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PREFATORY REMARKS 

This Report has been prepared pending submissio n of the 
Appropri ation Acco unts o f the Union Government (Railways) 
for the year 1979-80. T he Appropriation Acco unts of the Union 
Government (Railways) fo r the year 1979-80 are under prepa
ration/ finalisation by the Min istry o f Railways (Ra ilway Board). 
Since their submission is li kely to take a little mo re Lime, this 
advance Report is being submitted. 

2. This Report relate~ mainly to po ints arising from autlit o f 
the financial tran action. of the Ra ilways. The matters reported 
a re among those which came to notice in the course of test audit 
during the year 1979-80 as well as those which had come to 
notice in earlier years but co uld not be dealt wit h in previous 
Reports ; matters relat ing to the period subsequent to 1979-SO 
lrnve also been inc luded , wherever considered necessary. T hese 
include, among others, Wagon ava ilability on the Rai lways, 
Replacement o f assets on the Railways, Remodell ing_of Mughal
sarai Yard, Heavy detentio n to wagons in ide departmental yards, 
Non-o bserva nce of routing and rating instructions and Jmmo
bi lisatio n o f Rail way coaches consequent on fire during hooting 
of "The Burning Train" . 

3. The points bro ught o ut in this Report are no t intended 
t o convey or to be understood as conveying any genera l reflection 
o n financial administration by the Min istry of Railways (Railway 
Board). 

(ii i) 
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CHAPTER I 

RAILWAY BOARD 

WAGON AVAILABlLlTY ON THE RAILWAYS* 

1. Introduction 
I. I The Indian Railways carry about 67 per cent of originating 

tonnage and 82 per cent o f tonne km of the total inter-regional 
movement of freight traffic in the country and thus constitute 
the main artery of the nation's inland transport. Freight traffic 
i-, 3ls0 the main source of their earnin gs and nearly 97 per cent 
or it is in wagon loads. 

1.2 The unit of ra il transport for freight traffic is the wagon. 
The number o f wagons required is assessed by the Ministry of 
Rai lways (Rai lway Board) in co nsultation with the Planning 
Comm ission and the main users, taking into account the antici
pated traffic under major commodities, the turn-round time of 
wago ns, i.e., interval between two loadings, and the average lead , 
i.e., d istance o f haul, in the light of past t rends a nd likely future 
developments. The requirement o f wagons so assessed are 
distributed into various types and included in the Ro lling Stock 
Programme (Budget) and ordered on the wagon builders each 
year by tl1e Ra ilway Board. 

1.3 T he Railways had 4,90,8 17 wagons':"~ towa rds the end o f 
the Fourth Plan, wh ich according to the Ministry of Railways 
(Railway Board), were adequate*':":' to meet a traffic level of '235 
mill iP11 tonnes o r 148 bill ion net tonne km in the Last year ( 1973-74) 
o f the Fourth Plan. However, the traffic carried in that year 
was only 184. 9 million tonnes or 122. 3 billion net tonne km, 
which meant a capacity utilisation of 83 per cent. The average 
turn-round of wagons in that year had increased from the assumed 
level of 11 . 9 and 8 8 days to 15 a nd 12 . 5 days for broad ga uge 
(BG) and metre gauge (MG) wagons, respectively. 

•A deta iled d raft review was issued to the M inisu y of Ra ilways !Rail\1;: y 
Boa rd) on 6th November 1980; it was fina lised in the light of discussicns with 
the officials of the Ministry of Railways (Railway Board) on 24t h Dcccmtcr 
1980. 
••wagons are reckoned in terms of four wheelers unless otherwi~c stated. 

• H Railway Convention Commitlce, 8th Report, 1973. 
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1.4 Fo r the Fifth Five Year Plan ( 1974-75 to 1978-79). the 
Rai lway Board we1 e as per the revised targets of traffic, to procure 
54,024 wagons including 16,500 wagons on replacement account 
for carrying a n estimated o riginating freight traffic o f 250 mil lion 
tonnes. Cognisance was taken of the need for better ut ilisation 
o f the existing t rack and ro lling stock capacity and higher opera
tiona l efficiency by ma ximising movement in block ra kes and 
reducing turn-round time (to a level of 12 . I and I 0 . 5 days fo r 
BG and MG respecti vely). 

l. 5 By 1976-77, the to tal h o lding of BG and MG wago n:-. 
had increased to 5,20, 11 4. The turnround of wagons 
had also come down, with improved opera ting efficiency from 
15 and 12. 5 days during 1973-74 to 13 and I I . I days fo r BG 
a nd MG respectively during 1976-77. The Rai lways were. as 
a result, a ble to load 239. I and 237. 3 million to nnes during 
1976-77 and 1977-78 which meant a capacity ut il isation of 96 
per cent in terms of ro lli ng stock. 

1.6 By 1978-79, again l the Fifth Plan p rovision of 54,0~4 

wagon , the actual procuremen t of wagons was 59,338. Accor
dingly, the tota l wagon holdings increased further from 5,20 ,1 14 
in 1976-77 to 5,32,072 in 1978-79 and 5,34,517 at the end of 
1979-80. However, the traffic tonn age carried , especia lly under 
coal and cement, declined from 1977-78, as under : 

Yea r 
Total 
wagon 

holding 

I 976-77 5201 14 

1977-78 527863 

1978-79 532072 

1979-80 5345 17 

T raffic tonnage carried 
- ----------Total 
Coal 
(in 
million 
tonnes) 

82 .3 

83 .8 

77 .9 

75.8 

Cement 
(in 
million 
tonnes) 

13.7 

13 . 6 

12 . 3 

10 . 0 

Total Traffic 
traffic (in in 
mi l lien N TKM 
tonnes) (in billions) 

239 . 1 156 .8 

237 .3 162 .6 

223 .4 154 . 8 

2 17.8 J 55 . 9 

...... 

• 
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IL Position after 1976-77-Wagon shortage 
1.7 The preceding pa ra would indicate that wagon capacity 

to Load 247- 250 millio n tonnes of traffic had been created and 
traffic of 239. I and 237 . 3 mi ll ion tonnes had been moved in the 
years 1976-77 and 1977-78 : further, that with lesser traffic in the 
subsequent years the Rai lways should have had more wag0 ns 
than what the traffic moved needed. However, the factual pMi
tion. turned o ut to be different, as indicated below : 

1.8 A review by Audit of the operating position from 1976-77 
to 1979-80 on the Central, Eastern, No rthern, Southern, South
Central, South Eastern and Western Ra ilways, which together 
account for 90 7 p~r cent of the total tonnage carried by the enti re 
Ra il way system, indicated shortage of both covered as well as 
open wagons. T he following is the result of a survey lo gaug..: 
tl1e extent of o utstanding indents fo r wagons (average monthly 
o utst anding indents fo r one month in the lean period- April LO 

SepL mbcr and one month in the: peak period- October to March) : 

Year Outstanding indents (average per month) 

BG MG 

1976-77 10. 143 4,807 

1977-78 23.480 14,065 

1978-79 1,0.\839 57,970 

1979-80 2,44.368 82.885 

19il0-81 1,92,256 46,594 (June 1980 only) 

1. 9 A further analysis of the outstanding indents to the l:nJ 
o f June 1980 showed that the o ldest date o f registration \Hts 

November 1978 in respect o f BG and March J 979 in respect or 
MG wagons on tb.e Eastern and Nvrth.ern Railways, respectively. 

1. 10 A review by Audit o f the procurement of wagons as 
also of the factors responsible for reducing the wagon availabil ity 
during recent years revealed the following : 

(As the BG accounts fo r 89 per cent of the freight traffa:, 
this review deals mainly with the position on the BG). 
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UI. Procurement of Wagons 

imbalance in wagon holding between open and covered 

1.11 A comparative study~' of the wagon holding position at 
the beginning of the Fifth Plan (i.e. as on l -4-1974) with that 
at the end of 1977-78 (when the Railways carried the maximum 
tra ffic. achieving 96 per cent capacity utilisatioa), analysed into 
open and covered stock, revealed as under : 

Percentage increase Percentage increase 
in traffic 

in wagon capacity in commodities for Variation 
(tonnes) which generally 
from 1973-74 covered/open wagons 

to arc indented, from 
1977-78 1973-74 to 1977-78 

BG 

Covered 17 29 (-) 12 
Open 52 43 9 

MG 

Co vered 0 . 3 . 21 (-)20 . 7 

Open (-)3 7 (-)JO 

I .12 T he above analysis bri;-igs o ut that the increase in covered 
stock was not commensurate with the increase in traffic in com
modities (cement, f.:>odgrains, fertilisers and other commodi ties) 
for which generally such wagons a rc indeuted. Even in the case 
of open wagons, the apparent higher capacity was not genuine, 
firstly , because the increase was largely in special type wagons 
(for carrying iron ore, other raw materials for steel plants, long 
length finished steel items, etc.) rather than general purpose 
(open) wagons and, secondly, the genera l purpose (open) wagons 
had to be used for transport of commodit ies even where covered 
wagons had been indented . 

Inadequate provisioning of MG wagons 

J .13 The MG wagon holding position having indicat.:d a 
surplus o f 591 wagons when the Railway Board assessed the 
requirements o f wagons fo r the Fifth Plan period, mainly because 

•This comparatil•e study does not take note of the effects of turnrcm:d 
and lead on the wagon availa bility. 

A 
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of projects for conversion of MG track into BG , no p rovisioning 
of MG wagons on additional account was made in the Rolling 
Stock P rogrammes of 1975-76 to 1977-78. The slowing down 
of execution of MG to BG conversion projects (on the Western, 
North Eastern and Southern Railway), however, delayed the 
release o f MG wagons from the sectious to be converted into 
BG and, as a result, there was p ractically no net addition to the 
MG wagon fleet duri ng the period from 1974-75 to 1978-79 to 
hand le the increased traffic in the MG sections . 

£.rc<'SS provisio11i11g of specia' t)'pe 1rago11s 

l .1 4 A type-wise a nalys is of the 59 ,338 wagons procured 
<luri ng the years 1974-75 to 1978-79 disclosed that as many as 
15, 154 special type wagons, (besides 25,307 covered wagons and 
16, 199 general purpose open type wagons*) 1had been procured. 
Further, some of the types of special wagons procured during 
this period were not o f the types generally in demand by tra<le 
and industry. 

I . 15 The special wagons, as for instance, BRHT (6,438 N 0s.) 
for carrying Jong length finished steel products from steel p lants, 
BOY (3,300 Nos .) for transportin g iron o reforexportinclosed 
circuit sections of the South Eastern Rai lway and BOBS (2,010 

os.) for tra nsport o f raw materials to the steel plants, had been 
procured in excess in relation to the traffic that materialised ; 
but these could not be diverted to meet the traffic demand for 
general purpose, open or covered, wagons. Similarly, there 
had been excess provisioning (1,10 1 Nos.) and excess procure
ment (506 Nos.) of brake vans during th is period. 

1.16 Even of the wagons ordered, a substantial number, 
though manufactu red by the wagon builders, could not be taken 
over from them and put on line for traffic use but had to be kept 
!.tabled in their workshops for want of wheelsets and roller bearing 
axle boxes. These fitt ings which were required to be supplied 
to wagon builders as free supply items could not be arranged 

• E"<cludes 2678 b:ake vaos procured during I 974-79. 
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by the Railway Board in adequate numbers to match the delivery 
schedule of wagons. During 1978-79 a nd 1979-80, on an average, 
839 and 784 wagons per day, out of J 2,056 and 10,827 wagons, 
respectively, bui lt for the Railways, had to be kept stabled on 
this account. The loss to the Railways as a result was :\06,235 
and 2,86,160 wagon days, respectively, during the two year!>. 

IV. Factors affecting wagon aYailalJil;ty 

1.17 Even the fleet of wagons on line could not be put to 
maximum ut ilisation due to various operational and non-opera
tiona l factors within the cont ro l of the Ministry of Railway-; 
( Ra ilway Boa rd), as brought out hereunder : 

!11spectio11, sorting, etc. of e111pt J 11•ago11s and adj 11s1-
me11t of loads in Railway yards. 

1.17.l T he empty wagons a re req uired to be cleaned , inspected 
and sorted into covered a nd open wagons and tanks in the 
marshalling ya rds prior to their despatch to the bul k loading 
points (viz . collieries, steel plants, cement and fer tiliser planL~, 

etc.). Simi larly, proper loading of wagons upto their carrying 
capacity is req uired to be ensured and adjustment o f loads made 
So as to avoid underloading o r overload ing. It was noticed by 
Audi t during the co urse of a review of coal loaded wagons de -
patched from collieries that the Railways had not been adhering 
to the prescribed ru les a nd procedu res in this regard, wi th the 
result that em pty wagons sent lo the collieries from tbe marshal
ling yards had either been left behind unloaded (atleast un til the 
next pilot) o r hauled empty. The number o f wagons so lert 
behind ranged between 1,043 a nd 1,336 and the wagons hauled 
empty ranged between 60 and 136 per day during the years 1975-76 
to 1979-80. There were also cases o[ overloading leading to 
damage to wagons*. 

1.17.2 Furtber, due to the general shortage of covered wagons, 
loading of foodgrains. fert il isers and cement, in open (BOX) 
wagons covered wit h tarpaulins was permitted by the Ra ilway 

•Sp::ci fic illus trat ive cases o f da mage no ticed by Audit u e gh·en in 1hc 

Anncxurc . 

• 

' 

)I 
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Board in November 1978, subject to these wagons being booked 
for hort dista nces and o ver routes not likely to be affected by 
ra in . These condi tions were, however, not observed by the 
Railway staff and open wago ns with the above commodi ties 
were despatched to d istant places thereby reta rd ing availabil ity 
o f open empties fo r load ing of co al at the collieries. As a result , 
the inter change comm itment to supply open empties from 
N or thern Rai lway co Easte rn Railway at M ugha lsarai for load ing 
coal came d own fro m 1,748 in 1978 to 1,506 in 1979, per day. 

1. 17.3 Coal acco unts fo r 32- 33 per cent o f the o rigina ting 
tonnage o n the Ind ian Railways and the Easte rn and So uth 
Eastern Ra ilways carry between them over 90 per cent of the total 
coal tonnage carried . As a resul t o f the above factors contri
but ing to red uced avai lability o f o pen wagons, there was a 
setback in the daily wagon a llo tmcnr:' and coal load ing, as 
indicated below : 

Year 

1976-77 
1977-78 
197$-79 
1979-80 

Offer/ 
indents 

10367 
1070 1 
10230 

9979 

Allo tm·:nt Load ing 
(Number o f 

Wagon s) 

8734 8 172 
92 18 8379 
8 124 7540 
7646 7160 

Produc
ticn in 
mi ll ion 
tonnes 
(Coal 
Ind ia 
only) 

89 .48 
88.96 
90.06 
91 .39 

1. 17.4 Wh ile the Ministry of Ra ilways ( Railway Board) a ttri 
bu ted the red uc tion in the lo ading of coal to failure o f the co ll ie
ries to o rganise the ir labo ur, etc. for loading o f wagons within the 
free time, the Minis try of Energy (Department of Co al), on beha lf 
of the collieries, a tt ributed (February 1978) this to, apa rt from 
less ava ilability o f wagons, unscheduled su pply of wagons resul
t ing in (coll ie ry) labour being kept idle a t times for the who le 
day; improper sequencing of rakes resu lt ing in the coll ieries 
no t being able to load coal pro perly; and sup ply o f empties with 
defects a nd without clea ning, etc. 

*Data from "S~ les a nd Traffic Review" of Coa l Ind ia Ltd ., 197>'-bO. 
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l.17.5 Such difforenc~s are required to be sorted out at 
co-ordination meetings between the collieries and the Railway 
officers at the local level as well as at the level of Ministry of 
Railways and Ministry of Energy (Department of Coal). Never

theless, the position had deteriorated over the years as seen from 
the above figures. 

Wagon shortage due to wagons being field up in sidings of major 
Railway users 

l.18. l Steel P la11ts : Wagon availability for trade and industry 
is alTected a lso owing to wagons being held up in the sidings or 
yards of major Railway users, e.g. steel plants, Food Corpora
tion, Port Trusts, etc. , which are not worked by the Railways. 
The number of wagons handled in such sid ings has been of tbe 
o rder of 25,000-26,000 in recent years, of which 16,000-17 ,000 
are at tbe six major steel plants for their inward and outward 
traffic. Despite liberal free time up to 48 hours for single opera
tion of load ing or unloading as against 5 hours allo·wed to trade, 
detentions to wagons in the yard of the steel plants were much 
higher, as revealed during test check of records of December 
1979, undertaken by Audit, as indicated below : 

Type of wagon Name of Steel Plant No. of De ten-
wagons tion per 
detained wagou 

(hours) 

BOX Bokaro 1391 72 
Rourkela 1178 64 

BFR TIS CO 172 80 
Durgapur 128 93 

BRH Bokaro 140 250 
Rourkela 82 186 

Ordinary covered TISCO 281 55 
wagons Bokaro 229 321 

Rourke la 362 153 
Durgapur 115 142 

Ordinary open Durgapur 216 110 
wagons 
Tank Durgapur 88 92 
Wagons 

• 

... 
& 

~. 
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According to the Ministry of Railways (Railway Board), 
the yards of the steel plants having been built on certain assump
tions and the situation having changed with the passage of time, 
there were bold ups of wagons. 

In this connection, the Khandelwal Commjttee had recom
mended in 1973 a series of measures and works to be implemented 
mutually by the Railways and the steel plants for reducing the 
detention to wagons inside their yards. However, not all the 
recommendations of the Committee have been implemented so 
far; according to the records made available to Audit by the 
Ministry of Railways (Railway Board), the Railways had imple
mented 75 out of 97 recommendations concerning them and the 
steel plants 56 out of 149 concerning them (September 1980). 

Departmental users 

1.18.2 The free time allowed for traffic wagons inside depart
mental workshops and sidings is as it is much in excess of the 
normal free time of 5 hours, ranging from 48 to as high as 21 6 
(reduced to 144 from 1-8-80) hours per wagon on the Eastern , 
South Central and Southern Railways. Even then, the actua l 
time for which wagons were held up was much in excess of even 
this liberal free time, mainly owing to non-execution/delayed 
implementation of measures to improve loading/unloading 
facilities inside the workshops. (see para 3). 

Wagon shortage due to averaged and sick wagons 

1.19 Another factor affecting wagon avai lability during 
recent years has been the increased percentage of overaged and 
sick wagons under or awaiting repairs on the line. 

1.19.l The number of averaged wagons was as follows: 

At the end of Numbers Percentage to tota l 
on line 

BG MG BG MG 
1973-74 12054 10464 4 . J5 J1 . 3J 
1977-78 18917 10381 6 . 18 11.66 
1978-79 19014 9777 6 . 17 11 .04 
1979-80 20245 10109 6.49 11 .46 
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1. 19.2 The number of sick wagons was as follows : 

Al the end of Percentage to tota l 
Numbers on line 

BG MG BG MG 

1977-7$ 14660 4057 3.98 3.91 
1978-79 16255 4364 4.34 4 . 14 
1979-80 168 12 4973 4.43 4 .73 

The extent of overaged wagons would appear to be one o r 
the reasons for the high percentage of wagons in workshops and 
sick lines (and also detention to rakes in y:i rds and on the line), 
thu-; reducing their avai lability for traffic. -: 

1.20 Coupler i11co111patibility 

Another reason for the large number of sick wagons is the 
problem of coupler incompatibility. All the new (BG) wagons 
procured afler 1973- 74 a re fitted with centre buffer couplers 
(CBC)), while the older wagons on line have the convention al 
screw couplings and the two cannot be readily coupled . A 
tran itional device, known as ' transitional coupling,· to enable the 
two to be coupled is. therefore, being used. H owever, this 
device, attached to the CBC fitted wagons and stated to be rather 
weak, has often been getting damaged in the marshalling yards 
while humping due to inadequate observance of the prescribed 
drill. Further, there has also been reportedly largescale 'pil
ferage' of this device in the marshalling yards, more partkularly 
since 1977-78. The consequential increased requirement of the 
device could no t, however, be met due to its limited production 
in the country, the supplies during the period Apr.ii l977 to June 
1980 having been only 96712 as against the requirement of 208J23, 
re<>ult ing in wagons being put out of commission. 

According to the standing instructions in force and reiterated 
by the Mi nistry of Railways (Railway Boa rd) in August 1980, 
C BC wagons should as far as possible move in block rakes. Jn 
this connection, the Ministry of Railways (Railway Board) 
observed (December I 980) that "As regards closed circuit rakes 
where thi<> pro blem did no t exist it had to be seen whether the 
country can really afford this". 

• 

• 
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Tum-ro:in.l as a factor aff ecting 1vago11 availability 

1.21.1 The turn-round time of a wagon comprises (i) the time 
to load/unload a wagon at the terminals, (ii) the time spent at the 
marshalling/transhipment/repacking sheds and (iii) its run time. 
These op~rations a re within the control of Railways and it is 
imperative to keep the turn-round near about the assumed level 
so that the demand and availability of wagons are even ly matched . 

As a lready stated, the Ministry of Ra ilways (Railway Board), 
while working out the wagon requ irements fo r the Fifth Pl an 
p:.: riod, had assumed that the turnround would be brought down 
to 12. I days on BG (fo r MG 10.5 days). It was expected that 
the investm~nt in line capacity works, in yard facili ties, in the 
nu mber of rol ling stock, etc. would improve the turnround 
through better speed, rationalised movement (block rakes) etc. 

1.21.2 The actual turn round of wagons on the BG and MG 
has, however, been as follow 

Year T urn rouad 

BG M G 

1973-74 15 .0 12 .5 

1974-75 14 .6 12 .0 

1975-76 13. 5 J 1. 6 

1976-77 13 .0 J 1. 1 

1977-78 JJ .3 11. 5 

1978-79 14. 3 12. 8 

1979-80 15.1 14. l 

As a result of the higher turnround, the wagon availability 
became less. The following a re the results of an analysis of the 
effccts/.;auses of the increase/decrease in turnround on BG wagon 

. availabi!ity : (the position on M G is similar and has hence not 
been brought out here). 

(i) At the level of wagon holding in 1973-74 and 1974-75, 
it1cr<!ase in turnround by 0·5 day meant shor tfall in availability 
of wagons for load ing to the extent of about 700 to 1000 per day. 

S/25 C&A(; / 80- 2 
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(ii) Jn 1976-77 and I 977 -78, when the wagon turn round was 
L brought down to 13.0 and J 3.3, the efficiency indices were the 

bes!, as deta iled below 
Deta ils of efficiency indices of wagon utilisatio n 

BG 1973-74 1974-75 1975-76 1976-77 1977-78 1978-79 1979-80 

l. Turnround 15 . 0 
(days) 

2. Wagon Km 
per wagon 
day 67.2 

3. Net tonne 
Km per 
wagon day 

4. Speed (All 
traction) 
(Km per 
ho ur) 

837 

18.3 

14 .6 

70 .3 

907 

18 . 4 

13. 5 13 .0 13 .3 l'I .3 15 .1 

71 .8 8 1 . 1 8 1 .9 75 .9 73 .3 

982 1019 1045 976 972 

18 . 8 20 . l 19.7 19. 6 19 . 5 

(iii) A study of the statistics, compiled by the Railway Board, 
of wagons dealt with and their detention during a period of two 
selected months (one peak month- December, and one lean 
month- June) in a ll important marshalling yards and terminal 
p oint s (all located in BG/MG trunk routes) for the years 1976-77, 
1977- 78, 1978-79 a nd 1979-80 indicated the following position : 

I 976-77 1977-78 1978-79 1979-80 

Jmportant Marshalling Yards (BG) 
J. 10. o f Yards 47 47 47 47 

2. No. of wagons dealt with 
(per month) 1633604 157 1252 1441538 1318210 

3. Detention in ho urs (per 
wagon) 26.5 29.4 30 . 5 30 .45 

Terminal Yards 
BG 

J. No. of Yards 24 25 25 25 

2. No. of wagons loaded, un-
loaded, re-loaded etc. (per 
month) 62150 88480 84040 75023 

3. Detention in hours (per 
wagon) 39.8 39.4 49.0 67 .5 

" .. 
.,,.. 

• 
~ 
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It would be observed that even though the number of wagons 
dealt with in the marshalling yards had come down by 19.J per 
cen t from 1976-77 to 1979-80, the detention to wagon:. had gone 
up by 14.9 per cent during the same period. The incrca~e in 
deten tion to wagons in the yards, despite the additional facilities 
provided, was slated to be due to factors such as wagons becom
ing unfit/damaged owi ng to deficient coupling, lack o l° powe r, 
late materialisation of stock, etc., besides inadequate c:11 aci ty in 
the reception lines of the central yards which receive and despa tch 
through goods trains. 

[t would also be observed that both the number or wagons 
dealt with in ter mina l yards and the detention to them d uring 
the years 1976-77 to I 979-80 registered respectively an increase of 
20.7 per cent and 69.6 per cent. The abnorma l increa<;e in de
tentio11s at the termina ls was due to inadequate terminal facil ities 

r for receipt and clearance for loading and unloading or terminat
ing wagons a nd growth of passenger traffic, most terminal hcing 
common to goods and passenger traffic. 

This problem had been dealt with by the Railway Board by 
revising upward the target of detention time (September and 
October 1978) without analysing in detail the reason ~ for the 
increase a nd without considering any remedial measures fo r 
bringing the detention to the previous levels (e.g. in M ughalsarai 
Marshalling yard the target was raised from 23.0 to 35.0 a nd in 
Ca rnac Bridge Termina l yard from 28 Lo 40 hours). 

(iv) Normally, as per extant operating in struction:. a nd 
marshalling o rders, a wagon in its round trip (or turnround) 
would be dealt with, maximum, at J marshalling yards* and 2 
terminal yard s':"\ afte r it is loaded. lf a wagon has to be dealt 
with in more than 3 marshalLing yards, it would indicate a trend 
towards deterio ration in efficiency. Assuming that a w:.igon is 
dealt with in its round t rip in 3 or at the most 4 marshalling yards 

*First, immediately after loading second, immediately~beforc un luallino .. 
.and third, possibly, for haulage as empty, " ' 

0 0ne for loading and one for unloading. 
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(one extra marshalling being allowed for unforeseen contingenc)) ~ 
the wago11 turnround of 14.3 days during 1978-79/ 15. l dar 
during 1979-80 can be accounted for as follov .. ·s 

1976-77 

Days 

2 .28 

J , 30 

J .32/ 
4.42 

0. 18 

0.06 

0 .42 

3 .44/ 

2.34 

13.00 
days 

1977-78 

Days 

2.40 I. Run time on the basis of 
wagon km per wagon day (of 
effective stock) and average 
speed. 

J. 28 2. Time spent by wagon at the 
two tennioals 011 the basis o r 
weigh ted average detention 
for a ll terminal yards 

J. 68/ 3. Time spent by wagon a t 3/4 
4 . 90 marshalling yards on the 

basis or weighted average 
detention for all marshalling 
yards*** 

0 . 18 4. Time spent by wagon ar 
transhipment points on the 
same basis a~ (3) above with 
reference to the transhipment 
tonnage percentage. 

0 .06 5. Time spent at repacking 
sheds. 

0 .42 6. Free time 5 hours at each 
terminal (Total : 10 hours) 

3 .28/ 

2.06 

13 .30 
days 

7. Time unaccounted, wagon 
being stabled/empty, in goods 
train shor t of junctions, in 
transit from or lo sick line or 
in sidinus or in sections awai
ting clearance***. 

H •·Figurcs for three/four marshallings. 

1978-79 1979-80 

Days 

2.41 

4.08 

3.81/ 
5 .08 

0. 18 

0 .06 

0 .42 

3.34/ 

2.07 

14.30 
days 

Days 

2.47 

5.62 

3.81/ 
5.03 

0 . 18 

0.04 

0 .42 

2.56/ 

I. 32 

15 .10 
days 

f t would be seen from the above analysis by Aud it (on the 
pattern of a similar study undertaken by the Railway Boa rd in 
June 1979) that the main factors of the high turnround time were 
t he detentions a t terminals, marshalling yards and en route. 
In other words, a reduction in the time spent by a wagon in its 
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rou nd trip under any of tlF~s~ factors namely. a t the terminab, 
in marshalling yards or even by reductio n in the n u mber or 
m1rshalli11gs (i.e . by block rake movement), quicker marshallin g 
through m~chanisation of hump, and reducing ho ld ups or wagon 
en route i.e . short of impo rtan t junctio ns, terminals, way-siJe 
-;tat io n etc. (through provision o f bye-pass li nes, loops, ext ra 
reception lin-;:sffacili t ics in marshalling and terminal yards), 
would improve its availability. 

Furthe r, a lthough a s p::r the analys i conducted by Aud it, 
t raffic via the trans!iipment points (there are 97 such po in ts o n the 
Cndian R ai lways) amo unts to 11 to 12 per cent or the total traffic 
a nd the detention time to a wagon is hard ly 0.2 day in t be turn
round tim:.:, lack of handling fac;li ties such as cranes, non-avail
ability of matching MG wagons, e tc . had caused bottlenecks and 
led to wagon ho ld-ups both a t transhipment points and short o f 
the transhipment points.'~ The h o ldu ps were ma inly due to lack 
o f ha-i:lling and reception facil ities a nd adequate ma tching MG 
wagons at the transhipment points. 

Y . Traffic facilities for improving t he wagon turnround 

1.22 T hese- broadly comprise facil it ic a t te rminals, in mar
'ihalli ng yard s a nd on en- route sect io ns to facil itate movement o t 
t raffic as far as possible a t t he b ooked speed and to remme 
congestions in busy y a rds, etc . 

1.23 The Fourth a nd the F ifr l1 P lans' to tal allocation o f 
fu nds fo r traffic fac ili tie5 and line capacity works was Rs. 315 
t: rores and Rs. 500 erores, respective ly (out ofa total plan o utlay o r 
Rs. 1525 and Rs. 2350 c ro res, respectively). While the budget 
a llotments yea r to year to talled R~. 238.5 c ro1 e. in the 
Fourth Pl an a nd R s . 326. 5 c ro res in th ~ Fi fth Pla n, 
the expenditure was only Rs. 2 10.7 crores a nd Rs. 299. 5 
c ro res, respectively. O ut of t he budget allotments. nearly 60 
per cent of the a llocations for " T raffic facilities", viz. Rs. 145 
c rores in the Fourth Plan and Rs. 182 crores in the Fifth Plan, 
had been appropriated for gauge- co nversion and d o ubling works 

• Detai ls of an illust r.1tive case given in Anncxurc. 



16 

; n patches. As a result, the amo unt a llocated fo r yard remodelling 
and attendant faci lit ies out of the total plan outlay was only 
R-;. 65 crores (4 ~fo) and Rs. 117.5 crores (5% ) during the Fourth 
and Fifth Plan, respectively. 

1.24 The line capacity works, which were carried out, di d 
lead to c.reation of more section capacity and made possible runn
ing of mo re Q.T.S. trains, block rakes and passenger trains over the 
years fro m 1969-70 to 1978-79. However, during this period , 
the growt h or passenger traffic was more p ronounced than that 
of good tra ffic-whi le the uti lisation of track by goods services 
ini.:n:asccl by 16.6 per cent, that by passenger services went up by 
76 per cent. Further, for lack of matching a llocations for 
fac ili ties at ma rshalling and terminal yards, there were conges
tions a nd detentions to goods trains. 

