The Committee note that to pursuance of the recommenda-
tlonl made by the institute, the feasibility of placing more high 
revenue traIIlc under higher priorities is being examtoedso al to 
enable lifting of· tratllc in such commodities on a preferential bAsis, 
thus reducinl the chances of diversion of such traffic to . road. The 



195 
Committee trust that with the implementation 01 the various ... ,-
gestlons made by the Indian Institute of Management, the RaIlways 
wORld be able to reeapture a major portion of the high rated tnfBe 
which they have lost to road services due to their own deficiencies. 
The Committee would like the steps taken and the results achieved 
In this direction to be mentiond In the Annual Reports of the Zonal 
RaIlways and the RaIlway Board. 

r" (' .;1. 
, < 

N:EW DELHI; 
September 5, 1975 
Bhadr~-14. 1897 (S) 

B. S. MURTHY, 
Chairman, 

Railway Convention Committee. 
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APPENDIX II 

(Vide Para 3.64) 
Not, em t~ requirements IInet actued suppZy of _11m coal to indu.-

tTies cmd few Raihvays own c01I8Umption during the Fourth 
Plan period (yeClTwise) ami in 1974-75. 

Coal supplies to the Railways were generally adequate till 1972 and 
:were re~ulated to variations in the traffic carried over anticipated re-
quirernentlil. However, from 1973 onwards, the Railways have been 
ex~riencing shortages in supplies. A detailed note on the shortage 
of IQco coal, which prepared earlier and seen by tbe Secretary, 
DepartIl)ent of Coal, Ministry of Energy and the Cabinet Secretary 
Is attached as annexure I. The note has been slightly modified by 
uptodating the position and incorporating the views contained in the 
note furnished by Department of Coal, Ministry of Energy fo the 
Railway Convention Committee. The comments of the Ministry of 
RajIways regllrding the wagon supply position referred to in the note 
!)f Departme~t of Coal have been given in annexure IL The coal 
supplies to Railways were discussed in the meeting held on 
16,.12-1974 between the Ministers for Railways and Energy. The 
loco coal loading ha'S since been stepped up. 

The data called for in respect of eoal for Railways for the Fourth 
Five Year PIal;' period is given in annexure III. 

The details of the requirements and supplies of coal to the Indust-
rie. are not available. 

The requirements of Fifth Plan were initially estimated in 1972 on 
the baSis of planned withdrawal of averaged steam locomotives from 
service. In view of the oil crisis it became necessary for Railways to 
continue increased usage of steam locomotives and slow the pace of 
condemnation of over aged steam locomotives. Thus the tentative re-
quirements of coal for Railways during the Fifth Plan period has been 
kept at 14.4 million tonnes annually. The actual supplies in the cur-
rent year upto January, 1975 are given in Annexure-IV. 

ANNEXURE I, 

Shortage of Loco Coal 
i 

Inadequacy of steam coal for Railwayt; and industries 
has been a continuing feature almost since the nationali-

197 
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sation of coal mines. The position of diminishing loco coal 
stocks was first intim~ted as far back as in early April, 
1973, to the Secretary, Department of Mines, by a D.O. 
from Member, Traffic. The Cabinet Secretary was also 

informed of the position. Member, Mechanical, in his D.O. 
to the Secretary, Department of Mines on 7-4-1973 had also 
highlighted the inadequate availability of steam coal at pit-
hands particularly in Bengal & Bihar Coalfields. Chair-
man, Railway Board, in his D.O. in mid May, 1973 addres-
sed to Adviser to the Governor of Andhra Pradesh and 
Copy to Secretary, Department of Mines, again advised of 
the acute ~hortage of steam coal for the Railways and the 
industries. This was further followed up by the Deputy 

Minister for Railways in June, 1973, to the Deputy Minis-
ter for Steel & Mines. The subject of short supply ot coal 
to the Railways was discussed in the meeting held in Ca-
binet Secretary's room on 12-7-1973. The very alarming 
mtuation on the Railways due to shrinking steam coal sup-
plies was brought out in aD. O. letter in late October, 
1973, from the Minister for Railways to the Minister for 
Steel & Mines. Finally, with effect from 1st November, 
1973, the Railways were compelled to curtail their own ser-

vices to meet the situation caused by short supply of stea,m 
coal so that the minimum essential demands of the indus-
tries could be met and the Cabinet Secretary and the Sec-
retary, Department of Mines, were accordingly advised by 
the Member, Mechanical vide his D.O. letter dated 1-11-

1973. A further curtailment in passenger services had tn 
be effected in late April, 1974, 011 the eve of the threaten-
ed all-India Railway strike. After the strike, with Rail-
ways rapidly returning to normalcy, it was decided pro-
gressively restore the curtailed services. Unfortunately, 

the offers of steam coal continued to remain far below the 
reqUirements of the Railways and the industries with the 
result that we had to freeze restoration of services from 
August, 1974. This position as advised immediately to 

the Minister for Steel & Mines through a D.O. in early 
August, 1974, from the Minister for Railways followed by 
D.O. on 17-8-1974 and again op 1-9-1974. The low offers of 

steam coal were also disCUJsed in the Coal Co-ordinatio" 
meeting held at Calcutta with the Coal producers on 12-9-
1974 and in a meeting held in Delhi on 7-8-1974 which wall 

attended by the Joint Secretary, Department of Mines, 
besides the coal prO"'Jucers. In addition, a regular con-
tact each month is maintained by the Chief Mining Ad .. 
yjs9r of tQ~ ~ajlways with the Coal producers, 
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Requirements 

2 .The Railways' coal requirements in 1970-71 were 16 
million tonnes which have been gradually coming down 
over the years. It was estimated in 1972 i.e. prior to the 

oil crisis that the requirements in 1974-75 would be 14.04 
million tonnes. In view of the oil crisis, it became necessary 

to reduce the condemnation of steam locomotives and 
hence the requirements for 1974-75 were estimated at 14.4 
million tonnes or 1800 BG 4-wheeler wagons daily. Ac-
cordingly, the coal producers were asked in November, 
1973 to offer 17 million tonnes after provi.:ling a cushion 
for stock building and shortfall in day-to-day loading. The 
coal producers responded in December with the offer of 17 
million tonnes for loco coal as per break-up given 
below:-

CMAL 
BCCL 

SCCL 

14. S million tonnes. 

1.:1 million tonnes. 

1 • 3 million tonnes.-

Supplies 

TOTAL • 17.0 million tonnel. 

3. The total 'Supplies in 1973-74 were not 13.92 million 
tonnes as shown in the note of Department of Coal but 
were only about 13/4 million tonnes giving a daily average 
of 1639 wagons as against Railways' daily average require-
ment of 1800 BG 4-wheeler wagons resulting in large scale 

curtailment of services on Raih-;ays including planned 
curtailment of passenger serv~ces after November, 1973. 
In the current financial year, the monthwise supplies are 
given below:-

(Figures in term~ of BG 4-wheeler wagons 
------------.---

Month CMAL& 
BCCL 

SCCL Total Daily 
average 

AVerage 
daily 

shortfall 
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3 4 S 6 
_.v _____ . ______ ._ .. _______ .'_ .. __ "._. _______ . __________ ._. __ ... ___ ... . '-------
August, 1974 4M23 5,115 52/;38 1698 un 

September, 1974 47,370 4,560 $1,930 1731 69 

October, 1974 47.337 5,053 ~2,390 1690 110 

Nnvember,1974 49,~50 .. ,440 53,790 1793 7 
December, 1974 53,630 5,332 580962 J9Qa + loa 
J.uwary, 1975 53,785 4.712 58.497 1887 +R7 

TOTAl. 4'}9,369 48P91 527.460 1724 76 
Aver. Average 

_ ... _ .....• _-..•. --........ - ._-..... -.----_ .... _._ ....... _ •.... _-- ---_. 
The total supplies in the first 10 months so far have 

been 5,27,460 wagons or about 11.81 million tonnes which 
is more by about 0.64 million tonnes compared to the cor-

respondence period of 1973-74. This wa'; because of increa-
sed loading during November and December, 1974 and Jan-
uary, 1975. It may be reiterated that even during the cur-

rent year supplies are below the Railways daily require .. 
ments of 1800 wagons and even at present as on 1-3-1B75, 
236 pairs out of a total of 1738 pairs of scheduled non-su-
burban trains are yet to be introduced. However, in view of 

increased loading, it has been deci~d to introduce progres-
sively the cancelled passenger trains. 

ShmtftJll from BCCL 

4. BeCL originally offer£-j 1.2 million tonnes of non-
coking steam coal for the Railways. Consequent to a large 
number of their collieries being-re-graded to coking coal, 
the BCCL revised their offer to 0.4 mil1ion tonnes of non-
coking coal and the balance of 0.8 million tonnes of coking 

coal. In a m.eeting held in July, 1974 CMAL were asked to 
examine whether they could make good the shortfall of 
non-coking coal from BCCL. The Joint Secretary, Depart-
ment of Mines, in the meeting "held on 7-8-1974 indicated 
that CMAL will not be in ~ po';;ition to take on the sddit;o-
nal offer and the BCCL's offer of coking coal will remain 

firm. Notwithstanding the higher price of coking coal, the 
Railways have been freely accepting whatever coking coal 
has been offered by BCCL throughout. The price payable 
for coking coal is as decided by the Government and there 
is no reluctance on the part of the Railways for payment of 
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higher price fixed for the coking coal' There is, therefore, 
no substance in the presumption that reduction in program-
me on RCCL collieries is due to ~e Railways unwilling-
.ness to pay. the higher price. The BCCL's offer of 1.2 mil-
lion tonn~1I for the year works out toa daily average of 
1510 B.G ~whe.eler wagons which was confirmed by the 
BCCL even in the last meeting held at Delhi on 7-8-1974. 
Despite this, the actual offers have been only to a level of 

130 to 135 wagons per day tCl Pte extent .of which the pro-
gramme had to be restricted and the act\,lal loading has 
been sUQ'~tantially below this. . 
Monthly ProgTamme by Chief Mining Adviler 

5. The monthly programme covers a large number of 
collieries and certain ftexibilities is necesSary in allotments 
depending on availability of coal and' wagons at individual 
eollieries on day-to-day basis.' Thus, it provides the needed 
cushion of about 15 percent over the' actual bare require-
ments. Since the programme has to 'be restricted to the 
offer, the offer for the current year asked for was 17 mil-
lion tonnes which was 18 per cent more than the require-
ments to provide for 15 per cent flexibility in allotment 
explained earlier' and the balance for building up coal 
frtocks;Despite this necessary flRtbility' having been pro-
'Vided in the htonthly'programme, the supplies were far 
below till recently. Ii is only from November, 1974 that 

the loading has picked up. It will, thus be seen that had 
the supplies been made to the requirements for which ade-
quate programme was made throughout, there would have 
been no necessity to curtail Railway services. 

ANNEXURE 11 

Note regarding .the wGgon supply position by "ailway. 
-referred to ~ MinistTy of Energy, Deptt. of Coal'. memo· 
1'cndum furnished to Railway Convention Committee. 

The statement of the Department of Coal that at collie-
ries where separate storage bunkers for steam coal have 
not been provided, production of steam coal suffered for 
wagon supply, as such collieries screen run-of-mine coal 

only on physical supply of wagons f~r loading steam coal 
to the specific eonsumer., does not appear to be factually 
correct. The coal comes out of the mine! as run-of-mine 
and it is screened into steam coal and slack coal and ofte- . 
red as steam coal to consumers like Rail'7'ays, industries 
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etc., and slack coal to the thermal power stations, cement: 
factories, briek-buming industry etc. Run-of-mine coal ito 
not offered to the consumers. The coal is offered by coal 
producing agencies separately as steam coal and slack coal, 
for allotment by the Railways. Inadequate supply of steam. 
coal cannot be attributed to wagon supply, affecting the: 
screening of run-of-mine into steam coal and slack coal. 

2. As regards the statement of offers and allotments.. 
which the Department of Co~l, hall ql,loted to indicate that 
the offers of steam coal in terms of wagons by the coal 

, producing agencies were higher than the allotment of wa-
gons by the Railways, it may be mentioned that the offer-
has always got a ~rtain r~petttive element due to offers 
not cov,red by aUptment on any day, being repeated on 
the following day. A margin between the offer and allot-
ment and a further mQ'gin between allotment and loading 
are inevitable due to various factors like overlapping of-
fers, smaller size of train loaek allotted or loaded to suit 
terminals, su\lstitutiol\ of BOX rakes by 4-wheelers, haul-
age capacity of ~gines, ean~llation on colliery accoun~ 
short supplies by railways ett!. Allotments would always 
be lower thEUl offers for these reasons; The fact that the-
allotments w~e lOwer than the offers is inevitable and 
4.oes not establish that the Railways did . not move all the-
availabl, coal. 

It was stated in para 5 of the note of the Department of Coal that 
the trend in loading has been eftcouraging since the Railways over-
came their di(licul~es follo~ing the strike in May. ~97.. The overall 
loading of COIU has been impro'ving from June ~974 onwards but 
the offer O,f steagl coal has continued to be iqadequate~ especially in 
Raniganj fields, which is the major source of steam coal supply. 
The improvement in coal loading has mainly been in the Outlaying 
fields and on account of the loading of slack coal to thermal power 
stations, cement factories etc. and n-,t due to increase in offer and 
loading of steam coal. The offer of steam coal did not improve even 
af~r May, 1974·when wagon supply improved conSiderably and in 
fact there was a steep drop im offer of steam ceal from the begin-
ning of July, 1974 further affectimg adversely the steam coal supply 
and the unsatisfactory conditions continued right up tcaearly part 
of January, 1975. 
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ANNBXURE-lIl 

Year 

16,2 16.08 un7 16'2 

1970-71 16-0 IS'II 1873 IS,! 

IS'O 14'86 1867 15'3 

14'8 14'38 1810 14'8 

1973-74 14'6 I~ 1639 13'4 
'aioaal) 

Sta,.,,..,,t dwwilw aautIl supplWs 0/ cOQ] to th. RailtDqy, dun"ll 1974-75 """,.th-IfIiI, 
1IP,0 'anua,.." 1975 

Mor.th 

APril 1974 

May 1974 

June 1974 

July 1974 

A\llUlt 1974 ' 

September 1974 

OctOber 1974 

November 1974 

December 197~ 

January 1975 

Daily Dumber of -aons (BG 4-whee!en) 
~.edplt~~ui...,~ "IIIIIP' per day to live 14'4 tomlcs 

16u 

1669 
1698 

1731 

I6!JO 
~7~J 

19?Z 

1887 
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APPBNDIX m 
(Vi!,. para 4. I7) 

SraiIm.nr !~g occuptJtUiri'o/'p''r,t Clim ACC tmd A. C. CMir eM ilIIriIw October, 1974 
'~" :' as ~ to ocr;vpmion in October, 1973 

Train No. 
1st A.C.C. 

Occupation during 
A.C. Chair CfLl', 

o cU'patic r, l.n'1 ( ------Oct. 74 Oct. 73 Oct. 74 . Oct: 73 

I On BB-HWH Mail . 90% 91% No Chair CII. 
,(via N88Pur) 

:z UP HWH-BB Mail 
(Via Nagpur) 

69% 80.7% Do. 

3 UP HWH-BB Mail 
(VW Allahabad) 

68% 85% Do. 

4 On BB-HWH Mail 88% 93% Do. 
(ViG Allahabad) 

BombtJ:y-MlJIJrtU RtnM 

II Dn/u. UP MAS-DR Bxp. . 51 % 78% Do. 

NIf/) DIlhi-HocvraA Rout. 
, ; 

81/r09;UpA.C.~ ".' '; . . 56% 71% 73% 77% , 
h/l04 Dn A.C. Bxpreu . · 58% 97% ~8% 95% 

I UP HWH-DLI-KLK Mall · 79% 9:2% No Chair Car 

2 Dn KLK-DLI-HWH Mall • . 41% 90% Do. 

~I UP ~-Bxpreu 64% 79% D~. 

1::& Dn DL,I-HWH &press 44% 88% Do. 

N"" DIlIri-MatlrtU ROUIB 

15 Dn G.T./A-C. Bxpreu. · 43% Not 50% Not 
available avallablle 

J6 Up G.T./A.C. Bxpreu. 63% 85% '46%' 18% 

204 



Train No, 

Haawalt-Mtlllras Rt1III' 

3 Up HWH-MAS Mail 

Dn MAS-HwH Mail' 4 ." ~ 

~i Rou" 
I . On; A.T. Mail 

·1 
Z UpA. T. Mail , 

" . , 

New DBlhi! DBl/ri-BomIJQj ROIl{' 

3 Dn Frontier Mail 

4 Up Frontier Mail 

zs Dn A. C./Pucltim Exp. 

z6 Up A. C./PliaclUm Exp. 

S Dn Punjab Mail , 

6 Up Punjab Mail • 

ZOI UP DLI_ADI Mail " 

. 
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lit A.C.C. A.C. Chair Car 
Occupation durilll Occupatioo dUrilll 

Oct. 74 Oct. 73 Oct. 74 Oct. 73 

/.\ ..... ~ f 

" 119% ,;~ . 78% No Chair Car 
.., ,'. .. .... ~ ... '. 

aio.%Npt.,~Ic .. ,; LIO 

7'% ~% DO. . " 
, ZO% z8% Do. 

... 
, 47% 62% Do. 

.;. : 
, 4S% ~Z% Do. 

.' S3% ,~% 7'% 93o/~ 

, g,%- riO/.;'· ,:. 10% 790/. 

, 1'% 76% No Chair Car 

42% 63% 00.. 

54% 46%·,· De. " -.--



AWENDiX 1v 
(11_ Para "3) 

SUIt."..", ,..., Ne I;r. 'R"'~/~ """",,14 awl. ~ '0 traffic 
durilrw .. lIhrtA'rl.'jJiriol (1969-7t> 10 f973-"') 

R.t\ILWAY S.No. NIme of Project Gauae LeIIJth 'Date of 

I 3 "~ 

i'~ 
I. Hind~~ripr.~ • BG 

2 ~Jbund-K.Mta Rail~ 'ho1ec:t 
Eya New 'kUidla hijeCi . BG 

1910-71 

Northera r. Sinlf8Ul~a • BG 

Nortbe..-th 2. Thurbita-:.lllptiahi (aellOraticn) • MG 

1971~12 

Central I. Sinlrauli--Katni BG 

South-Central 2. Convenicn of (I) Pune-Mira; BG 
(ia) Mlral-Kolhapur • BG 

B.stem 

~orthem 

SO\Ilbem 

3. Permanent Di~riOll of Tildar.. .. -
Parakb line upto South abutment 
of Barrap with a bridge over 
Peeder CInal • BG 

4. ProYiUOII of DO Rail_y bridge 
over the PIlI'Ikb Barrqe • BG 

s. BG CODDection between the left 
bank abutment of the Parakb 
Barrage and Chll1lAl8ram emu-
dins interchange point at Malda • BG 

6. Diversion of the Ballalpur Halt-
Tildanga line along the left bank 
of the f'~eder canal BG 

1972-73 

I, Kathua-lammu BG 

2. Manplore-PanamburMixed lillk MG/BG 

(in Kma.) cpening 

, 6 

27,,6 n-t-1O 

JOO,~ 1'-9-69 

,.,',S6 '30-4-7b 
:U/ll 'i(j"'it-70 

'254'26 7-2-12 

219'19 1 
41'22 }- 21-4-11 

I 

326'41 

77' 10 2-10-72 

2,· 86 14-10-72 
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I 3 

:s~th Battern J, Cuttaek-·Parac!etp 

2. Gun_.Mat.i Project 

(i) Ruthiai-·Ri.ravra Rajprh II: 1 
(ij) Mlkii-Saranpur sections j 

4 

BG 

BG 

SWMlIJJ7 0/ Kms, ~...., POI6'" Plail 

, 6 

9-7-73 

:S_Ho. Year New Lines Restoratieb CCf.'\"'Criikrl 

I. 1919--10 JaB'p 

2. 1970-71 '7',6 1:1'11 

.3. 1911-72 272'10 

4- 1"*-73 102'96 

s· IJ73-74 216'49 --_. ---TOT .. L 778'°3 n'11 
..... -------_._----
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APPBNDIX XI 
(fJid. para 6' lIO) 

Lin 011;'" ~y worlufrom wlaida "'llC/iori would b. WIQlJ'lor blilwlalr.n liP durinl 
5111 Plan PIriod 

DOUBUNGS: 

SECTION 
--------'----!--.-----
It wi-Ami a • 

Tadali-Chandraput 

Doublinl ofbridae over Bina river 

Annupur-Bilupurinc:luding flCilitie. at Allnupur 

Ujjain-Nqda 

JalpOn-Udhna 

~ 
Viruru-Srlpur Town J 
BhOllgir-Biblnapr 

Pandial-Ghlnapur } 
GarwaRoad-Chopan em.2 major bridges. 

Garwa Road-SOIlenagar with ftyover at SOIlenagar 

Barbbna-Patratu . 

Partlaldoubling/CTC RDUM-BJU 

Ma/orhat-Brace BrIdie! 

BhoJud ih-Mohuda • 

Muri-Bobro Steel • 

Bonidanp-Tildanga. 

Delhi avoidina Line doubling 

G. T. Route balance sec:tfOll 

Jukchi-S~-ChheoJd 

Dum-Duan-Baruat with Brover any DDJ 

U~o-UJlDaO • 

JTJ-SBC Balince portion 
RaRiaunta-Gudur. • 
Hoapet-Guntaka-MtMfrU: balance doubling and other works 
Brode-KUur • 

TorlL • 

.. 

_________ ~. __ ~. ________ . ____________ w._ 

217 

1151 LS-15, 

COST 
(Rs, in Mill"",,) 

no'o 

200'0 

50'0 

Not avalb ble 

10'0 

19'4 

20'0 

5'0 

15'0 

20'0 

160'0 

37'0 

43'3 

128'3 
89'3 

300'0 
69'2 

1856'0 



218 

THIRD LINES: 

SECTION 
COST 

(Bs. in MilliOfU) 

3M line Saktigarh-Dankuni 

3M line UKA/Kajoragram 

3id line Nichipur-Katrasgarh \ • 

3M line Tetulmari-KUIWlda J 
3M line Ghaziabad-Sahibabad • 

3ret line MTJ-Palwal 

3M line Bombay Ghats & other facilities. 

• . .. 

150 '0 

18'6 

IS'O 

r~'o 

120'0 

600'0 
....,--..-. 

TOTAL .---
CONVERSIONS FROM METR,E GAUGE TO BROAJ) GAUGH 

SECTION 
COST 

(/U. in l4illiOfU) 
.. ~-.~ 

Ahmedabad-Delhi 

Jkrauni-Katihar 

,Manduadih-Bhatnl • 

1l0lpet-Goa-Londa-Miraj-Alnavar-Pandeli 

Quntur.Guntakal • 

OTlmR LINE CAPACITY WORKS: 

I. RelJl'ading of Gurpa-Gulhandi section on the Grant Chord and Slmwtllla-1 
Jhalha on the Eastern Railway's main line section. • • .'. 

~. Provision of crossing Itatior II on SC-VKB-WD, Vibrabad-Purli Bailr.ath, I 
PA W-SNT Amla-Anli etc. 1 

3. Adciitionalloops at STN-MGS, Saktigarh-Bandc1 Bairagarh-Mabi Kerion ( 

ICC:O'O 

U~'7 

101' 4 

496'0 

29,'0 

2010'1 

etc. etc. • • • •• ••••• I 
} 740'0 

4. Avoiding lineR at Bilaspur, Asansol, Andal, Burdwan, S~.drabad. Rajkhar ... I 
wan, Baroda, Lucknow, Jalgaon, Udbna. • t 

S· AJ'Utional terminal and line capacity facilities for ore movement ex-Bara- I 
jamda and over the K. K.line. • • • • • • • • 

6. Miscellaneous works on other sections cl.epenc:ling UpoJI the develC'pmelit of J 
JrafD,c, ! • • • • • • • • 
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'. i - , , .. ~, .. - , cost 
(RI. in Milliom) 

Remodellir.g ofvarioul yard a.. • • • • • • • .} 

Provision of new depot yard. fo: coa.Iloac!in, ~ a110 marshallilll/exd-.lllge yards 
for the new Steel Planta es well as exiltins ateel ~Ianta. • • • • 

Provision of terminal facilities It coal loading pointl in Benpl/Bihar and the 
outlyin, ficJdlincludinl new waibel')' yard •• 

Provision ofncw puaenger terminall and extenaion of CxilllillB tuminal.. • 

TOTAL • 

GRAND TOTAL 

1310-0 



, . ~ , APPBNDIXXD 
<_para 6'111) 

Litt 01 LiM Capaat.y Works COlt;'" RI. 10 1",. an4 abtIW ineZ"., ill 1M SfMttt 15)74-75 

S.No. NlDlc of work. 

I 

CBNTRAL RAILWAY 

Anticipated 
. ~t 

(RI. in lath_ 

3 

I. Remodc11inlofIunnerdeo Yard. 4I'§)6 

a. Provision of additional platform at Bombay V.T. IDd Remodelling of 
Mazagaonyard. 133'00 

3. New Kami Yard-Remodellinl 73' 52 

4. BhusawaJ Up Goods Yard-Provision of three additional Up departure 
linesof686 m. 35'00 

5. I algaon-Provision of Idditioal Up and Down loop lincs of 686 m. 16' I§) 

6. Khapri-Provision of POL siding 10' 83 

BASTBRN RAILWAY 

7. Gomoh-RcmodcUingofyard.. 6a' 7 

8. Dhanbad-Provision ofinteBIated coaching facilities. • 46' 6 

9. PatDl-Additional coaching facilities (phue I) 55'00 

10, R~nukoot-CODveraion of twol1W'lhallinr line. IIId provision of two 
Idditionallincs. 10' 68 

I I. KUllWlda-Tetulmari-Layins a parallel line to the existirl main line 38' 34 

12. Howrah-Terminal facilitielfor suburban and DOD-IUburban trldllc:(Phac 148' 18 

NORTHERN RAILWAY 

13. Doublina between Sabzimm:li and Ganaur • 

14. Hillar-Additionalfacilitiesin MG Yard. 

IS. Tundla-Up throulh Goodaline. 

SOUTHERN RAILWAy 

n' 15 

16. AnciUary traftlc: facilitics at Madra. Central • a68' 76 

17. Acquisition of land for third and Pourth line between Villjvakbm and 
TriveUore.. • • • • • , , , '. • 10'43 

220 
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S.No. N~ofwork AntiCipated Cost 
(lb. in Lakhs) ,----------- ----

SOUTH CBNTRAL RAILWAY 

18. Doublina between Bonair-Bibinagar and two crosain,ltadon8. 

19. Mandamari-Additionalfacilitieain Yard.' .' 

,0 

123'00 

34' 15 

2q'~' 

21. Dhond-Wadhec,-Additiodal line capacityworb. ~7·68 

22. Hyderabad-Secunderabad area-DeveloPJl1Cllt of terminal facilities (Phase I) ,,41 '69 
, ' : " 

'SOUTH BASTBRN RAILWA,Y_ 

23. Bilalpwl.l...ltrcmiioft ~. cliordline 

\VBS'l'SRN RAILWAY 

24. R'ltlam-Two bycpasaliDelin Up Yard. 

CONVER.SIONS 

2S. Samlstipur-Darbanp 

26. New Bonpipon-Gauhati • 

27. G'JIltur-Micherla • 

. ' 

',." 

47,'00 

247,9'00 

82t-·00 



(Vide para 6.11) 

Lid of Lin, ccpaclttl work. in. ""Plet gf wfrif:h wrv'1l' 4re if&, 
progreBB 

CENTRAL RAILWAY 

1. Survey for remodellini of rnatn l11'e p .... naer tralna atation of 
VT and provision of subsidiary terminal at Parel-Dadar Area. 

2. Preliminary-cum-Final location survey for a proposed product 
pipe ~ne for POL Traffic from Trombay to Pune. 

3. Traftlc Survey for additional line capacity works on Jalagaon-
Bhusawal section. 

4. Final Location Survey for construction of Narmada Bridge bet-
ween Budni and Hoshangabad. 

6. Traffic Survey for additional line capacity works on Jukehi-
Satna-Chheoki section. 

6. Final Location Engineering Survey for provision of Second 
Bridge on Bina and Betwa River. 

7. Traffic Survey-cum-work study for remodelline of Jhansi Yard. 

8. Trame survey~~work stUdy for remodelling of Aira Yard. 
9. Traftlc-cum-Work Study-cum-Enineerin survey for remodel-

lini of New Katni Yard. 
10. Traftic-cum-Engineering Survey for remodellin of yards in 

Pench Valley coal field area. 
11. Engineering Survey for doubline of remaining sinele line por-

tions On the Amla-Nagpur section. 

EASTERN RAILWAY 

12. Techno-economic survey for Terminal and Sectional facilities 
required for dealing with Suburban and non-suburban traffic in (a) 
Sealdah Division (b) Howrllh Division. 

13. TrafBc-cum-Engineering Survey for optimisation of capacity 
on Garwa Road-Chopan section. 

222 
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14. Garwa Road-Sonagar section (50 Kms.) patch doubling bet-
ween (a) Sonnagar-Ankert (b) Karjat-Nawadih-Haideranagar (c) 
Untarl Road and Garhwa, and (d) Flyover at Sonnagar. 

15. Techno-Economic survey for additional line between Katras-
garh-Nichitpur including additional facilities at Katrasgarh. 

16. Techno-economic;: survey for doubling of (a) Ranaghat-Kali-
narayanpur sectio~, and (b) Shifting of Ranaghat Goods Shed. 

17. Surveys for investigating construction of another Rail Bridge 
across the Ganga in the reach between Kanpu,r-Allahabad-Mokameh_ 
Monghyr. ' 

18. Engineering Traffic survey for doubling of approaches to Raj-
endra Pool near Mokameh. 

19. Techno-economic survey for provision of a Subsidiary depot 
yard a~ Ukhra with auxiUary facilities for bypassing Andol. 

20. Techno-economic survey for doubling the line between Rana-
ghat and Kalinarayanpur and shifting goods shed at Ranaghat. 

21. Techno-economic survey for a combined container terminal for 
Eastern RaRilway to serve Calcutta-Howrah industrial area. 

NORTHERN RAILWAY 

22. Engineering survey for doubling between Sonepat and Panipat 
(45 lans.). 

23. EngiDeering-c:um-Traftic Survey for B.G. Container Terminal 
at Delhi. , ~' 

24. Restoration of avoiding line between Jeonathpur and Vyas 
~ag&f bypassing Mughalsarai yard-Preliminary Engineering-c:um-
Traffic survey. 

25. Final1ocationEngineering-cum-Traffic survey for bypass line 
,and ~ute relay interlocking at Lucknow. 

26. Preliminary !ngineering-cum-Traftlc S\l1'Vey for provision of 
3td line between Sahibabadand Ghaziabad and By-over at the eastern 
end of Ghaziabad yard. 

27. Traftic-c:um-Preliminary Engineering survey for provision of 
,secontl approach to New Delhi and Delhi Main Railway stations and 
allied facilities. 
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NORTH-EASTERN RAILWAY: 

28. Survey for replacement of the Kosi Project NG line from Bhim 
Nagar to Bathraha by MG. 

29. Preliminary Engineering-cum-Traffic survey for conversion 
from MG to BG of Varanasi-Allahabad. 

SOUTHERN RAILWAY: 

30. Engineering-cu.m.-Traffic Survey for the provision of Rail faci-
lities BG and MG Marshalling and Exchange Yard in connection with 
the location of Steel Plant near Salem. 

31. Preliminary Engineering-cum-Traffic survey for the third line 
between Villivakkam and Trivellore. 

32. Proposed Engineering and Traffic Surveys for terminal faci-
lities ~t Cochin. 

33. Proposed Traffic Survey for conversion of Salem-:eangalore 
Railway from MG to BG. 

34. Engineering-cum-Traftlc survey for provision of Rail facilities 
in connection with the location of Steel Plant near Hospet. 

35. Traffic facilities at Bangalore City. 

36. Conversion of Bangalore City-Mysore Section from MG to BG. 

37. Work study for the development of Terminal Facilities at 
Cochin area. 

38. Work study for the development of Terminal Facilities at 
Coimbatore a,rea. 

SOUTH CENTRAL RAILWAY: 

39. Engineering-cu.m-Traffi.c survey -for line capacity works in 
Hospet-Gadag-Ba-galkot Section. 

40. Traffic survey for conversion of Guntur-Guntakal Section. 

41. Traffic-cum-Engineering survey for conversion of Hospet-Goa, 
Londa-Miraj and Alnawar-Dandeli section frOID MG to BG. 

42. Engineering-cum-Traftlc survey for avoiding line from Bibi-
nagar to Sanatnagar by-passing Secundarabad. 

43. Preliminary Engineering-cum-Trafftc survey for 'conversion of 
BG of Miraj-Kurrl'uwadi-Latur and BG line from Latur to Latur 
Road. 
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SOUTH-EASTERN RAILWAY: 

44. Preliminary Engineering-~m-Tram.c survey to' provide rail' 
. facilities for. proposed steel plant at Visakhapatnam and. optimising 
the capacity of the Kotta·valasa Kirandul line. 

45. SUrvey for conversion of N. Section of Satpura NG line to BG. 

46. Engineering-cUm-TrafRc survey of Bhilai complex in conver-
sion with the additional facilities ·required on account of expansion 
of Bhilai steel pl~nt prodlJction. 

47. 'Enineering-cum-Tritftic sUrvey· for proviSion of additional 
goods handling capacity at Shalimar. 

48. Engineering-cum~Traffic survey for a provision of suburban 
terminal facilities in Calcutta. 

49. Preliminary Eruneering-cum-Traftlc survey for the Rail faci-
lities required in connection with expansion of Bokaro Steel Plant 
Production. . 

50. Preliminary Engineermg.,cum-Tr8ffic survey for the proposed 
dOUbling between Anuppur and Bilaspur. 

51. Enineering-cum-Tiaffic survey for expansion of yard facilities 
for TISeO. 

52. Traffic survey for conversion of Ranchi-~hardaga NG section 
into BG. 

53. Engineering-rum-Traffic survey for conversion' of Purulia-
. Karashila section from NG to BG. 

WESTERN RAILWAY: 

64. Traffic survey for conversion to BG of the MG section between 
Sabarmati and Delhi. 

55. Final location survey for providing double line on bridge Nos. 
142, 226, 317 and Panchpipliya tunnel on Ratlam Division and bridge 
No. 624 on Mahi River on Baroda Division. 

56. Preliminary Engineering-cum-Traftic survey for providing 
bye-pass line connecting Vishwamitri with Bajuwa. 

57. Final location survey for providing quadruple line between 
Borivli and Virar in Bombay suburban section. 

58. Engineering-cum-Traftic survey for remodelling of Bombay 
~entral Yard. 
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59. Engineerin'g survey for location for construction of a bridge 

over Vasai Creek. 

eo. EngiDeering-cum-Traftic survey for terminal at container at 
Bandup. 

61. Traffic survey for (1) construction of MG Branch line from 
Shahlaji Road to Modasa and Kapadvanj (2) conversion of Nadiad-
Kapdvank NG line into BG and its extension upto Modasa. 

62. EngiDeering-cum-Traftlc lurvey for the ltudy of the entire ya:rd 
for remodelling and additional facilities including facilities for 
through traffic at Ratlam. 

63. Traffic survey for conversion of (a) Chhota-Udaipur Pratap-
nagar NG line and (b) Chhuchapura-Thankhala NG line into BG. 

M. Engineer ing-cum-Trafllc survey for (1) provision of a marshal-
ling yard north of Bassein Road and (it) provision of a diesel shed 
for ~unting engines in Bombay Area. 

65. Engineering-cum-Traftlc survey to determine requirements of 
traffic over the important coal carrying routes to Western Railway. 