1.25 It was noticed during the course of a review of some or 
the yard remodelling projects and line capaci ty works on th~ 

Ea~tern . orthern, Southern, South Central, South Eastern, and 
\Vc,tern Railways, undertaken to ease congesti on and reduce 
detention · to wagons and goods trains, that tbese had either not 
been plan ned/executedlin a manner that could relieve congestion 
or been taken up after considerable delay a nd the pace of their 
c.\ccution had been slow. 

The fol lowi ng works of traffic facili ties executed /or under 
execution by the zonal Ra ilways are mentioned as illustrati ve 
exam ple~ : 

J:..(1stem Railll'ay- Mugha/sarai Yard 
1.25.1 A pointed out in para 18, whi le executing the work or 

remodelli ng of the Down Yard, adequate reception facil ities in 
the Central Yard, which handles through trains, block rakes a nd 
trai n;; no t requiring much shunting operation , had not been 
created. As a result, while the add itiona l humping a nd marshall
ing ya rd faci litie created might not be put to effecti ve use (as 
about 70 per cent or the goods trai ns interchanged were through 
tra in s no t requiring ma rshalling), detention to wagons in the 
Central yard and to N orthern Railway tra in. had showed no 
improvement ( 1979-80). 

1 
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Northern Raihvay-L11ck11011· )'ltl'd 

1.25.2 Apart from handling terminating/originating traffic 
from/in different di rections, Lucknow yard deals with through 
loads · coming from and going 10 Mughalsarai (14/15 through 
goods train in Up and Down directions on an average per day). 
The yard ha a total of 20 reception lines (9 in the Up and 11 in 
the Down Yard) but these are not adequate and, as a result, 
wagon detention in Lucknow marshalling and terminal yards 
has been on the increase, as indicated below 

Marshalling yard 

Terminal yard 

Detention hours 
per wagon 

1969-70 J 979-80 

24. 3 30.9 

30.2 48.5 

Though in the 1980-8 l Works Programme the Board had 
approved the provision of a bye-pass line for through goods 
traffic to ease the congestion in Lucknow marshalling and terminal 
yards at a cost of Rs. 4.69 crores, no progress in the execution 
of the work has been made so fa r (December 1980). 

South Central Raihvay 

Bye-pass for Hyderabad/ Secunderabad l erminal s 

J .25.3 Another example of delayed traffic facil ity work is 
the case of construction of a chord line (length 22 km) connect
ing Maula Ali and Sanatnagar to avoid the busy terminal of 
Hyderabad /Secunderabad. This work was found necessary since 
1970 for speedy movement of diesel hauled through goods trains 
fro m and to Kazi pet side on the G.T. route and to and from Wadi 
side. The average detention per train on these lines record .xi as 
early as in 1972 was 

(a) Bye-p.iss trains 

(b) Pilots 

(c) Originat ing/terminating 
t rains 

3 . 15 hours 

3 . 13 hours 

3. 70 hours 
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Nevertheless, final decision to include the chord line· in th~ 
works programme cou ld not be taken till 1978-79 owing to the 
inability or the South Central R ailway Administration to work 
out the lina ncial savi ngs accruing from this project, necessary for 
allocat ion or funds to capi tal. The project was finalLy sanctioned 
by the R ai lway Board in June 1979 at a cost or Rs. 4.24 cron:s 
(net) chargeable to Capital and is due to be completed by 
December 1981. 

J .26 The Public Accou nts Committee, in their [ l th Report 
(Sixth Lok Sabha), had recommended a comprehensive study of 
the major yards with a v iew to streamlining their working. 
Though the Railway Board had called upon the zonal Railways to 
make a systematic appraisal in this regard, effective action in thi:. 
regard yet remains to be taken as evident from the continuing 
detentions in the yards. 

VJ . Lead of traffic as a factor affect ing wagon availabt1ity 

1.27 The average lead of t raffic hauled over the Railway sys
tem, the other constituent of the turnround time, has been on 
the increase as shown below : 

Year 

IV Plan 1969-70 
1973-74 

V Plan 1974-75 

1976-77 

1977-78 
1978-79 

1979-80 

Lead assumed in the two Piao 
periods (combined lead for BG 
and MG, with the lead for BG 
which accounts for over 4/5th of 
the tota l traffic given in brackets) 

km. 

630 

678 (642) 

Actual.\ 

km 

617· (585) 
662 (630) 

686 (655) 

656 (626) 

686 (659) 

693 (663) 

717 (691 ) 

J .28 According to the Ministry of Ra ilways ( Railway Board). 
th e present wagon shortage is attributable to a significant extent 
to th is increase in lead, over which the R ailways have no co.(l.t ro l, 

\ 

.. 
.... 

1 
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as extra time is needed for the wagon to cover the additional d is
tance and, further, the wagon may have to be hauled over add i
t ional in termediate yards involving extra detention enroute. 

It may, however, be observed from the data given earlier that 

while the average lead on the BG had increased by 37 km duri ng 
1976-77 to l 978-79 and further by 28 km in 1979- 80, the turn
round during the sa me period had increased d ispro port ionately 
from l3 to 14.3 days a nd J 5. J days. 

Further, the traffic, especia lly o f bulk commodities, has been 
increasingly moving in block rakes, thereby eli minating the need 
for m arshalling at intermedia te yards between the forwa rd ing and 
the destination sta tions as indicated below : 

Coal 

Iron Ore 

Ma nganese 

POL 

Cement , Fertilizer, 
Food grains 

Other commodities 

1969-70 1976-77 1977-78 1978-79 1979-80 
(Percentage of wagons loaded in block rakes to the 
tota l number of "agons loaded on BG) 

67 .0 86 .2 87.0 82 .0 *72 .'.! 

100.0 100 .0 100 .0 100 .0 100 .0 

83 .0 96. 0 100 .0 100 .0 

68 .0 90.0 92.4 93. 0 91. 7 

Not available separately bul 
under other commodities. 

included 

7.7 23. 3 29. 0 32 .0 *24 .0 

In the circumstances, detention to wagon in marshall ing 
yards enroute should have been mini mal a nd the o verall turn
round of the wagons hould have been expected to improve 
rather tha n deterio rate de pite increased lead of t raffic ; but th is 
was not the case. 

1.29 Audi t also cond ucted a review of the position of increase 
i n the leads of the major commodi t ies transported by rail on 
t he BG since 1974-75 to analyse an d verify how far the increase 

*D eteriorat ion in 1979-80 was both the cause and the 1Tsult of deteriora tion 
in turnround . 
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i 'l lead had led to increase 1n the turn rou nd time of wagons. 
T l1c foll owing facts arc relevant 

1.29. I Details of the leads of major commod it ies yearwise 
si nce 1976-77: 

Commodity 

I. Coal 
(al For steel 

plant s 
(b) For other~ 

2. Steel plant~ 
traffic 

(a) Finished 
product 

(b) Raw 
maleriah 

3. Iro n O re for 
export 

.+. Cement 

5. Food grains 

6. Fertilizers 

7. O ther com
modities 

Overall (DG) 
lead 

Lead 
assumed 
in V 
Plan for 
ca lcula
tion of 
wagon 
require
ments 

250 
800 

970 

19. 

6.+5 

655 

1050 

750 

800 

Actual lead 
(BG traffic o nly) 

1976-77 1977-78 1978-79 
(Best year) 

3 

305 
729 

983 

238 

690 

633 

879 

823 

8 15 

626 

4 

( in km) 

3 10 
737 

1046 

203 

689 

65 1 

1137 

893 

840 

659 

5 

314 
706 

1083 

207 

682 

723 
I J93 

96 1 

860 

663 

Increase 111 
lead 
1978-79/ 

1979-80 1979-80 

6 

(percentage 
with reference 
to best year 
76-77 o r 
77-78) 

7 

3 18 1 . 312.6 
718 (-)4. 2/(-)2. 6 

1100 3. 5/ 5.'2. 

215 2.0/5.9 

685 (-)1. 2,(-)0. (). 

759 14. 2/19.9 

1253 35 . 8/42. 5 

1081 16.8/3 1 .3 

889 2.4/5.8 

69 1 

Note : Comparison of lead in 1978-79- J 979-80 is wit h refere nce to 
1976-77 in respect of cement, fert ilizers and food grains, and with reference 
to 1977-78 for all other commodities on the consideration that the effect of 
instructions of the user M inistries/ Departments a uthorising d iversion of short 
lead traffic in respect of cemen t and fer tiliser to road was felt mainly during 
1977-78. 

1.29.2 T he above commodity-wise a nalysis shows that the 
increase i n lead in recent years has been confined mainly to 
commodities for t ransport of which covered wagons a rc generally 

~· 
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indcnteJ, procurement of which ha5 not b;;:en adequate (as 
brought out in para 1.11 above). In respect of coal fo r steel 
plants and other users, which constitutes by far the major item 
or the goods traffic, there has been a very small increase only 
as compared with the lead in 1976-77. 

l.29.3 A fur ther a01lysis of the factor which affected the 
increa<;c in lead in respect of the three commodities, cement, 
forti liscrs and food grains, disclosed the fo llowing posi tion : 

Cement* 

The numb~r of wagom loaded against the indents placed by 
the cement industry was 99 an<l 93 per cen t during I976and 1977 
r0sp~ctively. following the deterioration in turnround in the 
subsequem years, the number of wagons loaded against indents 
fe ll to 71.3 and 64.5 per cent during 1978 a nd 1979. This was 
the period when the avai labili ty of covered wagons deteriorated, 
leading the Cement Controller, with the concurrence of the 
Ra ilway Board , to decide that, effective from !st July 1978, all 
movement <; o f cement fro m factories upto a dista nce of 250 km 
for all categories of consignees would be by road only, the extra 
expenditure 011 road haulage being taken i1lto account in the 
fi xation of the sale price of cement. Consequent on the 
shift of short lead t raffic to road, the quantity carried by rai l fe ll 
fro m 12.86 million tonnes in 1976 to 10.07 mill ion tonnes in 
1979 and the overall average lead for cement went up from 633 
km in 1976-77to 741 km in 1979-80. 

F<•rci!izers 

During 1976-77 and t 977-78, the loading was 7. 78 mill ion 
tonnes and 8.2 l million tonnes wi th a lead of 929 km and 99 1 km 
respectively. For l 978-79, the demand for I oading having 
b.::en stcpp:!d up by th!! Ministry of Agriculture to 11.5 miUion 
tonnes, and in view of the shortage of covered wagons, it was 
agreed that the imported fer tilisers should be moved by road upto 
500 km and indigenous fertilisers up to lOOO km by subsidising 
the additional cost on road haulage; the distance upto wh ich 

*D.1ta from Annual Report on 'Cemen t Production ' and dcspatcht.:s of the 
relevent yc:tr; of the Cemen t Controller, Minis try of Industry . 
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imported ferriliscrs were to be moved by road was also subse
quently stepped upto 1000 km in May, 1979. Conseq uent on 
the shift of short/intermediate lead traffic to road, the haulage by 
rail during I 978-79 a nd 1979-80 was 8.6 million tonnes (90 %) 
and 8.2 million tonnes (65 %), the average lead having increased 
to 1038 km and ! L22 km, respectively. 

According to the Ministry of Agriculture, the programme 
for movement of fertilisers was drawn up in co-ordination mee
tings with the Rail way Board; but in view of the inabi lity of the 
Railways to provide the required number of wagons a t ports 
close to the con umption centres, they were compelled to move 
ferti liser from di tant port locations in the South which inevitably 
added to the I ead of the fertiliser movement. 

The decisio n to divert all short/ intermed iate I ead traffic of 
cement and ferti liser (even upto IOOO km in the case of the 
latter) to road, which inevita bly led to an i ncre'.lse in their lead 
was, thus, itself the result of the inability o f the R ailways to 
meet the requirement, in turn due to shortage of wagons caused 
by deterioration in operational efficiency. 'Lately, even coal 
has been moving long d istances by road .. .... ,' as pointed out 
by the National Transport Policy Committee (May 1980). 

Foodgrains 

The pattern of foodgrains traffic, which was largely from the 
ports to the godown points in the interior in the earlier years, 
gradually changed with large scale movement fro m Punjab and 
Harya na to stations on the Southern Railway involving a longer 
lead over saturated route . The loading during 1976-77, 1977-78, 
1978-79 and 1979-80 was 19.96, 19.45, 16. 7 and 18.35 milli on 
tonnes witha lcadof940, 118 1, 1229 and 1279 km re~pectively . 

Thus in the ca e of foodgrains traffic the i11creac;e ia lead ha-\ 
not only been very significant but also for rea ~ons over which 
the Ra il way Board had little control. 

• 



·-

23 

While, acwrJing to the Ra ilway Board, attempts had been 
made by Lhem to rat io:laLise the move ment of foodgrains in 
block rakes, timely reme:lia l measures such as provision of 
adequate ·iding fac ilities at the godowns to\facilitate quick loading/ 
unloading had no t been taken by th(! M inistry of Food and 
Agriculture/ Food Corporation. Consequently, block rake 
loading at stations in Punj ab a nd Haryana had to be done by 
blocking running li nes resulting in detention to wagons and 
a ffecting their turnround. There was also reportedly lack of 
response fro m the Ministry of Foo(and~Agriculture lo a proposal_] 
to move foo dgra ins intended for Southern States upto Ka ndla 
and Vimg by rail a nd thereafter by coastal shipping. 

l.29.4 l t would appear tha t the Railway Board a nd the 
co ·1cerned Ministries h'ld not been able to co-ordinate their 
efforts to o rganise the movemenl~of bulk commodities, especially 
cement, fert ilisers and foodgrains, and even coal, so as to achieve 
o ptimum rail-cum-roa J haulage in a planned m:inuer involvi ng 
reasonable levels of I ~ad of tra ffic for the Railways. 

Ct may be m~ntioned that, in a study on the movement of 
ferti liser i n the country by the RITES in l978, it had been 
concluded Lha t under a rationalised pattern of movement , the 
average lead of the traffic should be only 472 km (as against 11 22 
km in 1979-80) but there had app:irently been no concerted 
effort to work out the modalities for attaining this optimum. 

1.29.5 The Railway Convention Committee, 1977 had re
commended that the question of laying down firm criteria for 
cletermi 1ing the to tal freight carrying capacity of the Railways. 
on an acceptable b:isis so as to arrive at optimum leads in each 
case should b:! gone into critically. Effective action in this 
reg:ud also yet rem'.lins to be taken, as is evident fro m the un
coordina ted t raffic movement of foodgrains a nd fertilisers. 

VH. Results of l1igh turn round t ime 

Fall i11 origi11ati11g traffic 

1.30 The o verall effect of the deteriorat ion in the turnround 
ti me of wagons from 1976-77 Ins been the conti nuing shortage: 
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o f wagons for trade and industry. The deteriorat il>n in tu rn
round by I .3 days in I 978-79 and 2. J days in J 97-J-80 as compared 
to 1976-77 meaut a I oss of 2350 and 3491 wagonloadings per 
day, respectively, o n the BG alone even after taking into account 
the longer lead of traffic. The result is reflected in the fall in 
traffic carr ied from 239 milli on tonnes in 1976-77 to 223 million 
tonnes i 11 1978-79 and 2 18 million tonnes in 1979-80, coupled 
with ten-fold and, seveuteen-fold increase 111 the· out~tanding 
indents for wagons d uri ng !he same period . 

Di version of goods traffic from rai I to road 

1.31 Due to non-availability of wagons, there was abn 
considera ble d iversion of traffic from rail to road, which no t 
o nly r esulted in the Raiiways losing revenue but also in some 
cases in haulage over long distances by the costl ie r road transpo1 t, 
a s indicated below : 

In resp::ct of coal, ove r the years from 1976-77 to 1979-80, 
despi te the aggregate wagon holding o n the BG (which carries 
t he entire o riginat ing coal traffic) going up by 2 .67 per cent, the 
Rai lways lost t raffic by 8 per cent a nd the traffic tran~ported by 
road increased from 13.23 million tonnes to 23.2 mill ion tonnes 
i .e. by 76 per cent. 

In the case of cement, over the years from J 976 to 1979, 
the traffic carried by rail dropped by 22 p er cent a ml correspon
d ingly that transported by road increased fro m 4.54 million 
tonnes to 7.69 million tonnes i.e. by 69 per cent. 

In the case of ferti liser, the traffic carried by ra il dro pped to 
90 p~r cent in 1978-79 and 65 per cen(in 1979-80. The l oading:> 
by rail in respect of other commodities a lso fell rn 1979-80 a:> 
compared to 1976-77 to the extent of 11.8 per cent. 

Following a G overnment decision, fertil iser has been moving 
even upto 1000 km by road o n a subsidised bas is. According to 
the National Transport P olicy Committee, m o vement by road 
beyond 200-300 km _is not economic in relation to rail 
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movement. In the case of co1l, which ha~ also been moving 101.g 

dista nces by road, the Committee has urged that the positi on 
need s to be rectified. These considerations become all the 
more signific1nl in the context of the ri ing oi l price~. 

Fall in efficiency or wagon 11tilisatio11 

1.32 As a concomitant of the fall in Lraffic carried by the 
Rai lways, the wagon utilisation, as measured by wagon km per 
wagon day a nd net tonne km per tonne of wagon capacity, 
also fell from 81.l and 16754 in 1976-77 to 73.3 and 16 119 in 
1979-80 respectivel y on the Broad Gauge. 

Pe1forma11ce in 1980-81 

1.33 The performance in the matter of loading, turnround 
etc. worsened i11 1980-8 1 as indicated below (for BG) : 

1978-79 1979-80 1979-30 1980-81 
(upto Octob~r (upto Octob!r 

1979) 1980) 

Turnround (days) 14.3 15. I ( 14.4) 16 . J 

Originating loading 
(in million tonnes) 223.4 217.7 (108.7) 105.2 

The Ministry of Ra ilways (Railway Board), while a ssessing the 
wagon requirements during the Sixth Plan period, had proposed 
(in February-June 1980) to revise upward their no rms of turn
round adopted for the purpose from 12. l to 14.4 days for BG. 
As may be seen from the above, considerable improvement in 
wagon utilisation, by means within the control of the Railways, 
a nd otherwise, would be requi red even to achieve the proposed 
higher norms. 

V Cff. Summing up 

1. (i) The Indian Railways, with a total holding of 520 114 
wagons (in terms of 4 wheelers), had been able to carry 239 
million tonnes of freight traffic during 1976-77, which meant a 
capaci ty utilisation of 96 per cent in terms of rolling stock. Yet, 
with a total wagon h olding of 532072 and 534517 wagons (in 
terms of 4 wheelers) in 1978-79 and 1979-80, they were able to 
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carry only 223 and 2 l8 million tonnes, invo lving a capacity 
utilisation of 89 per ceat and 87 per cent respectively. 

(ii) The outstanding indents for wagons, which used to be 
of the order of LOL43 on BG and 4807 on MG in 1976-77, had 
gone u p to 2,44,368 on BG and 82,885 on MG at the end of 
1979-80; in o ther words, despite the increase in the number of 
wagons, their availability for traffic had gone down due mainly 
to the increase in turn round time (interval between two loadings) 
1·rom 13.0 days on BG and 11.l days on MG in 1976-77 to 15.l 
days on BG and to 14.1 days on MG in 1979-80. 

(iii) The wagon ho lding had also become somewhat imba la n
ccd,as amongst the various types, in that there had been com
paratively m ore pocurement of open wagons than covered wagons 
(3 1353 open and 25307 covered wagons during 1974-79). Of 
the open wagons, as many as 15154 were special purpose wagons 
c;uitable only for certain specia l types of traffic; besides, there 
had been inadequate procurement of MG wagons. 

A substantial num ber of wagons ordered had also remained 
subled with the manufacturers for want of free supply items by 
the R ailway Board during the years 1978-79 and 1979-80. 

(iv) Even in regard to wagons available for loading, non-ob
servance of prescribed ru les and procedures for sorting, cleaning 
a nd inspection of empties and omission to detect under/over 
loading, had contributed to a large number of wagons being 
ei ther left beh ind, d rawn empty, under-loaded o r over-loaded, 
the las~ one contributing to damage and con sequent sickness 
also. 

Wagon a vailability had also been affected by heavy detentions 
in the yards of steel p la nts and various private sidings as also in 
departmental workshops aud sidings of the Railways themselves, 
mos<ly due t o lack of adequte yard capacity, loacling/unloacling 
facilities, etc. 

(v) The number 
increased from 22518 
result, the number of 

of overaged wagons on line had 
in 1973-74 to 30354 in 1979-80. As a 
sick wagons (both in workshops and 

• 
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on sick lines in t·he yards) had also increased from 18717 in 
1977-78 to 2 1785 in 1979-80. In part, this was a lso due to the 
problem of coupler incompatibility consequent on the failure of 
the Rai lways to take adequate preventive measures to reduce the 
extent of damage to couplings of the wagons through correct 
o bserva nce of maintenance instructions and guard against large 
sca le pilferage of this item in their yards after 1977-78 . 

(vi) A serious cause of non-availability of wagons for traffic 
has been the increase in detentions to wagons at terminal yards, 
in marshalling yards (particularly in the central yards meant for 
tluough traffic) and enroute, due mainly to works for increasing 
the capacity of the yards a nd the reception lines therein having 
received comparatively lower priority, in terms of provision of 
fu nds and time taken to execute them, than doubling and gauge 
conversion works. 

O f the turn-round time of 13/ 15. 1 days in 1976-77/ 1979-80, 
3.3/5.6 days were contri buted by detentions in terminal yards, 
4.4/5.1 days by detentions in marshalling yards and 2 . 3/ 1 . 3 days 
by unaccounted time due to detentions in t ransit or short of 
junctions. 

(vii) A comparatively smaller factor of the increase in tu rn
round time was the increase in lead from 656 km in 1976-77 to 
717 km in 1979-80 . This increase had, however, been mainly 
contributed by the much longer average lead in respect of food
grains, ferti lisers and cement, due partly to cross-country traffic 
and partly to diversio n of short/intermediate lead traffic to road 
(because of the inability of the Railways to cope with the demand). 
A co-ordinated approach to rationa lise the movement of these 
commodities, to put the available wagon capacity to the best 
use, is yet to be evolved and finalised in consultation with the 
Ministries concerned . 

(vi ii) Consequent on the inability of the Railways to move 
the t raffic offered , and fol lowing a Government decision or other
wise, there has been considerable diversion of traffic, particularly 

S/25 C&AG/80-3 
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in the case of fertilisers and coal, to road, over un-economic Jong 
distance~ . This should be a matter for concern, particularly in 
the context of the oil crisis and the fact that, as pointed out by the 
National Transport Policy Committee, the 'Railways are an 
energy efficient mode' of transport. 

(ix:) The inability of the Railways to carry the available traffic, 
as evidenced by the large number of outstanding indents for 
wagons, i~ directly traceable to the decline in operating efficiency, 
a s reflected in the various operating indices, more particularly 
at the terminal yards, marshalling yards and enroute, which, in 
turn, was due to a significant extent to the imbalanced pattern 
of investment in the various traffic facilities. 

(x) Increase in the turnround time had adversely affected the 
a vailability of wagons for loadings to the extent of 2350 in 1978-79 
and 3491in1979-80 per day (on the BG) as compared to 1976-77. 
The position worsened in 1980-81, the turnround time on BG 
having increased from 15. l days in 1979-80 to 16.3 days upto 
October 1980. 

(xi) Considerable improvement in wagon utilisation, by means 
within the control of the Railways, and otherwise, would be 
required even to achieve the norms of turnround time adopted by 
the R ailway Board (14.4 days on BG) for assessing the require
ment of wagons during the Sixth Plan period. 

2. According to the Ministry of Railways (Railway Board) 
(December J 980) : 

(i) The number of outstanding registrations did not correctly 
indicate the unfulfilled demand in view of the practice 
of 'bogus' registrationc:; by indentors. 

(ii) More open wagons than covered wagons had bef n 
procured as the former were more economical. 

(iii) The existing line capacity a nd facil ities available at 
marshalling and terminal yards were adequate. 
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(iv) The deterioration in turnround was due to : 

(a) Large number of wagons by-passing large marshall
ing yards, resulting in the ·number of wagons waiting 
to be despatched going up; and · 

(b) Non-release of wagons by steel plants due to holdups 
in their yards and by trade due to inadequate faci
li ties like roads outside the R ailway premises, etc. 

3. The following are relevant in connection with the above : 

(i) No data/statistics in support of the contention . regarding 
' bogus' registrations were made available. If, however, 
there have been 'bogus' registrations, the existing arran
gements regarding registration fee fo r wagon indent 
(Rs.70/-per BG wagon/Rs. 150-since ;September 1980) 
would call for a review (e.g. by enhancement of fee, 
forfeiture, etc.). 

(ii) It is not in doub~ that trade and industry have been 
experiencing acute shortage of wagons, both covered 
and open, and that there is also a general preference for 
covered wagons due to security and immunity to damage. 

( iii) Even in the better years, there have been heavy detentions 
in the yards and unaccounted time, clearly indicating 
(see para l.21.2(iv)) that there is considerable scope for 
reducing detentions in the yards, short of junctions 
and at wayside stations so as to improve the availability 
of wagons for movement of traffic. 

(iv) The holdups of wagons in the yards of steel plants, etc. 
were due mainly to inadequate yard and terminal facili
ties consequent on these not having been streamlined to 
cope with the changing needs. 

M oreover, much also yet remains to be achieved , in con
sultation with the major users, for securing a co-ordinated and 
rationalised movement of traffic, particularly in bulk commodites. 
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Replacement of assets on the Railways* 

2. l Fo r replacement of assets, the Railways maintain a 
Depreciation Reserve Fund (ORF), which is financed by trans
fers fro m Revenue in terms of the recommendations periodically 
made by the Railway Convention Commi ttee of Parl iament 
(RCC) after considering the memoranda submitted by the 
Minis try of Railways (Ra ilway Board). 

2.2 For the period l966-71 , the RCC, l965 had recommended 
a tota l contribution to DRF of Rs. 650 crores, mainiy to mee( the 
replacement needs of overaged steam locos, wagons etc., the 
arrear· in track renewals having been mostly made up by then. 
The quantum of contribution had not taken into account the 
arrear.> of replacements, which were later assessed at Rs. 860 
crores as at the end of 1967-68. However, d ue to fi nancia l 
co n:>traints, the actual contribution from Revenue made during 
1966-7 1 was Rs. 485*~' crores only. 

The contribution du ring the period 197 1- 74 was, a. 
recommended by the RCC, 197 1, Rs. 330 crores. 

2.3 In view of past under provisioning, the RCC, 1971 had 
recommended tha t the technique of assessing the depreciation 
requi rements be refined and suggested the constitution of a wor
k ing group fo r this purpose . The Working Group entrusted wi th 
th is task evolved*** (December 1974) three alternative methods 
fo r providing depreciation, in terms of which the provisions for 
the period 1974-79 worked out to .Rs. 730 crores, Rs 658 crores 
and Rs. 750 crores respectively. Ad opting the second of the three 
a lternative methods, on the recommendation of the Ministry of 
Railways (Rai lway Board) that it was the most convenient, the 
R CC, 1977 fixed the contribution for the Fifth Plan period 

• A detailed draft review on the subject was issued to tbe Minis try of 
Ra ilways (Railway Board) on l 7tb December 1980 ; it was finalised in 
the light of the discussions held with the officials of the Railway Board 
on 8th January 198 1. 

• • Inclusive of contribution from production units a nd interest on funcf 
bala nces, Rs. 516. 92 crores during 1966-71 a nd Rs 360 . 91 crores during: 
1971-74. 

u • Report of the Working Group on DRF, 1975. 
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( 1974-79) also at Rs. 650 crores. · The actual contribution from 
Revenue made during this p~riod was also Rs 650* crores 
.<f.espite the u nprccedented price i ncreascs since J 970-7 1 '~'~ . 

Having regard to the arrears of replacements, the Ministry o f 
R ailways (Railway Board) stepp:!d up the contribution lo DRF 
~uring J 979-80 to Rs 200 crores. 

2.4 According to the Ministry of Railways (Railway Board), 
the contribut!onS to the DRF were based on the minimum re-
'QUirernents for replacements as determined during Plan discussions. 
However, even the contributions made to the DR F had not 
been uti lised in full as indicated below : 

(Rs in crorcs) 

Period Contribu- Total Amount Saving 
tion from contribu- spent on 
Revenue tion in- renewal 

elusive of of assets 
contri bu-
tion from 
production 
units and 
interest on 
balances in 
DRF 

1969-74 (5 years) 525 572 494 78 

1974-79 (5 years) 650 722 616 106 

1979-80 200 219 187 38 

*Inclusive of contribution from production units and in terest on fund 
balances, Rs 721 .80 crores during 1974-79. 

0 The All Commodities price index had gone up from 181 .4 (base I 961-62) 
iin 1970-71to310. 7 in1976-77 and 336.5 in 1978-79. 
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The amounts actually budgeted and utilised for replacement 
of overaged assets during t he period 1974-79 and 1979-80 were a~ 
fo llows : 

Replacements 

As budgeted Actuals 

1974-79 1979-80 1974-79 1979-80 
(Rs in crores) (Rs . in crores) 

l . Rolling Stock : 

Locos (Diesel/Electric to 
replace overaged steam) 92 .88 34.35 77.76 7.35 

Coaches 88.46 22.27 116.56 16 .87 

Wagons 146.49 47.89 137 .50 57.29 

2. Track renewals 

Primary (Maia lines) and 
Secondary (Branch lines) 206.00 88.38 167.30 88. 53 

3. Plant & Machinery 24.55 10.00 26.76 6 . JO 

4. Other items 103 .90 2. 11 90. 12 I J. 31 

Total 662 .28 205.00 616.00 187.45 

Jn the event, the uouti lised balances in the ORF amounted to 
Rs. 175.74 crores, Rs. 2 2.87 crores and Rs. 313.07 crores at the 
end of 1973-74, 1978-:79 and 1979-80 respectively. Ooe of t he 
rea ons fo r this high ba lance was that the extent of credits for 
released materials on condemnation/ renewal of assets (Rs. 222 
crores from track renewals a lone during 1969-79))ad:not_been 
anticipated realistically and taken into account in planning the 
outlay on replacements. 