66. Preliminary Engtneering-cum-Traftlc survey for the provision 
of a third line between Vatva and Kankaria. 

67. Engineering-cum-Traffic survey of remodellittg Kankaria yard 
to provide additional goods facilities. 
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APPENDIX XV 
(vi. para 6' la4) 

D,UliI, Df NIW lirN./R,Isto,"ti",. SCMm" to "'1 taken up in FiltA Plan 

-----'---- -----
RAll.WAY/ 
NAME OF THB 
PROIBCf 

BSTIMA- THROW EXPECTBD 
TED FORWARD RETURN 
COST IN 5TH PBRCENTAGB 

PLAN 
(RI, ill Croree) 

I a 3 .. 
Cmtral 
I, Wani-ChIDlka (BG) , 5'30 5':15 8'99 % by DCll 
:I, Basaein Road-Dlva(BG) la'74 10'69 6' 8 by Convondoaal 

method. , 
Ea""" 
3. Howrah-Sheakhala 3'50- I'" :I to 3 with 

Blec, traadon. 
4, Sub-structure for double 4'0 4'0 8'o3byCoqveQ~ 

line railway brldF Qve, method, 
Parakk. 

Nort""" 
S' ~athua-Jammll (80) 14' 14 0'44 ,'a4 ill 11th J.ear 

byoanvelldon me-
thod, 

6, Shahdara-Saharanpur BG 
line in the arca served by 
the former Shahdara-Sap 

17' 4:1-- 8'71 Sli~t1~eB'~ 10 
by D 11\ el. 

huaqpur Lt,Rly, 
" Gohaqa-Panlpat BO a'a8 1'63 J,.ea. tlilaa 1 (DCP) 

ReatoratioD 

,A, DalIIIau-Dl1')'apQJ(J3G "48 I'J3 Do, 
lteatoraticm) 

N ortINGt"" 

8. Saral~-Prata:r' 1"1 1'1, 3'4 
(MG toration 

9, Pratac-Porbelpnj 
(MG toration) 3'a, 3'17 S'4 

10, Bapha-CbhItaUDi(MG) 6'74 "60 11'3 

NortMtut PrOlla.,. 
nA, Reatoradon of Haldl-

bani-Jalpaipri and Lata-
c-Dandhari branch 

0'44 0'34 8'98 ea ," 

• 50% ofthe COltto be borne by the West Benlal Government. 
•• ,0% of the Cl08t to be borne by the U,P, S~ Government, 
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TARGBT 
DATS OP 
COMPLB-
TION 

5 

31-1a.'76. 
1-6-76. 

1-4-77. 

a-10-73. 
(~ecI) 

1-4-'lS. 

'-4-17. 

Do. 

J1IM, '74' 

1-4-77 
1-4-1979. 
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I 3 4 

South.", 

u. Mlliplorc-Halllll(MG) ft!7 
.) 

8·,8 3' 60 in :.::I.ol.ear 
byCoa. • 

Dec. 1976. 

IJ. Tom~-Mudubla-
pea .. (BG) ·3'30 I'IJ 1001, July 1973. 

13. TiruDe1veli-Trivmc:lrwn/ 14' 83 
KanyIkumarl BG 

10'33 8 by Coo. method. March 1'77. 

Soullt-lIJIllm RtIIlfINI1 

14. RallliQk to Haldia 
Port 8'7' 0'" 8' 3' in 11th )'ell' 

by Coo. mctbod. 
Dec. 197'. 

U. "dtavalasa-&o.dllia ,,'87 0·,8 4·,8 in n!tC 
=to by Coo. od. 
tttdIc. 

16. Cutta-Paradeep(8Q) 10'09 J'" 10' 43 by Con. 
method, 

J\P1e 1975. 

". BG line ill the uea 13' 16' 6'Q8 1)1 than 0% by 1-4-77. served by the former OF Jqetbod, 
Howrah-Amta Lt. Rly., 
Barpchla-Charn&*Ianp 
Sr, 

W",.,.,. Rail-" 

18. Guna Mabi SG . 10.SI 
(Rev.) 

1'3S (-) 4' 23 by Con. 
method. 

197s.76 

19. Dabla-Sinpanl (MG) 3'79 0"7 6' 75 Con. Dtetbod. OpeDeti to 
trd\c GIS 
15-6-74. 

10. Sibarmati Gandhillictar J'8S S'Q !S. 7S Oem. method. 'JUDe IffS. 

The followinl new worb have beeD propoted tCl be taken up in 1974-7,. 

lUllway/Name of Project Colt ()qtIay in TIr8Ct dac 
1974-75 ofcrompletion 

CRa. in CJClrCI) 

1 a 3 4 

N ort1lml RailllllO' 

I. Rohtak-BhiWllli . 6'13 0'10 Mar. '79 0·6 in 6th year. 

North-laSt_ 

2. Hassanpur-Sakri (NG) . 4'73 0'10 June 76. 0'73· 

--; so% of the COlt to be borae by the 'Wat BeQ3a1 Govemmeat. 
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2 3 4 5 

'3. BG Link to Ramnapr and- 15'0 O' IS Mar. 77 o· 04 ifl6th year (or 
Kathgodam Rampur to Haldwani 

Kathg~am. 

4. Jhanjharpur-LaukahbaaZltt 
MG 

2'93 o· 10 30-4-75 2' r. 

Sout" Cwral 

5. 'Aibin~ar-Nadikude '(BG) • }'3 '47 0'15 . 1-4-79 With land\leiD, ,iVen 
'Creeoe cOit arid 50% 
inflation of rates the 
line is financially 
remunerative. 

SOUllI-eastern Railway 

6. BanBpini-.Jikhapura (BG) 39'00 .0'05 J-4·8o Survey· is in progrels 
and actual return is 
not known. 
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APPENDiX xvn 
( V ide para 4 of Introduction) 

Summary of Recommendations/Conclusions contained in the 
Report 
---------- ----------.-----s. No. Reference to 

Para No. of Summary of Recommendations/Conclusions 
the Rep::>rt 

1 2 3 
------ --------------_. __ .. _-- ---

1 1.9 

2 1.10 

3 1.11 

The Committee note that in the absence of 
sufficient and reliable basic data, it. has not 
been found feasible to fix Railway-wise (Zonal) 
traffic targets for the Plan period as a whole. 
They also note that fixation of these targets is 
done "more on the basis of past performance 
and known developments in the areas serv,ed 
by each Zonal Railway rather than on detailed 
information of the requirement of rail trans-
port of the rail users, which unfortunately is 
available." 

The Committee further note that during the 
Fourth Plan period and earlier, the machinery 
available on the Zonal Railways and on the 
Divisions was not adequate for the purpose of 
assessment of traffic needs of the useN. As,the 
Railways have been handicapped for want of 
sufficient data from the concerned Ministries 
and other principal rail users, the Railway 
Board have now taken steps to strengthen the 
planning machinery on the Zonal Railways by 
setting up Central Planning Organr.;ations. De-
tailed transport planning studies for major 
commodities are also stated to have been 
undertaken to make planning more realistic. 

The Committee recognise that Railway 
Planning is largely derivative planning base on 
development programmes of and assessment of 

234 
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2 

1.12 

5 1.13 

3 

traffic given by the various M.tries, but the 
experience of the long past shows that the fore-
cast of traffic given in this manner has often 
gone off the mark. The Committee wish to 
emphasise that the estimates of traffic as given 
by different Ministries should be subjectecl to a 
detailed scrutiny by the Planning Commission in 
consultation with the Railway Board, who shoUld 
get feed back from the Zonal Railways based on 
their local knowledge. The Committee trust that 
the setting up of Central Planning Organisations 
at the Zonal Level would go a long way in 
making Railway plans more realistic. 

As pointed out by the Public Accounts 
Committee in their various Report,· on Rail-
ways and more recently by the Indian Institute 
of Management in their study of the Western 
Railway, the Railways tend to over-estimate 
their goods traffic and earnings without due 
regard to the competitive conditions. The Com-
mittee agree with the observations of the Insti-
tute that the Railways should make a sy.;tema-
tic assessment of the total freight business by 
major product categories and set targets at the 
field level with full involvement of the people 
who have to achieve them. The detailed trans-
port planning studies stated to have been under-
taken recently by the Railway Board should, 
therefore, be completed expeditiously and up-
.dated from time to time with the help of the 
field agencies at the Divisional and Zonal 
levels. 

The Committee would like to stress that 
the Railways after having set various targets as 
a result of such detailed studies should ensure 

--"'------~--~"'- --------------- - -------
• :land Report (Fourth Lok Sabha)--paraa 1'''1 & 1·,,8 

49th R~p)rt (Fourth Lok Sabha)-paras l' II & 1'1" 
1I6th R'!p:>rt (Fourth Lok Sabha)-paras I' 23 & I' 25 
45th Report (Fifth Lok Sabha)-·para l' 14 
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6 1.24 
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their achievement by providing necessary in-
centives to the officers concerned who should 
be held accountable for lapses, if any. The 
targets and achievemJ'nts should be critically 
reviewed every year BD.i corrective measures 
taken, as necessary. These should also be men-
tioned specifically and in detail in the Annual 
Reports of the Railway Board/Zonal Railways. 

The Railway Convention Committee, 1971 in 
paragraph 1.30 of their Fifth Report on "Re-
quirements and Availability of Wagons" had 
stressed the need to evolve a suitable criterion 
in the matter of laying down targets either in 
terms of originating tonnage or net tonne kms. 
or both in consultation with the Ministry of 
Finance and the Planning Commission so as to 
leave no room for ambiguity in this behalf in 
the Fifth Plan. In their 7th Report on action 
taken by Government on the above Report of 
the Railway Convention Committee, 1971, the 
(present) Committee have c;»bserved:-

"The Committee feel that the perform-
ance of a Department has to be 
evaluated in relation to the targets 
fixed and in this case, as the target 
was fixed in terms of originating ton-
nage, the evaluation of the perform-
ance will have to be done in terms of 
the originating traffic and any other 
factor like lead of traffic is merely 
incidental. The Committee, are, there-
fore, of the view that the explanation 
of the Railways that in terms of Net 
Tonne Kilometres they have achieved 
very nearly the target is a laboured 
one as the increase in the lead of tra-
ftlc has come about by fortuitous 
circumstances, the ~ways having 
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8 1.26 
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never taken this factor into account at 
the planning stage." 

In this connection, the Committee have 
noted • with interest the observations of the 
representative of the Ministry of Railways that 
if the Railways had been required to haul 240 
million tonnes of originating traffic and if the 
lead had also gone up beyond 630 lems., "there 
would have been transport bottleneck". 

The Committee would, therefore, onee again 
emphasise that for drawing upa realistic plan, 
it i'8 essential to specify the total dimensions of 
the transportation job which, in this case, is 
possible only when both the originating tonnage 
and the distance over which each major commo-
dity would be required to be carried, are ascer-
tained scientifically in advance 11.8 a result of 
detailed studies. 

The Committee would, therefore, reiterate 
the need for the Ministry of Railways and the 
Planning Commission to address themselves 
squarely to this task so as to overcome this deft-
ciency in Railway Planning as expeditiously as 
possible and provide firm basis for investment 
decisions and for evaluating performance. 

The Committee observe that the actual 
expenditure during the Fourth Plan period ex-
ceeded the mid-term Plan provimon of Rs. 1,400 
crores by Rs. 19.5 crores. The increased expen-
diture has been attributed to escalation in prices 
during this period. 

The Committee, however, note that at the 
time of Mid-Term Appraisal when the target of 
originating tram.c W8I lowered from 264.7 mil-
lion tonnes to 240.5 million tonnes, the Plan out-
lay was also redueed from the original outlay 

.--------~.---.. - .. -- .. _ .. _--_ .. ------------_.-- ..... ----" .. -.. ~ .. ----- ... -
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11 ~.37 

12 2.38 
and 2.39 
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3 

Of Rs. 1,525 crores to Rs. 1,275 crores. This was 
subsequently raised to Rs. 1,400 crores (the tra .. 
ffic target remaining the same), mainly to take 
care of the escalation, in prices. In spite of this, 
the expenditure has exceeded the Plan outlay. 
Furthermore, as indicated in Chapter V of this 
Report, there have been heavy shortfalls in 
attaining some of the key physical targets during 
the Fourth Plan. The Committee are constrain-
ed to observe that the whole matter requires a 
fresh approach so that a careful and critical ap-
praisal could be undertaken in respect of the 
investments made by the Railways in various 
sectors with a view to taking nece.isary reme-
dial measures for the future. 

The Committee observe that during the 
Third Five Year Plan, 'the outlay originally ap-
proved for ·the Railways by the Planning Com-
mission was Rs. 1,325 crores for an estimated 
originating traffic of the order of 248.9 million 
tonnes-an increase of 92.7 million tonnes over 
the originating traffic of. 156.2 million' tonnes 
carried in 1960-61 i.e, by about 59 per cent. The 
outlay was stepped up to Rs. 1,581.5 crores at 
the time of mid-tenn appraisal while the target 
of originating traffic was lowered to 245 million 
tonnes. The actual expenditure during the 
Third Plan was Rs. 1,685.8 crores' i.e. an excess 
of more than Rs. 360 crores over the original 
outlay while the originating traffic carried by the 
.Railways in 1965-66 i.e. the last year of the Third 
Plan was only 2o.'U million tonnes-a shortfall of 
about 46 million tonnes over the original antici-
pations. 

The COlomittee also note that during the three 
inter-Plan years i.e. the years preceding the 
Fourth Plan, a ftirther investment of Rs. 763 
crores was made by the Railways while the 
originating traffic went down to 201.6 million 
tonne!! in 1966-67 and s':ill • further -to 196.6 

--------------_._--_. __ .. _._------ ~.-. ---~-----., .... -.-



1 2 

13 2.40 

14 2.41 
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million tonnes in 1967-68. It, however, rose to 
294 million tonnes in 1968-69. 

The Committee further observe that accord-
ing 'to original anticipations, with an outlay of 
Rs. 1,575 crores, the Railways were expected to 
carry originating traffic of the order of 264.7 
million tonnes by the end of the Fourth Plan i.e. 
an increase of 60.7 per cent million tonnes over 
1968-69. At the time of mid-term appraisal, 
the target of originating traffic was lowered to 
240.5 million tonnes and the outlay was also 
reduced to Rs. 1,400 crores. The actual expen-
diture, as stated earlier, was Rs. 1,419.5 crores 
while the traffic carried was 207.9, 196.5, 197.8, 
201.3 and 184.9 million tonnes during the years 
1969-70, 1970-71, 1971-72, 1972-73 and 1973-74 
respectively. 

The Committee further note that the average 
lead of traffic which stood at 561 kms. in 1960-
61 rose to 678 kms. in 1972-73 but came down 
to 662 kms. in 1973-74 whiCh was the last year 
of the Fourth Plan. In terms of net tonne kms. 
the originating traffic ~arried by the Railways 
has gone up from 87.68 billions in 1960-61 to 
116.9 billions in 1965-66, 125.1 billions in 1968-
69 and 136.3 billions in 1972-73 but came down 
to 122.3 billions in 1973-74. 

The Committee are constrained to note that 
the anticipations of the Planning Commission 
and the Minister of Railways in regard to 
originating traffic in the Fourth Plan have proved 
to be wide off the mark just as they did in the 
Third Plan. The shortfall was as much as. 79.8 
million tonnes with reference to the original 
target and 55.6 million tonnes vis-a-vis the 
revised target. In fact, the traffic has stagnated 
around 200 million tonnes and is still far short 
of the anticipation of 249 million tonnes made 
at the time of formulation of the Third Plan i.e. 

-.------~--.-~.-.-.--- ----.-~-~~-----.-------. 
---_ ... ---------
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18 2.43 

as far back as in 1960-61. A relieving feature 
of the situation, however, is the unexpected In-
crease in the. average lead of traffic which has 
gone up by about 49 kms. during the last five 
years (55 kms. on the basis of 1972-73 figures), 
thereby inflating the figures of net tonne kilo-
metres carried. 

As pOinted out earlier, the increase in lead was 
not specifically mentioned in the Plan document. 
The Committee would, therefore, like the 
Ministry of Railways and the Planning Commis-
sion to lay down henceforth specific commodity-
wise target both in terms of originating tonnage 
and net tonne kms. so that investment could be 
related to carefully assessed needs and the Rail-
ways' performance also properly evaluated. 

The Committee observe that the Railways 
have been budgeting for an annual increase of 
12 to 15 million tonnes in the Fourth Plan 
period but the originating traffic has consistently 
fallen below the targets. Even taking into con- \ 
sideration the revised targets finalised at the 
time of Mid-Term Appraisal in January, 1971, 
the Committee find that the originating traffic 
feU short of the targets by 2.5 million tonnes in 
1970-71, 12.2 million tonnes in 1971-72, 25 million 
tonnes in 1972-73 and as much as 55.6 million 
tonnes In 1973-74. The Committee are, there-
fore, unable to accept the contention of the Min-
istry of Railways that had Railways carried 
215 million tonnes at an average lead of 
678 kms. as envisaged for the last year of the 
Fourth Plan, they would have been within 
1 per cent of the prescribed target. In fact, the 
budgetary antiCipations for the last year of the 
Plan were highly over-pitched and could hardly 
be considered realistic in the context of the 
Railways' performance in the earlier years of 
the Plan, the stagnation in the . economy of 
. __ .... _--------_._._--- -----



1 

17 

18 

2 

2.44 

2.45 

241 

3 

which the Railways were undoubtedly quite 
aware and last but not least, the labour pro-
blems besetting them. The Committee, are, 
therefore, driven to the conclusion that the 
methodology of forecasting the estimates of 
growth of traffic from year to year, not to speak 
for the plan as a whole, leaves much to 'be 
desired inspite of Railways' long experience in 
this field. The Committee, however, note that in 
the interest of co-orrUnated planning, the Rail-
ways have necessarily to take into account the 
targets and requirements as set out by the respec-
tive Ministries/Departments and the Planning 
Commission to obviate any distortion of the 
planning process. The Committee would, there-
fore, like the Ministry of Railways to study the 
matter in depth and take appropriate corrective 
measures to ensure that the forecasting of growth 
of traffic is done on 8 scientific and rational basis 
in future. 

In regard to the question of additional capa-
city created as a result of the investments made 
during the five year plans, the Committee note 
that "no specific assessment of the capacity of 
the Railways for carrying freight traffic as at 
the end of the Third Plan appears to have been 
made." However, so far as the Fourth Plan is 
concerned, the Railways have bunt up a capa-
city (in terms of wagons and locomotives) of 
lifting about 215 millim tonnes of freight traftlc 
at an average lead of 678 kms. i.e. 146 billion 
Net Tonne Kms. So far as line capacity is eon-
cerned, the Committee, learn that "no such 
assessment is possible unless specific details of 
origin and destination of various streams of 
tTafftc are available" 

Since 75 per cent of the total revenue-earning 
traffic is traditionally accounted for by 8 commo-
dities which move in bulk on a programmed basis, 

------ - --.--~---. 
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the Committee consider that the Railways should 
have maci.e a detailed assessment in conjunction 
with the concerned Ministries and field organisa-
tions, on the basis of .origin-destination-wise 
linkage; in any case this should be done now. 