2.5 As a result of the inadequate contributions to as well as 
under util isation of the DRF, there were heavy short falls in 
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replacement of assets during the quinquennium 1974--79* as 
indicated below 

Assets 

R<Jllinr: Stock 

Locos 
Coaches 
Wagons 

Track : 

Target 
for 
replace
ment 

923 
3537 

24475 

Primary renewals (in km) 

Rails . 8000 
Sleepers 10000 

Secondary Renewals 

Rails . 2000 

Sleepers 2000 

Actual 
replace
ment 

363 
1662 

20476 

3655 
5061 

1497 

1297 

Short 
fall 

560 
1875 
3999 

4345 
4939 

503 

703 

Percent
age 

Arrears 
of replace-
ment of 
assets 
taking in
to account 
further 
arisings 
upto 
31-3-19790• 

60.67 
53 .00 
16 .34 

892 
3014 

31706 

54.31} 
49 . 39 

25. 151 
~ 

54.20) 

7788 

5260 

While the provision needed for replacement of overaged plant 
and machinery during the Fifth Plan (1974--79) was Rs. 350 
crores, the budget provision made and the actual expenditure 
were only Rs. 24.55 crores and Rs. 26.76 crores respectively. As 
a result, by the end of 1978-79, the percentage of overaged plant*** 
and machinery in the mechanica l workshops was 77, that in 
production units, 53 and that in loco sheds and sick lines, 46. 

2.6 As regards the under provisioning as well as under utili
sation of the ORF, the Ministry of Railways (Railway Board) 
had explained in their memoranda to successive RCCs the 
constraints arising out of the R~ilways' difficult financial position 
since 1966-67. 

*Complete data in respect of 1979-80 not yet available (December 1980). 
•• RCC Yill Report, Pages 116-119 

0
• Report of the Working Group, Sixth Plan, 1980-85. 
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2.7 The financial position of the Railways in the years from 
1966-67 to 1979-80 is indicated below : 

(Figures in crores) 

Annual IV-Plan Y-Plan 1978- 79 1979-80 
Plans 1969-74 1974-78 
1966--69 
Yearly Yearly Yearly 
average average average 

(a) Revenue receipts 828.81 1071 .30 1842.55 2161 .30 2404.41 

(b) Working ex-
penses including 
DRF & Misc. 
expenses 706.5 935.25 1627 .62 1900.47 2177.12 

(c) Dividend to 
General Revenues 141 .53 160.93 205 .30 224.1 6 293.53 

(d) Net surplus/ 
deficit (-)19 .22 (-) 24.85 9.63 36 .66 (-)66.24 

Even during the years 1974-78 and 1978-79, wheo the 
Railways financial position showed a surplus, the contribution 
to DRF had not been stepped up keeping in view the rising re
placement costs, the need to replace overaged assets etc. Rea listic 
provisioning would have necessitated raising more revenue 
through adjustment of tari ffs or economising in ordinary 
working expenses or both. 

Underutilisation of the DRF was stated to be due to constraint 
of overall resources for the Plan. In th is connection it was seen 
that, despite the codal provision that renewals should precede 
additions to roll ing stock, the stock procured was taken partly 
to replacement account and partly to additional account even 
when the additional traffic generated during the relevant period 
did not justify additions to rolling stock to that extent. 

A review by Audit disclosed that the number of overaged 
BG wagons originally programmed~to be replaced during 1969- 74 
was 21344*. However, of the total number of BG wagons pro
cured** during 1969- 74, 11iz 47945, only 16809 were taken to 
replacement account and 311 36 to capital account. As a result, 

• RCC VJII Report 1973 Page 11 8. 
• •Monthly Wagon Production Review. 

i 
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as many as 12054 BG overaged wagons remained on line unre
placed as on 31-3-1974. (The total number of overaged wagons 
of all gauges then was 26085). 

During the Fifth Plan (1974-79), while 59338 wagons were 
procured only 20476 were taken to replacement account and the 
balance (38862) to capita l account ; as at the end of 1978-79, 
the number of overaged wagons of a ll gauges was 3 1706 (33249 
at the end of 1979-80). 

Similarly, a number of BG steam locos in use for main line 
goods services had been rendered surplus as a result of dieselisa
tion/electri fication. Though, on the basis of the traffic materia
lisation from year to year, withdrawal from service of as many 
as J J 19 and 965 steam locos during the Fourth and the Fifth 
Plan periods respectively was warranted, the nu mber actually 
withdrawn was only 726 and 383 steam locos respectively, ap
prehending shortage of locos for meeting the traffic bui ld up. At 
the end of 1978-79, as many as 371 BG overaged steam locos were 
still to be replaced (248 at the end of 1979-80). 

The continued retention of overaged wagons and locos on 
line as also plant and machinery in the workshops and th·~ 
arrears of track renewals me.ant mo re sick wagons, more 
steam locos than needed, increase in the cost of repairs and 
maintenance,speed restrictions a·nd accidents due to rail 
breakages, in turn .affecting the financial position of the 
Railways. 

2.8 The estimate•:• of the Ministry of Rai lways (Railway 
Board) for replacement of assets during the Sixth Plan period 
(J 980-85) is R s. 1630 crores comprising Rs. 600 crores for 
arrear replacements and Rs. 1030 crores for current replacements, 
despite the arrears of replacements having been estimated at 
Rs. 860 crores as early as in 1968. 

2.9 Accordi ng (January 1981) to the M inistry of Railways 
(Rai lway Board): 

- The outlay on replacements was dependent on the fund 
made available as part of the overa ll planning process. 

• The RCC 1977 II Report. 
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The actual expenditure on replacements was subject to 
the limitations set by the production capacity in the 
country for rails, wagons etc. 

Overaged wagons, locos etc. had to be retained in service 
and could not be condemned in view of the requirements 
of traffic etc. 

2.10 ln connection with the above, the following may be 
noted : 

As brought out earlier, the needs of replacement of 
overaged assets had not been adequately provided for. 
Further, even the funds p rovided under the DRF had 
not been fully utilised over the years. 

As for the limitations of availability of materials, the 
procurement of wagons and rails had been most uneven . 
Thus, the number of wagons procured* (all indi
genous) was 14918 in 1969-70, 8532 in 1971-72, 
10958 in 1974-75, 12176 in 1975-76, 12022 in 
1978-79 a·nd 10,827 in 1979-80. Similarly the pro
curement*~' (all indigenous) rails was 1.26 lakhs 
tonnes in 1969-70, 2.29 lakh tonnes in 1972-73, 
0.63 la.kh tonnes in 1975-76 and 1.20 Lakh tonnes 
in 1977-78, 1.48 Jakh tonnes in 1978-79 a·nd 
1.80 lak.h tonnes in 1979-80. It would appear that 
there had not been adequate co-ordination in the 
matter of utilisafron of capacity for wagons a·nd rails 
in the country. 
Considering the extent of overaged wagons, locos and 
plant and machin-:: ry as also the arrears of even primary 
(main line) track renewals, the economics of retaining 
these assets in service with due regard to the available 
financial and physical resources, do not seem to have 
been adequately considered. 

'" Monthly Wagon Production Review for the rckvant months (total 
for the ye:ir). 

0 Statement No. 8 : Note on Supply Position of Permanent way materials 
of the rclev?.nt periodsjyears . Figures of Actuals 1979-80, as 
appearing in this Review are provisional. 

J( 
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CHAPTER II 

ROLLING STOCK 

3. Eastern, South Central and Southern Railways-Heavy ~deten
tion to wagons inside departmental yards 

3. l While commenting on the excessive detention to wagons 
(on an average 18 days) in the departmental lworkshop/stores 
yards at Perambur (Southern Railway) due to improper layout 
of the yards, non-availabi lity of cranes and shunting engines 
and poor maintenance of track, the Public Accounts Committee 
in their 224th Report (5th Lok Sabha) had recommended 
streamlining of Railway operations in the departmental yards 
of the Southern and other Railways. The Ministry of 
Railways (Railway Board) had thereupon issued instructions 
(October 1974) to fix, after a proper time study, free 
time for all traffic wagons dealt with inside their departmental 
yards as was done in the case of private and assisted 
sidings. 

3.2 Reports received from the Northern, North Eastern, 
Northeast Frontier, South Eastern and Western Railways show 
that free time for loading and unloading operations of wagons 
has been fixed in most departmental yards, after time study, 
at not more than 24 hours or on the basis of pilot to 
pilot system (which a lso meant a period of a day or 
24 hours as normally pilot engines make one trip in a day 
unless otherwise notified). However, in the following 

37 
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departmental workshop/stores yards free time exceeding 
24 hours has been fixed : 

Railway 

Central 

Eastern 

South Central 

Southern 

Name of Workshop/ 
Stores Depot Yard 

Free time fixed /allowed 
(io terms of hours) 

Workshop and Stores 48 (for all operations) 
(for single operation) 

(for double operation) 
Depot, Parel/ Matunga 32 

Liluah Workshop and 
Stores Yard 
Belur Scrap Yard 

56 

42 (for single operation) 
72 (for double operation) 
36 (for single operation) 
60 (for double operation) 

Workshop & Stores J 92 (for a ll operations) 
Depots, Lallaguda (Revised to 144 hours 

from 1-1-78). 

Loco & Carriage- 192 (for all operations) 
Workshop, Perambur (Revised to 96 hours 

from 1-8-80) 

Integra l Coach Factory 216 (for all operations) 
(ICF), Perambur (Revised to 120/96 

hours for furnishing/ 
shell uni t from 6-8-80) 

Golden R ock Work- 168 (for all operations) 
shop, Tiruchirapalli (Revised 10 72 hours 

from 1-1-80). 

3.3 A review by Audit of the justification for:higher free time 
and of detentions to traffic wagons after 1978 in the above men
ti oned workshop/stores yards on the Eastern, South Central and 
Southern Railways disclosed the following 

Eastern Railway 

3.3.1 Liluah Workshop and Stores Yard 

Traffic wagons carrying materials for workshop and Stores 
Depot suffered detention ranging from 141 to 146 hours during 
the period from 1974-75 to 1977-78. The following factors 
were fou nd to be responsible for the heavy detentions by a com
mittee of officers, which also had suggestedj(June 1977) remedial 
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measures necessary to bring down the detention to wagons, as 
indicated below : 

Reasons for heavy 
detention 

(i) Workshop y3 rd was being 
used as transportation yard 
for stabling loaded wagons 
intended for other consi
gnees . 

Remedial measures 

• 
- A detailed procedure of operations 

between transpo1tation yards and 
workshop yards was to be introduced. 

(ii) limited unloading capacity - Provision of :i separate departure line 
at unloading points. for coaching stock to increase the 

fluidity of wagons in the yard. 

(iii) Accumulation of a large - Regular despatch of 60/80 condemned 
number of condemned wagons per month to the cutting-
wagons affecting mobility up ya rd. 
of wagons in the yard due - The a uction and cutting-up work to 
to delay in their despatch be shifted to an adjacent location at 
for auction and cutting-up Dankuni which could be served by 
work. the same pilot serving Liluah Work

shop. 

Belur Scrap Yard 

3.3.2 This yard receives wagons contamrng scrap materials 
for disposal. The operational constraints noticed in this yard and 
the remedial measures suggested (June 1977) were as indicated 
below : 

Reasons for detent ion Remedial measures 

(i) Irregular supply of pilot - Coordinated efforts by the Operating 
engines. and Depot staff to rationalise the work

ing of the pilot and the loading and 
unloading operations. 

(ii) Dearth of crane power. - Provision of new cranes etc. 

(iii) Poor condition of the track - Rehabilitation of the track inside the 
inside the yard. yard. 
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3.3.3 Nevertheless, heavy wagon detention continued in the 
above two yards during 1978-79 and 1979-80, as indicated below: 

Year No. of No. of Percentage Average 
wagons wagons of wagons detention 
handled detained detained per wagon 

beyond the (in hours) 
liberalised 
free time 

l. Lil11ah Workshop & Stores Yard. 

1978-79 2009 2009 100 136 

1979-80 2007 1958 97 220 

2. Be/11r Scrap Yard. 

1978-79 3446 1432 42 88 

1979-80 2864 1465 51 89 

In this connection it was noticed by Audit (December 1980) 
that except for provision of crane handling facilities, there had 
been little progress in the implementation of the remedial mea
sures listed above to bring down the detention to wagons inside 
both the departmental yards. 

This para was issued to the Administration on 4th September 
1980; its reply is awaited (January 1981). 

South Central Railway 

3.4 Workshop and scrap depot at Lallaguda 

Traffic wagons were being deployed for carriage of scrap 
arisings from the workshop to the scrap depot located at a dis
tance of about 250-300 metres from the workshop; this involved 
loading, haulage over rail for a distance of 7 km and unloading 
each wagon taking 64.6 days on an average (during 1975-76). 
The abnormal detention to the wagons was examined by a study 
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team, whose findings and the remedial measures suggested by 
it were as follows : 

Reasons for detention Remedial measures 

Lack of direct approach road 
or rail link between the work
shop and the scrap depot 
separated by a distance of 

- Construction of a road inside the scrap 
yard/shop and of a rail track between 
the workshop and the scrap depot. 

1/4 km (250-300 metres). 

Movement of wagons through 
a number of loading/unload
fog points and yards for 
7 km between the workshop 
and the scrap yard. 

Inadequate hand ling faci li-
ties and availability of only 

one pilot engine for all 
operations inside the work
shop and scrap yard. 

- Provision of a gantry and hoist and 
arranging movement of scrap by tippler 
van, road tractors, etc. by road. 

While in August 1977 free time of 192 hours (8 days) was 
fixed due to the constraints of yard lay out mentioned above, it 
was revised to 144 hours (6 days) from January 1978. However, 
detention to traffic wagons in the workshop continued during 
1978-79 and 1979-80, as indicated below 

Year No. of No. of Percentage Average 
wagons wagons of wagons detention 
handled detained detained per wagon 

beyond the (in hours) 
liberalised 
free time 

1978-79 943 317 33.61 212.90 

1979-80 573 93 16.23 104 .99 

The practice of transporting scrap in wagons from the work
shop to the scrap depot (involving haulage over a distance of 
7 km) was also continuing (1980). 118 wagons being utilised for 
this purpose during January- June 1979, each taking an average 
of 71.6 days for the journey. 
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The Railway Administration stated (December 1980) that, 
to mitigate the situation, certain works had been included in the 
preliminary works programme for 1981-82. These works have, 
however, not been finally approved by the R ailway Board 
(December 1980). 

Southern. Railway 

3.5. Loco and Carriage Workshop, Perambnr, ICF, Peram
bnr and Golden Rock Workshop, Tirucbirapalli. 

The free t ime of 192,hours fo r L oco ond C:trriage Workshop, 
216 hours for ICF and 168 hours for Golden Rock Worksh~p, 

fixed from January 1979, pursuant to the Rai lway Board's ins
t ructions of October 1974, was required to be further reviewed 
and reduced by streamlining the operations inside the workshop 
and by modernisation of the handling facilities e tc. 

H owever, heavy detention to wagons in the above three de-
partmenta l yards continued during 1978-79 and 1979-80, as 
ind icated below : 

Year Number Number percent- Average 
of of age of detention 
wagons wagons wagons per 

handled detained detained wagon 
beyo11d (in hours) 
the 
liberalised 
free 
time 

Loco & Carriage 1978-79 3258 517 15.87 354 

Workshop, Perarnbur. 1979-80 3314 1253 37.81 435 

Integral Coach Factory, 
1978-79 Perambur 798 208 26. JO 396 
1979-80 721 291 40.36 388 

Golden Rock 1978-79 3607 976 27. I 257 

Work shop 1979-80 3576 365 10 . 2 362 

The Southern Railway Administration stated (November 
1980) that the free time had been reduced from August 1980 to 
96 hours per wagon at the Loco a nd Carriage Workshop, Peram
bur and 96-120 hours per wagon at ICF and, from January 

.. 
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1980, to 72 hours per wagon at the Golden R ock Workshop. 
Further measures to bring down the detention to wagons such 
;ts strengthening of track, reducing the number of unloading 
points inside the shop area, provisioning of cranes, truck lifts, 
·t..:. , were stated to be still under consideration (November 1980). 

3.6 The followi ng c:>:nments arise in this case : 

(i) The free time (target for detention) fixed, per wagon at 
the various departmental yards referred to above, is 

.still excessive as compared to the normal free time of 5 
hours for the general trade/24 hours under the pilot to 
pilot system for others a llowed by the Zonal Rai lways. 

(ii) The constraints already identified as leading to heavy 
detention were required to be overcome or minimised 
through improvement in layout, track, siding facilities, 
handl ing facilities, etc., so as to release wagons 
fo r use of the general public; however, the progress 
achieved in the implementation of these measures by the 
Zonal Rai lways had been slow, despite the Public Ac
counts Committee's recommendations to this effect as 
early as in 1974. In the case of of the South Central 
Railway, the minor works and faci li ties required to 
overcome the constraints due to layout of the shops a nd 
scrap yard were being included in the works programme 
of 198 1-82 only. 

(i ii) Reduction of nearly 50 per cent in the free time (to 72-
120 hours for all operation<;) had been achieved by the 
Southern Railway by streamlining the opo::rations inside 
their workshop arm without p roviding additional faci li
t ies on a large scale, which would indicate that the 
excessive free time per wagon permitted at the worksheps 
referred to above on the South Central and Eastern 
Railways could also have been brought down more 
significantly. 

S / 25 C&AG/80-4 . 
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(iv) The loss of earnings in terms of wagon days lo t due to 
excessive detentions in the workshop area beyond even 
the latest liberal free time would work out to Rs. 68.21 
lakhs during the years 1978-79 and 1979-80. 

(v) In respect of 118 wagons on the South CeDtral Railway 
(referred to in para 3.4), the loss of earniDgs was of Lhe 
order of Rs. 13 lakhs during January to June 1979. A 
test check of 43 of these 118 wagons indicated that each 
of them had, on an average been loaded only to the 
extent of 46 per cent of its carrying capacity, thereby 
adding further to the loss of avai lable capacity for 
general traffic. 

4. Southern Railway-Detention to wagons at sidings 

A wagon Exchange Book/Vehicle Register is required to be 
main tained at each station/marshalling yard to record and watch 
the transit of each wagon passing through the station/yard. 
Besides, tbe placement and removal of wagons is required to be 
recorded through siding vouchers also. 

Under the system of pilot to pilot placement of wagons in 
operation for placement of wagons between the Tondiarpet 
Marshalling Yard (Madras) and the Madras Refinerie Ltd. 
siding, a batch of 26 open empty wagons was shunted by a pilot 
train into the refinery siding, against pending demands for empty 
wagons, fo r loading on 25th January 1979. These wagons, 
though loaded within the permissible free time were held up 
for}20 days in the siding i.e. upto 14th February 1979, when these 
were moved by an outgoing pilot train. 

During the period October 1978 to September 1979, then! 
were 29 similar other cases of detention involving a many as 
172 wagons which, after loading, had been detained for a period 
ranging from 6 to 9 days. Two more oil sidings in the sarnc 
area are also served by the same yard, viz Burma Shell (Bharat 
Petroleum Company) oil siding and Caltex siding (Hindustan 
Petroleum). A review of their records also revealed similar 
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..cases of detention to tank wagons ranging from 4 to 15 days. The 
loss of earnings due to avoidable:detention to wagons in all the'e 
.cases during the period October 1978 to Decem ber 1979 amounted 
to Rs. 1.46 lakhs. 

In respect of the first case, the Ra ilway Adm inistration ' la ted 
(May 1979) that restrict ion on the movement or stean1 t:ngine 
into the 'fi re zone' area of the siding without suitable number of 

..empties to act as buffer was mainly responsible for the de tention5 

. .as ufficient number of empties were not available. 

T he followi ng co mments are made in this case : 

.(i) The serving station/yard, Toudiarpet , being a major 
marshalling yard in this area, about 370 to 1128 em pties 
per day were always available in the marshall ing yard 
ito serve as dummies. Tb_is being so, the plea that 
·sufficient number of dummies etc. was not available does 
not a ppear convincing. Clearly the available dummies 
etc. bad not been uti lised in a planned manner to mini
mise detention to stock shunted to the sidings . 

. ~i i ) The wagon Exchange Book/ Vehicle Register had not 
been correctly maintained at the Tondiarpet Marshalli ng 
Yard a nd reviewed ; the detention in all cases bad occurred 
due to defective implementation of the procedure pres
cribed for maintenance of the Book/Register. 

(iii) The requirement of watching despatch and release of 
wagons to and from sidings through issue of siding vou
chers etc. to the siding owners was not being observed by 
the staff o f the yard. 

The Ministry of Railways (Railway Board) slated (December 
1980) that it was now proposed that t~e operations in major 
y ards should be entrusted to a gazetted officer posted at the yard . 
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5. Eastern Railway-Damages to and deficiencies in wagons. 
delivered to a steel plant 

With a view to detecting damages and deficiencies caused 
lo /in wagons while in the custody of steel plant authorities, 
the Ministry of Railways (Railway Board), in January 1964, 
prescribed a joint check of all wagons in the exchange yard 
by the staff of botb the Railways and the steel plant concerned . 
Ba ed on this check, the cost of the damages and deficiencies is 
to be recovered from the steel plant authorities. 

rn the case of Durgapur Steel Plant (DSP), however, accor
di ng to the procedure settled a t the Administration level in July 
1961, and in force since February 1962, only six (which also 
were low valued) items out of the usual 22 items of wagon fitt
ings were being subjected to a j oi nt check at random in three 
phases of five days each every six months. The unit cost of dama
ges and ddiciencies per wagon so arrived at was applied to all 
the wagons interchanged during the period of the p revious 
6 months in order to work out the amount to be recovered from 
the DSP. 

In rc~ponse to a request (May 1967) from DSP for continuance 
of the rru1dom check system in relaxation of the prescribed pro
cedure, the Ministry of Railways (Railway Board) informed the 
steel plant authori ties (July 1968) that the correct method of 
assessing the damages to and deficiencies in wagons was the 
contirtuolls joint check system prescribed in 1964. This was 
rei terated by the Railway Board in 1970. The matter was also 
discu!ised between the Administration and DSP authorities in 
May 1976 but the latter expressed inability to implement the 
conticmous joint check system because of saturation of the steel 
plant exchange yard and the DSP yard, absence of line capacity 
and extra expenditure on deployment of add itional staff required 
for such check. As a resul t, the stqtus quo was maintained. 

Later, duri ng a ra ndom check exercised jointly from 
ist March to 5th March 1976, wh ile the Railway representatives 
extended the scope of the check from 6 items to all the 22 items, 
tl' c DSP representatives d id not agree to check additional items 
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beyond the 6 items checked hitherto. The unit cost of damages 
and deficiencies per wagon, on the basis of the check of 22 items, 
was assessed at Rs. 7 .82, as against 49 paise assessed in the pre
vious year based on 6 items of wagon fittings. The former rate 
was, however, not accepted by the plant authorities on the ground 
that the number of items checked had been unilaterally raised 
by tht: Railway from 6 to 22. Consequently, claims, based on 
6 items of wagon fittings only, were raised by the Railway (J an
uary 1977) on DSP at 72 paise per wagon for the period 
J st Janua1y 1976 to 30th June 1976 and at 56 paise per wagon 
for the period 1st July 1976 to 1st December 1976. 

Computed with reference to the uni t cost of damages and 
deficiencies based on random check of all the 22 items during 
the period from January 1975 to December 1977, short recovery 
from the DSP would work out to Rs. 29. 66 lakhs per annum on 
an average. 

In this connection it may be mentioned that the system of 
-continuous joint check is in vogue in the steel plants at Bhilai 
and Rourkela, and the cost of all damages a nd deficiencies 
detected during such joint check is recovered from the steel 
plants concerned. 

The Ministry of Railways (Railway Board) stated (June 
1980) that the question of compensation for the damages and 
deficiencies detected had been in correspondence with the steel 
plant authorities who had repeatedly expressed their inability 
to introduce continu ous j oint check due to non-availability of 
line capacity and saturation of exchange yard at DSP, and even 
to carrying out random check in respect of all the 22 items ins
tead of 6 items of wagon fittings. 

Jn October 1980, the Administration stated as under : 

(i) The Ministry of Railways (Railways Board) had since 
decided (June 1980) that billing should be done for da
mages and deficiencies noticed during random joint 
check in respect of all the 22 items. 
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(i i) The Ministry of Steel and Mines bad been requested to• 
issue suitable instructions to DSP on the same lines, 
but its reply was still awaited ; meanwhile, the existing 
procedure was continu ing. 

Short recovery of damages and deficiencies to/ in wagons, 
last assessed in I 978 at Rs. 29. 66 lakhs per annum, is consequ
ently continuing (November 1980). 

The M in istry of Ra ilways (Railway Board) added (December 
1980) tha t the matter would be pu rsued with the Ministry of 
Steel and Mines at the Secretary level. 

6. Wrstern Railway-Immobilisation of Railway coaches con
sequent on fire during shooting of "The Burning T rain" 

On 22nd November 1977, a film company of Bombay app
roached the Mi11istry of Rai lways (Rai lway Board) for facilities 
to shoot a fi lm. The Burning Train, involving scenes and sequences 
of fire on a superfast train. The proposal also envisaged pro
' iding the company with 8 coaches from the Rajdhani rake or 
coaches set aside for condemnation, to be painted and refitted to 
look like the Rajdhani coaches. 

On 24th November 1977, the Ministry of Railways (Railway 
Boa rd) d irected the Northern, Central and Western Railways 
to extend necessary facil ities to the film company for shooting the 
film on payment of normal charges under the extant policy (in 

· force since September 1973) , which specifies a licence fee per 
shooting day per station and usual charges fo r rolling stock and 
o ther faci lities made available at full tariff rates. Even though 
exposure of rolling stock to fire hazard etc. was involved, tbe 
question of p rior settlement of the terms and condi tions with 
the com pany was not specifically considered in the Mini stry of 
Railways (Railway Board). 

The Western Railway Administration a llocated (December 
1977) 8 coaches ruuning in superfast express trains, after getting 
them painted to the Rajd hani colour scheme, and handed them 
over (Ja nua ry 1978) to the film company for use in connection 
wi th 1he film shooting. 

.1 
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Detailed terms and conditions for use of the coaches, parti
cularly in view of the fire hazard, were not settled in advance by 
the Administration also. 

During the shooting of various sequences of the fi lm bet
ween 6th March 1978 and 15th March 1978, five (3 passenger 
coaches and 2 dining cars) of the eight coaches got damaged 
but the damage was not surveyed immediately thereafter for 
assessment of the repairs required. [nstead, all the eight coaches, 
including those damaged, were sent to the workshop for repairs/ 
periodical overhaul on 20th March 1978. 

A j oint enquiry was held in April/May 1978 to assess the 
damage and, meanwhile, the film company was requested to 
pay an amount of Rs. 2. 50 lakhs provisionally to cover the cost 
of repairs. The company deposited Rs I lakh in cash and fur
nished a guarantee bond for Rs I . 50 lakh on 9th March 1979, 
the validity of which was later got extended upto 27th February 
1981. 

Three out of the eight coaches, which were not damaged, 
were overhauled and sent out for passenger service after a period 
of 18 days to one month (i. e. in April 1978). However, the five 
damaged coaches were kept awaiting repairs for a period of more 
than 9 months (reasons for which could not be stated by the 
Administration) and the repair/rectification of the damage took 
a further period of five to ten months; one coach was still in the 
workshop undergoing repairs (August 1980). The loss of earning 
capacity of the three damaged passenger coaches, after excluding 
the period for which they were loaned to the fi lm company for 
shooting and also after making allowance of a month for the 
POH period, works out to Rs. 7 . 68 lakhs. 

While the initial estimate for the rectification work to be 
done on the coaches was Rs. 4. 23 lakhs, this was later re-assessed 
a t Rs. 1 .95 lakhs as per the latest estimate of the Railway 
Administration in March 1980. A claim for R s. 5. 25 Jakhs to
wards repairs (Rs. 1.95 lakhs), revised additional shooting char
ges (Rs. 2. 30 lakhs) and loss of earnings from these coaches 
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(Rs. 1 lakh for 1 he extra time taken for POH of the damaged 
coaches) was preferred ag!-.inst the film company on 28th March 
1980. Against this, the Railway Administration held Rs. } lakh 
deposited by the company and the guarantee bond for 
Rs. J .5 lakbs valid up to 27-2-1981. 

The film company, on 31st March 1980, repudiated the Rail
way's claim stating inte1 alia that : 

(i) The claim towards cost of damage to coaches had been 
preferred without necessary data to enable a cross check 
and ensure that the bills being raised against the com
pany related only to the damage sustained to the coache~ 
du ring the shooting of the film. 

(ii) The consequential loss of earning capacity due to damage 
to rolling stock was not to be borne by the company as 
this aspect had not been made known to the company 
earlier. 

As the company sought arbitration for settlement of the 
Railway's claims, the Railway Administration referred the 
matter to a sole arbitrator in May 1980. The arb ;trator (Chief 
Workshop Engineer Western Railway) bas since (November 
1980) made an award for a total sum of Rs. 1.14 lak.hs only 
against the Railway's claim of Rs. 5. 25 lakhs. 

The following comments arise in the case : 

(i) The facil ities asked for by the film company for shooting 
a film, interalia, involved sequences of fire in a train. 
This was not covered by the extant policy and rules on 
coaching tariff, but without settling the detailed terms 
and conditions, especially against damage to coaches 
by fire etc., and without ensuring adequate safeguards 
8 coaches were made available to the company. 

(i i) While the company had asked for coaches either from 
the Rajdhaai rake or set aside for condemnation subjecl 
to suirable modification, the Railway Administration , 
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without considering the latter alternative, detached 8 
coaches of superfast trains and made them avaialablc to 
the companv. The question of loss of earnings owing to 
immobilisation of the coaches was also not settled in 
advance with the company. 

\iii) The dam:tge to the coaches was not surveyed, nor any 
assessment of the rep:tirs required made, immediately 
after the fire incident and intimated to the film company. 
Instead, the coaches were sent (March 1978) to the 
workshop for repairs/periodical overhaul and the 
claim for damage was preferred on the company over 
2 years later in March 1980. 

(iv) There was also undue delay in rectification ot: the da
mage and periodical overhaul of the coaches and 
making them fit for regular passenger service; one of the 
coaches of superfast trains was still i o. the workshop 
(August 1980). 

As already stated, the loss of earnings due to immobilisation 
of the three passenger coaches alone (excluding the period of 
loan to the company and normal POH period) works out to 
Rs. 7 .68 lakbs. Against this, as also the shooting charges and 
the cost of repairs, the r.Railway ~ may be able to realise only 
Rs. I . 14 lakhs. 

7. Integral Coach Factory- Manufacture of longer sleeper coach 

The normal length of broad gauge (BG) coaches on the 
Indian Railways is 21337 mm (70 feet). Introduction of longer 
coaches, in the expectation that it would result :n cons.derable 
operational advantages by way of reduction in unit weight of 
train per passenger, was being considered by the Ministry of 
Railways (Railway Board) for quite some time. The Research, 
Designs and Standards Organisation (RDSO) accordingly de
veloped (July 1974) a design of 23165 nun (76 feet) long BG 
coach in consultation with the Ministry of Railways (Railway 
Board) and the Integral Coach F actory (ICF), Madras . 
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After considering the RDSO's proposal, the ICF informed 
the Ministry of Railways (Railway Board) in August 1974 that 
the following aspects:weighed against the int roduction of 76 feet 
long coaches. 

(i) Contrary to anticipations, the tar e weight and gross 
weight of trains with 76 feet long coaches would be more 
compared to trains with 70 feet I o ng coaches; 

(ii) Manufacture of 76 feet l ong coaches wo uld require 
substantial alterations/modifications: of jigs and tools; and 

(iii) The increase in length of coaches by 2 metres would 
necessi tate provision of more space in the assembly 
and finishing ~hops . 

ICF also pointed out the need for consideri ng the facilities 
that would be necessary in the zonal Railway workshops for 
maintena11ce of the longer coaches as well as availability Of tra
versers of adequate length for them. 

Taking an overall view, ICF concluded (August 1974) that 
"i t is the considered opinion of the ICF that the drawbacks 
inherent in the introduction of 76 feet long co.ach far out weigh 
the benefits, if any, that might accrue". 

It might be mentioned that earlier, in reply to RDSO's en
q uiry(J J1. ~ 1970) as to the repercussions of introducing 76 feet 
long coaches on the rep1ir facilities avai lable in workshops and 
o pen I ines, the zonal Railways had also indicated the need for 
facilities in the form of longer traversers, increased length of 
bay etc. in workshops for maintenance of these coaches. 

During March-April 1977, the Commercial Directorate of 
the Ministry of Rai lways (Railway Board) and RDSO worked 
out an eco no mic appraisal of introduct ion of 76 feet I ong coaches, 
which indicated a net financial gain of Rs 0. 58 lakh and Rs. 2. 66 
lakhs respectively per annum as comp:ired to a 70 feet coach rake. 
The appraisal was based mainly on the following assumptio ns: 

(a) a 76 foet long coach with 80 berths cJp acity would cost 
5 percent more than a 70 feet long coach with 75 be1ths; 
and 
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(b) a train of 17 longer coaches (76 feet), as against 18 
conventional (70 feet) coaches, would carry 80 addi
tional sitting passengers or 10 passengers having sleeper 
berth . 

lt did not, however, take into account the modifications to 
jigs, fixtures, shop layouts etc. involved in the manufacture of 
longer coaches and the addi tional faci lities required in the zona l 
Railway workshop3 for their maintenance. According to the 
Economic D irectorate of the Ministry of Ra ilways (Railway 
Board), after all the parameters had been fixed, a final decisio n 
whether to go a head with the ma nufacture could be taken. 

While the economic viability of the longer coach, thus, re
mained unestablished in the absence of a complete economic 
a ppraisal encomp1ssing all the related aspects, the Ministry of 
Railways (.Railway Board) decided (June 1977) on the manu
facture ofla prototype~of 76 feet long coach in ICF, having regard 
to the assurances given by the Minister of Ra ilways in his Budget 
speech (11th June 1977) about more to ilets and better water 
supply facili ties in second class coaches. Accordingly, !CF 
was authorised to undertake manufacture of a prototype 76 feet 
~ccond class 3 tier sleeper coach. 

CCF had estimated (July 1977 and February 1978) the manu 
facturing cost of the prototype coach at Rs. 6. 75 lakhs
Rs. 4.48 lakhs for the shell and Rs. 2.27 lakhs for furnishing. 
Compared to the cost (Rs. 4. 72 lakhs) o f a conventional coach, 
the estimated cost of the pro totype coach was 43 percent more 
as agains, 5 percent cost increase adopted in the economic 
a ppraisal made before deciding on the manufacture of the 
prototype. Consequently, the financial advantage of 76 feet long 
coach, as envisaged in the economic appraisal, was vitiated . 

However, without apprising the Minist ry of Railways (Rai l
way Board) of the much higher cost of the longer coach to ena ble 
them to reconsider the quest ion of manufacture of a pro totype, 
lCF proceeded with. the building of the prototype coach and 
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completed it in October 1978 at a tota l cost of Rs. 9. 24 lakh.~ 
(Rs. 6.69 Jakhs for the shell and Rs. 2.55 lakhs for furnishing), 
which was about I 00 percent more than the cost of a 
conventional coach. 

Meanwhile, in June 1978, the Ministry of Railways (Railway 
Board) had decided on providing linen room and better water 
supply facilit ies in the conventional 70 feet long second class 3 
tier sleeper coach by reducing its capacity from 75 to 72 berths. 
On incorporation of these facilities in the 76 feet long coach iL'> 
carrying capacity was also reduced from 80 to 77 berths. 

After conducting oscillation tr ials (June 1979) and trial ru ns 
with the main trains between Madras and Bombay, the p rototype 
coach was pressed into service on Madras- D adar Express on 
15th April 1980. 

In view of the reduction in the carrying capacity of the 76 feet 
long coach (from 80 to 77 berths) , the Ministry of Railways 
(Railway Board) considered (October 1979) it necessary to 
examine afresh the advantages and disadvantages of longer 
coaches in all aspects before taking the final decision on regular 
production of these coaches. Accordingly, the production p ro
gramme of ICF for 1981-82, as approved (October l 979) by the 
Ministry of Ra ilways (Railway Board), contained no provision 
for manufacture of 76 feet long coaches. 

As pointed out earl ier, the economic appraisal made before 
deciding on production of a prototype was incomplete in that 
i t did not take into account the need and cost of maj or modifi
cations and alterations involv~d in the manufacture and main
tenance of 76 foet long coaches pointed out by J CF and some 
zona l Railways and to that extent even prima facie economjc 
viability of the scheme had not been established. Further, even 
when the prototype was under production, the Ministry of 
Railw.iys (Ra ilway Board) had decided in June 1978 LO modify 
the layout of the conventional coach to provide for facilities or 
linen room, better water supply etc. as in~orporated in the 
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long:!r coach. Had the feasibi li ty of providing better amenities 
for passengers within the basic p arameters of the conventional 
coaches been considered at the appropriate time, the investment 
,)f Rs 9 . 24 I akhs on the manufacture of the longer prototype 
coach withou t commensurate extra advantage in terms of passenger 
accommodation and/or other amenities, could have been avoided. 
The amount spent on the prototype longer coach containing 77 
berths could have been utilised to manufacture two conventional 
coache s with a total passenger accommodation of 144 berths, 
which would have been usefu l in the context of overcrowding in 
pa'\senger train . 

The Ministry of Railway (Railway Board), whi le stating 
(December J 980) that no final decision had yet been taken on 
the manufacture of 76 feet long coaches, contended that the
production of the prototype was a development activity. 

The records in the Ministry of Railways (Railway Board) do 
not indicate that foe production of the prototype was intended 
as a research and development activity. The expenditure on the 
prototype has also not been booked in the accounts as on re
search and development under revenue head. Moreover, while 
o ne prototype would not suffice for assessment of the technical 
f'casibi lity of running trains with 76 feet long coaches, a prior 
view on the economic viability of the proposal involving an 
increase of 6 feet in the length of the sleeper coach for carrying 
five more persons would have ensured that the extra expenditure 
on the production of the prototype did not become iufructuous. 

8. Western Railway-Non-utilisation of a Bogie Coach 

Orders for replacement of an averaged military ambulance 
car running on the Western Railway were placed in November 
1961 by the Ministry of Rail ways (Railway Board) on the Eas
tern Railway Workshop which had already been entrusted with 
the production of 12 01dinary bogie military cars (of the Eas
tern Railway) on replacement account. The Eastern Railway 
Administration. howeve1, after informing the Railway Board 
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that aU the coaches to be replaced were military cars, proceeded 
r to turnout the above coach also as an ordina ry bogie military 
car (equivalent to second class coach of present day) at a cost 
of Rs. L .43 lakhs. This car was placed on line by the Western 
Railway in August 1963. 

Due to refusal of the Military a uthori ties to accept the mil i
tary coach with 64 berths as replacement of a n a mbulance car. 
it remained unut ilised by them ever since it was placed on line. 

A proposal was made by the Military authorit ies in October 
197 J to accept the car after its modification as an ambulance 
car. This however was not considered technically fea ible and 
economical by the Rai lway Board. Thereafter, nei ther th e 
Administration nor the R ailway Board considered it alternative 
use as a passenger coach o r as a military car on the Western or 
a nother R ailway till February 1977, when the R ai lway Board 
d ecided that it should be used as a spare coach/reserved carriage 
for tourist pa rties. 

The coach was overhauled by the Western R ailway in April
June 1977, turned out on 24th June 1977 and put on line; it was, 
however, returned on 3rd October 1977 to workshop for non
scheduled repairs as its underframe had been badly damaged , 
owing to its involvement in an accident on 22nd September 
1977. After repairs, the coach was turned out of the workshop 
rn November 1980. 

The following lapses resulted in idling of this coach from 
Al1gust 1963 : 

l. The Milita ry a uthorities required replacement of an exist
ing averaged ambulance ca r but the Eastern Railway Admini::,
tration, after informing the Railway Board, produced it as an 
ordinary bogie mil itary car without the prior approval of either 
the Railway Board or the Military authorities. The circum
stances in which this mistake was made are not known. 

.. 
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2. When the Military authorities were not prepared to accept 
the coach and it was also found not economical to convert it 
into an ambulance car, action was not taken either to consider 
its utilisation on another Railway or to use it for passenger traffic. 

3. The coaching vehicles (number in use on the broad gauge 
system of the Western Railway as on 31-3-1979-2270) normally 
move in closed circuits according to prescribed schedules. 
Hence, non-utilisation of the above coach for a long period a 
above would appear to indicate laxity in control over the move
ment of coaching vehicles on that Railway. 

4. The loss due to non-utilisation of this coach, even as a 
spare coach from February 1977 to November 1980 (excluding 
a period of about three months when it was on line), would work 
o ut to Rs. 11. 2 lakhs. 



CHAPTER ill 
PURCHASES AND STORES 

9. Chittaranjan Locomotive Works- Suri transmission and 
reversing gear boxes for diesel sh~nters 

T. Tntroduction 
9 . 1 The diesel locomotives (WDS4/WDS4B), produced at 

Chittaranjan Locomotive Works (CLW) were, in the initial stage , 
provided with Suri transmission (ST) and a reversing gear box 
(RGB) to enable working of the locomotives for both shunting 
and sbuttJe services, the transmission being hydraulic at low 
speeds and mechanical at higher speeds. Currently, the loco
motives manufactured for shunting services are provided with 
hydraulic transmission (HT) only i .e. without the mechanical 
portion . 

IL Procurement of transmissions and gear boxes 
9 .2 In July 1967, the Ministry of Railways (Railway Board) 

decided that CLW should manufacture ST and RGB for the 
48th locomotive and onwards, requirements of the earlier ones 
having been arranged by import. Considering the heavy .diver
sification programme of CLW and the limited time available to 
develop and manufacture these equipments, the Ministry of 
Railways (Railway Board) later advised (September 1967} CL W 
to obtain them from firm 'A', the only indigenous industry to 
manufacture HT and heavy duty gear boxes. Accordingly, 
CLW has been procuring these equipments since November 
1967 from the sole manufacturer who later (July 1971) also bb
tained a licence for manufacture of ST. 

9 . 3 The procurement by CL W was made after obtaining 
quotations on single tender basis (til l 1976, when open tend~s 
were invited but the technically acceptable offer was from firm 
'A' only) and uegotiating a price thereafter with the firm. The 
table below indicates the various orders for ST/HT and R GB 
placed during November 1967- November 1979, the prices 
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negotiated, the value of the orders, the price i ncrcase over the 
last purchase price and the percentage thereof. 

M omh of order No. of Price per Value of I ncreasc over rire-
sets or- set order vious ri ricc 
dered (Rs. in ----

lakhs) Amount Percentage 

18 ST&RGB 
(Rs.) 

ovember 1967 2,10, 183 39.63 
March 1970 30 2, 17.032 65. l I 
November 1970 30 2,53,695 76 .11 
July 1971 50 2,71,305 135 .65 17,610 6 .9 
July 1971"' 1 30 1,91,888 57 .57 
March 19721 30 1.97,601 59.28 
March 1972 43 2,81,533 .121.06 16,278 . 6.0 
March 1974 31 3,18,000 98. 58 36,467 l3.0 
May 1977 32 HT } 4, 12,150 131 .89 94.1 50 29. 6 

32 RGB 
April 1978 46 HT L 

40RGBJ 
4,27,310 179 .43 15,160 3 .7 

December I 978 24HT } 4,5 r ,s3o 126 .53 24,220 5 to 6 
Janua ry 1979 30RGB 
November 1979 39 HT } 5,73,450 223.65 1,2 1,920 27 .0 

39 RGB 

TOTAL 1314.49 
Conver ion cost of 50 sets 47.40 
(see * below) 

NOTE ( I) 

Grand TOTAL 1361 .89 

• These orders, originally for supply of components, 
were converted (March/April, 1974) into orders for 50 
complete sets a llowing conversion cost of Rs. 94,809 
per set over the price indicated above, the comparable 
price per set being thus Rs. 2,86, 697 & Rs. 2,92,410 
respectively. 

The price ' for the first order of November, 1967 was settled 
on ad-hoc basis with reference to the cost of imported ST 
and RGB (cf: para 9. 4 below), providing also for 5 per cent 
reduction in price for additional 30 sets, which was availed 
of in the next order of March 1970. 

(2) The price for the first two orders was inclusive of the cost 
of housings for ST and RGH ; these formed free supply 
items by CLW for the subsequent orders except those of 
May 1977 and onwards, for which the price included the 
cost of housings for HT. For comparison purposes, the 
cost of housings and other free supply items as varied from 
time to time has been excluded from the price allowed for 

J; the various orders. 
(3J The price for March, 1972 order in the above table is after 

reduction of Rs. 6,050 for deletion of certain components 
due to simplifying the ST by eli minating its mechanical 
portion. · 

S /25 C&AG/80-5 



9, 4 Th~ price (B,s, 2. 2 laJchs) settled for the November l967 
order, exclusive of certllht imported compqnants (1;if value : 
~s. 0. 95 lakh.) supplied. free by CL W, irwluded about ~O per 
cent price preference over the contemporaneous cif cost (Rs. 
i. 6 to 2. 7 lakh~) of imported complete ST and RGB. 

9 .5 The price for the initi!ll order was treated by the High 
Level Tender Committee (HLTC) as the ba~e price for settlem~nt 
of price for the subsequent contract taking into account escala
tion for wages, mat~rials etc. over the previous contract as indi
cated by the firm and to the extent agreed to during negotiaHons. 
This procedure was foll owed while negotiating the s~bsequent 
contracts also even though the firm did not produce, at any 
stage, any authenticated data and/or documentary evidence 
to substantiate adequately its demand for the escalations. The 
alternative method of price fixation based on cost audit was not 
resorted to, as the HL T C felt (August 19.13) that " it may adver
sely affect tlw interests of <;::LW in view of the hi~h price rise 
during 1973 as well as the likely price rise during the next 2/3 
years". In the absen<;:e of adeqm1te data and/or documentary 
evidence in support of the escalations claimed, there was no 
means of verifyi ng the reasonableness 1 of the price demanded/ 
agreed to for the v~. rious orders. 

9 . 6 A review in audit of the prices fixed from time to time 
revealed that the price increases allow§a on certain counts were 
not justified, as discussed below : 

(a) For November 1970 contract, ttie firm ~sked fpr an in
crease of Rs. 60,763 011 tpe following counts and quoted 
a price of Rs. 2. 57 lakhs. 

(a) Increased cost of forgings 
(b) Wage escal11tions 
(~) tvtargin of profif 

Tq\111 : 

Rs. 
30,000 
12,000 
18,763 
60,763 

Aftl'lr n 11gQtiat ions, increase of Rs. 57,3~8 was Flgreed to and 
the price was settled at Rs. 2. 54 lal{hs. 

N.B. : The in~rea~ of Rs. 6j),76J is riot of the cost (Rs. 20.695) of housing 
included in the l'revioy~ co&tract price (Rs. 2. I 7 lakbs) but form
ing free supply Items by CLW_for the November 1970 order. 

.. 
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Eve.1'\ pre,&u-41\fng that the redu~tiPn of Rs. 3.405 
a«ee.pte.d b~ the firm was in its profit mar~in, the latter 
amQQnted. to Rs. 15,358 i.e. 36. 5. per cent of the price 
in<;rease of Rs. 42,QQO Ol\ materials and wages. As 
a.gainst (his, tlte (lCQU.t margin <\dopted iu the later 
tender defiherations was IQ per cent. On th.is basis, 
inc,reasQ in profit ma rgin of Rs. 4,2.00 only would have 
been justified as against Rs. 15,358 aUov.'.ed in this 
-0rder. HLTC had not reviewed this increase with 
reference to the margins allowed in the earliel' contract. 

The extra margin:1p.f prnfit amouotiugi to Rs. 11,158 
per set allowed, without establishing its reasonableness, 
tn,volved an extra pa~ment of Rs. 3. 35 lakbs for 30 sets 
ordered in November 19-10. 

CLW stated (September 1980) that the assumptio n 
o.f l (} p.er cent profit by H L TC was only for tl:w purpose 
of e:s\hnation a nd that the op_tiou of CL W as buyer was 
-sin~ulady rest ricted, as the fom was the only esta bli
s hed indigenous source for procurement. 

As m~ntioned earlier, the pro.flt element was 
a(i)tuaUy reck.o.ned at tO par cent by HLTC in negotiating 
the prices with the firm . The plea that the option of 
CLW as buyer was ' singu lar!~' restricted need not have 
pre.vented necessary examination to enable fixation of 
reasonable pro.fit/price. 

(h.) During the nego.tiatiQns (Decembel' 197 l ), for settlement 
of pric.e- for the- March 1972 order, the firm asked for 
an increase. oJ Rs. 16,278 O.\!er the p.l"ice contracted in 
Jul)! 197 1. This i.ncrease was justified by the firm on 
the ~ro.Wlds., inter alia, that it \'lOuld have to incur in
v.en~o,ry r,;arryi11g, charges on stoekp.iling (of fo rgings 
ne,eessitated b.y thei r p..rocurement much ahead of the 

( 
... 
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delivery sdicdule of ST and RGB. The H L TC accor
cli1tgly 'allO\\Cd an inven lory carrying charge of Rs 4,603 
per . et (7.5 per cent or Rs. 61 ;376 being the 'cost of the 
forgings) and, in add iti on, financi ng charges at JO per 
cent i.e. Rs. 460 on the inventory carrying cha rge. Since 
advance payment (25 per cent of the order) by CLW in 
term of contractual provision~, acco rding to the H L TC, 
could be utilised by the firm for advance procurement 
of the forgings, price incrca c in excess of tha t justified 
by the interest rate (6 per cent) on the advance was not 
wa rranted. The extra price increase (Rs. 920) allowed 
because of the interest differential of .I . 5 per cent (7. 5-
6) of the cost of forgings plus the additional financing 
cha rge allowed (Rs. 460) resulted in the firm obtaining 
a fortu itous gai n of. Rs. 0. 59 lakh at the rate of Rs. 
1,380 per set for 43 set:. o rdered in March 197'2. 

'(c) The price ( Rs. 3. ·18 lakhs) a llowed for the March 1974 
order 'was higher than the last contract price (Rs. 2. 82 
lak hs) by Rs. 36,467 per~ set. This included an in
crease of Rs. 7 ,835 which was justified (August 1973) 
by the firm on t he ground that one of its sub-contracto rs 
had offered a discount if the components were given to 
it (sub-contractor) in batches (5 nos.) in stead of piece
meal, but that ordering in batches was not possible as 
it would involve extra cost. The team of Senior Scale 
Officers o f CLW who visited (July 1973) the firm's works 
a llowed Rs. 7,000 on this acco unt but the HLTC con
ceded (August 1973) the inc rease of R s. 7,835 without 
either spelling out the reasons for enha ncing the amount 
recommended by the team o f Senior Scale Officers or 
ascertaining the quantum of the discount offered by the 
sub-contractor. The firm had a lso declined to show 
any evidence or documents to establish this claim stating 
that it wo uld " more or less tantamount to a udit of books 
whit·h had not been agreed to by them in principle". 
The increase (Rs. 7,835) a llowed for the no tional loss -.._ 
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of disco unt was disproportionately high compared to th e 
tota l cost ( Rs. 16,655) o f the portion o f work relating to 

the two s ub-contractors. · · 

·( d) The firm 1~.ad also pointed o ut (August 1973) t~1at the 
cost b reak up given during the earlier negotiations for 
the March 1972 order for forgi ngs and other material • 
processing etc. was not correct altho ugh the overa ll 
cost ind icated then was correct. The cost of fo rgings 
was stated to be R:. 60,000 as against Rs. 61,376 ind i
cated for the March 1972 order and the current cost o f 
abo ut Rs. 64,000 per set. On this basis the HLTC allo
wed a price increase o f R s. 4,000 for the forgings witho ut 
verifying lhe correctness o f e ither the revised cost of 
forgings fo r the March 1972 order or the then curren t 
cost as stated by the fi rm . 

The extra price increa e o f Rs. 1,376 (due to revisio n o f 
the cost of forgings), conceded by the HLTC invo lved 
an additiona l payment of about Rs. 0 .43 lakh for 
3 1 sets ordered in March 1974. 

( i:) Another clement o f price increa se (Rs 3,000) allowed 
for the Ma rch 1974 order \\as in consideration of the 
change in the method of a llocatio n o f the cost of heat 
treatment shop by the firm on the ground that it earlier 
practice of charg ing o ne-thi rd of the sl1.op cost to ST 
and RGB assembly was found to be not reaso nable and 
correct, as mo re wor k was invo lved in this assembly than 
in the other ac t ivities o f the shop. The HLTC consider
ed the revi cd meth.ocl reasonable without o btaining 
.the details o f the hea t treatmen t shop c0st structure, 
a llocation system, etc., tho ugh pr0mi sed to be furnished 
by the firm , and examining th.c reasr·nnblene~s of the 
increase demanded . Ultim:1tcly, the firm furni ~hcd 

.data . ho wing c nly the reas0ns fN the increase in heal 
treatment cost in stead of the cr.~t structure or the heat 
treatment hflp and the method of cost allocation. The 
e ntire increase (Rs. 3,000) o n t h. i ~ account conceded by 
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the HL TC, without adequate -examinatrt:>n amounted te> 

Rs. 0 . 93 iakh for 31 sets ordered in March 1974. 

(f) For the o rder of May 1977, the firm initially wanted 
(December 1976) 36 per cent escalation over the last 
contract price on account of price increases over the 
period of 3!- years since May 19/"3. After negotiations, 
the firm quoted a revised price of Rs. 4 . 12 lakhs repre
senting an increase of about 30 t'er cent, which was con
sidered reasonable by the HL TC as according to its 
assessment the price escalation since May 1973 till Octo
ber/November 1976 hatl been about 31 -32 per cent. 
As, however, the last contract (March 1974) price based 
on the quotation of May 1973 had been settled with 
adequate escalation to cover deliveries uptc September 
1976, it wou ld~have been appropriate to take into account 
escalation beyond September 1976 only and not from 
May 1973 for fixation of price for the subsequent order. 
The escalation of Rs. 76,500 (on prorata basis) for the 
period May 1973-September 1976 as a llowed in the 
price lacked justification and involved financial impli
cation of Rs. 24.48 lakhs for 32 sets ordered in May 
1977. 

(g) For the November J 979 order, the firm initially quoted 
Rs. 6. 83 lakhs and explained the increase of Rs. 2. 31 
Jakhs over the December 1978 contract price (Rs. 4 . 52 
Jakhs) as being due to increases in cost of raw materials, 
petroleum products, bought out components etc. and 
the likely increase during the currency of the contract 
but without furnish ing itemwise deta ils. On being 
asked by the HLTC during negotiations (September 
1979) to evo lve a price variation formula for itemising 
the increases asked for , the fi rm withdrew the pr ice varia
tion clause in its offer. It, however, offered a revised 
price of Rs. 5. 73 lakhs, which though 27 per cent more 
than the last contract price, was agreed to by the HL TC 
without going into its reasonableness. 

1 

• 
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Ill. Delayed Ordering 

9.1 By June 1970, the Ministry of Railways (Railway Board) 
had placed otders on CLW for manufacture of 179 diesel loco
motives. The requirements of ST and RGB for 47 loccs having 
been arranged by import, the balance I :u loco sets were left for 
procurement from the indigerious source. Against this, CLW 
ordered 78 sets on the firm upto November 1970. Order fol" 
50 more sets was placed in July 1971 at R s. 2. 71 lakh s per set, 
i.e. Rs .. 17,610 more than the price settled for the previous order 
of November 1970. The belated coverage of 50 sets thus re
sulted in extra expenditure of Rs. 8 . 81 lakhs. 

9 . 8 CL W stated (September 1980) that ST/ RGB sets for 
the lccomo tive order (60 nos.) placed by the Ministry of Rail
ways (Railway Board) in June 1970 could not be covered in the 

contract o f November 1970 as the lead time of five months was 
insufficient for o rdering. 

9. 9 It may be mentioned that negotiations were conducted 
with the firm in July 1910, the tender finalised in September 1970 
and the formal contract for 30 sets placed in November 1970. 
The requirements 0f ST/RGB for the locomotive order placed 
by the Ministry of Railways (Railway Board) in June 1970 could 
have, therefore, been included in the contract of November 
1970, by suitably phasing the delivery schedule, if necessary, to 
match the locomotive production pro g t amme. 

9. 10 For manufacture of ST/ RGB in CLW, 30 sets of ST/ 
ROB components were ordered in July J 97 J at Rs. I . 92 la khs 
per set, stipulating delivery between July 1972 and May J 973. 
Another o rder for 30 sets of components was placed in March 
1972 at Rs. I . 98 lakhs per set for de livery b) August 1974, a l
though CLW had apprehended (February 1972) delay and teeth
ing troubles in establishing and proving the local assembly and 
manufacture of ST and RGB. U ltimately, both the component 
orders were converted (March/April 1974) into supply of com
pletely assembled sets, on the ground that diesel locomotives 
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manu facture had been lim ited to 280 n os., the fi rm bein g allowed 
a n extra Rs. 94,809 per set as co nvers ion cost. fn the con text 
o f the a nt ici p ated d e lay and teething troubles in establish ing 
and proving loca l assembly o f ST/ROB, c pecially when the 
components due agains t th e ea rlier o rder (Ju ly 1971) wo uld ha\e 
e na bled C LW to develo p local assem bly. th e second o rder of· 
March 1972 was n )t war ranted . The co n.versio n o f the M a rc h 
1972 co mpo nents o rder for 30 sets in A pr il 1974 resulted in extra 
exp end iture o f R s. 3. 26 la khs compared to what wo uld have 
been payable if th ese had been in it ia lly o rde red as comple te se ts. 

9. 11 The M inistry o f Ra ilways (Ra ilway Board) decided 
(July-A ugust 1971) to s implify the ST by e limina ting its syn
ch ronis ing coupling a nd m ul tip le p la te c lu tch . M eanwhile, 
(July 1971). CLW p laced a n o rder for 30 sets o f components fo r 
fullfledged ST. The subsequent o rdering in M a rch 1972 for 
com po nents a nd complete sets was a lso fo r ST. Altho ugh the 
later o rder were uita bly m od ified (Ma rch/June J 973) to de lete 
the ~ynchroni ing coupling etc . (cost : R . . 6,050), the1e was 
o m iss ion to a mend the July 1971 compone nt o rder price acco r
dingly whi le converting it (Apr il 1974) into supply of 20 complete 

set~ re ulting in avoidable expend it ure of R . 1.21 lak hs. 

JV. Smnming up : 

(a) T here was no means of ver ify ing the reasona b leness o r 

the prices dem a nded/a llowed for t he var io us o rue rs by 

up-dati ng the la st contrac t pr ice o n the bas is of the es

calatio ns asked fo r ty tl-te fi rm, wi tho u t being uppo rted 

by a u thenticated da ta. 

(b) Price inc reases a mount ing to Rs. 28. 85 lakh. conceded 

o n the items deta iled below did not a p pear j u t ified . 

Thee i ncrea s~s wou ld also have got built into the prices 

fixed for the late r o rders, in view o f the procedure fo r 

price fixa tion followed. Accord ingly, the to ta l financia l 
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implication of these increases would be Rs. 121.29 lakhs 
for the. o·rders placed upto ovember 1979. 

Rs. in lakhs 

(i) Extra margin of profit 3 .35 
(Cf. para 9.6(a) above) 

(ii) Inventory carrying charges for advance purchase; of 
materials covered by adva nce paymenls against the 
o rders 0 . 59 
(Cf. pa ra 9.6(b) above) 

(iii) Exira price iricrcase due 10 downward revision of the 
cost of forgings con ten t by lhe firm 0 . 43 
(Cf. Para 9.6(d) above) 

(iv) Escalalion for aboul 3 1/2 years a lready allowed in th<.: 
previous contract and re-allowed in settling the price for 
the subsequent contract 

(Cf. para 9.6(f) :ibo,c) 

24 . -1 ~ 

28. 85 

(c) ln addit ion, CLW incurred exlra cxpcndilure o f about Rs. 13.:!8 
lakhs due to : 
(i) Delay in placemen! of orders 

(Cf. para 9.7 above) 
(ii) Conversion of component order inlo supply of complete 

sets 
(Cf. para 9. 10 above) 

( iii) Omission to modify the purchase price consequent on 
the deletion of Suri lransmission componen ts 
(Cf. para 9. 11 above) 

8 :81 

3 .°26 

I . 21 

13 .23 

This para was issued to CLW on 13t h November 1980; its 
reply is awa ited (January 198 1). 

IO. Diesel Locomotive Works-Procurement of govC'rnors for 
diesel locomotives 

The Diesel Locomotive Works (DL W) Administrat i011, 
who had been procuri ng GE governors fo r WDM-2 locomotivcs, 
were on the look out for suitable a lternat ive governors in vie" 
of continued supply problem. Jn May 1977, MLW Jndustric 
( MLW) of Canada h aving offered to supply Woodwa rd gover
nors with conversion kits etc. so as to make them suitable fo r 
application on WDM-2 locomotives, the DLW requ ested (June 
1977) the Supply Win g of the fndian Embassy in USA to arrange 
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supply of 50 governors of this alternative type against their pen
ding indent for GE governors. In September 1971, the Ministry 
of Railways (Railway Board) also directed, on the recommenda · 
tio tl.s of a committee appointed by them to go into the compara
tive economics of the two types of governors, fht:; DLW to S\Vitch 
ove1 to the use of Wood ward governors, keeping in view their 
lower ini tial cost, less maintenance cost and lower failure rate 
and the lo nger delivery period of GE governors, manufacture of 
which was not likely to be continued by the General Elect1 ic 
Company (G E) of USA. The DLW was also advis~d . to es
ta bli sh the cut o ff point for ~witch over as early as p ossible. 

As desired by DLW, the Supply Wing of the Indian Embassy 
noated enquiries for supply of Woodward governors against 
which O verseas Diesel Corporation (ODC) of U SA and 
MLW quoted S4285 . 51 and S4277 per unit respectively. 
Keeping in view the technica l suita bility of the offers and the 
d irective of the Ministry of Railways (Railway Board) to switch 
over to the use of Woodward governors, the DL W Ad111inistra-
1ion reco mmended (December 1977) ordering 25 numbers on each 
fi rm. Accordingly, firtn orders were placed by the Supply Wing 
on the two firms in J anuary 1978. 