19 . 2.46 The Committee would also like the Ministry 
of Railways to initiate, without delay, detailed 
study of the freight carrying capacity including 
line capacity built up by them, Section-wise, and 
the extent to which the same is utilil'led so that 
the areas where such capacity exists or falls short 
of the requirement, could be clearly identified and 
future investments regUlated accordingly. This 
study may be completed within six months' time 
and the findings thereof reported to the Com-
mittee immediately thereafter. 

20 2.63 The Committee note that expenditure under 
the Plan heads 'Rolling Stock, Signalling & 
Safety works', 'Other Electrical Works', 'Users' 
Amenities', 'Investments in Road Services' and 
'Inventories' hal'l exceeded the revised Plan out-
lay-the total excess being of the order of as 
much as Rs. 96.62 crores. The maximum excess 
has occurred under the head 'Inventories' where 
the actual expenditure was five times the Plan 
allocation and exceeded the provision of Rs. 15 
crores by as much as Rs. 59.09 crores. 

21 2,64 The Committee observe that an increase of 
Rs. 35.34 crores occurred during the Plan period 
under the Worksh'Op Manufacture Suspense 
Accounts and that preliminary investigations 
have revealed thatl on the Eastern Railway an 
increase of Rs. 8.72crores in the closing balance 
as on 31-3-1974 occurred because the prescribed 
procedures regarding accountal of Workshop 
Manufacture Suspense holdings and disposal of 
surpluses/scrap have not been followed and that 
the matter is being investigated by a Committee 
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of Administrative Officers. The Committee 
WQuld like to be informed about the findings of 
this Committee and the action taken by Ra11-

,ways in pursuance thereof. 

The Committee further observe that an ad-
verse balance of Rs. 8.21 cl"Ores has occurred in 
the Diesel LocomotiVe Wotks, Varanasi as a re-
sult of production targets not being achieved. 
The Committee also find that an adverse balance 
of Rs. n.97 crores in theChittaranjan Locomo-
tive Works is stated to be' due to build-up of 
development suspense of 'Rs. 10 crores which 
does not represent materials actually in shops 
under processing. 

'The Committee take a serious view of the 
abnormal excesses of expenditure over the Plan 
provisions in respect of a number of heads. 
particularly the "Inventories". The Committee 
would like the Ministry of Railways to take 
expedItious follow-up action in the light of the 
Report of the High Powered Committee on In-
ventory Management on the Railways so as to 
ensure that the stores procedures are stream-
lined in consonance with modern concepts 'Of 
materials management. They would like Pal·-
liamenl to be kept informed of the action taken 
by Government in this-regard as early as possi-
ble. _ 

The Committee observe that the shortfall in 
steel plants' traffic during the Fourth Plan was 
15.7 million ronnes with reference to the origi-
nal target and 7 millIon tonnes with- reference 
to the revised target. The maximum traffic car-
ried in the penultimate year of the Plan was 
23.7 million tonnes which is the same as carrieC1 
in the last year of the Third Plan. The short-
falls are stated to be due partly to Railways' 
own difficulties and partly due to less intake of 
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'3.19 

materia~ and less production in the steel plants 
which apart from power shortage had their own 
problems. 

The Committee find that as the investment 
for carrying additJ.onal traftlc anticipated for the 
Steel Plants in the Fourth Plan has already 
beenlOlUlde and therefore, they presume that 
tbe11e Will already be now a built-up capacity to 
earry 29 milliontonn81 of steel plants tl"afBc. 
The Committee stre .. that a detailed assessment 
:.of each of the Steel. Plants with linkages of raw 
'matedals and distribution of finished products 
should be carrier\ out, year-wise, in consultation 
with the Steel Plants and action taken to re-
IOlve in time any bottlepecks which come in the 
way of meeting the ,traffic requirements. THe 
Committee presume that ordinarily there should 
be no cale for making any additional heavy in-
vestments over and above those already made in 
the successive plans and the capacity should be 
far in excess of that beiDg utilised at present. 

The' Committee obse~ that the daily average 
loading of coal, both in Bengal-Bihar coalfields 
and the outlaying fields has fallen short of targets 
by 599 wagons (in terms of 4-wheelers) in 1969· 
'10, 1294 wagons in 1910-71, 1020 wagons in 1971· 
72, 817 wagons in 1972·73 and 1160 wagons in 
1973-74. While the targets for the outlying 
coalfields were surpassed in the last two years 
of the Plan, there have been heavy and persis· 
tent shortfalls in loading in Bengal·Bihar coal-
fields tbl"bughout the Plan period ranging from 
358 wagons per day In 1969·70 to 1188 wagons 
in 1973-74. This is in spite of the fact that the 
ta,rget: for the last year of the Plan was itself 
reduced by 300 wagons per day but for which 
the shortfall would have been as bigh as 1460 
wagons per day. . 
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year for the Railways, the Committee would like 
to point out that there have been persistent short-
falls in the earlier years of the Plan as well in-
eluding the year 1969-70 which was the best 
year so far as the &ilways' performance dur-
ing the Fourth PlaD;' is coneerned. 

28 3.21 The Committee observe that the Railways 
had lifted 66.7 million tonnes of coal at the end 
of the Third Plan vis-a-vis the original target of 
91.4 million tonnes and the revised target of 89 
million 'tonnes. Th~ original target of 14.4 
million tonnes for the Fourth Plan which itself 
was 4.6 million tonnes less than the revised tar-
get fOf the Third Plan, was scaled down to 77-5 
milHontonnes and could, therefore, not be 
considered at all ambitious. In fact, the Rail-
ways had spent Rs. 380 c'i\Jres more than the 
outlay provided for them in the Third Plan 
which is sufftcient reason to believe that the 
capaeitY available with them was in excess of 
requirements. With the additional investments 
made by the Railways on rolling stock and line 
capacity works in the Fourth Five Year Plan 
aDd in the three inter.Plan years preceding tt, 
the _ total capacity and C!UShion that the Rail· 
ways already bad at the end of the Third Plan 
ha, 'surely lncre.aeCl. 

29 ' 3.22 While the Committee do recognise that the 
power shortfall, Indo-Pale conflict, staff agitations 
and the diftlcult law and order situation in the 
Eastern Region and a' variety ot other factors 
have adversely &fleeted the Railways operations, 
particularly in the matter of loading Coal, they 
are constrained to point out that the shortfall in 
the availability of Coal with the respective con-
sumers has hart a crippling ~ect on the industrial 
development ~f the country. The Committee, 

-_._--------_. --- ... ~-------
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however, understand that the entire gambit of 
Coal transport by rail in the country has been 
recently studied in depth by two Coal Transport 
Study Teams appointed by t.he Ministry of Raiil-
ways. The Committee emphasise that the recom-
mendations made by these Study Teams should 
be expeditiously examined and implemented by 
the concerned Ministries so that there are no 
more bottlenecks in the rail transport of Coai in 
the remaining years of the Fifth Five Year Plan. 

The Committee are concerned to note that 
there were shortfalls of 1.5 million tonnes and 
2 million tonnes in the movement of coal to 
steel plants and washeries vis-a-vis the revised 
targets of 13 million and 7.5 million tonnes res-
pectively to be achieved by the end of the 
Fourth Plan. The total shortfall was as much 
as 11 million tonnes compared to the original 
target of 28 million tonnes of coal for both steel 
plants and washeries. 

The Committee observe that the supply of 
coking coal to the steel plants fell short of 
their requirements by 2.18 million tonnes in 
1969-70, 2.35 million tonnes in 1970-71, 2 .. 36 
mUlion tonnes in 1971-72, 0.61 million tonnes 
in 1972-73 and 2.14 million tonnes in 1973-14. 
The Committee note that the shortfalls were 
due partly to less intake of coking coal by the 
Durgapur and Bhilai Steel Plants due to diffi-
culties with the coke oven batteries and partly 

. due to less productidn in the mines and wash-
eries due to inadequate power availability. The 
strained industrial, re~tions on the Ranways 
are also stated to have slowed down the move-
ment of coal to. the steel plants temporarily in 
the latter part of 1973-74. ' 
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In para 4.30 of their 68th Report (Fifth Lok 
Sabha) on Availability and Distribution of 
Coal, the Estimates Committee have observed: 

"The Committee also note that the total 
daily requirement of coal by the steel 
plants is of the order of 36,000 tonnes 
which requires 27100 rail wagons to be 
loaded per day. They regret that from 
August 1973, coal movement did not keep 
pace with the ~quirements and on severa! 
occasions, coal stocks were depleted at 
the steel plants on account of dislocation 
of the railway services. In January, 1974 
the daily average loading was only 1,933 
wagons. against the actual requirement 01 
2700 wagons per day and consequently 
the stocks of coal went down from 1,47,000 
tonnes (as on 1-1-74) to 1,15,000 tonnes as 
on 1-2-1974". 

The Committee cannot too strongly urge the 
need for streamlining the movement of cok-
ing and blendable coals to the Steel Plant,:so 
as to meet their requirements in full in the 
interest of sustaining production at the opti-
mum level. In this connection, they would like 
to reproduce the following observations made 
by the Estimates- Committee in paras 2.85 and 
2.86 of their 78th Report (Fifth Lok Sabha) 
on the Ministry of Steel and Mines:-

"The Committee are distre&1red to note 
that irregular supply of coal, particu-
larly, the medium coking coal, has 
been one of the reasons for shortfall 
in production of steel. The inadequate 
supplies were due both on account of 

----.. -------------
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lack of availability of coal as also its 
movement to the steel plants. 

The Committee would like to stress that 
assured and unint'errupted supply of 
coal is basic for steel production and 
it is therefore, necessary that linkages 
for supply of coal to the steel plants 
should be definite. firm and effective 
in the interest of smooth and efficient 
functiOning of the steel plants. In this 
connection, the Committee would like 
to emphasise that in fixing the lin-
kages, it should be 'ensured that the 
steel plants are linked to the nearest 
coal-field so as to reduce the lead time 
and transportation cost involved. The 
Committee would further like Govern-
ment to review the linkages from time 
to time with a view to remove bottle-
necks that may crop up with the pas-
sage of time". 

The Committee observe that there was a 
shortfall of 11.7 million tonnes in the supply 
of coal to 'Others' vis·a-vis the target of 42 
million tonnes (revised) during the last year 
of the Fourth Plan and that the supply did not 
exceed 34.'3 million tonne! during any of the 
preceding five years. 

The Committee further observe from the 
statement given ill para 3.37 that the move-
ment of, coal by road has gone up from 10.09 
mWion tonnes in 1969·70 to 19.89 million ton-
nes in 1973-74 i.e. almost 100 per cent, whereas 
the total despatches have gone pp only by 
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about 4.5 per cent in this period. As .the cost 
of haulage by road is considerably higher than 
that by rail, it is obvious that non-availability 
of ·wagons has compelled the industry to resort 
to road transport. The Committee are, there-
fore, unable to accept the contention of the 
Ministry that the quantity of coal left for 
movement by rail was not sufficient for Rail-
waY'S to achieve the target of 77.5 million ton-
nes. 

In their 68th Report (Fifth Lok Sabha) on 
the Availability and Distribution of coal, the 
Estimates Committee have pointed out that 
apart from heavy shortfall in supply of coal 
to the steel plants and the cement industry, the 
supply of coal to thermal power stations has 
been very erratic during the Fourth Plan 
period; there have been heavy shortfalls in 
the supply of coal to the brick kiln industry 
and also in supply of hard coke to other consu-
mers and that there is an enormous gap bet-
ween demand and supply of soft coke in most 
of the Sta tes. 

As Government would undOUbtedly take appro-
priate action on the recommendations of the 
Estilmat.es Committee, the Committee do not 
wish to dilate on the subject except to add 
that in view of the considerable increase in 
coal production envisaged in the fifth plan, the 
Railways should ensure that the requirements 
of the industry, the thermal power stations, do-
mestic consumers and other small users are 
met fully and in time. 

The Committee note that the Railways 
started experiencing difficulties in obtaining 
adequate supplies of steam coal from early 

----- .. ~-------. --_.-.-_._.------_ .. _--
1151 LS-17. 
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1973 and in spite of ~everal communications to 
the concerned authdrities and high level dis-
cussions, the position· continued to deteriorate. 
In order' to meet' the minimum essential re-
quirements of the indu'Stry, the Railways were 
finaUy compelled to curtail their own services 
w.e.f. 1st November,' '1973. The worsening 
labour situation on the Railways which cul-
minated in an an-India strike in May, 1974 led 
to further curtailment of the services in April, 
1974. The total number of trainl!, which stood 
cancelled as on 1-5-74 was as~any as 1078 
pairs out of a total of, 1738 pairs of non .. 
suburban passenger trains run datly by 
the Railways. In spite of rapid restoration 
of' norma1lcy on 'the" Railways, the supply 
position of coal did not' irilprove till November, 
1974 and as many as 284 pairs of trains which 
represent about 16 per cent of the normal non-
suburban services still remained to be restored 
till about the end of that month. The Commit-
tee further note that the loss of passenger 
earnings to the Railways due to cancellation of 
trains has been assessed to be about R'S. 16.57 
crores in 1973-74. 

The Committee observe that the loco coal 
requirements of the Railways during the 
Fourth Plan period were .anticipated to come 
down gradually from 16.2 million tonnes in 
1969-70 to 14.04 million tonnes in 1973-74. How-
ever, due to the 'oil crisis, it became necessary 
to reduce the condemnation of steam locomo-
I\;ives and h~ncethe requirements of loco coal 
were estimate-.t at 14.9 million tonnes for the 
last year of the Plan. While the, requirements 
were met in full in the earlier years of the 
Plan (except in 1970-71 when there was a 
small shortfall of 0.7 million tonnes), the sup-
plies made in 1973-74 fell short 'of the revised 

, .. _-----_._--- ._----
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requirements by 1:2 million tonnes. Against aQ 
average daily ,requIrement of 1800 wagons 
(BG-4-Wheelers), the Railways were supplied 
1639 wagons during that year i.e. 161 wagons 
short of their daily requirements. According to 
the Railways, despite a marginal reduction in 
their requirements, a large number of trains 
continued to remain cancelled so as to meet the 
minimum essential demands of the industries 
whose requirements are stated to be apparent-
ly going up at a much faster pace. 

In paragraph 4.52 of their 68th Report 
(Fifth Lok Sabha) the Estimates Committee 
have observed;~ 

"The Committee are surprised to note that 
the figures· of demand and supply of 
coal to Railways furnished to them, do 
not indicate any shortfall· in overtlll 
supplies of coal to the Railways. It Is, 
therefore, paradoxical that while on 
the one hand the demand of coal for 
the Railways appears to have been 
met fully, .there have been persfstent 
.hortfalls in avaUability of coal to the 

No'QI :. ~.Accordl~, to the data furnish(d to the E8tilJl8tc:~ Ccrrmittee, tbe ~cml\J'cl.f'd 
. ''lind 'supply of ~p) to the Railways durin, the FMtrth Plan pericd was as unc'.er 

1969-10 

: ~'~11 • 

1971-'12 • 

1972-73 

1973-74 • 

Demand ---16'20 

16'00 

·1;4'90 

.14'20 

:13'40 

(in million tOllflcS, 

Supplies ---·16·62 

1$'~6 

IS·84 
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Railways resulting in cancellation of 
train services causing inconvenience to 
travelling public. It appears to the 
Committee that IIhortfall in coal sup-
plies to the Railways may be partly 
due to the Railways' demand for coal 
as originally projected, being on the 
low side. The Committee would Ul'ge 
that a thorough probe into the circums-
tances in which the Railways ex-
perienced shortfall in supplies of coal 
should be made by Government to find 
out whether it was due to inadequacy 
in fore-casting of demand by Railways, 
production deficiencies or transport 
bottlenecks etc. and should devise 
effective remedial measures to ensure 
against recurrenCe of such situations." 

The Committee would like to point out that 
there is a marked discrepancy in the figures of 
anticipated requirements and actual supplies of 
loco coal to the Railways as furn~shed by the 
Railway Board to the Estimates Committee and to 
this Committee. While, according to the infor-
mation given to the Estimates Committee, the 
Railways' requirements were met in full, accord-
ing to the information now given to this Com-
mittee, there was a shorfall of 1.2 million tonnes 
in 1973-74. The Committee, therefore, endorse the 
recommendation of the Estimates Committee that 
there should be a probe into the matter to as-
certain the circumstances in which the Railways 
experienced shIJrtage of coal resulting in cancel-
lation of a large number of trains. Since the 
position has now improved, both in production 
and movement of coal, there is no valid reason 
why the train services should continue to remain 
suspended. 
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The Committee would like Government to 

confirm that the supply position of loco coal is 
no~ satisfactory and that all suspended services 
have been resumed. 

The Committee would further like Govern-
ment to inform Parliament about the demand 
projections of steam coal for various industries 
in the Fourth Plan, their actual demands (year-
wise) and the extent to which these were met so 
that a correct overall picture is available and 
remedial action as called for may be taken. 

The Committee observe that on the Eastern 
Railway which is the major coal loading Rail-
way, the percentage of coal wagons not weighed 
varies from depot to depot and month to 
month. The percentage is the highest in the 
Katras Depot where it ranged from 45.2 to 60.1 
per cent during the months July to October, 1974. 
The Committee understand that a directive has 
been issued to the Eastern Railway to ensure that 
coal is loaded upto the loading lines only marked 
on wagons, taking into consideration the density 
and grade of coal. 

3.81 According to the Adviser (Transport), coal 

3.82 

Wnes Authority, "since overloading of wagons 
has always been a normal feature and two 
tonnes overload for 4-wheelers is officially per-
mitted by Railway rules, the loss to the Nation 
in coal price and freight can be easUy imagined." 

The Committee would, in this connection, like 
to reiterate the following recommendation made 
by the Estimates Committee in para 5.79 of their 
68th Report (5th Lok Sabha). 

--_._------
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"The Committee suggest that as the sid-
,ings.from which loading of coal is done, are now 
:being rationalised, it should be pOSiible to pro-
vide weighbridges at suitable points and obviate 
complaints of, short despa\ch etc. from the con-
sumers." 

As the Railways' policy is to encourage col-
liery owners to provide weigh bridges at their 
own cost an.d smce all the' coal mines have now 
been nationalised, the Committee would like 
the Ministry of Railways to take up the matter 
with the Ministry of Energy so that the weigh-

; I 'Ing [acUities are suitably augmented. 
3.84 The Committee would also urge the Ministry 

,i 

3.87 

",.; 

'.1;, ; ,if 

3.88 

of Railways to see that their directive to Rail-
ways to ensure loading of coal upto the loading 
lines keeping in view the density and grade 01' 
coal, i'l followed by the field authorities in letter 
and spirit and that any complaints in this regard 
are taken serious note of, in the national 
interest. 

The Committee observe that the Railways' 
loading target of 16 million tonnes or iron ore 
for export for the final year of the Fourth Plan 
envisaged additional loading of the order of 10.8 
'million tonnes over the Railways' performance 
in the last year' of the Third Plan. The maxi-
mum loading was in 1971-72 when the Railways 
~oved 10.7 mUlipn .tQp.n8$ while in the last year 

'R!, th~, Plan ,it waS,' ih~: }~west being only 8.4 
,Jni1lion tonn~.;. The Co~ttee note that load-
, ing of expo:r;t ,QJ:e 'wa$ ,affected in 1973-74 both 
due to Railways' OWn. dlfllculties and also on 
account of !pro~ction .. shortfalls in Bailadilla 
mines and lubour troubles at Madras Port. In 
earlier years, the loading was affected by a 
variety of reastdis fdr which the Railways state 
theYllrenot respi)rn'lble. ..' 
.. , The Committee' w01:lJd like to point out that 

'heavy capital investmerits" 1 have been made in 
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the Third and, Fourth Plans for carrying the 
projected tra1nc of iron ore for export. The 
shortfall is of the order of about 50 per cent in 
the Fourth Plan. The Committee consider that 
ha~ the projections been realistic, the inves~ 
ments could have been diverted to meet more 
pressing developmental requirements. The Com-
mittee stress that before ally further investment 
is m:8de for meeting the projected traffic require-
mentsof iron for export in the Fifth Plan, the 
capacity created already with heavy investment, 
should be fully taken into account. 

The Committee are constrained to observe 
that the number of wagons supplied by the Rail-
ways to the cement industry fell short of indeftts 
by 63,775 in 1969; 1,04,96a in 1970; 1,84,785 in 
1971; 1,77,887 in 1972 and 84,569 in 1973. The 
number of wagons actually loaded fell short of 
the· indents by 89,822, in 1969; 1,38,334 in 1970; 
2,17,076 in 1971; 1,96,248 in 1972 and 1,08,743 in 
1973. It is obvious that non-availability of 
wagons has· considerably hampered the produc-
tl6h of cement which is essential for industrial 
use· as :well· as· for construction of houses . 

. rn: ~aragraph 2.47 of their 60th Report (Fifth 
LOk $abha) on Availability and Distribution of 
Cement, the' Estimates Committee have pointed 
out that· accotding to the Ministry of Industrial 
Development '8 production of 5 lakh tonnes was 
lost during 1972 due to non-availabUity of 
wagons from the Railways. It has been further 
stated that during the period July--September 
1913 a production of 2,53,923 tonnes was lost on 

. acco·unt of shortage of coal. The Estimates 
. Committee have inter alia observed: 

"2.34. The Committee regret to note t;hat in-
; i adequate supply of coal for cement in-

dustry. has resulted in considerable loss 
in cement production. During the 
period July-September, 1973, the lou 
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.tn production was as much as 2* lakh 
tonnes of cement on this account. It 
is apparent that this sorry state of 
affairs has developed due to lack of 
coordination an\ong the Ministries of 
Industrial Development, Steel and 
Mines and Railways. The Committee 
would urge that urgent and effective 
measures should be taken to ensure 
adequate and timely supply of coal to 
the cement industry so that the produc-
tion of cement does not suffer on this 
account." 

The Estimates Committee have further ob-
served: 

"3.70. The Committee are deeply concerned 
to note that there is a wide gap bet-
ween the demand and availability of 
wagons to the cement industry which 
has resulted in substantial loss in pro-
duction of cement. 

"3.71. The Committee note that Govern-
ment have taken the following mea-
sures in this regard: 

(i) a Control Room has been constituted 
in the Railway Board to keep a close 
watch on wagon supply position to 
cement factories; 

(U) daily wagon quotas Railway-wise and 
factory-~se have been fixed; 

(iii) a Committee of Secretaries keeps a 
watch on monthly performance. 

"The Committee hope that with the steps 
now taken by Government there will 
be greater availability of wagons to the 
cement indu·;try and their day-to-day 
demands for wagons would be largely 
met." 

---_._--_ .. _-
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54 3.114 While the Committee recognise the various 
handicaps and adverse conditions under which 
the Railways have been functioning in recent 
ye~rs, they regret to note that in spite of its 
being a high priority commodity, the movement 
of cement has suffered a great deal during the 
Fourth Plan. The shortfalls in movement of raw 
materials, particularly coal, have also resulted 
in -considerable loss of produl·tion of cement. 

55 3.115 The Committee would like the Ministries of 
Railways and Industry & Civil Supplies to evolve 
suitable and firm linkages for supply of coal 
and other raw materials to cement factories 
and for movement of the finished product to 
various consuming centres. The Committee can-
not oV'er-emphasise the need for maintaining 
close co-ordination between the Railways and 
the cement factories in the matter of supply of 
wagons on an assured basis, particularly leak 
proof covered wagons so as to obviate damage 
by wet. 

56 3.118 The Committee note that there was a short-
fall of 1.8 million tonnes in the targeted move-
ment of 12 million tonnes of POL traffic at the 
end of the Fourth Plan. On the other hand, the 
lead of such traffic went up from 564 kms. during 
1969·70 to 614 kms. during 1972-73. The average 
lead in this case is, however, less than the antI-
cipated lead of 630 kms. for the entire originat-
ing traffic and much less than the actual over-
all increase that occurred during the Plan 
period (678 kms. in 1972-73 and 662 kms. In 
1973-74). 

57 3.119 One of the reasons for shortfall in loading 
in 1973-74 is stated to be due to heavy detention 
to tank wagons in st~l plants. The Committee 
would like the Ministry of Steel and Mine.; to 
analyse the reasons for such detentions and take 
necessary effective measures to remove the 
bottlenecks in the smooth movement of rail 



1 2 

258 

3 

traffic in the steel plants yards ia the light of the 
findings of the Khandelwal Committee which 
had recently examined the matter in depth. 

58 3.122 The Committee note, that the average lead of 
foodgrains traffic showed a sharp increase of as 
much as 294 kms. during the Fourth Plan period. 
As movement of foodgrains and fertilisers is 
largely sponsored by Government and enjoys 
high prl'ority, the Railways have been able to 
meet the demands more or less currently. 

59 3.123 The Committee, however, note that the load-
ing of fertilisers '$howed a shortfall of 1.5 mil-
lion tonnes vis-a-vis the revised target of 7 million 
tonnes and 3.9 million tonnes vis-a-vis the original 
target of 9.4 million tonnes. The Committee 
would like the Ministries of Agriculture and Ird-
gation and Railways to analyse the reasons for 
less materialisation of traffic in fertilisers, and 
devise necessary corrective measures for the 
future. 

60 3.124 The Committee cannot too strongly emphaSise 
the need for realistic planning in the matter of 
provision of rail facilities for movement of ferti-
lisers taking note of the production of thios com-
modity vis-a-vis the capaclty already established 
and that proposed to be established in the next 
few years. I t is also necessary to establish 
suitable linkages for movement of fertiliser tra-
ffic so as to avoid unnecessary cross movements. 

61 ' 3.126 'nle Committee find that a shortfall of 7.5 
million tonnes occurred 'under the head 'Other 
Goods' ViB..a-vis •• the revised target during the 
Fourth Plan. Compared to the original target, 
however, the actual materialisation fell short 
by as much as 13.5 million tonnes. 'nle Com-

,mittee ~der that a closer scrutiny of the 
targets with reference to .the traffic materialisa-
tien for various commodities 11nder this head 
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is necessary for laying down realistic targets in 
future. 

62 3.127 • The Committee see no reason why it should 
not be possible for the nailways to carry all 
the essential and high rated traffic that is otTer-
ed to them. They would like the Ministry of 
Railways to ensure that indents of wagons for 
such conunodities are cleared expeditiously so 
as to obviate their diversion to road services. 

63 3.129 The Committee observe that the movement 

64 
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of the Railway matrials has shown a persistent 
decline during the Fourth Plan period with the 
result that in the final year of the Plan, the traffic 
fell short of the anticipation of 18 million tonnes 
by as much as 10.4 million tonnes. The Com-
mittee can see no reason for such excessive 
OIVerestimation in respect of Railways' own 
traffic. They would, therefore, like the Minis-
try of Railways ta examine in depth the reasons 
for wide variations in the target and materiali-
sation thereof with a view to taking necessary 
corredtive measures to ensure that the fore-
castini of Railways' own traffic is done on a 
mo,re realistic basis in futUre. 

The Co\nmittee observe that non-suburban 
passenger traffic registered a growth 'Of 23 per 
cent (in terms of passenger Kms.) during the 
Fourth Plan period which more or less coin-
cides with the anticipated increase of 23.06 per 
cent. The actual provision of respurces had, 
however, been made to cater to an increase of 
about 19.8 per cent only. The Committee fur-
ther observe that the net increase in coaching 
stock was of the order of 9 per cent only d.ur-
ing the F'ourth Plan period. Excluding the 
year 1973-74 when a large number of passenger 
trains were cancelled, the increase in vehicle 
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kIns. in 1002-73 over 1968-69 was of the order 
of 11 per cent. It is thus obvious that the in-
crease in passenger traffic has far outstripped 
the provision of coaching stock and has, as a 
consequence, accentuated overcrowding; in the 
passenger traIns. As observed by the Commit-
tee in paragraph 6 of their Fifth Report, "this 
is indicative of the fact that there has been 
little improvement in the travelling conditions 
of the coIllJll()n third class (now second class) 
passengers during the last 5 years and that 
overcro,wding on the Railways has become more 
or less endemic." 

The Committee regret to observe that over-
crowding in second class unreserved accommo-
dation of certain long distance trains ranges 
from 128 per cent to as much as 202 per cent of 
the seating capacity. In the light of these 
figures, it is not possible for the Committee to 
accept the contention of the Ministry of Rail-
ways that the requirements of long distance 
passenger traffic in the Fourth Plan were 
largely met. The Committee would urge that 
the matter should be examined at the high-
est level and all-out efforts should be made to 
eliminate overcrowding of passengers in . the 
trains to avoid harassment to the travelling 
public, particularly in the second class. The 
Committee recommend that additional coaches 
should be provided on a priority basis to relieve 
overcrowding on trains where it has already 
crossed 150 per cent occupancy i.e., on Delhi-
Madras, Bombay-Madras, Delhi-Amritsar, Luck-
now-Katihar and Delhi-Ahmedabad routes. 

4.14 The Committee would like the Ministry of 
Railways to analyse the reasons as to why there 
was a small increase of 9 per cent only in coach-
ing stock while provision of resoU'l'ces was ade-
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quate to cater for an increase of 19.8 per cent. 
They would like to be informed about the actual 
expenditure incurred on augmenting the capa-
cit~ for non-suburban passenger traffic vis-a-vis 
the Plan provision and the reasons for varia-
tions. 

4.15 As short distance passenger traffic is getting 

4.21 

4.22 

4.23 

increasingly diverted to roads, the Committee 
would like the Ministry of Railways t.o study 
this matter more intensively so as to ensure 
that the reqUirements of long distance passen-
gers are fully met during the Fifth Plan. 

The Committee observe that there has been 
a marked decline in the occupation of First 
Class air conditioned coaches in almost all the 
trains on the important trunk routes and that, 
as a result, this facility has been withdrawn 
with effect from lst November, 1974 from four 
pairs of trains, while on the Bombay-Howrah 
Mails (via Nagpur) the frequency has been 
reduced from daily to tri-weekly service. 

A similar trend is noticeable in regard to the 
oocupati~ of A.C. Chair Car coaches. 

The Committee consider that this may well 
be due to the' steep increase in the fares for 
these classes of accommodation in the last two 
years. 

The Committee consider that the occupancy 
ratio of A.C. First Class and Chair Car accom-
modation provided on a number of long dis-
tance trains needs to be continuously watched 
and the facility may be withdrawn wherever it 
is found to be below the break-even point. The 
Committee need hardly add that wherever such 
facility is withdrawn, priority should be given 
to provide additional second class!sleeper coach-
es on trains where there is heavy overcrowding. 
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The Committee observe that during the 
Fourth Plan the number of suburban passengers 
IIncreased by 29.7 per cent while the EMU pas-
senger kms. and vehic1eB kms. increased by 
44.8 per cent respectively. The increase in EMU 
COiIlching stock was, however, 15 per cent only. 
In paragraphs 2.15, 2.13 and 3.17 of their 
Second Report, the Railway Convention Commit-
tee, 1971 had drawn attention to the heavy over-
crowding in suburban trains in Bombay, Cal-
cutta and Madras and had pointed out that the 
additions to train services in these cities had 
not been in proportion to- the increase in sub-
urban traffic resulting in deterioration of travel 
conditions. They had urged that pending in-
troducHon of Rapid Transit systems in these 
metropolitan cities, the Railways should take 
crash measur~ to bring about improvements in 
the existing facilities. 

In their Third Report on action taken by 
Government on the above Report of the Rail-
way Convention Committee, the (present) Com-
mittee have further pointed out that according 
to the expert studies made hy Railways there is 
scope for improving the frequency of services 
by reducing the headway between successive 
services and by lenl{1:hening the rake by addi-
tion of Electric Multiple! Units. The Committee 
have suggested that as implementation of Mass 
Transit system may take considerable time, the 
Railways should take concerted measures to 
optimise the. exiSjtin~ suburban services in the 
Metropolitan cities in order to provide at least 
some relief to the hard pressed millio.ns of com-
muters who use these services. The Committee 
would reiterate the above recommendations and 
would like the Railways to take steps to imple-
ment the same without further lOss of time. 
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73 . 4.34 The Committee ·note that as against the origi-
nal Plan provision of Rs. 48.75 crores and the 
revised Plan-cum-budget provision of Rs. 14.37 
cror1!S for Metropolitan Transport projects in the 

. cities of Calcutta, Bombay, Delhi and Madras, the 
actual expenditure was of the order of Rs. 8.56 
crores of which about Rs. 5.39 crores were 
spent on design and construction 01 Dum-Dum 
ToUyganj Rapid Transit line and the rest on sur-
vey investigations in these four cities. 

74 4..35 The Committee observe that although the sur-
veys for Third Terminal Station in Bombay city 
and Corridor Six Project were completed, cons-
truction could not be authorised. In Delhi and 
Madras further detailed data is being collected by 
the local authorities. In Calcutta while the pro-
posal to have a suburban dispersal line has been 
dropped, the techno-economic feasibility studies 
for Mass Rap;d Transit system also do not ap-
pear to have m.llde much progress because of 
certain special problems relating to soil and cli-
mate. 

75 4.36 In paragraphs 9 & 11 of their Third Report, 
the Committee have observed: 

"The C'nnmittee note that the Planning 
Commission initiated action for prepa-
ration of comprehensive integrated 
plans for suburban traffic etc., for 
cities with a population of' 10 
lakhs and more only in the Third 
Plan. The Committee note that 
these plans have not yet reached a 
conclusive stage. Considering the 

urgency of the problem, the Commit-
tee cannot help observing that had 
Government been alive to the realities 
of the situation and the pressing prob-
lems of the common man, they would 
have initiated this process of prepara-
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tion of integrated plans at least at the 
commencement of the Third Plan so 
that it provided an appropriate pers-

pective for undt\rtaking short term and 
long term measures to relieve the 
problem of tt:ansportation which has 
been responsible for generating a great 
deal of unrest. The Committee regret 
to have to point out that even now 
the integrated perspective plans have 
not yet been ftnalished. They cannot 

too strongly stress the need for early 
ftnalisation of these plans and taking of 
decisiOns in consultation with the State 
Authorities, Railways and others con-
cemed about the short term and long 
term measures which are required to 
be taken to provide the hard pressed 
working classes in these large cities 
with an assured means of transport at 
a cost which is within their reach. 

"The Committee note that out of four 
metropolitan cities of Calcutta, Mad-
ras, Bombay and Delhi, a concrete 
scheme has been finalised so far in res-
pect of Calcutta only. The schemes 
for Bombay, Delhi and Madras are at 
various 'Stages of ftnalisation. The 
Commi ttee feel unhappy that these 

schemes for Mass Transit requirements 
should not have been fianlised before 
the commencement of the Fifth Plan. 
The CDmmittee would like Govern-
ment to take urgent measures in co-
ordin~tif)n and consultation with the 
State authorities and all others CDn-
cerneo:i SD that the schem~ for Rapid 
Transit System are finalised and app-
ropriate decisions taken without delay 
for their implementatiol}- in the Fifth 
Plan." 
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The Committee wou1~ like the Ministry of 
RallWa,.. to tnfo~ Parliament at an early date 
ibou\ the ite~ taken in lmplemen~t1on of the 
above reeotneftdations. 

" The Committee obser.ve from the figures 
given in para 2.3 that ~e expenditure on new 
lines ~ ~e" Fourth Plan was of the order of ab-
out lis. 67 crores against the original Plan pro-
vision of Rs. 83 crores and the mid-~rm provi-
sion of Rs" 86 crores. There was a shortfall of 
297 kms.against 1,075kms. of new lines pro-
posed" to be completed in the Fourth Plan (in-
Cluding i,022 kms. of new lines on which work 
was in progress at the commencement of the 
Plan). the shortfall is stated to be due to short-
fall in supply of permanent way materials aud 
structural steel, slowing down of some of the 
works to synchronise with the completion of the 
projects which they were to serve and due to 10 
per cent cut imposed en the funds in 1973-74. 