About the same time (i.e. January 1978) the Supply Wing 
had also obtained quota tions from GE and MLW on the specific 
reques.t (November 1977) of DLW against their indent (October 
1977) fo r 75 G E governors fo r the production requirements for 
1979-80 (63 governors for WDM-2 locos and 12 for WDM-1 
locos). Whi le G E quoted $7124 each fo r their governors, 
MLW offered both G E a nd Woodward governors at $9400 
and $4760 per uni t respectively. 

In March 1978 the Adm;nisttation decided, on the ground 
that Woodward governors ordered in January 1978 had to be 
tried o ut b ~fo re swi tching over to thei r regular use, on orde1 ing 
of G E governo rs as offered by GE. Accordingly, ,he Supply 
Wing concluded (March 1978) a contract with G E for 75 gover
nors (cost : ~54 1 803), stipulating delivery to commence in 50 
weeks at t he rate of 10 numbers per month. -
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On 5th January 1979 the Administfation again placed an 
indent on tl1e Supply Wing for supply of 133 GE governors. 
On 15th Februliry 1919, however, the Genl!tal Mafiager, DL W 
decided that "we need not wait for performa11ce trials of Wood
ward governors w•th the conversion kits as the~e have already 
been tried in USA" . Accordingly, the Administratibn cancelled 
the indent on 23rd February J 979, and placed a fresh indent on 
26th March 1979 for the same number of Woodward governors 
complete with conversion kits. At this stage, the question of 
cancelling or modifying the March 1978 order fo r GE governors 
was not considered. 

The supplies of Woodward governors against the January 
1978 orders materialised in January 1979 from one firm and in 
January 1980 from the other. However, against the order of 
Marcfl 1978 for GE governors, the delivery of which was to 
commence by March 1979, 64 numbers were supplied by the firm 
during July 1979-September 1980, while the balance 11 numbers 
are still awaited (December 1980). Despite the failure to adhere 
to the contract schedule, cancellation of tlh order by invoking 
the relevant clauses of the contract was again not considered . 

In the context of tbe Ministry of Railways' (Rai lway Board) 
directive (September 1977) to switch over to Woodward gover
nors, the technical sui!ability of which according to DLW (De
cember 1977) was such Iha' they could bf. procured stra ightaway, 
the decision (March 1978) to purchase GE governors on the 
ground that· Woodward governors ordered earlier (Janua1y 1978) 
had to be tried out before switching over to them lacked justifi
cation and involved an extra expenditure of R s. 24 .49 lakhs 
~including foreign exchange of Rs 16 . 55 lakhs) in respect of 63 
governors required for WDM-2 locomotives, besides additional 
liability on account of higher maintenance cost and failure rate 
of GE governors (as per the technical opinion). 

The DLW Administiation stated (December 1980) : 

(i) The decision to procure GE governors in March J 978 
could not have been otherwise as supply of Woodward 
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govern or5 against tr;al orders (January 1978) had not 
materialised to enable a review to be made of DLW·s 
or_igif!al p lan to try out a few such governo1 s to check 
theit suitability before initiating bulk coverage. 

(i i) The quest ion of cancellation/ reduction in the quan tit y 
o f GE govern o rs ordered in March 1978 d id no t a1 isr, 
as no other established equipment was available for use 
in lie u. 

[t may, however. be pointed out that the M inistry of R ai lway~ , 

( Railway Boa rd) directive (September 1977) did not contem
plate any tria l of Woodward governors before switch ing over lo 
their u1e and 50 such governors had actually been o rdered (January 
1978) by the Administration straightaway in considerat=on of 
their technical suitability. Again, considering that the indent 
(January 1979) for 133 GE governors on the Supply Wing was 
cancelled (February l 979) by the Administ ration without con
ducting performance trials of Woodward governors, there co uld 
hardly be an y reason preventing cancellation of the March 
1978 order for GE governors, when the supplier fa iled (March 
1979) to adhere to the contract delivery schedule. 

11 . Central Railway-Idling of imported invcrtors 

For the DC (Direct Current) traction system of the R a ilway, 
1 IOKVAC (Alternating Current) electric supply o btained from the 
main g1 id is converted into 1500 voe for feed ing into the over
head wires from which the DC locomotive, while running on 
'plain ' or ' upgradient', draw energy. On clown gradient, the 
locomotive needs no supply from the overhead wires as it develops 
e nergy. which through its regenerative mechan ism is converted 
into DC energy. While bul k of this regenerated energy is ab
so rbed for tractio n requirements by other trains in the secti on, 
if any, the surplus lcl't over ha5 to be either co nverted into AC 
e nergy or dissipated at the sub-station. 

Keeping in view the antici pated increase in traffic and the 
use of heavier locomotives in future as also the est imated value 

-
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(R~ . 40 lakhs per annum) of the regenerated energy. the-Ad mi
nistration in consultation with the Research, Designs and Stan
dards Organisation (ROSO) a nd the Ministry of Rai·Jways (Rail
way Board) considered ( December L967 a nd May 1968) it desir
able to go in for rectifiers with inversion faci lities in replace111ent 
of the existing overaged rotary converte rs at the Kasara Sub
station. Ac~ordingly, the Administration invited (Jul y 1968) 
ten:ler~ fo r such rect ifiers and decided_(November 1969) to accept 
fl; o'f!r of fi rm ' Y' fo r sup;:ily of silicon recti fter with thyristor 
eq uip :nent. Oeder for suppl y and erection of two sets of s ilicon 
rectifier with thyristor equi pment (cost Rs. 45.26 la khs including 
fo reign exchange of R s. 20. 16 lakhs) was, therefore, placed 
(November l969)on firm ' Y' ; the latter was to obtain these from 
its We-; t Gmnan collaborator- firm ' X'-who (as admitted by 
it in J .rne 1973) had not supplied such equipments previously. 

In S<.! pte mber J 970, the Ministry of Railways (Rai lway Board) 
a ln pla:; !d a direct ord;r on firm 'X'Jor fi ve sets of thyristor 
qui p :n ~nt (c)st R5. 9. 39 l akh~ each in foreign exchange) a long 
with various other components and assemblies required fo r 
fabrication of rectifiers fo r traction sub-stations. These equip
ments were to be supplied to the Admini~tration for erection 
through fi rm ' Y' to whom a separate contract fo r this purpose 
was awarded in October l 970 by the M inist ry of Railways ( Ra il
way Boa rd). 

Six, out of the seven inverto rs (thyristor equipment) received 
at Bombay in July 1974, were erected and commissioned between 
March 1977 a nd June 1978, by which time, however, their warranty 
period had expired. The remai ning one could not be erected 
so far (December 1980) because of its developing extensive dama
ges/co rrosion due to seepage of water and long sto rage on account 
of which firm "'X' h ad declined to take a ny responsibility to re
plac~ or repair the equipment. 

The invertors, a fter com missioning, went out or order fre
quently d ue to failure of several components. After more than 
a year of their remaining out of commission since various dates. 



<hiring June- Oecember 1978, five invertors were recon1missioneal 
between Decen~ber 1979 and Fe\lruary 1980. Whik the working 
Qf the recommis5ioned units i> yet to stabilise (December 198{}), 
one inverte r h<1 been lying out of commission continuously 
since November J 978. 

lnspile of the delay of 3 to 4 years in com1mss1onirig the 
equipments because of various shortcomings/defects in them, 
ne,ither their warrc1nty period could be got extended nor could 
they b~ got rectif\ed/ repaired by the ~upplier to ensure their 
reliable and satisfactory working. Inability to work those 
equipn\cwts over thQ years had resulted in non-materia lis&\ion 
of the conte111plated conversion of the surplus regenerated DC 
eriergy, if any, into AC for achieving economy in operation. 
The investment of Rs. l . 04 crores on five i1wertors ))ad thus 
remained unfructified for about six years; inves tment (Rs. 0.41 
crore) on the remaining two continues to remain unfructificcl 
(Decem b:!r 1980). 

The Adm i1listration sta ted (January 198 I) that, though the 
supplier firm 'X' had not agreed to extend the warranty period, 
&II efforts were. being made to pursuade it and its (ndian licencee 
(firm 'Y') to ta ke neces! ary me~sures to ensure relia ble and satis
factory w0rking of the equipment. 

12. Metro Railway-Purchase of plant and machinery 

The Admillistration imported three diesel pile hammer 
(value : Rs. 3.76 lakhs, irn;luding foreig11 exchange of Rs 2.63 
lakhs.) a nd one vibro sinker-cum-pile ex tracto r (value : Rs 10.64 
la.khs, in<;luding foreign exchange of Rs 5. 92 lakhs) in F ebruary/ 
M arch L978 from tlw U.S.S.R. and Japan respectively to be used 
fq r driving a n<i driving and ~xtracting, respectively, sheet and ' H' 
piles on the Metro Railway works. According to the Adminis
tration , the availability of such equipments with the contractors 
might not be adequate and these could be provided to them on 

n•ro. 
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A review Qf the ac;t4al 1Hilisatiop of tt\e~e eq1.1ipments, as 
co11quc~ct py Ayoit (July 1980), revealed that these had been 
pra.c;li$:Rlly lyin~ idle sin~ their re<;c;ipt, with vi<rY little or no use 
in the near future, as indicated in the table given below : 

Description 

1. By using the Railway's vibro sinker-cum-pile 
extnu:tor 

2. By using the Railway's diesel ha mmers 

3. Tot11I worjc clone by using the Ra ilway's eguip 
m::nts 

4. Total work done by contractors by using t heir 

Wo rk of 
piling done 
11pto 30th 
June 1 ~80 
(in tonnes) 

5 l .281 

28 1. 726 

333.007 

own egujgnwnts 5,98S. 515 

5. Grand tota l o f the work done by usin~ both the 
Rllilway's and the contractors' equipment 6,3 18. 522 

6. Per~nta~e of work done with the R ailway's 
equipments (item 3) to the total piling work 
done (item S) 5. 2 

Number w 
days for 
which 
R allway's 
equipmen t-; 
were used. 

20 

47 

Out of th~ three diesel )lammers, one hammer has been lying 
pnutilised (November 1980) since its reQeipt in Febr4ary 1978. 
The other two hammers have been lying out of order (November 
1980) sine~ April 1978 and June 1978 respectively; these have not 
been repair~d (November 1980), though replacement of the 
damaged pistons of these hammers had been received in Decem
per 1978 and March 1980 respectively. 

The total hire charges realised by the Administration (August 
1980) amounted to R.s. 0 . 25 lakh (Rs. 0. 17 lakh for hammers and 
Rs. 0. 08 !akh for vi bro sink!';!r), f}gainst the tot&I investment of 
Rs 14.40 lakhs on the Pllrchase of these ~qu i pments . 

The following are the points for comment : 

(i) Though procurement of th~ hammers as well as tbe vi bro 
sinker h&d been justified on the ground of inadequate 
availability of SL!Ch equipments with the contractor , 
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no survey of the prospects of their utilisation by the 
cont ractors in the field had been made before deciding 
on their purchase; there was no contractual obligatio n 
also on the contracto rs to obtain the~e equi pments 
on hire from the Administrat ion. 

(ii) Before the order for the vibro si nker was placed on 28th 
May 1977, a substantial quantity or piling work, viz 
1,439. 990 tonnes (22. 8 % of the total quantity of 
6,318. 522 tonnes done up to 30th June 1980), had been 
com pleted (upto 30th April 1977) by the contractors by 
using their own equipments; the contractors had not 
complained of inadequacy of their equipments at any 
st age during this period. 

( iii ) Ext raction of sheet piles had been found lo be impracti
cable by the Chief Engineer in M arch 1977 in the course 
or execution of work in Contract Section 2. Consequ
ently, the scope for the need of a vibro sinker-c um
pile extractor had significantly decreased before its 
purchase was ordered in May 1977. 

(iv) The Administration had decided (January 1978) to subs
titute sheet pile method by diaphragm wall method in 
Contract Section 2 on grounds of safety to adjoining 
structures and safe working condition . There appears, 
therefore, little likelihood of the sheet pile method being 
extended to any other Contract Section in future and 
as such, the scope· for uti lisation of the pile hammers and 
the vibro sinker has shrunk still further. 

The Administration stated (Novembet' 1980) that the diesel 
h ammers and the vibro sinker would be used on works like cons
t ruction of passage-ways, which a re yet to be executed .in the 
different Contracts Sections. 

It may, however, be pointed out that such p.(lssage-ways 
have already been constructed by the contractors in some of the 
Contract Sections by using their own conventional equipments. 
Moreover, the Soviet experts had observed · (December 1971) 

) 
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that the effect on adjoining structures due to driving of heel 
p ile.s with falling h ammers would be much less as compared to 
a vibro-sinker. Judged in this context, the prospects o f the 
vibro-sinker bei ng used in preference to conventional hammers 
for d riving of 'H' piles on which the passage-ways would resL 
also _do not seem bright. 

The Ministry of Railways (Railway Board) stated (January 
198 1) that thest: equipments could be used for driving centre 
po::. ts. The extent of tbe proposed util isatio n for 1 his purpose 
was. however, not qu antified. 

13. Metro Railway-Shortages of tor steel bars 

The rules provide for both departmental and Accounts veri
fication of stores, to be done annually, with a view to verify 
whether the book balances tally witb the ground balances and, 
if not, to locate and reconcile the differences. ln order to enable 
compact stacking of material , and to faci li tate determination of 
the stock at a glance at any time, a system of "stacking stores so 
many deep to a row and so many rows to a layer of stores" is 
required to be adopted. 

Steel materials including tor steel bars required for construc
tion of Metro Railway at Calcutta were being received a nd stored 
in the Naihati Stores Depot of the Eastern Rai lway from the year 
1973 onwards. Tor steel bars constituted 68 % to 83 % of the 
total stock during the period from 1973-74 to 1976-77. 

No departmental verification of these materials had been 
conducted since 1973 onwards. While verification of some 
items of steel material bad been done by the Accounts Stock 
Verifiers from time to time, no verification of tor steel items, 
which constituted the bulk of the stock, had been done on the 
ground that some lots of the material had been kept in a mixed 
up condition, while others had not been presented by the depot 
staff in a verifiable condition, inspite of this having been pointed 
o·ut by the Accounts Department a number of times. 
S/25 C&AG /80-6 
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In April 1977, when a change in incumbency of Ward Keeper 
of th is depot took place, a jo int verification of a ll stores except 
tor teel bars was carried out by tbe incoming and the outgoing 
Ward Keepers. As regards tor steel bars, the incoming Ward 
Keeper was asked by the Assistant Controller of Stores (ACOS), 
Naihati to take charge of these based on the book balance , 
and also advised that stock veri fication might be conducted after 
the stock came down to a ma nageable level to enable veri fication 
to be conducted conveniently. The incoming Wa rd Keeper 
also indicated in the banding/ taking over note tha t tor steel 
bars had been taken over by him as per the book bala nces and 
without veri fica tion of the ground bala nces. The book balances 
of tor steel bars I h us taken over were as under : 

Description of tor steel bars 

16 mm 
25 mm 
28 mm 
32 mm 

Quantity (in tonnes) 

274.95 1 
530 .085 

1,496.497 
l ,331. 280 

Thereafter, the newly posted Ward Keeper took up a number 
of times with the ACOS the need for stock verifica tion but withou t 
a ny resul t. On 14th April 1979 he informed the Controller of 
Stores tha t, in the case of two items, while the book balances 
were I 0. 9 1 tonnes and 39. 38 tonnes, the ground balance was 
nil , and that in the case of two other items a lso shortages were 
apprehended. Finally, on 29th May 1979, i .e. over two years 
after the change in incumbency of the post of Ward Keeper, 
a departmental stock veri fication of tor steel bars was a rranged . 
Tb is disclosed the following shortages 

Description of Book Ground Shortages Value of 
tor steel bars balances balances (in tonnes) shortages 

(in tonnes) (i n tonnes) (Rs.) 

16 mm. 10.913 10 .9 13 21,049 
25 mm. 39.384 39.384 58,724 
28mm . 18. 121 6. 960 11 .161 15,243 
32 mm . 163.796 163.796 245,723 

----
225.254 J.W.739 
-- --- 1--

,. 
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While the Ward Keeper explained (June 1979) that the tor 
s teel bars in question had not been made over to him by his pre
decessor, as already stated in his qualifying remarks in the 
handing/taking over report of April 1977, the ACOS held 
(July 197') the shortages to be due to rusting of the steel material , 
leading to reduction in weight. Final orders of the Controlle r 
of Stores in regard to these shortages valuing Rs. 3 .41 lakhs a re 
yet to be passed (November 1980). 

The following are the comments in this case 

( i) The extant instructions regarding proper stacking of 
material had not been observed/ensured by the depot 
staff/officer incharge, in respect of tor steel bars, to faci
litate periodical stock veri fica tion. 

(ii) Annual stock verification of tor steel bars had not been 
conducted either departmenta lly or by the Accounts 
Stock Verifiers. Had this been done, shortages would 
either not have occurred, or, having occurred, would not 
have remained undetected so long. 

(iii) At the time of change in incumbency of the post of tock 
holder, a "certificate of stores check and correctnes_ of 
stock" is required to be furnished a long with the handing/ 
taking over note signed by both the incoming and the 
outgoing stock holders. Judged in the context of this 
requirement, the ACOS was not justified in directing 
postponement of the verification of tor steel bars till 
the stock came down to a manageable level. 

The Rail way Administration stated (December 1980) that 
no staff could be held responsible for the shortages, as these were 
mainly due to rusting of bars and the resultant loss of weight. 
In this connection it may be pointed out that a stock holder is 
required to take proper precautions for protection of stores 
against deterioration. Further, it is not known whether use of 
of such reportedly rusted materials having lost weight had any 
adverse effect on the Metro Railway works. 
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14. Integral Coach Factory and Eas tern Railway- Supply of 
defective materials 

S eamle.n sl eet tubes 

After in viting open tenders in June 1978, the Jntegra l Coach 
Factory (!CF) Administration placed (September 1978) two 
purcha<;e orders for supply of ea mless steel tubes to specification 
l S. 1161-68 H FS YST 22- one for l 446 metres of size 139.7 x 
12.7 mm thicknes~ and the other for 806 metres of size 114.3 x 
8.73 mm thickncss- on'.f1r m 'A' of Calcutta ; the quantity against 
t he fi rst o rder was subseq uently increased to 2114 metres in 
November 1978. The total value of the orders, inclusive of sales 
ta'< , wa Rs 7.6 1 lakhs. T he purchase orders, inter alia, provided 
for 90 % payment against proof of despatch suppo rted by inspec
t ion certificate issued by Rail lndia Technical and Economic 
Services Limited (RITES), Calcutta. 

Supplies aga in t the order fo r 2114 metres were received in 
two loLs-1448 metres in November 1978 and 666 metres in 
February 1979- after having been passed by RITES.(October 1978 
and 1 ovember 1978) but were rejected by ICF in December 1978 
and March 1979 respectively. Supplies against the order for 
806 metres, received in December 1978 after having been passed 
by RITES (October 1978), were also rejected by ICF in December 
1978. Meanwhile, payment amounting to Rs 6.85 lakhs re
presenting 90 per cent of the value of the stores had already been 
made to the firm during ~October-November J 978 by ICF. 
In additio n, inward freight on the consignments and inspection 
charges paid ;to RITES a mounted to Rs 0. 33 lakh and Rs 0 . 15 
lakh respectrvely. The Chemist a nd Metallurgist of !CF who 
inspected the fi rm's premises in December 1978 had reported 
that the firm was not a · manufacturer but ' appeared to be ,a 
dealer in material purchased through auctions' . 

. The rejection of the supplies by the JCF Administration was 
mainly on gro unds like pitted surface, uneven thickness in bore, 
not conforming to specifications, failure in Chemist and Meta
llurgist's tests in respect of carbon percentage and yield 
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·strength, etc. The RITES, on being informed (March 1979) 
of these grounds, contended:(April 1979) that the thickness was, 
as per their records, well within tolerance, the stipulated carbon 
percentage wa not applicable to seam less steel tubes, maximum 
limit of yield strength had not been stipulated, etc., and did not 
accept the rejection. Thereafter, the matter remained under 
consideration amongs t the Administration, the firm and RlTES, 
but no ag;cement could be reached. Fina lly, in November l 979 
the fi rm asked for arbitration. The General Manager, ICF, 
appointed the Chief Electrical Engineer, ICF, as sole arbitrator 
on 19th March 1980 ; his award is awaited (December J 980). 

Meanwhile, the· tubes valued at Rs 7.33 lakhs (90 % value = 
Rs. 6.85 lakhs plus inland freight = 0.33 lakh p lus inspection 

-charges =0. 15 lakh) a re lying rejected at ICF (December l 980). 

The following comments arise : 

(i) According to the inspection report of the C hemist a nd 
Metallurgist of ICF, tl1e firm appeared to be only a 
dealer ; apparently the Administration had not initia lly 
considered the abi lity of the fi rm to supply material of 
acceptable quality. 

(ii) According to the ICF, RITES had failed to ensure that 
the material conformed exactly to the ~pecifications; 

as no agreement could be reached between them in thi 
regard , the inspection procedures would app ~ar Lo need 
review. 

A 11ti-fric1io11 metal 

In another similar case. the Eastern R ai lway Administrati on 
had placed two purchase orders in September 1976 on fir m 
' B' of Calcutta for supply of 4 to nnes of anti-friction lead base 
bearing metal Gr. 10 and 8.675 tonnes of anti-fridion metal 
ingots Gr. 20 at a to tal cost of Rs. 2.58 lakhs p lus sales Lax. The 
materials were supplied by the fi rm in October 1976 after inspec
t ion by RlTES and 98 per cent payment amounting to Rs 2.69 
Jakhs wa~ made to the fi rm on proof of inspection and despatch. 
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H owever, the materials, when subjected to metallurgical tests in 
January/ February 1977 in the Rai lway Laboratory, Jamalpur,. 
w~re found not conforming to the required specifications. The 
firm and RfTES were informed accordingly in March/May 1977, 
the former being advised to refund the amount paid to it and 'the 
laLter to re-i nspect the materials. While RITES asked tre 
Administration on 24th September 1977 and again on 14th 
October 1977 to send samples of the ingots to the National Test 
House, Al ipur fo r re-tests, the fi rm's request to the Administra• 
lion (14th September 1977) to accept the materials at a reasonable 
reduction in price remained pending as the Chief Mechanical 
Engineer's opinion on the scope for utilisation of the defective 
materials was awaited (November 1980). 

After the matter was taken up (December 1980) by Audit 
with the Ministry of Railways (Railway Board), the latter inti
mated (January 1981) that the materials had since been found 
acceptable (4 years a fter receipt of the materials and 3 years. 
after the firm had requested acceptance at a reduced price) and 
that suitable reduction in price would be made. 

15. Northern Railway-Non-accountal and shortage of ra ilway 
stores 

I Scrutiny of the 'D ai ly Transactions Register' and the 
. stores ledgers of the Block Inspector, Jullundur City by Audit, 

in July 1977, revealed that a number of items of stores (value : 
Rs 1.93 lakhs), stated to have been persona lly obtained by him 
from the Signal Jnspector, Moradabad on I 7th January 1976, 
had been accounted for after a lapse of more than 15 months 
on 30th April 1977. Had the material been actua lly received in 
January 1976, it would have been reflected as an excess in the 
ground balances during stock verification but no excess had been 
noticed during the stock verification conducted by the Accounts. 
Stock Verifier in February 1977. Besides, no documentary 
proof for transportation of these stores from Moradabad to 
Jullundur, such as, railway material consignment/credit notes. 
etc., nor any formal requisition for supply of stores, could be 
proJuced by the Block Inspector, Jullundur. 

' 
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The above posi tion was brought to the notice of the Railway 
Administration by Audit in July 1977. In September 1977, the 
Railway Administra tion appointed an Enquiry Committee which 
seized the records of the Block Inspector, Jullundur, who was 
also placed under suspension with effect from 2 1st September 
1977. 

Investigation by the Enquiry Committee revealed that the 
official, while working as Signal Inspector, Moradabad, had, as 
per orders, taken over on I st September I 975 additional cha rge 
as Block Inspector, Jullundur. On the posting of a successor 
at ·Moradabad, he started (12th September 1975) handing over 
charge, when a number of discrepancies in ground balances as 
compared to book balances came to light, but these were not 
exhibited in the ledgers as requi red. Shortage statements were 
however prepared, copies of which were kept by both the 
relieved and relieving Inspectors. 

The Acco unts stock veiification at M oradabad, due in 
December 1975, was postponed on the plea of the Signal Inspec
to r, Moradabad that he would be extremely busy with remodelling 
of Chandausi Yard, and conducted on 17th March 1976. In 
the meantime, L 7 fssue Notes (16 dated 17th January 1976 and 
l 7th dated 1st March 1976) had been prepared, showing transfer 
of material from Signal Inspector, Moradabad to Block Inspec
tor, Jullundur, to cover up the shortages at Mordabad although 
Inspectors were not authorised to enter into tran sactions between 
themselves, unless permitted by the controlling officers, as per 
orders of the Chief Signal and Telecommunication Engineer 
(Construction). 

T he Enquiry Committee in its report of 16th February I 979 
held both the Inspectors responsible for the various lapses. 

T he Enquiry Committee further noted that there was nothing 
on record to show that departmental stock verification , required 
to be done annually, had ever been carried out by the then 
controlling officers, viz Assistant Signal & Tele-communication 
Engineer and Senior Signal & Tele-communication Engineer 
(Construction) Lucknow. (These officers have since retired). 
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Though the Committee had held that fa ke issue notes for 
92 items valuing Rs. 1.93 lak hs had been prepared a nd no 
physical movement of stores had taken place between 
M oradabad a nd Jullundur City, it finally found the Block 
Inspecto r, Jullundur City responsible for shortages of 
R s. 0. 86 lakh only. This was because the shortages 
had been wor ked o uL with reference Lo issues a ascertained 
on the basis of measurement of materials used at the various 
sites of works. As a result, the Committee accepted physical 
availability o f stores valuing Rs. 1.15 lakhs representing cost o f 
material found as used but not shown as issued in the ledgers. 
The Committee a lso added an amount of Rs. 0.08 lakh to the 
shortages as the Inspecto r had declared certain new material o f 
that va lue as scra p, thereby giving the total shortages as Rs. 0 .86 
lakh (Rs. 1.93 lakhs minus Rs. 1.15 lakhs plus Rs. 0 .08 lakh). 

M ajor penalty cha rge sheets were served on bo th the ln pec
tors on 24th December 1979 a nd 2nd January 1980 respectively. 
However, fina l action is yet to be taken (December 1980). 

No adj ustment of the ma terial va lued at R s. 1. 15 lakhs, sta ted 
to have been used but not shown as issued, has been made in 
accounts so far. Even the shortages of Rs. 0.86 la kl1 are )et to 
be regular ised by recovery o r wri te off ( December 1980). 

ll. Jn connection wi th the execution of a track re newal work. 
a post (among o thers) o f Permanent Way Inspector ( PWT) was 
operated from November 1972 at Unchaha r Stat ion of the 
Lucknow Division. lt is the responsibility o f the PW! to ma in
tain accou nts of the materials in hi custody a nd a lso submit 
quarterly retu rns of the materials-at-site of the works to the 
Divisional Office fo r check and necessary adj ustments in the 
accounts o f the works. The PWI, Uncha har had howevur not 
submitted ma teria ls-at- ite retu rns to the Divisional Office a fter 
December 1973 but no action had been taken o n this default by 
the Assistant Engineer in executive charge of the work. Fu rther, 
th ough the laller was required to carry out a detailed inspection 
of" the o ffice of the P WI, a nd verify every item of stock at lea~t 

1 
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-0nce in a year, there was no evidence that such inspection/ veri
fication had been carried out during 1974, and if carried our, that 
a ny irregularities had been detected. 

The materials-at-site o f works a re required to be verified by 
tbe stock verifiers of the Accounts Department once a year. 
Though it had been decided by the Senior Accounts Officer and 
the Divisional Engineer in November 1973 that stock verification 
would be undertaken in the first week of December 1973 as the 
PWI was due to retire on 3 1st July 1974, the Accounts Depart
ment deputed staff for the purpose only in May 1974. Further, 
the stock verification could not be completed by the time the 
PWI retired due to incomplete maintenance of materials-at-site 
accounts and non-availabi lity of records regarding is ue and 
receipt of ma teria ls from January 1974 onwards. 

On the reti rement of the PWI on 3 1st July 1974, his succe sor 
took cha rge of the materials after jointly veri fyi ng/counting the 
ground halances, but in the absence of relevant records, which 
had not been handed over by the retired PWI, reconci liation with 
book balances, with a view to determining the shortages, if any. 
was not possible. In July 1975- July 1976, the Admini tration 
approached the local police authorities five times for help in 
ret rieving the relevant records from the retired PWJ, but without 
any results. The Administration did not also take any further 
act ion in the matter, for example, by fi li ng a crimi nal uit against 
the ret ired PWI etc. No legal advice had also been sought in 
this connection. (The PWI expired in November 1979). Jo the 
meantime, wh ile a provisional monthly pension had been sanc
tioned to the retired PWJ, his dues on account of death-cum
retircment grauiry amou nting to Rs. 9,788 had been withheld. 

Examination of the available accounts in September 1974 by 
the Administration had revealed the foll owing, among other 
things 

(I) Material va luing Rs. 11.54 lakhs had. as per issue note 
of the Moradabad Division, been received by ihc PW! 
during March 1973 to October 1973. bu t there \\'as no 



evidence that it had been acknowledged by him . Accoun
tal of the material could not also be verified in the 
absence of the relevant records. 

(2) The PWl had charged off material valuing Rs. 1.98 Jakhs 
by showing it as issued to other PWis and other works. 
HO\\ever, neither the accepted copies of the issue notes 
nor the relevant ledgers were available for verification. 

The Administration had asked (March 1977) all the units of 
the Rai lway to ascertain the details of the materials issued by them 
to this PWI or received by them from him ; however, the accounts 
are yet to be reconstructed and reconciled (June 1980). 

In April 1977, a Committee comprising an Accounts Officer 
and an Assistant Engineer (the very officer who was in executive 
charge of the work) was constituted to enquire into the a lleged 
shortages of materials. The Committee is yet to submit its 
report (June 1980). 

The Administration stated (August 1979) that the stock veri
fication, which commenced in May J 974, was still open, as no 
conclusive decisions could be taken due to non-availabili ty or 
records/incomplete posting of ledgers and returns. 

The a udit paragraph was issued to the Administration i111 
Ju ly 1980 ; its remarks thereon a re sti ll awaited (December 1980). 

16. North Eastern and Eastern Railways-
Delays in dealing with sales tax cases by Rai lways 

North Eastem Railway 

l n accordance with the provisions of the Uttar Pradesh Sales 
Tax Act, sales lax is payable to the State Government on the 
sales of specified commodities effected by the railway stores depots 
in the State. Orders issued by the Administration in April 1963 
required the Store Depot Officers to register tbemselve as 
"dealer", under the Act and to realise and remit sales tax to the 
State G overnment, besides maintain proper accounts, and 
submit returns to the sales tax a ulboritie . 