The Committee observe that 244 kms; of new 
lines already in progress at the commencement of 
the Fourth Plan 5till remained to be completed 
at the end of· the Plan. Since the resources are 
stated to be limited, it is essential that the plans 
for new lines under execution are most carefully 
reviewed with a view to early completion and 
commissioning of such of the works which are 
essential from the operational point of view and 
the resources already committed begin to gene-
rate the expected return as early as possible. 

The Committee observe that only 326:41 kml. 
of MG lines were converted and thrown open to 
traffic duting the Fourth Plan out of a total of 
1500·kms. proposed to be taken up and 750 kms. 
to be completed by the end of the Plan. Simi-
larly, there was "a shortfall of 447 kms. in the 
doubling programme against a target of about 
1960 kms. TM Committee would like to be in-
formed of' th~ p~cise reasons for shortfalls" In 

------------------_._--
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each -case and the re~al measures being taken 
to expedite the cornple~ion ,of the projects. 

The Committee observe that there was a 
shortfall of 268 kms. in the Fourth Plan prog-
ramme for electrification of 1200 route kms. and 
that two sections viz. Panskura-Haldia (69 kms.) 
and Bhestan-Virar (200 kms.) could not be ener-
gised. during the Plan period because of delay in 
completion of the Haldia port in the former case 
and delay in completion of arrangements by the 
Maharashtra State Electricity Board for power 
supply to the two feeding posts in Virar-Valsad 
Section of the latter. The Committee note that 
though both these projects were expected to be 
completed. by the end of 1974, work on a por-
tion of the Panskura-Haldia section is still in pro-
gress and the entire section is now expected to be 
energised only by June, 1975 (the Haldia Port 
is likely to be commi~ioned in Sept., 1975). In 
regard to the Bhestan-Virar portion of Ahmeda-
bad-Virar Section, the Committee would like to 
refer to the following observations made by the 
Estimates Committee in paragraph 105 of their 
77th Report (Fifth Lok Sabha):-

'As regards the third project viz., Virar-
Ahmedabad Section, the delay was 
partly due to delay in receipt of im-
ported tele-communication cables and 
accessories and delay in power supply 
from the Maharashtra State Electricity 
Board and partly due to the need for 
taking up fiood protection works like 
raising of tracks. While the Maharash-
tra State Electricity Board may have 
their own problems in regard to sup-
ply of power for the project, the Com-
mittee feel that with proper survey of 
routes it should have been possible for 
the Ministry of Railways to undertake 
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ftood protection works and to avoid de-
lays on this account. AdVance planning 
in regard to impo'rted epuipment could 
also 'Ji'a\fe minimised the delays to a 
certain extent." 

Tbe Committee would stress the need for ad-
vance detailed planning in the interest of smooth 
implementation of the electrification schemes. 
The Committee would like both these schemes 
to be completed at an early date and pressed 
Into service. 

The Committee observe that there have been 
shortfalls to the extent of 1185 kms. under 
primary rail renewals, 3076 kms. under pri-
mary sleeper renewals and 134 kms. under se-
condary sleeper renewals as against the targets 
of 7070 kms., 10,080 kms, and 1,800 kms. res-
pectively. The main reasons advanced for these 
shortfalls are general shortage of steel in the 
country, short supply and rising cost of perma-
nent way materials and curtailment of funds. The 
Committee understand that the supply of MG 
rails and BG steel trough sleepers continues to 
be unsatisfactory due to certain technical prob-
lems faced by the steel plants and that the matter 
Ips been taken up with the Steel Authority of 
India Ltd. The Committee also note that a team 
of Directors/Jt. Directors from RDSO was depu-
ted to the Durgapur Steel Plant to find out the 
difficulties in regard to manufacture of BG trough 
sleepers. In both the cases, Railways have 
now been ll'isured of improved supplies. As the 
Steel plants are reported to have enough spare 
capacity, the Committee see no reason why there 
should be any difficulty in meeting the Railways' 
requir,ements in full. The Committee, therefore. 
suggest that in case there has been no material 
improvement in the situation even now, a Joint 
Investigating Team comprising the representa-
tives of the Railway. and the Steel Authority 
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qf ~ Ltd., maY ~ deputed to go into the mat-
ter .1~ cl~. pove~ent should ensure that con-
certed Dle.,ur~s .~~ taken to improve the out-
put of trough sleepers IJO as to meet .the require-
'm&~ts of Railways in full. . . ' 

'I'he Committee observe that as against the 
revised target of 1535' locomotives programmed 
for manufacture in the Chlttaranjan Locomo-
tive Works during the Fourth Plan period, the 
actual number of locomotives manuflctured was 
527. The Diesel Locomotive Works, Varanasi . 

. manufactured 445 locomotives against the re-
-,nsed target of 483. Thus, there was a shortfall 
of 46 locomotives, 42 diesel and 4 electric. The 
shortfall in manufacture in the Diesel Locomotive 
Works, Varanasi is stated to be due to restricted 
power supply, sporadic incidence of labour un-
rest, non-receipt of adequate and timely supply 
of electrical equiprnents in the initial period, res-
tricted availability of foreign exchange, delayed 
receipt of imported components and tardy deve-
lopment of indigenous sources of supply. 

The Committee note that production has suf-
fered both at Chfttaranjan and Varanasi because 
of inadequate 'Supply of components from indi-
genous sources. The 'Committee suggest that 
this matter should be studied in depth to resolve 
the difficulties. They consider that the Railways 
also have a significant 'role to play in the deve-
lopment of ancillaries. They feel that if syste-
matic action had been taken to develop the an-
cill~ry ihdustrics';right from the time these pro-
'duetton units were set up, the difficulties would 
have been resolved' by now. The Committee 
would also urge that· the' ma·tter should be taken 
up with the· Ministry of Industry and Civil Sup-

. plies so that'l1dc:essary steps " coulcj be devised to 
develop indigenous BOureM ·of supply for meet~ 
ing the Railways' requirements during the Fifth 
Plan on an assurro basis. 
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5.48.. The Committee observe that the Rallways' 
target of procurement of 1,01,532 wagons (iJl 
terms of 4-wheelers) in the Fourth Plan both on 
addi~onal and replacement account, was' lowered 
to 68,776 wagons at the time 'of Mid-Term Apprai-
sal when the target of originatil'lg traffic itself 
was reduced from 266 to 240.5 million tonnes. 
The actual procurement, however, was 58,786 
wagons i.e. about 10,000 wagons short of the re--
vised target. 

5.49 The Committee note that the Ministry 01 
Railways have recently undertaken a study re-
garding the transport capacity available with 
them in respect of rolling stock for lifting freight 
trafic and that "p1'ima facile it appears that with 
the rolling stock available as at the end of the 
Fourth Plan, about 215 million tonnes of freight 
traffic at an average lead of 678 kms: can be lifted 
by the Rallways." 

5.50 In this connection, the Committee would like 
to recall the following observations made by the 
Public Accounts Committee in para 1.37 of their 
47th Report (Fifth Lok Babha):-

"The Railways' calculations make no objec-
tive effort to establish the capacity of the 
wagon fleet to carry traffic. The Com-
mittee would like to emphasise that rea-
listic norms on the basis of best perform-
ance obtained by the Railways them-
selves should beftxed so that the surplus 
already held ~atld the future wagon pro-
curement cOuld be suitably adjusted to 
meet future requirements." 

88 5.51 
The Committee trullt that the Ministry of 

Railways would keep in view these observations 
of the Pubic Accounts Committee while carrying 
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; out the above mentioned study. They would like 
to be I~()I"n?-ed 4~ady aboutthe methodology fol-
lowed in this study, the findings and the action 

. taken in pursuance therepf. 
The Committee observe that there was a 

Shortfall of 176 B.G. coaches and 165 N.G. coaches 
against the Fourth Plan targets of 4,125 and 200 
respectively. As the Bharat Earth Movers ex-
ceeded their target of B.G. coaches, the shortfall 
appears to have occurred in the Integral Coach 
Fadory where capacity was diverted to the ex-
tent of 119 coaches for meeting the export order 
and also to offset the shortfall in supply of M.G. 
coaches by Mis. Jessops. The net shortfall in 
ICF was a marginal one, being 29 only against an 
overall target of 3,422 coaches. 

The Committee note that the inability 
of MIs. Jessops to fulfil their target of 
1443 M.G. coaches by as many as 467 coaches 
was due to labour unrest, power shedding, 
pre-occupation with export order of wagons 
and due to dis-agreement on prices of DCI 
EMU cos'phes resulting in stoppage of pro-
duction for about 1 year and 10 months from 
January, 1972 to November, 1973. The Com-
mittee have already drawn attention to the loss 
of production in Jessops on account of delay in 
settlement of prices in para. 8 of their Second Re-
port and have impressed on Government the need 
to ensure that the present target of 6/9 coaches 
per month i1 kept up by Mis. Jessops and that 
every effort is mad~ to clear the back-log in the manufacturing programme. The Committee ob-
serve from the ~st reply furnished by Govern-
ment that between December, 1973 and October, 
1974 Mis. Jessops have delivered 63 coaches only 
i.e. at the lower level of the delivery rate agreed 
to bY' the firm. As Mis. Jessops are noW in the 
public sector,. the Commit~ee would like the Min-
istry of Industry and Civil Supplies to ensure 

-~ -_.------------------
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that the ftrm achiev'rs· the target~dcapacity~d 
18 able to . deliver at least upto 9 coaches per 
month, as per the agreed· programme. 

The· Committee would like the Ministry of 
. Railways to accord high priority to construction 
of second class coaches, particularly sleeper 
coaches, in their future programme of procure-
ment of coaching stock and also to intensify re-
search on improvement of the payload of such 
stock. The Committee would also urge that 
efforts should continue to be made to improve 
amenities in the second class coaches particularly 
on long distance trains. 

In regard to the shortfall of as much as 165 
out of 200 N.G. coaches programmed for the 
Fourth Plan, the Committee have observed in 
para 9 of their Fifth Report as follows:-

"The Committee regret that it should have 
taken about two years for the Ministry 
to take a decision on the question of 
manufacture of NG coaches in the light 
of the Report of the Uneconomic Branch 
Lines Committee which was submitted to 
Government in December, 1969. The 
Committee desire that at least for the 
Fifth Plan, the requirements for each of 
the gauges particularly the narrow 
gauge, shouid be thoroughly gone i~to 
and fixed realistically, year-wise, havmg 
regard to the present trend and the pers-
pective plans of the Railways." 

The Committee would like to reiterate the 
above recommendation and urge that action taken 
in pursuan~e· thereof may be intimated to them 
at the earliest. 

---.;..,.--::--._-:--------_._---
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The Committee note that there was a short-
fall of 82 diesel. (42 Mea-,and 20 NG) and 21 elec-
tric (BG) locos against·Ule programme of replace-
ment of 140 die~l (nO MG and 30 NG) and S3 
electric (00) locos during the Fourth Plan. The 
shortfall in the case o~ BG /MG diesel/electric 
locoS is stated tn be due to shortage in supply of 
matched sets by HElL, Bhopal, while on the NG, 
the shortfall was on account of non-availability 
of the detailed designs of low-horse power diesel 
locomotives. As the position in regard to supply 
of electrical equipment from HElL, Bhopal has 
now improved, the Committee would like the 
Minstry of Railways to ensure that the shortfall 
is made good as quickly as possible. 

So far as NG diesel locolllDtives are concern-
ed, the Committee would urge that in view of the 
oil crisis, a decision on the question of manufa~ 
ture of such locomotives may be expedited. In 
case it is decided not to take up the manufacture 
of such locomotives the question of replacing the 
existing overage steam locomotives by resuming 
manufacture of improved type of locomotives 
should be accorded due priority. 

So far as coaches are concerned, the Com-
mittee regret to note that there was a huge short-
fall of 1,115 coaches against the Plan programme 
of replacement of 3,200 coaches. The shortfall 
was 482 on BG, 462 on MG and 171 on NG against 
the targets of 1,500 each on BG and MG and 200, 
on NG. Replacement of old BG/MG coaches is 
stated to have suffered due to the capacity having 
been utilised to meet the outstanding orders for 
production on additional account placed prior to 
1969-70 and diversion of capacity in the Integral 
Coach Factory to the extent of 119 BG coaches for 
meeting export orders. The Committee would 
like the Ministry of Railways to fix a target date 
for replacement of,.overage ,BG/!dG coaching 

--------------------------
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stoc~ and to gear up the· production capacity ac:' 
cordingly 10 .1 to ensure its achievement accord-
ing to schedule. 

• The Committee further regret to observe that 
the final order to undertake manufacture of 200 
MG coaches was issued as late as in October, 1971 
and that only 29 coaches could be replaced during 
the Fourth Plan period. The Committee trust 
that all overage coaching stock on the NG would 
be replaced by the end of the Fifth Plan, as per 
the revised programme. 

So far as wagons are concerned, the Com-
mittee observe that the original programme of 
replacement of 35,628 wagons (in terms of 4-
wheelers) was reduced to 25,340 wagons b~t rais-
ed again to 29,918 in August, 1974 for reasons not 
explained to them. The actual number of wagons 
placed on line on replacement account fell short 
of the revised target of August, 1974 by 5,882 and 
by as much as 11,592 wagons vis-a-vis the original 
target. The Commitee would like the Ministry 
of Railways to ensure that all wagons which have 
outlived their norma1life are replaced by the end 
of the Fifth Plan. 

As the percentage of overage wagon stock on 
the narrow gauge has actually gone up from 60.84 
as on 31st March, 1969 to 63.88 as on 31st March, 
1974; the Committee 'Would like the Ministry of 
Railways to pay greater attention to the replace-
ment of such wagons during the Fifth Plan so 
that the percentage of overage wagon stock on 
the narrow gauge is at least brought on par "WIth 
the position obtaining on the other two gauges. 
The Committee stress that in retaining the over-
age stock in operation the safety of the trave11lng 

ubllc should under no circumstances be OVl'!r-
p , 
looked. 
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The Committee' 'are eonstrained to observe 
that the position in reg~ttl10 periodic overhaul of 
all types of rolUngstock continues to be unsatis-
factory. So far as steam locomotives are concern-
ed, the Committee do not &,ee any reason why the 
position regarding overdue periodic overhaul 
should have deteriorated When the Railways had 
all along the requisite facilities therefor. The 
Committee would like the Ministry of Railway~ 
to see that the upkeep of such locos is improved 
and they are put to optimum use. 

The Committee regret to note that the per-
centage of ineffective diesel locos is as high as 
6.67 per cent. As these are very costly assets, the 
need for their proper maintenance cannot be 
over-emphasised. The Committee desire that the 
position should be analysed in detail and prompt 
remedial measures taken to ensure that the diesel 
and electric locos are put to optimum use'. 

The Committee view with grave concern that 
approximately 20,000 steel bodied coaches hav!: 
been aft'ected by heavy corrosion which involves 
very heavy and costly repairs. The Committee 
consider that the reasons therefor should have 
been investigated much earlier. The Committee 
would now like a time-bound programme to be 
formulated for repairing the damaged stock. Thc 
Committee stress that the design of coaches 
shoulfi be effectively impl'oved in the Ught of eX-
perience gained and the advance in techno-
logy to eliminate chances of corrosion and to 
save on maintenance cost. 

The Committee further regret to observe that 
the percentage of wagons overdue for POH to 
total iltock on line as 011 31st March, 1974 was as 
high as 25.2.7 on BG, 12.94 on MG and 8.51 on NC? 
This is stated to be due to the fact that repalr 
capacity was not built ~ ,to keep pace with the 

-.. --...• -.-~-----.. .. ---_ ... ----------.. ---~ 
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,; , be~vy addlti~ to the 'Wagon holdings during the 
:Third and· Fourth Five ;Year Plans and also due 

6.9 

6.10 

. to the increased work content on wagons which 
~ye lately ~n subjected to large scale vanda-
bam particul*ly in the Eastern Region. The Com-
mittee note that remedial action to augment the 
repair facilities is now in hand. Tbey trust that 
expeditiioossteps would be ·taken by the Ministry 
to reorganise and rationalise the r~pair facilities 
on various zonal Railways with a view to maxi-
mising output. Tbe CommIttee would like Par-
liament to be informed of the progress made in 
this direction through the Annual Reports of the 
Railway Board/Zonal Railways. 

The Committee observe that the Working 
Group on Freight Traftic had projected a total of 
835 million tonnes of originating tra.ffic by the 
end of the Fifth Plan. The Planlling Commis-
sion have, however, tentatively fixed a target of -
800 million tonnes i.e. an increase of about 115 
million tonnes over the actual originatlng traffic 
carried by the Railways at the end of the Fourth 
Plan. Planning of resources has been restricted 
for the present to a target of 280 million tonnes 
which the Railways consider to be more realistic. 

The Committee note that the Railways expect 
an annual growth of 13 to 15 million tonnes of 
originating traft\c over the 1969-70 lc\'cl of traffic 
(207.9 million tonnes). They find that the maxi-
mum increase in trafftc during the last 24 years 
of planning, occurred in the Third Plan period 
when the average annual increase was of the 
order of 9.35 million tonnes. In the Fourth Plan, 
the traftic actually declined by 19 million tonnes 
in 1973-74 as compared to 1£;6a-69. 

6.H 
While the Committee appreciate the concern 

f the Planning Commission and the Railways to 
~x realistic targets they c~nsider even the pre-

. _ .. _. _ ... _._ .......... 1._. _ -_. 
--_ .. -_ .. - .. _. ----._-_. ---
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sent anticipation" 01 13 to 15 milllon tonnes of ad-
ditional traffle per annum may prove to be on 
the high side. In this connection, the Committee 
would recall that hi his B¥dgpt apeech for 1974-75 
the Railway Mini$t;er had D"',ade a "hopeful as-
sumption" that"the Railways will carry 25 million 
tonnes of additional traffic in that year over that 
expected in 1973-74 (le. 217 million tonnes). 
However, at the time of mid-year appraisal it 
was realised that the traffic wrmJd not exceed 197 
million tonnes. The latest assessment is that it 
would be about 192 million tonnes only. Even 
after making allowance for t.he loss of 1l.U million 
tonnes of traffic during the period April to June, 
1974 because of the Railway strike, it would be 
apparent that the estimate of 217 million tonnel 
of originating tiamc for 1974-75 which was the 
first year of the Fifth Plan, was very much on the 
high side. 

The Committee note that in the current year 
(1975-76) the Railways expect to achieve the tar-
get of 210 million tonnes i.e. an increase of about 
18 milliC'n tonne! over the anticipations for the 
last year, which again appears to be on the high 
side. 

The Committee, however, learn that coal and 
,steel production is expected to go up conside:.--
ably during the Fifth Plan, and that these two 
commodities alone may contribute up to 60 mil-
lion tonnes of additional traffic to the Railways. 
The Committee have discussed about estimates of 
traffic for these and othe'r commodities in subse-
quent sections of this Report. 

The Committee note that a reappraisal of the 
targets for the Fifth Plan including that of the 
Railways is in progress. The Committee would 
like the Planning Commission/Government to fix 
realiltic targets keeping in view the performance 
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of variolls sectpra of, tne ~nomy, the lik~ly 
gJ;owth ,and :ehe.ngel in UJe pattern of traffic and 
otber relev-ant facrtop. 'l'he Committee stress 
that the tposition should be kept under continu-
ous watch an.;! reviewed fl'Q1ll year to year 80 as 

.' to ensure that tbe inves(ments made in the Rail-
ways are fully wll1Tan~ by the needa of the 
traffic and that they generate enough returns to 
meet at least the dividend liability in full. 

'1106.27 The Committee note that in the absence of 
details of origin-ciestination pattern of traffic, 
Government have not laid down targets for the 
major commodities in terms of net tonne kms., 
and that even in regard to the overall increase in 
the average lead of traffic during the Fifth Plan, 
there is a marked variation in the views of the 
Ministry of Railways and the Planning Commis-
sion. While the Railways think that there is not 
going to be any appreciable drop in the average 
lead as recorded in the Fourth Plan and that it 
may be around 660 kms., the Planning Commis-
sion consider that since a substantJal portion of 
the additional traffic would be short lead traffic, 
particularly of raw materials for steel plants, the 
weighted average would be about 630 kms. only. 

III 6.28 In thisconnecljion, the Committee would 
refer to paragraph5.! of the Report of the Work-
ing Group on. Freight Traffic during the Fifth 
Plan where they have observed that "normally, 
with the dispersal of various industries it would 
be reasonable to assume that the average lead of 
freight traffic would reduce during the Fifth Plan 
period. It is however, of utmost importance for 
th~ concerned MinistrieslPublic Sector Under-
takings to tI~ke this aspect into account and 
furnish the patternjlead of traffic to the Railways 
so that they could plan on a realistic basis for 
the work-load expected from them." 
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The Committee regret to note that the factors 
which h~ve inhibited the Railways from planning 
re.liItieallr in the preceding five year plans viz. 
the absence of eommodit.~-wise targets for each 
year of the Plan both in tenus of originating ton-
DBge and the lead for each stream of such traffic 
determined in the light of detailed data and actual 
field conditions, continue to hamper Railway 
planning in the Fifth Plan. In paragraphs 1.24 
and 1.26 of this Report. the Committee have 
already stressed the need for specifying the total 
dimensions of the transportation job expected of 
the Railways by laying down commodity-wise 
targets both in terms of originating tonnage and 
net tonne Kms. They would, therefore, urge the 
Planning CommissionlRailways, to· obtain the 
requis~te data regarding direction 1 destination-
Wise break-up of traffic for major commodities 
from the MinistrieslPublic Undertakinlfs conce!'n-
ed to enable realistic planning for rolling stock 
and line capacity works to be undertaken, parti-
cularly the latler which involve very heavy 
investments on fixed assets that .cannot be trans-
ferred elsewhere. In a later section of this 
Report, the Committee have drawn attention to 
the observations made by the Public Accounts 
Committee regarding inadequate utilisation of the 
additional capacity created by the Railways at a 
number of places. The Committee would. theft)-
fore, like to stress that the Railways should 
examine critically the estimate of additional 
traffic likely to be generated and the earnings 
therefrom so as to ascertain in precise terms the 
financial returns that would accrue to them before 
committing themselves to any large scale invest-
ment on such 'Works. 

An interesting aspect of the apparently 
different stand-points of the Railways and tbe 
Planning Commission both with regard to the 
anticipations of the originating to~age and the 
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average lead thereof, is that while the Railways 
seem to take a slightly conservative view of the 
gfOWth of originating traffic the Planning Com-
mission, while agreeing to ~ higher target so as 
to accommodate the demands of the user Minis-
tries, have taken a similar view in regard to 
the anticipated lead. In terms of net tonne kms. 
the traffic likely to be generated would be about 
184.8 billion net tonne kms. as per Railways' c~­
culations and 189 billion net tonne kms. as per 
the calculations of the Planning Commission . 
While agreeing to an investment of Rs_ 2350 crores 
for 280 million tonnes, the Planning Commission 
feel that the Railways should be capable of carry-
ing \lpto 300 million tonnes i.e. 189 billion net 
tonne kms. with this investment and by improv-
ing their performance. As the Railways are 
already stated to have built up a capacity to carry 
upto 235 million tonnes of originating traffic at an 
average lead of 630 kms. or in other words, their 
total freight carrying capacity was 148 billion net 
tonne kms. at the end of the 'Fourth Plan. the 
Committee consider it imperative that the antici-
pations in regard to the increase in lead in the 
Fifth Plan are subjected to close scrutiny in the 
light of data furnished by major users before any 
further heavy investments particularly on line 
capacity works are made during the current Plan 
period. 

In an earlier paragraph, the Committee have 
noted that the Railways carried 62.4 million 
tonnes of coal in the last year of the Fourth Plan 
against the original target of 84.4 million tonnes 
and the revised target of 77.5 million tonnes. 
Their best performance in this direction was in 
1969-'710 when the total amount of coal moved by 
rail was 71 million tonnes. 

The Committee note that by the end of the 
Fifth Plan the Railways may be called upon to 
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~Mr.f .M~"~,I20 ,~Wio,n tQcuJes of coal out of the 
p.~~te4 prociuction tar_ of 135 million tonnes. 
(TJ;\e r~Port ,~f ,the Fu. PoiJey Committee in fact, 
,~visales that the .coal.l"eClllirement is likely to 
b" of the OJ'der of, 145 million tonnes' by tbe end 
of FUth Plan) .Accord~ to Railways' own 
'~~te I)owever, tl\e movement of coal will be 
of the order of 92 mUlion tonnes out of the total 
traffic taJ:get of 280 mWiolL tonnes. Thus, there is 
,a wide variation 01, 28 milUen tonnes between the 
est~a.tes, of the Planning Commisslon. afld the 
Mmistry of Railways. The Committee see no 
justification for such wide variation.' They regret 
to observe that the Ministry of Energy have not 
been able as yet to furnish direction-wise move-
ment pattern of coal t() enable detailed calculation 
of rail transport capacity, rolling stock and other 
ancillary requirements being made by the Minis-
try of Railways in spite of the specific recommen-
dation of the Working Group on freight traffic '.in 
this regard. Tbey w~uld, therefore, like the matter 
to be gone into by B Tastt, Force which might 
be asked to work out detailed prbduction and 
movement requiremeats (direction-wise). This 
Task Fo~ce may include representatives of the 
Railways, the Coal Mining Authorities and the 
Planning Commission. The Committee need 
hardly add that the actual materialisation of coal 
traffic should be kept under continuous review 
and further investments decided in the light 
thereof. 

116 6;53 In this connection, the Committee would like 
to reiterate thefonowing'observations made !Sy 

,the Estimates Committee in para 5.53 of their 
68th Report on Availability and Distribution of 
Coal:''"-

"it is well known that linkages of major 
. . consuming sector~ with coalftelds. are 

imperative for an efficient transport 
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system. The Committee note. that the 
Standing Linkage Committee has finalised 
the linkages in respect of Thermal Power 
Stations and also the allocations in 
respect of Cement Industry. The Com-
mittee would urge that the linkage of 
coalfields to other major industries and 
washeries and of washed coal to steel 
plants should be expedited. The Com-
mittee need hardly emphasise that the 
linkages should be firm and effective and 
should be reviewed from time to time to 
remove bottlenecks in the way of smooth 
and efficient movement of coal to consum-
ing centres. The Committee have no 
doubt that in fixing linkages, it would be 
ensured that bulk consumers are linked 
to the nearest coalfields with a view to 
reduce the lead to the minimum possible 
so as to economise on transport costs." 

The Committee note that the linkage of 
washed coal to steel plants was done by the Dutt 
Committee in 1969-70 but the same as to be recast 
taking into account the requirements of Bokaro 
and increased requirements of other steel plants. 
The Committee further note that the recommen-
dations of the Study Teams appointed by the 
Railways to go into this matter are under exami-
nation in consultation with the Ministry of Steel 
and Mines, the Central Water & Power Commis-
sion and other important users. 

The Committee see no reason why the link-
ages of washed coal to the steel plants were not 
finalised well before commencement of the Fifth 
Plan. They would urge that the examination of 
the recommendations made by the Study Teams 
should be completed without further delay and 
neceoasary follow-up action taken in consultation 
with the authorities concerned. 



1 2 3 --_ .. _--_. -- - '--'--'- _ .... _-...•.. __ .... _. --.- . 

6:56 

120 6.60 

. The Committee further observe that the 
Indian Stiltistical Institute, Calcutta who were 
entrusted by the Ministry- of Railways to study 
the coal loading operations in Bengal-Bihar Coal-
fields have made' certain important suggestions 
for' improvement in the turn-round of wagons. 
The Institute are of the view that for the projec-
ted coal loading in the Fifth Plan from Bengal-
Bihar coalfields, extra wagon reqUirements will be 
substantially lower if reduction could be achieved 
in terminal detentions and transit time. The 
Institute have inter alia recommended that (i) to 
facilitate maximum block rake movement, more 
rational planning and scheduling of movement 
must be worked out; (ii) an integrated program-
ming has to be worked out for slack coal which 
accounts for about 40 per cent of non-coking coal; 
and (iii) w'agon detention of 4 to 5 days at depots 
and collieries must be redu<:ed; etc. etc. The 
Committee would like the Ministry of Railways 
to examine carefully these and other recommen-
dations made by the Indian Statistical Institute 
in the light of similar suggestions given by their 
own study team on Coal Transport Planning in 
Bengal-Bihar Coalfields in consultation with the 
Department of Mines so that the loading and 
movement of coal is rationalised and speeded up. 

In paragraph 3.11 of this Report, the Com-
mittee have pointed out that the maximum of 
steel plants traffic carried by the Railways in any 
single year of the Fourth Plan did not exceed 
what the Railways had already carried at the end 
of the Third PIth and that the Railways were 
already geared to carry upto 28 million tonnes of 
such traffic at the end of the Fourth Plan. In 
view of thp marked shortfall~n materialisation of 
traffic in successive Plan periods, the Committee 
consider that' there is imperative need for la~ng 
dOWD realistic target.- and . establIshing firm link-
ageS for movement bt raw materlals to and 
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.finished products bom the steel plants. The 
Committee are of the view that since the steel 
indll8try is predominantly in the public sector, 
coordination with the steel plants which are con-
trolled by a single agency viz. the Steel Authority 
of India Ltd. should be no problem. The Com-
mittee would like the detailed requirements with 
firm linkages to be worked out before making any 
sizeable investmen~ for meeting ,the projected 
increase in steel plants·~raffic. 

The Committee note that the movement of 
iron ore for export is expected to increase from 
8.4 million tonnes at the end of the Fourth Plan 
to 18.5 million tonnes' by .the end of the Fifth 
Plan. Besides electrification of Waltair-Kirandul 
line and the Panskura-Haldia section at an esti-
mated cost of' Rs. 37~83 crores, an investment of 
Rs. 66.17 crores including an expenditure of 
Rs. 39 crores on Banspani-Jakhapura new line and 
Rs. n crores on doubling and crossing stations etc. 
on Renigunta-Guntakal section, has been proposed 
to meet the additional level of traffic in the Fifth 
Plan. 

It would be seen from para 3.87 above that 
although the Railways were geared to carry 16 
million tonnes of iron ore for export at the end 
of the Fourth Plan, the actual utUisation of rail 
capacity was only to the extent of 8.4 million 
tonnes. The Committee consider that the just!· 
fication for the proposed new line and line 
capacity works (as mentioned above) which 
would involve an outlay of as much as Rs. 66 
croreS (and this may eventually prove to be an 
under-estimate) needs to be gone into in detail 
and thoroughly before the Railways start work 
on these projects. 

As the commitments fOF export are made well 
in advaRce, the Co~ittee· do Dot see any reaSOD 
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why realistic targets cannot be fixed in this cue. 
The Committee would like a Task Force consist-
ing of the representatives .. of the Railways and 
the production and exporting agencies to go into 
,the matter in depth so that a realistic assessment 
is made of the requirements, year-wise and invest-
ments where required are made only on the basis 
of carefully assessed needs. 

The Committee have already referred to the 
loss of production due to the inability of the 
Railways·to supply wagons to the cement factor-
ies in time and in adequate numbers and have 
emphasised the need for establishing firm link-
ages for supply of raw material's as well 8S move-
ment of the finished product from the factories. 
The Committee consider that since the Cement 
~ation of India have now gained an experi-
ence of several years, it should be possible for 
them to make a realistic assessment of the pro-
duction capacity on the one hand and on the other 
to lay down proper linka~es so that production 
dQes not suffer for want of transport. As produc-
tion of cement is expected to go up by about 66 
per cent during the next five years, the Commit-
tee would also like the Railways to streamline 
their field organisations so as to ensure easy and 
timely aVailability of wagons, particularly cover-
ed wagons to the industry. 

The CQmmittee()bserve that an increase of 
173 per cent is expected in fertilizer traffic during 
the Fifth Plan Qver the level achieved at the 
end of the Fou~ Plan. In para 3.123 earlier, 
the Committee have drawn attention to the short-
fall in materialisation of fertilizer traffic during 
the Fourth Plan which is indicative of the fact 
that the traffic requirements were not realisti-
cally planned. ·As a very ambitious target has 
been fixed. for the Fifth Plan, the Committee 
would like the matter to be studied in depth by 
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a Task force eonsistin!I of the representatives of 
the Railway:> and thc·~ produ(' ;ng agencies. The 
Committee further suggest that for the additional 
traffic that might be forthcoming, direction/desti-
nation-wise studies should be undertaken and 
firm linkages established expt'ditiously in the in-
terest of rationalisation of movement of u-affte 
right from the beginning. 

The Committ~ ·)bserve that as against the 
growth rate of 4.6 per cent per annum in the case 
of non-suburban traffic and 8.8 per eent in sub-
urban traffi::, recorded during the Fourth Five 
Year Plan, the Railways' estimate of growth of 
such traffic during the Fifth Five Year Plan is " 
per cent ani 5 per cent per. annum respectively. 

So far as non-suburban traffic is concerned, 
the Committee note that while the projections 
made on the basis of growth ot national income 
have not been found to be reliable, those made 
on the basis of the linear time trend method and 
the linear projection method appear to give a 
somewhat pessimistic picture in the context of 
the rapid growth witnesl:led during the past few 
years. The assumption of· 4 per cent growth in 
this caSe ha'S, therefore, been made on an empiri-
cal basis. 

The Committee have in an e~lrlier chapter, 
referre::i to the persisting state of heavy over-
crowding In some of the lon,£{ distance trains. 
They note that it would be the Ministry'to endea-
vo~r to clear fully the lon.g and medium distance 
passenger traffic durin~ the J'-'ifth Plan. Th6 
Committee also note that speedier development 
of passenger terminal and yard capacities at 
metropolitan centres, setting up of subsidiary 
terminals, running of longer trains and provision 
of coaches with higher carrying capacity are 
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lOme of the important measures proposed to be 
taken by the Railways to meet the requirements 

· of the growing passenger traffic in the Fifth Plan . 
. The Committee consider that since these propo-
SIlls would make for better management and use 
of existing resQurces, these should be implement-
ed on a priority basis. 

6.88 So far as suburban traffic is concerned, the 
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Committee consider that the anticipation of 5 per 
cent growth per anllum may well prove to be on 
the.low side considering the fact that during the 
pam quinquel'mium such tl'affic has registered a 
growth of as much as Z.3 per cent per annum . 

. 'In fact, compared to 1950-51, suburban traffic has 
gone up by 13.8 per cent per annum. The Com-

" mitt.ee would., therefore like the Ministry of Rail. 
ways to review ~.mlltter in the ligh\ of latest 
data and take- suitablf! aetioil to meet adequately 
the .needs.,of such traffic. 'fhe Committee have 
no doub.t ihat with the auglllentation 'of the ter-
minal capacities; in the ~tropolitall towns. it 
would be .passible fM' the U,aUways to augment 
the S\:lbjlrb.n. services to the maximum extent 
nec4tuary •. 

The Committee observe that the number of 
originating suburban passengers in, aomb~y area 

, . " ,. "' .. 
· is expected to go up from 970 millions at the end 
of Fourth Plan to 1.172 million at the end of the 

· Fifth PlaJ1. 'The, C~mmittee note that aPart from 
quadrupl~ng of the Grant' Road.Churc~gate sec-

': tiQn of Ule' Western Railway, implementation of 
. " j. • 

Phase t of the optimisation schem~ Jnvolving i~-:, 
· traduction of 5 minutes service on each corridor 

" .. 
. of the Central Railway suburban ~tion is under 
ConSideration. The Comm'ittce would like integ-
rated plans' to be drawn. up for optimisation of 

· suburbSii SerVices in Bombay area and imp1e-._ ...... - .. --.- -------_ .. __ . 
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mented expeditiously. '1't1e Committee would 
also like speedy action to be taken for implemen-
tatiWi of schemes to augment facilities for sulJ.. 
urban traffic in other metropolitan cities and im-
-pdrtant towns' such as Bangalore, K8npW', 
Ahmedabad, Hyderabad and Pune etc. etc. 

fU02 The -Committee nIXe that in order to cater:~ 
'., the proj~ted~rease of ,40 million tonnes of 

,additional freight t~amc -«(J\Ier thc revised target 
.of the ,Fourth Plan) ," per cent increase per 
annum in non-suburb~n tJa1Hc and 5 per cent in-
c~ase per apn~m in SUbUl'bll11 traffic in the Fifth 

, , , , Plan period, the Railway. would need 1,300 

- , 
" -

locomotives (400.electri~, and 900 diesel), 6,500 
coaches, 1.050 EMUB, 50 Rail Cars and 1,00,000 
wagons (both on additional and replacement ac-
counts) . ,. .. 