I 
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A test check of the records of the Stores Depot, Jzatnagar by 
Audit in February l 979 revealed that the statutory responsibility 
of timely remittance of sales tax realized to the State G:>Vernm~nt 

a nd submission of sales tax returns to the sales tax authoritie was 
not being properly discharged by the Depot Officer (District 
Controller of Stores), lzatnagar, resulting in the following addi
t ional liabilities : 

(i) Interest charges amounting to Rs. 1.12 lakhs levied by 
the Sales Tax Officer, Bareilly for delay in rem itting sales 
tax to the State Government in respect of the assessment 
years 1971 -72 to 1974-75. 

(ii) Sales tax of R s. 1.77 lakhs, levied by an ex parte assessment 
order made in April 1976 assuming a turn-over of Rs. 50 
lakhs due to non-submission of sales tax return for the 
assessment year 1971-72, as against the Admini tration's 
admission (May 1976) of Rs. 0.81 lakhs on a turn over of 
Rs. 23.1 8 la kbs. 

The Railway Administrat ion's appeal against the ex parte 
assessment order was rejected by the Assistant Commissioner 
(Judicia l), Sales Tax, Bareilly, in February 1978 on the ground 
that even the admitted liability of Rs 0.8 1 lakh had not been 
deposited by the Railway in time (This had been paid in May 
1976). Judgement on a revision petition filed (March 1979) by 
the Administration was stated (November 1980) to be awaited . 

As per the Administration's orders issued in April 
1963, each Depot Officer is required to simultaneously send to the 
Stores Accounts Branch copies of the sales tax returns sent to the 
sale tax authorities at the end of each quarter supported by the 
detai ls of sales tax collections, for checking the particulars shown 
therein a nd making payments to the sa les tax authorities. No 
regular machinery was, however, found to exist in the Stores 
Accounts Branch to detect delayed submission/non-submission 
of these returns. 

The Administration stated (December 1980) that, due to 
cha nges of j urisd iction, sa les tax assessment for the yea rs 1963-64 
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to 1966-67 a nd again from the year 1969-70 onwards had been 
done at Bareilly whi le that for the years 1967-68 and J 968-69 
had been done a t Gorakhpur and tha t due to these changes a nd 
pa ucity of staff the work relating to sales tax got a bnorma lly 
delayed in the depot. 

Failure of Stores Depot Officer, lzatnagar to submit sale~ 
tax returns in time and of the Stores Accounts Branch to detect 
delayed submission/ non-submission of the returns and 
payment in time of tax, thus, resulted in incurrence of extra 
lia bili ty to the extent of Rs. 2 .08 lakhs. 

Eastern Raihray 

On registration as purchasers of specified items of goods, 
Central G overnment Depa rtments/ Bodies became eligible fo r 
payment of sales tax at concessional rates with effect from I t 
J anuary 1977 under the BiJrnr Sa les Tax Ordina nce of 20th 
D ecember 1976. 

The Stores Depa rtment of the R ailway, which purchases 
so me of the specified items, like furnace oil, acetylene gas, oxygen 
gas and fire bricks, fo r use in the workshop a t Jamalpu r, a pplied 
(January 1978) to the Bihar Sales Tax auth ori ties for registra ti on 
as purchasers of these goods over a year after issue of the Ord i
nance. The Administration expla ined (July 1980) the delay as 
being due to the following reasons : 

I. information a bout the Ordinance was not readi ly a va ila ble 
with the Ad mi nistration a nd was received only in Februa ry 
1977 from a supp lier of ga es to the Railway. 

2. After ascertaining (March 1977) from the Sales Tax Autho
rity, Monghyr that the registratio n already o btained by the 
Rai lway as sellers of scrap and obsolete materia ls would 
no t hold good as purchasers of furnace oil, ace tylene 
gas, etc. and tha t fres h registration would be necessar), 
a nd, a fter consulting the Law Officer of the 
Rai lway and the Railway advoca te, a n application was 

-~-
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submitted to the Sales Tax Authority in Janua ry 1978 ; 
the registration certificate, effective from A pri I 1978, was 
received in May 1978. 

Consequent on the delay in o btaining the regist rati on certi
ficate fur claiming concessional rate of sales tax, additi ona l sales 
tax a mounting to R s I .52 lakhs had to be paid on the purchases 
made from January 1977 to March 1978. 

The following comments arise in this case : 

(i) The Ordinance issued by the State G overnment of Bihar 
in December 1976, which a ffected the Rail way's fi na ncial 
interests vita lly, went unnoticed by the Adm inistration. 

(ii) Even though the Administration had come to know 
from a fi rm in February 1977 about issue of the Ordi
nance, a nd the Sales Tax Authority had advised in 
Marcl1 1977 that fresh registration would be necessary, 
the Administration subm.itted the a pplication for fresh 
registration only in Ja nuary 1978 . 

I 7. Central Railway-Purchase of axle guard horn cheeks 

The Administration placed an order (15th July 1976) on 
fi rm ' A' for supply of 29,417 aide guard h orn cheeks (increased in 
September 1976 to 32,417 numbers and accepted by the fi rm) 
at the rate of Rs 19.65 each plus taxes, delivery to be completed 
by 27th October 1977. Against the order, the firm suplied only 
22,000 h orn cheeks by the due date. 

On 8th November 1977, the firm informed the Administra
tion that, owing to a lockout in its re-roller works, fabrication 
of h orn cheeks could n ot be completed and requested extension· 
of the delivery date by 16 weeks from the date of issue of amend
ment to the purchase order without liquidated damages. On 
17th December 1977, the Administration informed the firm that 
the extension asked for would be granted, provided the balance 
qua ntity was supplied at a reduced rate of Rs 19.39 per item 
(lhis rate having bi;en secured when placing another purchase 
order on the same firm in May 1977). This was agreed to by the-
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firm on 30th December l977 but the Administration issued the 
necessary amendment to the purchase order only on 13th June 
1978, extending the delivery date to 30th September 1978 without 
liquidated damages. On the same day (13th June J 978), how
ever, the firm requested the Administration that in view of increase 
in the price of the raw materials, announced by the Joint Plant 
Committee (J PC) on 5th June 1978 and resulting in higher co t 
of manufacture of the item of supply, the balance quantity on 
order be treated as cancelled without financial repercussions on 
either side. The request was agreed to by the Administration in 
J anuary 1979 and the balance quantity on order was cancelled 
without financia l repercussions. 

Purchase orders for the quantity cancelled (10,41 7 horn 
cheeks), after consideration of fresh tenders, were placed o n 
15th May 1979 on the same firm for supply of 5209 numbers and 
on firm ' B' fo r 5,208 numbers at the rates of R s 30.60 each and 
R s 30.45 each respectively, plus taxes as against the rate of R s. 
19.39 each plus taxes, agreed to by firm 'A' earlier in December 
1977, resulting in extra expenditu re of R s l.2 1 lakhs. 

The Administration stated (June 1980/January 1981) that 
the time lag between 30th December 1977 and 13th June 1978 
was due to delay in processing the case as a resul t of heavy 
absenteeism, large number of vacancies, pressure of work , and 
the time taken in examination of the stock position in the stores 
depot. The Administration added that in view of th.e existing 
stock it was not considered in the Railway's interest to obtain 
more supplies during 1977-78. 

The following comments are made : 

(i) The period of five and a half months taken by the Ad
ministratio n to process the amendment to the purchase 
order was excessive. 

(ii) Even if it was felt that more supplies during J 977-78 
were not necessary, the Administration could have issued 
the amendment to the purchase order in March 1978, 
(stipulating supply within 16 weeks from the date of issue 
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of the amendment, as requested by the firm), this being a 
regular consumable item of stores for the Central 
Railway. 

fn the above event, even if the firm had failed to supply the 
item at the same rate after the announcement of the price increase 
by the JPC in June 1978, it would have been open to the Adminis
tration to enforce the conditions of the contract. 



CHAPTER LV 

WORKS 

18. Eastern and Northern Railways- Remodelling of Mugbal
sarai Marshalling Yard 

I. Jntroductory 

Mughalsarai Marshalling Yard located at the junction or 
fo ur important t runk routes, viz: two each from the Northern 
and the Ea tern Railways, is divided in to Up Yard, Down Ya rd 
and Central Yard. While the Up a nd Down Ya rds are self
conta ined units with separate sicklines, t ransbipment sheds and 
grid (subsidiary) yards·, the Central Yard deals with goods 
t raffic consisting of through block rakes and passenger traffic. 

T he Yard was remodelled in pha"Ses at an approximate cost 
o f R . 2 crores during 1956-57 to 1962-63. It then stood equip
ped with a capacity to deal wi th a n interchange traffic of 3,000 
wagons, the Up Yard only having been mechanised. The Down 
Yard, a long with its hump and marshalling lines, dealt mainly 
with through loads of empties and was no t mechanised then. 
However, so111e works of extending the classification and depar
ture lines, etc. were carried out and ma nual humping retained to 
deal with a maximum number of 2,200 wagons per day. 

When remodelling of the Up Yard was in progress from 
1956-57, the Northern R ailway Administration constructed a 
bye-pass link between their two trunk routes meeting just short 
of M ughalsarai, viz between Vyasnagar on Lucknow side and 
Jeonathpur on Allahabad side, to give relief to the yard during 
the period of remodelling by avoid ing the Northern Railway 
cross traffic. As the remodelled yard was expected to be in a 
pos1 t1 on to handle this cross traffic conveniently, the bye-pass 
link wa dismantled in 1959. 

90 
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11. P roposal for remodelling and mechanisat ion of Down Yard 

The pattern of traffic handled by the D own Yard began to 
change from 1966 due mainly to movement of foodgrains from 
N orthern Railway towards West Bengal and Orissa. The Eastern 
Railway Administration reported to the Railway Board in July 
1969 bunching in the receipt of goods trains from Northern 
Railway during certain periods of the day and hold ups both 
at Mughalsarai and short of Mughalsarai due to the limited 
rate of humping and line capacity in the reception lines in the 
Down Yard. Further, it was anticipated (July 1969), reportedly 
after a work study and assuming an annual increase of 5 per cent 
in goods traffic, that the Down Yard would have to deal with 3754 
wagons per day in 1973 and 4793 wagons per day in 1976. 
Accordingly, remodelling of the D own Yard by resit ing sick 
lines, goods-sheds, providing a larger number of classification 
lines a nd mechanised hump with greater height was undertaken. 
The work ws sanctioned by the Ministry of Railways (Railway 
Board) in December, 197 1 at an estimated cost of Rs. 2.84 crores 
and a return of 12 percent was anticipated. 

Ill. Commencement of the project 

The remodelling work was to be executed in a phased manner 
without affecting the yard operations and be completed by 31st 
December 1974. The commencement of the work (connected 
with the resiting of sick lines, classification lines and hump) 
was, however, affected due to delay in handing over land (43 
acres, required for the purpose) by the State Government which 
was done in stages from July-October 1973 to July 1975. The 
contract for supply and erection of equipment for mechanisa
tion of the yard was awarded in July 1974 but the import licence 
for some of the components required to be imported could be 
got issued only in August 1976 owing to delay in finalising the 
tenders and getting clearance for import from the Director 
General, Technical Development. The contract delivery period 
of 27 months~was to be effective from the date of issue of the 
import licence. 

S/25 C&AG/80-7 
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Meanwhile, the two years 1969-'71 had witnessed a decline 
in ttie freight traffic carried over the Railways (from 207.9 million 
tonnes in 1969-70 to 196 .5 milli'On tonnes in 1970-71) as also 
in the interchange traffic passing through Mughalsarai Yard , 
from the level of 3199- 3249 wagons during 1969-70 to 2925-
2930 wagons during 1971-72. Even of this interchange traffic, 
a greater proportion was being despatched by through trains 
via the Central Yard, not requiring marshalling in the. Down 
Yard, owing to the increased movement of bulk commodities 
like coal, petroleum and oil products (POL) and other commo
dities in block rakes, the percentage of wagons passing through 
tbe Central Yard to the wagons interchanged being as much 
as 57-63 per cent during this period (1969-73) as against 33-
40 per cent in 1966. 

During April 1970 to February 1971, the alternative ro ute 
via Garwa Road Billi (Obra)-Chopan on the Northern Railway 
and Billi-Katni on the Central Railway for movement of coal 
t raffic {by passing Mughaisarai) from Singrauli and Central 
India Coalfields towards the Western side had also been completed 
in stages. 

All these developments called for a review of the traffic pros
pects and growth of interchange traffic (assumed to increase at 
the rate of 5 per cent) passing through the Central Yard as also 
dealt with in the Down Yard. 

Further, though the number of wagons dealt with in the 
Mughalsarai Yard, both Down and Up Yards, declined, deten-
ti on to wagons continued to rise due to the increase in the work-
load on the Central Yard, as indicated below : 
Year Number of wagons Wagons Average detention daily (per 

dealt with in inter- wagon in hours) 
changed 

Down Up Daily Marshall- Central Yard 
Yard Yard Average ing 
Daily Daily (Maximum Yard Through Empties 

!<\verage Average of the year loaded 
per day) 

1969 2295 3212 3199 30. 1 30 .95 23.22 
1970 2097 2666 3249 33.3 33.03 26.00 
1971 1112 1442 2925 33.9 33.93 30.08 
1972 1019 1373 2930 37.4 37.99 31.45 
1973 647 767 2835 46 .4 47.93 40.83 

• 
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During April-June 1974, prior to award of the contract 
for mechanisation in July 1974, the Ministry of Railways (Railway 
Board) had noted the declining trend in traffic and sought 
clarifications (May l 974) from the Admfoistration whether the 
investment in mechanisation would not be premature at that 
stage. They, however, allowed (June 1974) execution of the 
remodelling of the Down Yard ,to proceed as originally sanc
tioned, anticipating an increase of about 40:> wagons in the 
interchange traffic over the 1969-70 level under normal conditions. 
Neither the Eastern Railway nor the Railway Board bad taken 
into consideration, at that time, the changed pattern of traffic 
due to movement in block rakes th.rough the Central Yard. 

IV. Progress in the execution of the work 

In view of the delay in the acquisition of land, there was slow 
progress even in the execution of minor civil engineering works 
such as shifting of goods-shed, transhipment shed, laying of 
~dditional receiving lines etc., these having been completed in 
stages between June 1973 and September 1974. The progress 
in the execution of the work by 1975-76 was 57 per cent only. 

The slow p rogress of the work meant escalation in labour 
and material cost of the project from Rs. 2. 84 crorcs to Rs. 4. 79 
crores as per the revised estimate sanctioned by the Min istry 
of Railways (Railway Board) in February 1980. Even with 69 
per cent increase in the cost of the project, a financial return of 
13 . 48 per cent on the increased capital expenditure was worked 
out on the assumption of additional coal loading and move
ment of 280 to 313 wagons by 1983-84, as compared to 1969-70, 
from Raniganj and Jharia coalfields through Mughalsarai. 

The present progress of the work is about 87 percent (Septem
ber 1980). While the remodelling of the down departure lines 
was completed by 1974-75 a nd has been operative since then, 
the marshalling yard with the mechanised hump is yet to be 
commissioned (September J 980) due mainly to non-receipt of 
equipment for mechanisation. 



V. Trends of traffic, wagons dealt with and detention to wagons 
and trains 

As stated earlier, detentions to wagons received in the yard 
as well as to down trains of the Northern Railway held up short 
of Mughalsarai were on the increase, though the number of wagons 
dealt with in the marsballing yard had declined, as under : 

Year No. of No. of Target Dctcn- Position for one representative 
wagons wagons detea- tion to month- March 
inter- dealt with t ion wagons 
changed in Down (hrs) 1 (hrs) No. of trains affect- Average 
with Yard ed (held up short of detention 
Nor thern (Daily (MGS) per 
Railway Average) train 
(maximum (hrs) 
of the year 
per day) 

Position prior to remodelling work 

1969 3199 2295 19.5 30. 1 134* 0.50 

(•Trai1s in both directions ex-Lucknow and ex-Allahabad taken together 

Position after the commencement of remodelling work 

1976 3388 1268 23 39 . 1 Ex. Al!Jhab1d 380 2.20 
Ex. Lucknow 322 l.54 

1977 3430 11 54 42.4 Ex. Allahab 1d 305 l.08 
Ex. Luck now 303 1.26 

1978 3225 1065 35 43 0 Ex. Allahab1d 368 1.13 
Ex. Lucknow 370 l.52 

1979 2793 1016 35 51. 1 Ex. Allah1b1d 392 3.13 
Ex. Lucknow 259 1.50 

1980 2849 Ex. Allahab ld 374 1. 30 
Ex. Lucknow 272 1.38 

1t would be seen from the above that the number of wagons 
interchanged had not declined as steeply as the number of wagons 
dealt with in the marshalling yards, thereby confirming that 
the interchange traffic had been moving mainly through the 
Central Yard without being terminated in the marshall ing yards 
of Mugha lsarai. 

The increase in detention to wagons in the yard inspi te of the 
additiona l faci li ties provided was expla ined by the Eastl!rn Railway 
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Administ ration (April 1979) as being due to factors such as wagons 
becoming unfit/damaged owing to deficient coupling, lack of 
power, late materialisation of stock, accident, break down etc., 
besides inadequate capaci ty in the reception lines of the Central 
Yard which received nearly 70 per cent of the interchange traffic 
as through goods trains. 

Though this was a major yard remodelling-cum-mechanisa
tion work relating to the Down Ya rd comparable to the rem odel
ling of the Up Ya rd executed during 1957-61, no proposal was 
<:oosidered at the time of sanction to the project in December 
1971 for provision of a bye-pass or avoiding line above Mugha l
sarai (similar to the one provided in 1956-57 when the Up Yard 
was remodelled) to give relief to the Down Yard du ring the period 
of con truc tion from the Northern Rai lway's cross traffic. 
Though this question was first considered as early as in January 
1973, it was only in August 1979, when the remodelling p roject 
was nearing completion, that the Railway Board approved a 
proposa l for resto ration of the dismantled bye-pass line at a cost 
o f Rs. 6L.80 lakhs. This work on complet ion wou ld enable the 
Northern R ailway to d ivert so me of its cro traffic, both empties 
a nd I oaded wagons between Lucknow and Allahabad which at 
p resent passes through the Mughalsarai Down Yard. 

Meanwhile , the additional coal traffic (by 1983-84, additional 
280- 313 wagons over 1969-70 level), a nticipated to pass through 
the remodelled Mughalsarai Yard from the R auiganj a nd Jharia 
·coalfields, had not also materialised as seen from the table 
below: 

Coal loading 
Year 

1969-70 
1976-77 
1977-78 
1978- 79 
1979-80 

*Not llVailable. 

R aniganj field Jharb field Tota l coal 
--------traffic 

Total 
Joading 

• 
2111 
2105 
1650 
1498 

Loading Total 
via Mughal loading 
Sara i 

902 
1031 
990 
849 
756 

• 
1071 
1153 
955 
918 

Loading via 
via MGS Mughal-

Sarai 
728 1630 
497 1528 
590 1580 
442 1291 
370 I 126 
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Summing up : 

The following aspects of this project would merit considera
tion: 

(i) The interchange traffic between the Northern and the 
Eastern Rail ways at Mughalsarai had been assessed 
(l 969) to increase from the level of 3000 wagons in 
1969 to 3754 in 1973 and 4793 wagons in 1976 per day 
by assuming a traffic growth rate of 5 per cent per annum. 
Actually, however, the interchange traffic between the 
two Railways at Mughalsara i declined from the level 
of 3000- 3199 in 1969 to 2835 in 1973. This called for a 
review of the traffic prospects before proceeding with 
the remodelling of the D own Yard . 

(ii) The pattern of traffic moving through Mughalsarai had 
also been undergoing a cha nge due to i11creased move
ment of bulk commodities like coal and POL products 
in block rakes which passed through the Central Yard. 
Though this was evident from the declining trend in 
the number of wagons dealt with in the Down Marshal
ling Yard coupled with increased detention to wagons 
ha ndled at Mughalsarai from 1969, it had not been taken 
note of in connection with the remode!Hng of the yard 
even though there was adequate time for reconsideration 
of the details of remodelling till 1973 in view of the delay 
in the project gaining momentum . 

(iii) Provision of a temporary bye-pass line (between Vyas
nagar and Jeonathpur on the two trunk I ines of Northern 
Railway meeting short of Mughalsarai) during the execu
tion of the project to afford relief to the Down Yard 
and reduce detention to wagons as well as goods trains 
held up short of Mughalsarai (as done when the Up 
Yard was being remodelled) was not considered in time. 
However, provision of such a bye-pass line was approved 
in August 1979, ~nd that too on a permanent basis, when 
the remodelling was nearing completion. This would 
result in furthe r reducing the flow of interchange traffic, 
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m,ain,ly enwties, from the Nortl.lern Railway into the 
Mughalsarai Down Yard, which had been remodelled 
to handle ~dditional traffic. 

(iv) The coal t(aflic via Mughalsarai had declined in 1979-80 
by as much as 31 per cent from what it was in 1969-70. 
F urther, despite the additional facilities created in the 
D own Yard by the execution of the project, there had 
been no improvement in detention to wagons a nd goods 
trains interchanged with the Northern R ailway, this 
having gone up significantly as compared to 1969-70. 

Thus, the remodelling of the Mughalsarai :C ')W{l Yard 
undertaken during 1971-80 at a cost of Rs. 4. 79 crores to hal\dle 
additional traffic and reduce detention to stock, had largely not 
been able to achieve its objectives due mainly to failure to take 
note of ;.the changing p:ittern of traffic passing through M ughal
sarai. 

A draft review on this yard was issued to the Easteru Railway 
Administration on 5th November 1980 ; its reply is awaited 
(January 198 1 ). 

19. Deposit works on Railways 

Works executed by Railways for other Government depart
ment~ . mun icipalities a nd o ther local bodies, private firms and 
individuals, at the cost of the latter, <ire termed 'Deposit Works'. 

According co the rules, no deposit work should be taken up 
by a Rai lway till a detailed es~imate for the work has been go t 
accepted by th;:: party concerned and sanctioned by the compe
tent Railway authority. Io the case of local bod ies, private 
i ndiv~duals etc., the estirpated cost of t!i.e work is also required 
to be deposited i11 ~dvance with. tlie Railwax. Furt!i.~r no 
expenditure in excess of either the sanctioned estimate or the 
deposit made i3 to be incurred on a ny work under taken, U!lless 
ac~ptance of the party to the anticipated excess is obtained 
or the anticipated excess cost is deposited by the party. 
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A review by Audit of the deposit works undertaken by the 
Railways revealed that, in a number of cases, the rules had not 
been strictly observed by the -respective Administrations, with 
t he result that excess expenditure amounting to Rs. 25. 81 lakhs 
incurred on 11 deposit works by the vanous Railways had not 
been recovered from the parties concerned. The details of these 
cases are mentioned below : 

I . Central Railway-Construction of a foot overbridge at 
Nasik Road 

Construction of the foot overbridge, at an estimated cost of 
Rs. I .95 lakhs, was commenced (May 1973) on this amount 
being deposited (June 1969/July 1971) by the Nasik Municipal 
Council with the Railway. A further deposit of Rs. 0.41 lakh 
was made (June 1973) by the Council on the advice of the Admmi -
tiation that the cost of the work was likely to go up due to u e 
of alternative sections of steel owing to non-availability of sections 
provided in the estimate and increased fabrication costs. While 
the revised estimate for R s. 2.35 lakhs was sanctioned by the 
Railway and communicated to the Council in November 1973. 
the Adm inistration noticed in June 1974 that the fabricated 

s teel used, as also the fabricati on charges, were more than 
estimated, with the result that the expendiiure had execeeded 
the revised estimated cost/deposited amount. The work having 
been completed in September 1974, the Council was requested 
(October 1974) to deposit an additional amount of Rs. l lakh 
to meet the increased cost. On this, the Counci l, without depo
siting the amount, asked (January 1975) the Administration for 
the completion report for scruti ny. While the bridge had been 
handed over by the Railway to the Council in December 1974, 
the Administration later re-assessed the excess over the deposited 
amount as Rs. 1 .32 lakhs and requested (July/August 1975) the 
Council to deposit R s. l. 38 lakhs (including interest charges of 
Rs. 0. 06 lakh), which the latter declined (March 1977) to do. 

On a representation by tht> Council in September 1978 to 
the Minister of Rail ways, the Ministry of R ai lways (Railway 

Board) advised (February 1979) the Administration (on the basis 

,&. 
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of what had been stated in the representation) " to recast the 
estimate taking into account the actual expenditure on the work 
and without notionally updating the costs to the price level 
prevailing at the time of completion of the bridge", and also to 
consider waiver of departmental as well as interest charges under 
the powers of the General Manager of the Railway. While the 
Administration contended (October 1979) that, the prices adopted 
being those prevailing a t the time of drawal of materials from 
the stock, no recasting on this account was necessary, it found, 
after adjustment of certain credits not accounted for earlier, 
that the excess over the deposited amount would be Rs. I . 09 
lakhs. In March 1980, the Admi111strat;on sta ted that the excess 
was likely to go upto Rs. I . 15 lakhs, and that the question of 
waiver o f departmental and interest charges was yet to be final ised . 

Meanwhile, no payment had been made (October 1980) by 
the Council towards the excess expenditure, though the work 
was co mpleted over 6 years ago. The accounts of the work a,, 
also the exact amount o f excess expenditure to be recovered also 
yet remain to be finalised by the Administration (October 1980). 

2. Southern Railway-(i) Fabrication of girders and trestle<> 
required for construction of road overbridges by Indian Railway 
Construction Com1lany for Kudremukh Iron Ore Project 

As decided at a j oint meeting in April 1977 of the represen
tatives of the Ministry of Rai lways (Railway Board), the Ministry 
of Steel and Mines and others, the Southern Railway commenced 
the fabrication work on 6th August 1977 on top priority basi . 
In January 1978, an estimate for Rs. l l . 93 lakhs was sent by the 
Administration co the Indian Rai lway Construction Company, 
with the request to deposit Rs. 10 lakhs ini tially. While the 
fabric'3. tion work was completed in January 1978, the Company 
deposited Rs. 6 lakhs on 31st March 1978, accepted the estimate 
in June 1978 and deposited a further sum of Rs. 1 .45 lakhs in 
October 1978. While an estimate for Rs. I 3. 55 lakhs was sent 
to the Company on 11th September 1980, requesting it to pay 
t he balance amount of Rs. 6. 10 lakhs, the accounts of the work 
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are yet (November 1980) to be closed and the complehon report 
drawn up, though the work was compJeted three year& ago. 

(i i) Con~truction of sub- way for pedestrians on behalf of the· 
Corporation of Madras 

The work, estimated to cost Rs 2 . 32 lakhs as per sanction 
(June 1969), was commenced in April 1970. While the cost 
as per revised estimate (January 1972) was assessed at Rs 2. 86 
lakhs and the work was completed in November 1975, the actual 
expenditure . was found at the time of closure of the accounts of 
the work and preparation of completion report in August 1979 
to be Rs. 3.12 lakhs. The amount deposited (June 1967-0ctober 
1971) by the Corporation towards the cost of the work being 
Rs. 2.86 lakhs only, the excess expenditure (Rs. 0.26 lakb.s) 
is yet (September 1980) to be recovered, though it is over fou r 
years since the work was completed. The completion report is 
also yet to be certified by tbe Accounts Office of the Railway 
(September 1980). 

(iii) Construction of a sub-way between Wimco Nagar and 
Ennorc station for a firm 

The work, estimated (August 1974) to cost Rs. 5. 77 lakhs, 
was commenced in November 1974 and completed in 
January 1976. Against a deposit of Rs 5. 80 lakhs made 
(January 1970- March 1974) by the firm , the expenditure 
incurred , as per the 'Deposits Register', was Rs. 7 . 10 lahhs 
(involving an excess of Rs. 1 . 30 lakhs) and as per the 'Works 
Register' Rs. 6.34 lakhs (involving an excess of Rs. 0 .54 lakh). 
While reconciliation of the two Registers, prescribed in the rules, 
has not been done, the excess amount (to be assessed precisely) 
is yet to be recovered from the fi rm (September 1980). The 
completion report showing an expenditure of Rs. 6. 34 lakbs 
prepared in February 1977, is also still (September 1980) under 
verification in the Accounts Office of the Rai lway. 

(iv) Construction of a siding for Eood Corporation of India 

The work, estimated (March 1968) to cost Rs 4. 99 lakhs, was 
commenced in August 1969 and completed in June 1972. Against 
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the Corporation's deposit of Rs. 4. 99 lakhs, the expenditure· 
incurred on the wozk, as per completion report prepared in 
October 1976, was Rs 6.47 lakhs. While reimbursement of the 
excess expenditue of Rs. 1 . 48 lakhs was claimed by the Railway 
in February 1978, it is yet to be received from the Food Corpora
tion of Cndia (September 1980). 

3. Sooth'Eastern Railway-(i) Construction of a private siding for 
Cement Corporation of India 

The work was estimated (September 1967) originally to cost 
Rs. 19.43 lak.hs against which the Cement Corporation had de
posited Rs. 18. 09 lakhs between July 1966 and March 1969. 
On the party requesting (July 1969- June 1971) certain additions 
and alterations to the original plan, the work (including these) 
was completed in 1972 but the cost remained to be finalised. 
At this stage, in the absence of complete expenditure statement, 
it was anticipated that the additional expendi ture would be met 
from savings but on finding in August 1978 that the actual ex
pendi ture had exceeded the deposit by Rs. 9. 03 lakhs, reimburse
ment thereof was claimed from tbe party. The latter however 
refused (December 1978) to accept the additional liability on the 
ground that it had been assured till June 1971 , by which time all 
the major works had been completed, that the total cost would 
be within the sanctioned estimate, Payment of the excess is yet 
to be made by the party (September 1980). 

(ii) Extension of private siding for the Thermal Power Station, 
Korba 

The work, which was to be executed by the party under 
Railway supervision, was commenced in August 1962, the cost as 
per estimate prepared (by the Railway) in 1963 being Rs. 15 . 3 l 
lakhs. As only some fittings were to be supplied by the Admi
nistration, the party made a deposit of Rs. 2 . 41 lakhs in May 
1963 to cover the cost of the fittings and the supervision charges. 
While the work was completed in December 1966 and a detailed 
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estimate for Rs. 21.59 lakhs was sanctioned in January 1971, the 
Administration fai led at that stage to assess the expenditure i11 -
curred by it in relation to the deposit. At the time of dra\\ ing 
up the completion report in July 1976, the actual expenditure 
incurred by the Railway was found to be R s. 4 . 95 la khs. lt was 
only in O ctober 1977, that the Administration requested the party 
to pay the bala nce of Rs. 2 . 54 lakhs but no payment has been 
re<::eived so far (September 1980). 

(ii i) Constru ction of assisted cum priva te s iding s in Orissa 

Construction of assisted cum private sidings to serve the 
Orissa State Electric ity Board and the Orissa Tex t ile Mills at 
Charbatia was co mmenced in J 948 and co mpleted in J 95 I. 
Certain ancilla ry works were comple ted in January 1958. As 
p er agreed te rms, the Administration raised debits towards the 
cost of the wo rk against Government ofOrissa from time to time 
and received payments o f R s. 4 . 08 lakhs upto October 1962. The 
completio n repo rt was however prepared only in 19 70 for Rs. 
6 . 51 lakhs; while debi t for the balance of R s. 2. 43 lakhs ''as 
raised in April 1972, a n amount of R s. l . 28 la khs was received 
io March 1976 and Janua ry l 978 leaving R s. 1 . J 5 lakhs ~til l 

(September 1980) to be real ised . 