6.103 As sta~ed earlier,tAe, 'Planning Commission. 
feel that with the addt~foDa1 stock to be procured 

, ' ~ring the Filth PIlWl :and with better utilisation 
of existing,.... and i~oved working, the 
Rlailways cnn h.undle uPro~iOO million tonnes of 
f~ht lraftlc, iA., 20 million tonnes more thall 
thef.~sent target. Th,! ,Comn :ittE'e would like tQ 
emphasis~,that tlW additional stcck would entail 
,heavy ,c~pital inve~tll:J~ntof R~. 900 crore! with 
an annual divid,(~nd liabilll¥ ot about Rs. 54 crores 
ed unl~ tbe ,stoc!{ is put to effective opera· 
tional use, it WQ~ not achieve the underlying 
o_jective. The Commiltcewould, th('refore, like 
the Railway Board to keep under constant 
review the "utilisation of the existing rolling stock 
and place orders for additi(;nal stock after mak-
ing sure thAt th,! rolling stock already availa~le 

-with them and on ol'dct' 'would b~ put to t!f!ectt~e 
"·'Optimum use, The COmmtttee would like the 

.-_ .. --.----- ----------_.-----------
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Ministry ot RaiLway~ t,) lay down targets of 
engine and wagon uti~i:.ation (or each Zonal Rail· 
way from time to time and keep a close watch on 
their performance in relation b such targets and 
take necessary remedial measures to rectify the-
shortcomings that come to notice. 

8.104 The Committee nole that there is a differ-
ence of opinion between the Railways and the 
Planning Commission regarding the cost per unit 
of rolling stock, It is evident that the prices of 
rolling stock are bound to increase if there is a 
general rise in prices. 1: is, the refure , all the 
more neces~ry that Railways shOUld put thp.ir 
valuable rolling stock to the best UfiC keeping the 
financial implicaticns and constraints prominent--
ly in view. 

6.105 The Committee note that Railways have 
been allotted a sum of Rs, 120 crores against the 
proposed ambiticlls outlay of Rs. 2tRii crores for 
augmenting capacity In workshups, sheds and 
sicldines and for modernisation of the existing 
workshops. The Committee note that the propo-
salsof the Railways also include setting up of' 
some new manufacturing units, e.g., a new coach 
building unit, dJeseJ engtne power pack unit, 
wheel and axle plant, steel casting plant ami" 
traction gear plant. capacity for some of which 
already exists elsewhere in the public sector. In 
view of the constraint on resources, it is impera-
tive that the capacity of the existing units is 
fully utilised and expanded. if necessary. to meet 
the reqUirements rather t.han incur very heavy 
expenditure on setting up new manufacturing 
units. 

6.116 The Committee note that an allocation of 
R.5. 500 crores has been made in the Railways" 
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Fifth Plan for Line Capacity works and another 
Rs. 110 crores for improved 'Signalling and 
Safety" works. As detailed plans for the other 
sectors of the economy have noL yet been finalis-
ed, the details of line capacity works etc. which 
will be required have not been worked out. 

The Comm:ttee observe that the busy arte-
rial routes which form only about 24 per cent of 
the route kilometerage. carry about 72 per cent 
of the traffic. As pressure on these routes will 
further increase durinl~ Lhf! Fifth Plan, a number 
of schemes for augmentation Qf capacity by 
doubling, conversion, improved signalling, provi-
sion of additional cl'OlSing stations, extension of 
diesel i electric traction and expansion of marshal-
Ifng yards etc. are being progresseti. 

The Committee have, in an earlier chapter; 
emphasised the need for making an asse~BlDent of 
the traffic carrying capacity, i.e., line and rolling 
stock capacity already built up by the Railway .. 
so that further investments could be made on a 
rational and aeientlftc basis. 

The C(lmmittee trust that the Ministry of 
Railways would ob~ain full detaill of the expan-
sion schemes from the various economic MiniS-
tries/Public Undertakings etc. so as to ensure 
that the need for augmenting line capacity is. 
fully established in each case before work is 
actually started. 

\ 

In para 2.16 of their 22nd Report (Fourth .Lok 
Sabha-1967-68) the Public Accounts Committee 
had observed: 

"The Committee are not convin~ed by the-
explanation that efforts were made 
by the Railways to find the chef&peat 
means· to meet the anticipated increase 

-_ ... _----
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in traffic., They regret to find that in 
the case of as many as 16 works in-
cluding twelve works of doubling of 
tracks costing. Rs. 27.03 crores, the 
capacity actually utilised in 1965-66 
was less than the capacity available 
before the works were undertaken. 
The Committee strongly deprecate 
the tendency of the Railways to go in 
for works, including doubling of 
tracks, without critically examining 
their ec.onomics." 

Again in para 1.72 of their 120th Report 
(FIfth Lok Sabha~1973-74) the Public Accounts 
Committee have stated:-i 

'"The Committee have been expressing 
conCern over the inadequate utilisa-
tion'oflil1ecapacity which accoWlts 
for the bulk of Railways investments. 
The Railways regard 85 per cent uti-
lisation 'of the charted capacity 8S a 

"Bigml for augmenting it. In view of 
over-capitalisation on, Railways ~d 
the need to' maximise the return. the 
Committee feel that the Railways 
should' aim at better utilisation of line 

, ' , capacity. . 

. IThe Committee,' therefore, desire that 
all the lines" where the utilisation of 
the line capacity is below the opti-
mum level should be expeditiously 
identiflecl and 'all out efforts made to 
attract more traffic failing which steps 
should' be taken to cut down the ex-

'pepditureon them without affecting 
,its utility," 

6.121' In t'he light' of the foregoing, the Com-
mittee' would like to lay pa~cular emphasis 
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on the imperative need to examine cdtically 
the financial implications of the line capacity 
works proposed to be undertaken in the Fifth 
Plap so as to ensure that investments on these 
fixed assets yield at least the minimum finan-
cial return. It is essential that detailed studies 
are made and meticulous planning cibne before 
such works are taken up. The Committee re-
commend that in cases of projects costing Rs. 1 
crore and above, detailed linkages in regard 
to the projected level of traffic over each such 
line/section should be drawn up. Based on such 
studies, suitable )priorities may be fixed and 
the progress of such works reviewed continu-
ously so as to take corrective .measures that 
might become necessary. . 

The Committee understand that out of the 
total proviSion of Rs. 100 crores for new lines, 
the throw-forw.ard of the: works from the 
Fourth Plan earlier estimated to cost about 
Rs. 40 crores, is now estimated to cost as much 
a'S Rs.·79.83 crores and that the amount ear-
marked for new lihes would be insufticient even 
for lines required for meeting the transport 
needs of the core sector, not to speak of provid-
ing lines in backward areas for which there is 
persistent demand em the Railways. 

1ft 6.134 The Committee further understand that the 
perspective plan for gauge conversion drawn up 

.: early in the Fourth Plan period envisaged con-
version of 10 sections -of important arterial MG 
trunk routes into BGwith a total length of 

" i about 3,230 Kms. Of these, 5 sections covering 
:; 1529 Kmll. were sanctioned at an estimated cost 

'" . of about Rs. 149 . crol'es ih the Fourth Plan 
while during the first year of the Fifth Plan, 
another 328· Kms. have been sanctioned for 

. conveTSion at an estimated cost of Rs. 37.70 e1'O-
rei. The total estimated oost of thele 8 conver-

' ... 
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sion schemes is, therefore, about Rs. 187.70 cro-
res of which nearly Rs. 20 crores were spent in 
the Fourth Plan period. 

1~3 6.135 The Committee note ·that out of these eight 
lines only one line would be financially remu-
nerative, two will be marginally remunerative 
while two others will become remunerative 
only with 25 to 50 per cent inflation of charges. 
In the case of one line i.e. Manmad-Purli-Vaij-
nath, the return has not been ascertained yet. 
The remaining two lines will be clearly unre-
munerative and have been I:anctioned for deve-
lopment of backward areas. 

144 0.136 The Committee propose to deal with the 
question of criteria to be followed in construc-
tion of new lines/conversion schemes along with 
the allied question of granting relief to the 
Railways from dividend liability em such invest-
ment, in their Report on Social Burdens. 

:145 7.28 The Committee note that the wagon turn-
round represents the interval between two 
successive loadings of a wagon. The faster the 
movement, the less the t.urn-round time. The 
Committee observe that the position regarding 
turn-round of wagolllS has shown persistent de-
teridration over the last 13 years both. on the 
broad gauge and the metre gauge ia so far as 
it has gone up from 11.6 days in 1961-62 to 15 
days in 1973-74 on the beoad gauge and from 
8.34 days to 12.5 days on the metre gauge. Even 
conceding that 1973-74 was an abnormal year 
for the Railways, the c¥terioration is still of the 
order of 2 days Qn the 'broad gauge and about 
2.5 days on tJ;e 'metre gauge on the basis of 
1972-73 figures. 

146 7.29 The Committee note that wagon turn-round 
is not the only conclusive index of wagon uti-
Bsation and that other factors suC;h as the lead 
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of traftlc, the incidence of empty haulage, traftlc 
density, the speed of goods trains, speed ot 
loading and unloading operations, detention to 
wagons at various points, seasonal diftlculties 
etc. are also to be taken into consideration. 
The Committee note that several other factors 
such as heavy detentions to wagons in the steel 
plants, ports etc. (which even otherwise enjoy 
a higher free time), the general deterioration 
in the law and order situatiolil in the country, 
particularly in the Eastern region and the staff 
agitations on the Railways themselves have 
also affected the mobility of wagons in recent 
years. The Committee, however, consider that 
there is also a positive side to this picture which 
needs to be emphasised and that is the heavy 
investments made" by the Railways on acquisi-
tion of better traction power, higher capacity 
wagons, more sophisticated signalling and tele-
communication facUities. modernisation and 
expansion of marshalling yards etc. which were 
intended to help the Railwavs in improving their 
operational effiCiency in all directions. The 
Committee are, therefore, of the view that the 
deterioration in the turn-round of wagons. even 
as a rough and ready guide of railway efficiency, 
is a pointer to the deeper malaise from which the 
Railways are suffering i.e. their failure to put 
to optimum use and obtain best results from 
their assets, both human and material. 

The Committee consider that many of the 
difficulties listed above could be got over or at 
least their impact minimised with more detail-
ed planning. better deployment of resources, 
stricter supervision and closeI' co-ordination 
with other Government agencies etc. 

The Committee note that a reduction in the 
turn-round of wagoll'S is envisaged from 15 days 



1 2 

149 7 .. 32 

150 7.33 

151 7.34 

3 

at pr~nt to 12.1 days,on the broad gauge dur-
ing the Fifth Plan. This is clearly an acimill-
sion of the fact that considerable improvement 
in this regard is called for and must be effected. 

Of the varbus measures that are proposed 
to be taken to improve wagon turn-round, tht. 
Committee would like to place emphasis on 
the rationalisation of movement of bulk commo-
dities such as coal, POL products, fertiliser, 
Cement etc, so as to avoid wasteful cross 
movements and/or longer .leads. In fact, this 
task should haVe received urgent attention in 
the Fourth Plan itself when the Railways were 
beset with a number of operational difficulties. 

The Committee urge that definite linkages 
should be established without delay in the 
matter of supplying raw materials to and move-
ment of finished products from all major pub-
lic and private undertakings in the country so 
that the available transport capacity is put to 
optimum use. 

The Committee note that the Railways 
would requireme at least 40,000 to 45,000 wagons 
over and above their present estimate of 1,00,000 
wagon's should the turn-.. ound of wagons not 
come down as envisaged. The Committee feel 
that the wagon turn-round goes up because of 
sluggish movement resulting in the loss of a 
number of wagon-days. 

152 7.35 The Committee trust that the Railways will 
make all out eft'o~s to improve the utilisation 

,'. of wagons 80 as to achieve the target that they 
t .•••• ,. have set unto themselves. The Committee 

would like this effort to be directed not only 
at improvement on the broad gauge but on the 
metregau~ as. well. As the ~rn.roundO:.f 

' .. wagoJ¥l . o~, the : metre ~~\lge has deteriorated 
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~m 8.34 days in 1961-$2 ~ 12.5 days in 1973.74, 
definite targets for improvement of the turn. 
mqnd. in this case as well should be prescribed 
for unplementation within the' Fifth Plan 
period. 

The Committee would like to be informed 
of thc measures taken and results achieved in 
this direction at an early date. 

The. Committee observe that the percentag~ 
of wagons in sicklines and under repairs in 
Mechanical/transportation workshops to the 
average. total No. of wagons on line daily as in 
1973.74 was 4.36 as against 4.13 in 1972·73. The 
Committee consider the percentage of ineft'ec· 
tive wagons to be rather on the high side. They 
would urge that concerted efforts should be 
made to reduce the same by toning up the 
functioning of the repair workshops. 

The Committee further suggest that research 
on improving the pay.load of wagons should be 
intensified. A comparative study of the position 
in this regard obtaining in some of the advanceci 
foreign countries might be useful. The Com· 
mittee would like the efforts made and re!'ults 
achieved in this direction to be specifical1y men-
tioned in the Annual Reports of the Ministry. 

So far as the question of keeping a watch 
over wagon movements is concerned. the 
Committee note that the Ministry of Railways 
are agreeable to the suggestion of the Indian 
Institute of Management for setting up a 
Centralised Data Bank Centre which would be 
of help in tracing wagons and connecting uncon-
nected wagons and will also be able to supply 
information for analysis and study when speci-
ftc problems are .. taken up. The Committee 
would like the Railways ,to come to conclusion 
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without delay and take concrete measures for 
bringing about better utilisation of wagons. 

The Committee observe that the share of 
road transport in the total volume of goods 
traftlc carried by road and rail has gone up 
from 1l~.2 per cent in 1950-51 to 34.7 per cent 
in 1973-74. According to an appreciation fur-
nished to the Committee by the Ministry of 
Railways, 75 per cent of the traftlc carried by 
the Railways is committed programmed traffic 
like coal, iron ore, raw materiab to and finished 
products from steel plants, foodgrains, fertili-
sers etc. Another 10 per cent of traffic such 
as timber, bomboos, sand. fodder, salt etc. can-
not possibly be moved by road in any appreci-
able quantities as these commodities cannot 
bear the cost of movement by road particularly 
for medium and long distance hauls. Thus only 
about 15 per cent of the total originating traffic 
on the Railways can be said to be subject to 
competition from road services. 

The Committee consider that in the given 
situation, the increase in the relative share of 
road services in the movement of goods traffic 
can only be explained by large scale diversion 
of short and medium haul traffic, mostly high 
rated, to road services. In fact, a considerable 
portion of even long haul high rated traffic is 
now moving by roads due to the inherent ad-
vantages which the road hauliers enjoy viz. 
faster service and safe delivery at the door of 
the consignee. 

The Committee note that after the setting 
up of the Marketing and Sales Organisation on 
the Railways in the year 1967, the originating 
tonnage and share in earnings from high rated 
commodities shOWed an Improv.ment upto 
lrTl-72 but there was a set-bQck thereafter due 
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mainly to the unsettled conditions on the .aau. 
ways. 

110 usa The Committee observe that the Indian 
Instltute of Management, Ahmedabad have maae 
an exhaustive study of the working of the 
mLlrkc~ing organisation on the Western Rail-
way and have made a number of useful sugges-
tions to tone up the working of this organisa-
tion. The Institute have inter util! OJ&(!rv~d IH;.t 
"the key word 111 the organisation appears to 
be 'watching' and tha~ the organisation most of 
the time is only keeping track of what is hap-
pening in various product areas, markets and 
services without much attention to the remediaJ 
action that is required on the basis of an analy-
sis of changing trends and new developments in 
business." Further, "Routine paper work and 
a wide charter of operation has led to casual 
attention being paid to the vital tasks of mar-
keting. .. Information about total market size 
and Railways' share in it, which is vital for 
planning work, is totallv mi~sing except for 
some broad idea at the macro leve!." 

181 7.84 It appears that most of the weaknesses and 
draw-backs pointed out by the Institute and tht:. 
suggestions given as, for examp!e, the need for 
(i) making a system a ~ic assessment of the 
total freight business by markets/stations, by 
c'pmmodities and services (ii) realistically asses-
sing the competition and (iii) setting targets at 
the division/s~ation level with full involvement 
of the personnel who have to achieve them 
etc. etc. are of general applicability to all Rail-
ways. 

162 7.65 The Committee are surprised that no conclU-
sive action has yet been taken to implement 
the recommendao~ions made by the Institute. 

---.- ._-------------_. 
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Although there ,'is ,to \80me: degree an inevitable 
trend of high rated tiilfMr getting diverted to 
road services. the Railways can counter 1t to 
an appreciable e:lCtent .!by imprpg the1r("IiW-
vices through su~necb.ction on lines sug-
gested. The Committee ,would streSs the impe-
rative need to stw.lmline the functioning of 
the Marketing anq Sales Organisation so as to 
make for better cQordinalion with the trading 
and business c01'Dq1uniiiY., U!timately the suc-
cess of the organisation has to be judged by 
the performance of eacb individual engaged on 
the task of sa.}F'spromo~ion. It is, therefore, 
necessary that the organisation is revitalised in 
a manner that would make it fully responsive 
to the needs of the customer. 

The Committee note 'that in pursuance of 
the recommendations made by the Institute, 
the feasibiiity of placing more high revenue 
traffic under higher priorities is being examined 

. so as to enable lifting of traffic in such com-
modities on a pr:,ferential basis. thus reducing 
the, chances of diversion of such traffic to road. 
The Commmee trust' that with the implemen-
tation of the various suggestions made by the 
Indian Institute of ·~anagemea.t, the RCl.h'lays 
would be able to 'recapture a major portion of 
the hlgh rated tl'affi-cwhich they have lost to 
road services due to their owh deficiencies. The ~ 
Committee would like the steps taken and the 
results achieved in this direction to be men-
tioned in the Annual Reports of the Zonal 
Railways and the twitWBy Board. 

. . 
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