( iv) Provision of a reversing loop in the assisted s iding for 
a company 

At the request of the Company, the work, estima ted (Augu~ r 

1965) to cost R s I . 11 lakhs (Rs . 0 . 66 Jakh to be borne by the 
Railway, being cost of permanent way m ateria ls, and Rs. 0 .45 
lakh to be borne by the party, this being reduced to R s. 0. 28 
lakh if earthwork and ba llast ing were d o ne by the party) ""as 
underta ken by the Rai lway. In October 1966, it wa 
noticed that a part of the loop wo uld fall o n private land requir
ing acquisition. Taking thi s into account and some additio na l 
works necessary, the p lan was revised and the wo rk completed 
(June 1969) a t a cost o f Rs. 0.94 lakh but without getting the part)' ·s 
acceptance to the revised estimate or o btaining additional deposit 
o ver and above R s 0 . 28 lakh a lready received. When a revised 
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estimate was sent to the party in August 1969, including provision 
fo r fur ther alteration to the sid ing, it stated (March 1970) that 
it did not want this alteration and asked for a revised estimate 
for the loop alone. Over four years later, in June 1974, the Admi
nistration furn ished just an abstract cost of the loop for the 
party's acceptance, and in 1976 the party demanded refund t.f 
its deposit on the ground that the loop would not be of any use 
to it. Whi le the deposi t made has not been refunded, the ex
pendi ture (Rs. 0 . 66 la kh) incu rred by the Railway is yielding no 
benefit to the Railway, the loop being not conunissioned so far 
(September 1980) . 

(v) Construction of lines for iron ore loading at Kirandul 

T he work was commenced in Septem ber 1970.on beh a lf of tli e 
National Mineral Development Corporation Ltd. (NMDC) and 
completed in Ma rch 1976. While N MDC deposited Rs. J lakh 
in September 1970, Rs. 5.37 lakhs in October 1970 and Rs. 0.33 
lakh in Octo ber 1975 (Rs. 6.70 lakhs in a ll), it was noticed, when 
the completion report was d rawn up in December 1977, that the 
actua l expenditure incun ed, was Rs. 8.08 lakhs but cla im fo1 the 
balance of Rs. I . 38 lakhs was preferred much later in June 1980. 
Reimbursement of the excess expenditure is ye t (Septem ber 
1980) to be received. 

4. Western Railway-Foot overbridge at Kaloi station 

On the request (Februa ry 1967) of the Ka loi Municipality to 
provide a foot overbridge at K aloi station, and on fin alisation 
(July 1969) of the pla ns a nd estimates by the Administration , 
the Municipality was requested to deposit the estimated cost of 
Rs. I 87 lakhs, which it did in Septem ber 1970 and May 197 1. 
Tn December 197 1, the Administration advised the Municipa lity 
that because of acute steel shortage the plans had to be revised 
but d id not indicate the cost implications of the change. The 
bridge was c0mpleted in September 1974 and in October J 975 
the Administration asked, pending finalisa tion of accounts, for 
an additional deposit of Rs. 0 . 90 lakh by the Municipality in view 
of the increase in cost of the work but it was not received. T he-



.expenditure on the work was assessed in May 1977 at Rs . 2. 58 
lakhs. When the Administration asked the Municipality to remit 
the excess of Rs. 0. 71 lakh together with interest charges of 
Rs. 0. 05 lakh,,the latt-er disowned (September i977) responsibility 
tkerefor on the grounds that the original estimate had been 
changed by the Railway without its sanction and further that the 
increase in..cosfwas solely on account of the delay by the Railway 
in completing the work. No further payment has also been 
received from the Municipality so far (November 1980). 

II. Jn the case of deposit works required to be maintained by 
the Railway at the cost of the Department, local body, private 
firms or individuals ordering the works, prior acceptance of the 
party concerned is required to be obtained for the annual recurring 
expenditure likely to be incurred by the Railway on repairs, 
maintenance etc., and bills are to be preferred accordingly. 

Non-observance of these rules by the various Administrations 
resulted in non-recovery of repairs and maintenance charges, 
as indicated below : 

Central Railway- Construction of foot overbridge at Nasik 
Road 

Though the work was completed in September 1974, no bill 
for recovery of maintenance charges therefor bas been preferred 
on the Municipal Council so far (September 1980). 

Northeast Frontier Railway-Provision of a level crossing for 
a firm 

At the request (December 1971) of the firm, a level crossing 
for its mechanised brick plant near Agthori Railway Station 
was provided and opened for traffic in February 1973. However, 
no bill for recovery of charges on account of its repairs, mainte
nance, operation etc. was preferred by the Administration against 
the party. On this omission being pointed out by Audit in April 
1979, the Administration preferred (May 1979) a provisional 
bill for Rs 0.87 lakh for the period from February 1973 to March 
1979 but the firm has not made any payment so far (September 
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1980). No agreement bas also been executed with the firm for 
recovery of such charges 

Western Railway-Foot overbridge at Kaloi Station. 

Though the bridge was completed in September 1974, bill 
for maintenance charges amounting to Rs 0. 29 lakh for the 
period from October 1974 to March 1979 was preferred only in 
May 1978. The party has, however, not yet (November 1980) 
made any payment. 

Summing up : 

The following are the major lapses/failures on the part of the 
Administrations in these cases : 

(1) The initial estimates of the works had not been drawn 
up precisely, taking into account all the relevant factors 
known at the time. 

(2) The progress of expenditure had not been watched closely 
with a view to making timely assessment of the additional 
deposit required before incurring expenditure over and 
above the initial deposit. 

(3) The accounts of the works, as also their completion re
ports had not been finalised for years after their com
pletion. This led to the parties not accepting the Rail
ways' belated claims for excess expenditure. 

(4) Bills for maintenance charges etc. had either not been 
prepared or preferred for several years after the Railways 
started incurring expenditure on maintenance following 
completion of the works. 

This para was issued to the Ministry of Railways (Railway 
Board) on 3rd November 1980; its reply is awaited (January 
1981). 

20. North Eastern Railway-Delay in -shifting of a torn-table 
Turn-tables or triangle lines of requisite capacity are provided 

at various originating/terminating stations for changing the direc
tion of engines. At Kasganj on the Kasganj-Matbura metre 
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gauge (MG) section (distance 105 km), where there was a triangle 
line capable of turning all types of engines, a standard MG turn
table of 65' diameter was provided in the course of remodelling 
of the yard during 1962. The triangle line which was to be 
dismantled in order to ease the curves in the yard, as per the re
modelling plan, was subsequently retained as a stand-by. At 
Mathura, the other end of the Kasganj- Mathura section, there 
was a turn-table of 50' diameter which was used for turning small 
engines ('P ' class) for working trains on the Mathura- Vrindaban 
branch line (distance 13 km), whi le Vrindaban had a triangle 
line capable of turning all types of engines. 

With effect from January 1973, one passenger train hauled 
by a YP engine and one goods train hauled by a YG engine 
were introduced on the Kasganj- Mathura section, terminating 
at Mathura. As the turn-table at Mathura was not capable of 
turning YP/YG engines, these were run light to Vrindaban and 
back (26 km) for being turned at the traingle line available there. 

In February 1977, contrary to the remodelling plan of Kasganj 
Yard, the Administration sanctioned an estimate for Rs. 
0. 50 lakb for shifting the 65' turn-table from Kasganj to Mathura. 
The tum-table was shifted to Mathura and installed there in Fe
bruary 1979 and was commissioned in August 1979. 

The extra expenditure incurred on the light run of the engine 
between Mathura and Vrindaban, from January 1973 to Jul y 
1979, was assessed (by Audit) at Rs. 2 . 62 lakhs (cost of coal and 
wages of crew). 

The Administration stated (December 1978) that the decision 
to shift the turn-table from Kasganj to Mathura was taken only 
after the design of the triangle line at Kasganj had been sufficiently 
improved to make it suitable for meeting the requirements. 

The Administration could not produce any evidence of the 
improvements stated to have been effected in the triangle at 
Kasganj, the period in which these improvements were effected 
and the expenditure incurred thereon, but ma intained (February 
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1980) that improvements were made as part of normal routine 
work, that as such no separate sanction for carrying out these 
jmprovements had been obtained, and that therefore, the expen
diture thereon could not be segregated from the overall expendi
ture on day to day repairs and maintenance chargeable to revenue. 

According to the extant rules, even in the case of works 
chargeable to revenue, an estimate is required to be prepared and 
a specific sanction issued for every work estimated to cost more 
than Rs 20,000. Tl\e fact that no separate sanction was issued 
in thls case, would indicate that the work involved was not of 
such magnitude that the Administration need have taken more 
than six years to carry it out before shifting the turn-table from 
Kasganj to Mathura, the result of which was that the engines 
had to be run light between Mathura and Yrindaban at extra 
cost. 

21. Northern Railway-Extra expenditure on the execution of 
a work 

A contract for conversion of dry into flush latrines in 449 
units of quarters at Jagadhri (Delhi Division) at an estimated 
cost of Rs. 5. 30 lakhs was awarded (November 1972) to a con
tractor for completion by 3rd November 1973, extended later 
at his request to 30th April 1974. The contractor's six running 
bills amounting to Rs. 2. 69 lakhs for the work done upto 
N ovember 1973 were paid by the Admin istration, but hls 7th runn
ing bill dated 4th January 1974 for Rs. 0 . 25 lakh was not passed 
for payment on the ground that funds were not available in the 
budget. Thereupon the contractor expressed (January/February 
l 974) his inability to execute the work further without receiving 
payments for the work already done by him; in March 1974 he 
informed the Administration that, the prices of sanitary fittings 
and other materials having risen by more than 100 per cent, it 
was not possible for him to carry out the remaining p ortion of 
the work at the existing rates, and that his contract be settled . 
By that time, the value of the work done by the contractor was 
R s. 3 . 22 Iakhs (against the payment of Rs. 2. 69 lakhs to him) 
S/25 C&AG/80-8 ,i;,.. 
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and the estimated value of the work remainjng to be done was 
Rs. 2. 08 lakbs. 

The Administration held (October 1974) that, according to 
clause 17(3) of the General Conditions of Contract, postpone
ment of payment (like any other delay on the part of the Railway) 
could not constitute a valid ground for the contractor to aban
don the contract or put up claim for damage and compensation ; 
that, in such cases, the Railway could grant extensions consi
dered reasonable and that the contractor not having applied 
for extension and the work not having been completed, the con
tractor should be deemed to have abandoned the contract with
out a ny valid reason. 

In the above circumstances, the contract should have been 
terminated at bjs risk and cost under clause 62 of the General 
Conditions of Contract but the Adrrunistration, without issuing 
a notice to the contractor (for which reasons were not available 
on record) for terminating ills contract, invited (December 1974) 
limited tenders for execution of the remaining portion of the 
work and awarded (20th January 1975) the contract at an esti
mated cost of Rs. 3. 65 lakbs to the same contractor, who had 
earlier defaulted and abandoned the work, a s his tender was the 
lowest. The work was completed in October 1975 at a cost of 
R s. 3. 66 lakhs against the original estimated cost of Rs. 2. 08 
lakhs. 

In the meantime, the Law Officer, to whom the case was 
referred in March 1975, opined that action to terminate the ear
lier contract should have been taken before the expiry of the 
stipulated date for completion (30th April 1974); nevertheless 
be advised that notice be issued to the contractor without fur
ther delay. It was however only on 4th June 1975 (more than 13 
months after the stipulated date of completion) that the Admi
njstration issued a notice to the defaulting contractor for termi
nation of his contract at bis risk and cost. As a result of the 
delay in the issue of the notice, the extra expenditure of Rs. l . 59 
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lakbs incurred on the work could not be recovered from the de
fa ulting contractor. On the other hand, on a counter claim of 
Rs. 2. 02 lakhs by the defaulting contractor on account of cost 
of materials lying at site, increase in rates, damages, defamation 
a nd setback to business, loss of anticipatory profits etc., and re
ferred to arbitrator, an award of Rs. 0. 53 Jakb (refund of earnest/ 
security money of Rs. 0. 35 lakh and an amount of Rs. 0. 18 
lakh in full settlement of au claims) in his favour wa given 
(December 1977) by the arbitra tor. The Railway's objections 
against the award were dismissed by the Delhi High Court, and 
the award was made a rule of the Court (April 1979). The extra 
expenditure on the work was thus Rs. I . 77 lakhs (Rs. I . 59 lakhs 
plus Rs. 0. 18 lakh). 

ln regard to the grou nd on which the contractor's bill (under 
the .first contract) was not passed in January 1974, viz non-avai l
a bili ty of fu nds, it may be mentioned that, against the final allo t
ment of Rs. 25. 63 lakhs under the relevant head of account to 
the Rai lway (Delhi Division) for the year 1973-74, the total ex
penditure booked was Rs. 26 . 61 lakhs, the excess of Rs. 0 . 93 
lakh being explained (August 1974) by the Administration as 
due to expenditure on ~other works. On the other hand, with
holding of payment (Rs. 0. 25 Jakh) led to abandonment of the 
work by the contractor and resultant extra expenditure of 
Rs. I . 77 Jakhs. 

The Ministry of Railways (Railway Board) stated (December 
1980) that extra expenditure had been incurred due to escala
t ion in the prices of sanitary fittings. In this connection, it is 
pointed out as under : 

(i) The contract was not subject to escalation. 

(ii) It was in March 1974 that the contractor had intimatc<l 
his inability to execute the remaining work in view of 
the rise in the price of sanitary fittings. The original 
date of completion of the work, viz 3rd November 1973 
bad earlier been extended to 30th April J 974 at the con
tractor's request. A price rise during extension on con
tractor's account could not be termed Railway's liability. 
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(ii.i) The remaining work was awarded only in January 1975 
and completed in October 1975, thus leading to the
overall increase in expendi ture. 

22. Southern Railway-Dues from an earthwork contractor 

A contract (value: Rs. 21.32 lakhs) for earthwork in reach 
VJ of the Hassan-Maogalore Railway Project was awarded to 
firm 'A' in July 1965, to be completed by January 1967 (later, 
extended to December 1972). During execution, quantities 
exceeding 25 per cent in respect of certain items of the work 
(value: Rs. 5.05 lakhs) were also entrusted (May 1972) to the 
same fi rm under another contract. On grounds of unsatisfac
tory progress, both the contracts were terminated in May 1974 
at the risk and cost of the firm. The left over work was entrusted 
(October 1974), on open tender basis, to firm 'B' and completed 
by it in May 1975. 

During July 1965 to May 1974, payments had been made to 
firm 'A' on the basis of approximate assessment of the work done 
as certified by the Assistant Engineers concerned. When de
tailed measurements were taken in October 1975, an overpay
ment of Rs. 2 . 38 lakhs to firm 'A' was noticed. The liability 
of firm 'A' for work not done by it till May 1974, and subsequently 
got done by fi rm 'B' in May 1975 at the risk and cost of the for
mer, was assessed by the Administration at Rs. 1 .47 lakhs in 
April 1978 only. Further, the outstanding dues against firm 
'A' on aecount of (a) the cost of returnable materials issued to 
the firm but not returned by it, and (b) the difference between 
the provisional rates charged and the final rates required to be 
charged in respect of the other materials issued and hire charges 
for plant and machinery loaned to the firm by the Railway, were 
assessed by the Administration at Rs. 1 . 73 lakhs in February 
1979. After adjusting Rs. 2 . 19 lakhs available on account of 
security deposit etc., a balance of Rs. 3. 39 lakhs was still due to 
be recovered from the firm 'A'. 

Since the firm was stated to be not in a state of solvency, wind
ing up proceedings against the firm had been initiated (May 
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1979) through the Registrar of Companies. However, no reco
very had been effected so far (December J 980). 

The outstanding dues were due mainly to the abnormal de
lays on the part of the Administration in taking final measure
ment of the work done and in assessing the various Railway 
·dues . 

.23. Northern Railway-Delay in commissioujng of a weighbridge 

A 50 tonne weighbridge costing R s. 0. 63 lakh was procured 
by the Administration in October 1967. The site for its location, 
however, remained under consideration for over six years, and 
finally it was installed in March 1974 in Cheoki marshalling yard 
serving the Naini Station {Allahabad Division), the cost of ins
tallation being Rs. 1 . 38 lakhs. 

ln November 1977, it was observed in Audit that the weigh
bridge bad not been put to any use ever since its installation . 
The Administration stated in October J 978 that the weighbridge 
.could not be utilised fo r want of space for unloading excess mate
rial if noticed as a result of weighment. Later, in July 1980, 
the Administration added that the non-utilisation was also due 
to insufficient capacity of the marshalling yard for sorting out 
t he wagons to be weighed. 

The following comments arise 

(i) The weighbridge has remained unutilised for over I 3 
years, except for a period of 15 days in November 1979 
when 42 wagons were weighed, of which 5 wagons 
showed overloading. 

(ii) Wagons requiring weighment at Naini had, as a result 
of the weighbridge not being in use, to be ha uled to Alla
habad at a distance of 8 kilometres and back, the co t 

of haulage being R s. 13. 90 per wagon . Since not a ll 
such wagons would have been hauled to Allahabad 
and /or weighed there, the possibility of overloading 
a nd consequent loss of revenue couJd not be ruled out. 

(iii) Plans to enable the weighbridge to be put to use are yet 
to be finalised (October 1980). 



CHAPTER V 

EARNINGS 

2-'. Eastern Railway-Non-recovery of establishment charges 
from a private siding holder 

The agreement (April L943) with a private siding holder 
(company) in Sea ldah division of the Railway did not provide 
for recovery of the cost of Railway staff posted on the siding. 
On the omission being pointed ( 196 1) out by Audit, the Adminis
tration decided to realise the cost of Ra ilway staff from the com
pany from a prospective date by mutual consent. 

ln October 1963, the Administration served a notice on the 
company that it should bear the cost;or Railway staff posted on 
its siding, fai ling which the staff would be withdrawn from 1st 
February 1964. The company, however, filed a writ petition 
(J uly 1964) under Article 226 of the Constitution in the Calcutta 
High Court challenging the authori ty of the Rai lway to.demand 
the cost of staff posted o n the siding, which was quashed by the 
Court (March 1973). Further, the prayer for leave to appeal 
against the judgement of the High Court having been rejected, 
the company fi led ( 1976) a specia l leave petition in the Supreme 
Cour~. 

Bills for establishment charges amounting to Rs. 5. 24 lakhs 
(later revised to Rs. 4 . 54 .lakhs) recoverable from the company 
for the period from 1963 to 1974 were preferred by the Adminis
tration between October 1976 a nd April 1977. The company, 
however, contended (Apri l 1977) that the Railway's claims for 
the period from 1963 to L969 were inflated as these were based 
on the mean pay of the posts instead of the wages of the staff 
and on more number of staff than actually ; employed on the 
siding. Simultaneously, it sought o ut of court settlement of all 
Rai lway dues for the cost o f staff till 1976 on fifty-fifty basis. 
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fn regard to the company's offer for out of court settlemen', 
the legal counsel of the Railway opined (December 1977) : 

(i) The Administration could lawful ly cla·m and recover 
the arrears of the cost of staff posted on the siding 

. through a regular suit. 

(i i) The Railway had a fai rly good case and the other party 
might not succeed in the Supreme Court. However, 
in view of uncerta inty in a litigation, it would be prefer
able to consider the offer for settlement out of court pro
vided a fair settlement could be arrived at. 

In this background the Administration negotiated (Decem
ber 1977) with the company and came to an agreement that . 

(i) the latter sho uld immediately withdraw the special appeal 
pending 1n the Supreme Court and make a down pay
ment of Rs. 3 lakhs against the Railway's claims for 
establishment charges upto December 1974 ; 

(ii) bills for the cost of staff for the period from January 
1975 to March 1977 should be prepared as per the yard
stick for engaging staff on the siding ; and 

(ii i) for the period from Apri l 1977 onwards, the staff posi
tion should be reviewed in consultation with the com
pany and claims preferred on the basis of mean basic 
pay of the posts and other allowances. 

While the company paid (March 1978) Rs. 2. 50 Jakhs, a~ 
against Rs. 3 lakhs agreed to in negotiation, in final settlement 
o;" the Railway's claims for the period up to December 1974, the 
Rai lway's claims for the subsequent period January 1975-Decem
ber 1979 amounting to Rs. 3. 29 lakhs preferred on different dates 
between May 1977 and September 1980 still (December 1980) 
remain unpaid. 

ln this connection the following points arise 

(i) The ad hoc settlement negotiated by the Administration 
involved waiver ~of cla im fo1.1 R s. I . §4 Iakhs out of the 
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total claims upto 1974 (Rs. 4. 54 lakhs) ; the amount or 
the waiver ultimately turned out to be Rs. 2. 04 lakhs 
as the actual payment was Rs. 2. 50 lakh5 only against 
the agreed amount of R s. 3 lakhs. 

(ii) The waiver of the claim vistually amounted to providing 
staff on the private siding partly at Railway's cost in 
contravention of the extant rules, for which approva l 
of the competent authority viz the Ministry of Railways 
(Railway Board), was not obtained. 

(iii) The company failed to keep up its assurance of increas
ing the rail traffic from the siding, in consideration of 
which waiver of a portion of the claims had been agreed 
to; the number of wagons moved over the siding actually 
came down from 1261 each in 1976 and 1977 to 559 in 
1978, 768 in 1979 and 287 in 1980 (upto November). 

(iv) The siding agreement has still not been amended (Decem
ber 1980) to incorporate the terms and conditions ag
reed to in 1977 for recovery of the cost of staff. 

(v) The Railway' s claims of Rs. 3 . 29 lakhs for the period 
January 1975 to December 1979 continue to remain un
realised (December 1980). 

T he Administration stated (November 1979) that in view of 
uncertainty in liti gation and in realisation of any amount till the 
:finalisation of the suits, the out of court settlement negotiated 
was in the best interest of the Railway and hence approval of the 
Ministry of Railways (Railway Board) was not obtained. Con
sidering the quantum of the claim forgone (Rs. 2.04 lakhs), 
non-materialisation of the assurance of the Company to increase 
rail traffic and non-realisa tion of the staff cost (Rs. 3.29 lakhs) 
for the subsequent period, the settlement negotiated with the 
siding holder could hardly be deemed to be in the best interes t 
of the Railway. 

c . 

.• 
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25. Western Railway- Non-recovery of cost of Railway staff 
from a private siding user 

According to the rules, the entire cost of a siding from the take
off point on:an existing railway track is to be borne by the party 
requiring the siding; its maintenance and operating cost, including 
the cost of addi tional staff, if any, required fo r examination of 
rolling stock etc., is also to be borne by the party on terms to be 
mutually settled. Agreement incorporating the terms and con
ditions, the amounts d ue for recovery and providing for their 
revision from time to time is a lso to be executed with the party 
before opening the siding for traffic. 

A Railway siding for a private party connecting its factory to 
the nearest Railway station (5 km) was constructed in 1968 
and its cost amounting to Rs. 44.64 lakhs recovered from the 
party. This siding has a steep gradient of one in hundred, in 
both (up and down) directions, extend ing to a length of about 
5 km due to the topography of the area. 

The Engineering Department, while approving construction 
of the siding with this steep gradient, had suggestec! (May 1967) 
that the Operating D ep:utment might consider whether any 
special safety precautions were necessary for this gradient but 
t his question was not considered fu rther then. Without examining 
aspects li ke check of vacuum and brake power of rolling stock 
and without executing an agreement as required under the rules, 
the siding was brought into operation from 1968 and train loads 
were despatched to and from the factory. Three years later, in 
June 197 1, a siding agreement was executed with the party . 

In October 1970, an accident took place on the siding and the 
Administration decided (Februa ry 1971) to provide for a system 
of checking the vacuum and brake power of the roll ing stock 
moving into the sid ing. Train exami ning staff for checking the 
vacuum and brake power of the rolling stock moving on the 
siding were, however, employed from January 1972. Further, 
the factory installed in February 1972 a tippler for dealing with 
the wagons received on the siding and this also necessitated 
stricter check of the fettle of the wagons moving o n the siding. 
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While the siding agreement of June 1971 had indemnified 
t he Railway from a ll losses resulting from runaway vehicles or 
fai lure of brake power of roll ing stock in the course of negotia
tion over the gradient of the siding, recovery of the cost of staff to 
be appointed for checking the vacuum etc. was not spelt out 
therein, it being still under consideration. Later, in January 
1972, the Administration and the party agreed that an addi tional 
clause in the agreement providing for recovery of cost of the 
staff would be incorporated through execution of a minute sheet 
and accordingly the firm provisionaUy made a monthly deposi t 
of Rs. 2,000 from February 1972 to July 1973 (Rs. 36,000 for 
18 months in all ) towards the cost of both damages to wagons 
and railway staff posted a t the siding for assessing the damages 
over and above the normal wea r and tear. 

In June 1973, the Administration decided that the cost of 
the train examining staff should be shared between the Railway 
and the party on 50 : 50 basis, as tra in examination was essentia l 
in the interest of the party in view of the steep gradient to the 
factory's location and safety of the Railway's roiling stock. 
This, however, was not followed up by incorporation of a suitable 
clause in the agreement. 

In July 1973, the party though it had a lready deposited Rs. 
36,000 towards the cost of staff etc., contended that it was not 
liable for the cost of staff to that extent and requested the Railway 
Administration in March, April and May 1974 for execution of 
a minute sheet (to provide for necessary additional clause in the 
agreement) as mutually agreed to in January 1972. 

The Administration stated (December 1980) that, according 
to the instructions of the Railway Board of August 1967, train 
examination should in all cases be done by the Railway, at its 
cost. It is seen however that these instructions of 1967 did not 
cover cases where staff had to be posted for intensive examination 
of rolling stock in the sidings on considerations of steep gradients, 
tippler handling of wagons, etc., as is evident from the fact that 
recoveries towards cost of staff are being made from the Gujarat 
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State Electricity Board for its Ukai siding. Whi le the Adminis
tra tion.had referred the question to the Railway Board in October 
J 977, the latter has· not yet taken ·a decision in the matter (Decem
ber 1980). 

T he follow ing points arise in this case 

(i) Provision of a steep gradient of one in ht ndred n:eant 
a saving to the party in the cost of construction of the 
siding o n account of shorter rail track to the factory and 
also in operational costs to be borne by it. 

(ii) Despite the question of the precautions necessary on 
acco unt of the steep gradient of the siding having been 
raised by the Engineering Department in May 1967, 
the siding was opened in 1968 without providing for train 
examination. 

(iii) After the accident in October 1970, though recovery of 
losses due to accidents!from runaway vehicles, lack of 
vacuum power, etc. was provided for in the agreement 
wit h the party, the matter of incorporaticn of a c.lausc 
in it providing for recovery of cost of staff for examining 
vacu um power etc. was left over for consideration 
later. 

(iv) The decision of June 1973 to recover the cost of such 
staff on 50 : 50 basis was also not fol lowed up by execution 
of a minute sheet with the party despite the latter's 
req uest for execution of the same during 1974. This 
lapse resul ted in the siding user resiling from the com
mitment to reimburse the proportionate cost of additional 
staff. 

~6. Western Railway- Non-observance of routing and rating 
instructions 

The Indian Ra ilways Act, 1890, and the rules made thereunder, 
were amended in December 1974 to provide that the goods 
offered could be carried and freight charged by a longer route 
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(irre>p~ctive of the existence of alternative cheaper route) provi
ded a gen.ral order to that effect had been issued by the Ministry 
o f Raiways (Railway Board). 

On Western R ailway, there are no crane facilities at Sawai
mad hopur and Agra East Bank and hence goods traffic booked 
from Ea5tern and South Eastern Railways and requiring crane 
power for transhipment at these stations is being routed via 
Bhara tpur transhipment point since December 1963, involving 
aa extra haulage on BG of such consignments to the extent of 
40 km for Agra East Bank .and 10 1 km for Sawaimadhopur. 
Such traffic booked from Bombay area to Jaipur and vice iversa 
via Sawaimadhopur also involves extra haulage upto 183 km 
over BG and a further haulage of 56 km over MG totaJJing 
239 km. 

In February 1976, the Ministry of Railways (Railway Board) 
had directed all the zonal :Railways to advise it of the streams of 
traffic being routed by a longer route as a regular measure to 
enable these to be specified in a general order to be issued by tbe 
Ministry, enabling levy of freight by the route by which the 
traffic is actually carried. Thereafter, in January 1977, on the 
advice of the various R ailways, the Railway Board issued a 
general order rationalising a series of cases of routing of traffic 
by longer route, including the case ou the Western Railway refer
red to above. The validity of this order, which was initially for 
six months, was extended from time to time (January 1981). 

A test check (May 1980) of the records of Jaipur station 
(Western Railway) by Audit revealed that consignments of iron 
and steel (angles, channels, rounds, beams, billets and blooms 
etc.) booked from stations on Eastern and South Eastern Rail
ways, although actually transhipped at Bharatpur with the help 
of a crane, bad been booked and charged via Sawaimadhopur 
and Agra East Ban k instead of via Bharatpur, resulting in under
charges of freighl amounting to Rs. 1.98 lakhs during the period 
January 1979 to April l 980. 

..... 

., 
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The Administration stated (December 1980) that in the case 
of these consignments (from the steel plants on the Eastern and 
South Eastern Railways) the Railway invoices bore no remarks 
that these were crane consignments and hence they were booked 
and routed by the forwarding stations via the normal tariff 
ro utes. 

The Administration added that instructions had since been 
isrned for review of ?- II such cases and 10 ensure that the slaff 
physically examined the consignments before loading and made 
necessary remarks on the Railway receipts wherever the consign
ments required handling by crane power. 

The following comments arise in this case 

(i) There was failure on the part of the forwarding stations 
on the Eastern and South Eastern Railways to certify 
the crane consignments and indicate the correct freight 
to be charged as per the prescribed routing instructions. 
The destination station also fai led to notice this omission 
on examination of the heavy size of packages, etc. 

These lapses were also not detected by the Com
mercial and Accounts inspectors during their periodical 
inspection of the concerned booking and destination 
stations. 

(ii) The omission was partly attributable to the loading of 
steel consignments in mixed lots of heavy and light 
items by the Steel Plants in open wagons mostly moving 
in block rakes. The existing arrangements therefore 
require to be suitably tightened up to cover such cases 
to avoid leakage of revenue. 

(iii) The reply of the Administration ibid covered only the 
incorrect routing and rating of consignments booked 
from Eastern and South Eastern Railways but not the 
other streams of traffic moving from the Bombay side. 
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(iv) Provision of crane facilities at the above two transhi p
ment points would have saved extra haulage of wagons 
to the extent of 40 to 239 km and correspondingly 
reduced their run time as a lso detentions to them, thereby 
improving their ava ilability for traffic. 

27. Central Railway-Adjustment of fraudulent claims paid by 
the Bombay Port Trust Railway 

Jn respect of a consignment accepted on the ba<>is o f the 
sender's declaration of its weight, the extant tariff rules provide 
for its weighment at enroute stations where weighmeot facili
ties exist. Jn respect of oil products despatched in tank wagon.~, 
the rules further provide for reco rding of dip measurements and 
ascertaining the correct weight by reference to calibration chart . 
The data on weights etc. as reco rded on the invoices are required 
to be consul ted by the destination stations prior to effecting 
delivery of the consignments or acceptance of claims for shortages. 

Consignments of salseed oil are regularly booked in tank 
wagons by consignors from R aipur and BiJaspur on the South 
Eastern Railway, to be ca rried via the Central R aiway, to a firm 
' A' in Bombay on the Bombay Port T rust (BPT) Railway (under 
the Bombay Port Trust). T hese tank wagons are not weighed 
a t the booki ng stations before acceptance for despatch due to 
want of weigh bridge bu t the weight as declared by the consignors 
in the forwarding notes is accepted by the station with a remark 
on the invoices that the sender's weight had been accepted and 
that the wagon should be weighed at the weigh bridge at Bilaspur 
yard or Bhilai marshalling yard . In al l cases, dip measurements 
of the o il in the tank wagons are taken at the forwarding station~ 

and recorded on the invoices. 

During the period from April 1978 to September 1979, the 
BPT Railway, being the destination R ailway for these consign 
ments, paid 52 claims for compensation amounting to Rs. 3.89 
Jakhs for shortage of salseed oil r eceived by that Railway, ou t of 
the earnings payable to the Central R ailway as authorised by the 
Railway Board in April 1968, and passed on the debits to the 
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Central Rai lway for apportionment among the Indian Railways 
as per the rules on the subject. The Central Railway Admnis
tration, on receipt of intimation of payment of claims, noticed 
(November 1978-February 1979) that the dip measuremenl!t; 
recorded on the invoices by the forwarding stations as well as the 
particulars of weighment made on the weigh-bridges enroute and 
recorded in certain cases had not been consulted by the BPT 
Railway Administration before making payment of the claims 
and contested the payments in four cases but received no reply 
from the BPT Railway Administration and did not pursue the 
matter further. 

Meanwhile, a test check conducted by Audit (September 1978 
- March 1979) of 7 cases of the compensation claims settled by the 
BPT Railway Administration (for R s. 1.95 lakbs and this amount 
was apportioned to Central Railway Rs. I .40 lakhs, South Eastern 
Railway R s. 0.55 lakh and BPT Rai lway Rs. 675) rev<:.aled that 
compensation had been admitted incorrectly on the basis of the 
sender's weight as recorded on.the invoices and that,no notice had 
been taken of the dip measurements recorded on the invoices or 
the advices of lesser weights, recorded on the weighbridge. 
a t the enroute stations Bilaspur/Bhilai, received by them. (The 
Central Railway however, stated (January 198 1) that the advices 
of weighment were not received by the BPT Railway). 

On the matter being taken up in Audit, a detailed investigation 
conducted by the BPT Railway and the Central Railway Ad
ministrations disclosed that the weights derived on the basis of 
dip measurements shown on the invoices and of calibration charts 
were much less than the sender's declared weights shown on the 
invoices. The consignees/consignors could not also produce 
any records to prove the weights declared by them in the invoices. 
Pending detailed calculation of the exact amount of overpayment, 
the agent of firm 'A' (who had despatched the salseed oil), on a 
request by the BPT Railway Administration, paid back Rs. l 
lakh on 31st October 1979 under protest. The firm, however, 
subsequently filed a writ petition in the Bombay High Court for 
refund of the amount paid. 
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Further detailed investigations covering all the 52 cases dis
closed excess payment of Rs. 3.14 lakhs in 43 cases. Investiga
tions made by the BPT Rai lway Administration also revealed 
that there had been fraudulent manipulation of the .records by the 
staff of that Ra ilway so as to be able to pass the claims. Full 
recovery of the overpaid amount from fi rm 'A' and investigation 
whether other firms were also involved are yet to be made (August 
1980) by the BPT Railway Administration . 

The following are the comments in this case 

(i) The BPT R ailway Administration, though concerned 
with only 4 kilometres out of the distance transported in 
respect of consignments booked to stations on that Rail
way, has been authorised to settle the claims in respect 
of such consignments and adjust the payments against 
the earnings payable to the Central Railway. 

(ii) The BPT R ailway Administration had settled 43 claims 
(Rs. 3.14 lakhs) for shortages on the basis of the sender's 
weight as declared in the invoices and without reference 
to the dip measurements recorded thereon; it is also no t 
clear how the advices of weighment made at enroute 
stations were not received by the BPT Railway. 

(iii) Though the Central Railway Administration had noticed 
that the d ip meaurements as also the weighment advices 
had not been consulted by the BPT R ailway Administra
tion before settling the claims and even contested the 
payments (Rs. 1.30 lakhs) in four cases, it had fai led to 
pursue the matter further. 

(iv) The procedure for settlement of claims by the BPT 
R ailway Administration and the checks exercised by the 
Central Railway Administration while accepting the 
liability passed on by the BPT Rai lway Administration 
would appear to call for a review. 

~ . 
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28. Northern Railway- H eavy outstanding dues against a private 
siding 

As per the extant rules and orders in resrecl of wagons placed 
in a sidi ng, book delivery should be effected Ht the siding after 
collection of freight and other charges due; further, where the 
outstanding amount on account of freight is heavy, pre-payment 
of freight is requ ired to be made compulsory. 

A review of the accounts of the assisted siding of a cement 
factory at Charkhi Dadri station (Bi kaner Division) by Audit 
in June 1973 showed that the dues outstanding against t his fa
ctory had persistently been heavy, the sum outstanding on account 
of demu rrage, wharfage, shun ti ng and siding charges being 
Rs. l. 56 ,lakhs to end of January l 973 and Rs. 2.07 lakhs to end 
of June 1973. While of the latter, a sum of Rs. 2.05 lakhs was 
recovered i11 September 1973, the position again deteriorated 
and by January 1976, when the factory closed down due to 

financial difficulties, dues to the extent of Rs. 14. 23 lakhs had 
accumulated. 

At the request (November 1976) of the Ministry of fndustry 
(Department of Industrial Development), in its effort to restart 
the factory, the Administration restored (December 1976) the 
siding facility lo the factory on condition that it would pay 
current freight on consignments consigned to the factory at the 
time of delivery. As regards past dues, the Ministry of Railways 
(Railway Board) agreed (Ju ne 1977) to accept deferred payments 
on the condition that interest would be payable on the outstan
ding amount, if not by the facto ry, by the Mini try of fndustry. 

However. the conditions stipulated in the Administration's 
notification of December 1976 were neither observed nor enfor
ced. As a result. the outstandi ng amount, which was Rs. 14 . 23 
lakhs when the factory reopened (December l 976), rose to 
Rs. 32,49 lakhs by April 1979. fn May 1979, the Railway Admi
nistration reimposed the condition of pre-payment of freight in 
respect of consignments booked to the sid ing. While the stations 
in Bikaner Division, where the siding is located fo llowed the 

S/25 C&AG/80-9 
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imtructions, t he ~tations in other Divisions of the orthern 
Rai lway and 0 11 foreign Railways fa iled to follow them. As 
a result, the outstanding further rose to Rs. 36 . 15 lakhs by the 
end o f July 1979. 

Tn September 1979, the Administration detained a number of 
\\'agons consigned to the factory siding in the Ra ilway yard till 
freight wa. paid and recovered a sum of Rs. 9 lakh in September 
1979. The facto ry thereupon p romised the Administration to 
pay Rs. 1 lakh per month with effect from October 1979 toward~ 

payment of the o utstanding dues. As a result o f these steps, 
though belated , the outstanding, could be brought to Rs. 23 . 73 
lakhs by the end o f May 1980. The factory was, however, p laced 
under liquidation by the o rder dated 15th M ay 1980 of the High 
Court of Punjab and H a ryana and further recovery has now to 
be arra nged by legal process. 

Besides the above, the Administration has a lso to recover 
R s. 6 .44 lak hs, being the cost a nd freight of I I 5 trnconnected 
wagons contafoing coal and other commodities deljvered to the 
fac tory between Decem ber 1976 and December 1979. 

The Ad ministration stated (December 1980) that full detai ls 
of Rai lway's claims had been furni shed to the liquidator. 

The following comments arise in this case : 

(i) Freight and other R ailway dues were not being collec ted 
by the Ad ministrat ion befo re allowing the removal of 
goods from the Rai lway premises as required under the 
rules and the instructions issued by the Railway Board. 

(ii) The condi t io n of makjng payment of curren t dues and 
booking of consignments on prepayment of Rai lway 
frei ght imposed by the Administra tion at the time o f 
reopening of the siding in 1976 was not enforced result
ing in a fur ther outstanding of Rs. 9. 50 lakhs (to end 
of May, 1980). 
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(iii) In terms of Section 55 of the Indian Railways Act 1890, 
the Administration could exercise a lien on the goods 
entrusted to it for carriage for enforcing recovery of 
dues but it did not exercise this power at any time. 

(iv) Despite the above outstandings, 115 unconnected wagons 
containing coal etc. had been delivered to the factory 
between December 1976 to December 1979 . 



CHAPTER VI 

ESTABLISHMENT MATTERS 

29. South Central and Western Railways-Irregular creation of 
posts 

29.1 As a measure of economy and austerity aU round, the Mini
stry of Railways (Railway Board) imposed (1974) a ban on 
creation of new posts by the Zonal Railways, except for opera
tional and maintenance posts provided thei r co l could be met 
from 'matching surrender' . The main criteria laid down for 
'matching surrender' were : 

(i) The posts to be surrendered should be such a would 
result in true economy. 

(ii) Only rcgLLlar and long lenn posts actually in operation 
hould be surrendered. 

(i ii) Po ts due for surrender or already held iu abeyance 
would not result in such savings. 

(iv) Surrender should be made simultaneously with creation 
of new posts. 

29.2. A te t audit of the sanctions to the creation of certain 
new posts on tbe South Central and Western Railways, vide 
cases mentioned below, revealed that the prescribed criteria 
had not been observed by the Administrations, resulting in addi
tional expenditure of Rs. 2.57 lakhs and R s. 3.09 lakhs res
pectively. 

South Central Railway 

20.3. T he Administration created new po ls by treating certain 
posts as 'match surrendered' even though the latter posts had 
already been surrendered earlier as a result of Work Study 
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Report/Crash Study, and were therefore not lo be operated 
in any case, as indicated below: 

:unc & gra<le of °'~" o. of 
post posts 

created 

l. Efficiency Inspectors 2 
Rs. 550-750 

2. Work Study 
Instructors 
Rs 700-900 

3. Work Study 
Inspector 
Rs. 700-900 

<I. Work Study 
Inspector 
Rs. 550-750 

2 

l 

\\itl1 
elfect 
from 

l'arlicular~ of posts treated a' 
'match surrendered ' 

15-3-77 1 Driver~Jnspecto(and 
20-5-77 i Jun ior Fuel Inspector 

surrendered in May J976 as 
a result of Work Study 
Report of Augu t 1975. 

9-11-76 Signallers posts surrendered 
19-11-76 earlier in 1975 as a result of 

Crash Study fo r rationali
sa tion of ma11 power . 

8-7-79 Posts relating to steam crane 
surrendered in March 1979 
as recommended in Work 

Study Report on] M irnj 
Transhipment Shed. 

6-7-79 

29.4. The above posts have been extended from time to time, 
t he currency of the last extension being upto May- June 1981 
in respect of the posts at serial No. I , 3 and 4, and November 
1981 in respect of those at seria l No. 2 of the above table. The 
expenditure of Rs. 2. 57 lakhs (at Rs. 85,000 per annum) incurred 
on these posts (upto November 1980) was an additional liability, 
as it could not be deemed to have been set off by the cost of the 
posts claimed as 'match surrendered '. 

29.5. The Administration accepted (October 1980) the above 
irregularity without, however, indicating whether any action had 
been taken or wa proposed to be taken in the matter. 

Westem Railway 

29.6. The Admfoi tration created new posts of Train Superin
tendent by treating as 'match surrendered' posts, which were in 
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an) ca e to be urrcndered and were not in actual operation as 
indicated below: 

amc & grade of 
post 

Train Superintendcnb 
R s. 500-750 

-do-

No. of 
posts 

6 
3 

4 

2. 

3 

J 

Division With 
to which effecl 
allotted from 

Bombay 
Baroda 

Ajmcr 

May 1976 

Particulars of posts 
treated as, 'match 
surrendered 

32 vacant posts of 
Assistant Goods 
Clerks recommended 
fer surrender by 

Work Study Organisa
tion (1968), 

Jaipur 3 vacant posts 
of Office Clerks 
in Claims Office. 

Rajkot Out of 15 posts 
June 1976 considered for 

Bhavnagar ' matching su!'fcnder, 
8 posts of 
commercial staff 
in R ajkot and 2 
posts of Assistant 
Goods Clerks in 
Bhavnagar Division 
were already in 
abeyance. 

29.7. While creatJog the abO\e posls, it had been lated that 
"Train Superintendent is essentia lly a supervisor to look afte r 
lbe comfort of pa eagers and lo this end he should ensure that 
all aspects of service and passenger amenities on the train are 
attended to and that the staff booked on the train perform their 
respective duties efficiently". 

29.8. The Administration realised, 110wever, in August 1977 
that the posts of Train Superintendents were entirely superfluous, 
duplicating duties of other staff on the trains, and surrenrdered 
them from September 1977. 

29.9. The creation of these new posts in the higher grade was 
not only in disregard of I he prescribed criteria laid down by the 
Ministry of Railways (Railway Board), but was also beyond the 
powers of the General Manager. Ex-post facto sanction of tlie 
Ministry of R ailways (Railway Board) for these post.s sought 
in April 1980 is still awaited (December 1980). Their operation 
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tlUJi ng the period from May/June 1976 lo August l977 resulted 
in avoidabl~ extra expenditure of about R~ . '.l. 09 lakhs which 
cou ld not he deemed to have been set off by the co<;t of r ost <; 
clai med a~ ' match smrend erec1· . 

29. 10. The Administration stated ( ovember 1979) that thee 
posts or Train Superintendent s were not extended beyond I st 
September 1977 as it was felt that the staff working on train~ 

had been awakened to realise their responsibilities and lhe 
purpose of creating these posts had been achieved by that time. 

29.11. It may, however, be mentioned that the recorded reason<; 
for surrender of the posts of Train Superintendents were tho<;e 
mentioned in para 29 .8 ibid . 

30. Northeast Frontier Railway-J.ncgular paymcnf of daily 
allowance 

Permanent Way (PW) gang. attend ing break down duties 
following accidents, breaches, slips etc. are entiiled to fu ll dai ly 
allowa nce (D A) irrespecti ve of the distance of the work site or 
the dura tion of the absence from headquarters. Their claims for 
D A preferred on travelling a ll owance (T A) journals are (a) 
checked by the Controll ing Officer (PW rnspector) to verify that 
the journeys <; hown therein had been duly authorised and we re 
actually performed and (b) then passed on to the bill drawing 
officer (generally, Personnel Officer) who checks the journals to 
see that these do not contain any unreasonable or abnormal 
claims and are free from interpolat ion . . unauthorised corrections, 
erasures etc. Thereafter. a consolidated bi ll is prepared by the 
bi ll drawing officer and submitted to the /\ccounts Office for 
scrutiny and payment. While doing so, the TA journal<; of PW 
gangs, unlike in the ca c of ot her Railway staff, arc not requ ired 
to be sent to the Accounts Office along with the bil l hut are filed 
in the bi ll drawing office for test check at the time or local im
pection by the Account-; Office . 

.During an audi t inspection in March 1978 it was noticed 
that in respect of the gang staff under PW Inspector, Kurseong, 



130 

whose office had earlier been inspeclecl (October 1976) by the 
Accounts Offtce, (a) DA had in many <.:a cs been drawn for 
carrying out restora tion works at places in respect of which there 
were no reports of accident, breach, slips etc. on record and (b) 
DA had been drawn in certain cases for more number of days 
than due as per the journals. 

A detailed review of the TA journals for seven months 
(June and September 1976, July to October 1977 and December 

J 977) revealed that : 

(i) Ou t of a total TA payment of about Rs. 1.63 lakhs, 
Rs. l .41 lakhs were in respect of places for which no 
breach reports were on record. 

(ii) Staff under suspension had been allowed TA 
(Rs. 78 .40). 

(i ii) In certain cases, bills were prepared and payments made 
for larger amounts tban those claimed/admitted in the 
TA journals (Rs. J,012). 

(iv) In one case, the T A journals originally prepared for 
9 days had been changed to 18 days, the claim had been 
admitted for 20 days in the journals and the bill prepared 
for 25 days and paid accord ingly (Rs. I, 165). 

(v) The 'month', 'date' and 'day' columns of the TA jour
nals had been so altered as to l!Se the journals of one 
month for another. 

The above irregularities would ·indicate that the prescribed 
checks had either not been carried out or been perfunctorily 
exercised by the Controll ing Officers/the dra wing Officers/the 
Accounts Office while preparing and admitting the TA journals/ 
preparing and paying the related bi lls/conducting local ins
pection. 

Two months after the audit inspection (i. e. in May 1978), 
a fact fi nding committee was appointed by the Admjnistration 
so that its report could be made available to the vigilance for a 

•• l 
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uelailcd enqu iry but the committee's fin d ings and co nclusions 
a re still awaited (December 1980). 

. This para was issued to the Adm inistratio n on 26th August 
1980: ib rep ly is.still awai ted (January 198 1). 

31. South Eastern Railway-Delay in revision of rate of reco
very of electricity charges 

A poo led rate for recovery of charges fo r electricity upplicd 
to Railway employees, out of the bulk purchase made by the 
Rai lway, is required to be fixed on ' no profi t no loss' basis every 
alternate year, unless revised earlier due to special rea~ons. 

On the South Eastern Railway, the pooled rate of 14 paise, 
effective from 1st January 1969, remai ned unal tered, de pite 
the requi rement mentioned above, unti l August 1974. Effective 
from 1st September 1974, an ad !toe rate of 19 pai e per unit 
\\as fixed subject to review on the basis of data to be collected 
from ~arious d ivisions for the yea rs 1969-70 to 1974-75, action 
fo r which was initiated only in July 1975. This ad !toe rate con

t inued unchanged till 1978 ; meanwhile, due to steep increase in 
the rates for supply of electricity charges by the various State 
Electricity Boards, the gap between the recoveries from the 
Railway employees a nd the payments made for the supplies 
received widened, the shortfall amounting to Rs. I. 72 crores 
for the period Ma rch 1968- June 1978. Ta king in to account 
the short fall in recovery and spread ing ils realisation over the 
next Len years on the basis of anticipated future domestic consum
ption of electricity, the Administration revised (December 1978) 
the pooled rate to 44 paise per unit effective from lst July 1978. 

The delay of over nine years in the rate revision a nd the 
decision to recover the loss incurred thereby over the next ten 
years led to a steep increase in the rate of recovery (from I 9 
paise to 44 paise per unit). Consequent on wide spread staff 
representation, implementation of the revised rate had to be 
deferred beyond 1979. After discussion with the Labour Union, 
the Administration decided (March 1980) on recovery of elect
ricity charges at 36 paise per unit from 1st Apri l 1980 on provi
sional basis subject to adjustments on receipt of orders of the 
Ministry of Rai lways (Railway Board). While the approval of 

S/25 C&AG/80-10 
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the Ministry or Rail ways (Railway Board) in the matter is till 
awaited (November 1980), the Administration provisionally ~ 

implemented recovery at the reduced rate with effect from October 
1980. 

The Administration stated (November 1979 and November 
1980) : 

(i) The delay in revision of the pooled rate was d ue to the 
complicated a nd elaborate procedure requiring collec
t ion or volu mino us data, du ly vetted, from different 
cl ivisions. 

(ii) The possibil ity of simplifying the procedure wa. under 
examination or the Ministry of Rai lways (Railway Board). 

(iii) The re ultant deficit had been taken into account in 
fina lisat io n of the revised pooled rate as per extant 
orders. 

It may. however, be mentioned that the plea o f procedural 
complicati ons, a llegedly leading 10 delay in rate rev ision. had 
not been made earlier to April 1980 by the Administration to the 
Ministry of Railways (R ailway Board) for either simplifying 
the procedure o r relaxing the prescribed periodicity for revision 
o f pooled rate. 

Had there been a systematic arrangement \Vithin the Adminis
tratio n for concurrent collection of requisite data, there need 
not have been such inordinate delay in final ising the rate. 
Moreover, because of the delay and the conseq uent steep increase 
in the rate, it has not also yet (November 1980) been possible for 
the Administra tion to give effect in full to the revised pooled rate 
(44 paise per unit), which envisaged recovery of the shortfall of 
Rs. I . 72 crores in the earlier periods. 

.. 
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C HAPTER VJI 

OTHER TOPICS OF CNTEREST 

32. Western, Central, Eastern and South Eastern Railways
Non-payment of Railway dues in respect of land leased to 
private parties 

'I. Western Railway 

On the request of the firm appointed by the Ministry of Rail
ways (Railway Board) as freight fo rwarder for the newly intro
·duced container service between Bombay (Carnac Bridge) and 
New Delhi in ovember 1968, the Administration a llotted to it 
•Covered accommodation measuring 89. 70 sq metres (with locking 
arrangements) at Carnac Bridge Goods Depot in June 1970. 
While the terms and conditions of allotment had been broadly 
discussed between the representatives of the firm a nd the Railway 
jn a meeting in May 1970 and the minutes of the meeti ng also 
drawn up, no formal agreement was entered in to with the firm. 
On the basis of a retu rn of 7i ~~ per annum on the cost of che 
cover<rd accommodation a llotted includ ing the cost of la nd as 
.available in the books of the Railway, a provisional rent of 
Rs. 224 per month was.intimated co the firm in February 1971. The 
rent was fina lly fixed a t Rs. 897 per month, only in August 1978 
on the basis of a return of 12 % per annum on the market value of 
tbe la nd (excluding the cost of structures), as ascertained from the 
Jocal revenue a uthorities in October 1974. The reasons for the 
abnormal delay in fixing the final rent, and not taking into 
.account the cost of structures while calculati ng the rent due, were 
not available on record. 

When called u pon (September 1978) to pay . the d ifference 
between the provisional and the final rates from June 1970 to 
November 1977 and the rent at the final rate from December 
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1977 lo Augu t 1978, the fi rm represented to the Ministry of 
R ailways ( Railway Board) in October 1978 agai nst the increase 
in rent with retrospective effect, and continued to make pay
ment at the provis ional rate. Despite the Administration 
reiterating (December 1978) the demand Tor payinent of arrears 
etc a nd is ue (July 1979) ofa notice to it under the Public Premises 
(Eviction · o f unautho ri sed occupants) Act, 197 J fo r vacation of 
the accommodation a nd for payment of rent amounting to 
R s. 0.76 lakh (Rs. 0.67 lakh on account o f difference between tht 
provi-iona l and the fi nal ra tes for the pcrioJ from June 1970 to 
September 1978 and Rs. 0.09 lakh on account of rental charges at 
the fin a l rate fo r the period from October 1978 to July 1979), 
the firm continued to make payment of rent at the provisional 
ra te upto September 1980. The firm has neither vacated the plo t 
(Nove mber 1980) no r paid the outstandi ng dues amounting to 
R . 0 . 83 lakh (September 1980). 

On the request of the fi rm for additional space, another plot 
mea uring 393. 75 sq met res was also all otted to the firm at the 
same Goods Depot in Ma rch 1973. No fo rmal agreement was 
entered into with the firm in this case a lso. Provisional rent at 
Rs. 3,461 . 53 per month on the basis o f a return of 6 per ' cent per 
annum on the estimated cost of the land a t R s. 1,650 per sq 
metre was inti mated to the firm in October 1974. While the 
firm made no payment a nd represented in M ay 1976 against the 
rent tixation,.the Administration neither took any decision on the 
representation nor enforced recovery of the rent till the plot 
was vacated in April J 977. Final rent of Rs. 3,937. 50 per month 
on the basis of a return of 12 per cent per annum on the market 
value o r the land, as ascertained from the local revenue autho
rities in October 1974, was fixed in June 1978 a nd demanded 
(Rs. l . 94 lakhs for the period from March 1973 to April 1977). 
As this demand was not complied wit h, the Railway Adminis
tration issued a no tice (July 1979) under the Public Premises 
(Eviction of unauthorised occupants) Act, 197 1 for recovery of 
R s. I . 95 lakhs (Rs. I . 94 lakhs on account ·o f rent and Rs. 0. 01 
lakh o n account o f supervision y.~arges) . 
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The tolal dues against the firm in respect of both the cases, 
thus, work out to Rs. 2. 78 lakhs (upto 30th September L980). 
Proceedings for recovery of the e dues and eviction of the party 
in the first case were initiated in the court of the Estate Orficer 
on 9th January 1980; his verdict i awaited (November l 980). 

The firm continues (November 1980) to be fre ight forwarJer 
for the Rai lways. 

The lap es on the part of Lhe Railway Administration}vere : 

(i) T he Railway Administration did not en ter into any 
formal agreement with Lhe fi rm in both the cases. 

(ii) Although Lhe market value of the land had been ascerlained 
from the local revenue authorities in October 1974, the final rent 
-0n:that.basisiwas fixed and claimed from the fi rm only in September 
1978/June 1978. Even this rent was fixed without taking into 
account the cost of the structures built on the land in the first 
-case. 

Il. Central Railway 

Fowarding agents (dala ls) at some important good sheds 
and parcel offices have been allollcd working space in Rai lway 
premises for carrying on Lheir bu ine s activities. The is. ue or" 
recovery of licence fee for the space occupied by thern, had been 
raised by both Accounts :rncl Audit (May 1967 and March 1968). 
On a reference by the Administra tion in Apri l 1969, the Ministry 
o f Railways (Railway Board) dccicled (December 1974) that 
.a licence fee, taking into accoun t the ma rket va lue of the accom
modation . the elements of interest, depreciation. etc .. c; hould be 
.recovered from the dab.ls. It was also stipu lated that prope r 
.agreements should be executed wi th them. 

Accordingly, the Administratio n fixed (March- July 1976) 
the licence fee recoverahle rrom Janua ry 1975 onwa rd for the 
·space allotted to the dala l at six stations. While the dalals 
working a t th ree stations(Thana, Wa rd ha and Nagpur) raid the 
licence fee, those working a t the remaining three stations (Wadi 
Bandar, Pune and Sion) represented in 1976 that they . hou ld 
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not be deprived of the free facilities permitted to them for ma ny 
years. The Minist ry of R ai lways (Railway Board) thereupoll' 
decided (July 1979) that a nomina l licence fee a t Rs 10 per 
month per head in the;case;o f dalals without telephones and R s. 12. 
per month per head in the case of those with telephones, should 
be recovered with effect from 1st April 1979. The Ministry of 
R ai lways (Ra ilway Board) , a lso d irected (November 1979) that 
licence fee for the earlier period from January 1 975~ to March 
1979 sho uld be recovered in terms of the earlier d irective of 
December 1974. 

In the meantime, the Railway dues against the dalals at Wadi 
Bandar, Pune and Sio n had been accumula ting over t11e period 
from 1st January 1975 to 31st March 1979. The total out
standing dues on this account were assessed at Rs. 4.36 lakhs, 
o f which on ly a sum of Rs. 5,408 (consist ing of Rs. 2,520 and 
Rs. 2,888 in respect.of Pune~~10cl Si on stations respectively) had been 
deposited (October 1980) by the dalals under protest. Formal 
agreements for lease of ra ilway accommodation have also been 
executed with the dalals working at Nagpur and Thane o nly. 

The Administration stated (October 1980) that, according 
to the legal opinion obtained by it (after the question of legal 
action had been specifically rai ed by Audit in July 1980), action 
could be taken under tbe Public Premi es (Eviction of unautho
ri ed occupants) Act, 1971 for getting the space vacated a nd 
recovering the outstand ing due . 

ll l. Eastern Railway 

P lots of Rail way land had been licensed to various private 
collieries since 1926. The agreement entered into with them 
provided, inter alia, as under : 

(i) The licensees wou ld pay in advance specified amoun ts 
of occupation/ licence fee annually within a grace period 
of one month. 

(ii) lo case advance occupation/ licence fee was no t paid 
within the stipulated period, liquidated damages at the 
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rate of I per cent per month would be recovered, and 
if payment of occupation/ licence fee was not made within 
a further period of three months, the licensor would be 
entitled to forfeit the security money a nd initiate 
eviction procedings for getting the railway land vacated , 
and take action for recovery of occupation/ licence fee 
and liquidated damages upto the date of actual vaca tion. 

(i ii) In the event of the Licensee fai ling to comply with o r 
committing any breach of a ny of the provisions of the 
agreement, it would be lawful fo r the licensor, without 
any , previous notice to the licensee, to determine the 
,agreement forthwit h. 

A number of private collierie , which had been allotted 
Railway land in Dhanbad Division, had not paid the licence 
fee lo the Rai lway, for years together dating back to 1953 onwa rds. 
However, the Administration had not taken necessary action to 
enforce recovery in terms of the agreements, resulting in accumu
lation of dues amounting to Rs. L. 20 lakhs fromj l 16 collieries 
upto I st May 1972 when the collieries were nationalised. 

As per the Government Notification issued (October 1973) 
under the provisio ns of the laws nationalising the collierie , a ll 
claims against private collieries were to be preferred to the 
Commissio ner of Payments, a ppointed for the purpose by 30th 
November 1973. The Administration however, fa iled to prefer 
the above claims within the prescribed date of 30th November 
1973. Later, against a claim application for Rs. 89.62 (out of the 
total dues of Rs 1.20 lakhs), the Commissioner of Payments issued 
(August 1974) a show cause no tice to the Railway asking for 
reasons for delay in submitting the claim beyond the specified 
date. In reply, the Assistant Engineer concerned stated (August 
1974) that the delay had occurred because the Notification for 
fi ling claim was not known to him . 

On the matter being taken up (.1 une 1978) by Audit, the 
Administration referred (August 1978) the case to the Law Officer 
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of the Rai lway, who , in turn, referred (Octo ber 1979) it to the 
Senior Central G overnment Advocate, Ministry of Law, Justice 
a nd Company Affa irs, for hi s opinion on whether these dues 
could be recovered fro m the erstwhile colliery owners and whether 
proceedings could be initia ted in the civil courts for realisatio n 
of the claims rejected by the Commissio ner of Payments. o 
further development has taken place so fa r (November 1980). 

IV. South Eastern Railway 

The extant instructions o f the Ministry of Rai lways (Railway 
Board) for management of the Ra ilways' surplus cultivable land 
provide, inter alia, as under : 

(i) Such land may be handed over to the Sta te Governmen ts 
fo r licensing o ut to cultivators. While the rates of ren t 
would be fixed by the State Government, 90 % of the 
receipts sho uld be credited to Railway Revenues a nd the 
balance 10% reta ined by the State Government toward 
cost o f management of the land. 

(ii) Where the Sta te Governments are reluctant to take over 
the surplus Railway land fo r management, and where the 
law protects the Ra ilway land from accrual of tenancy 
rights, the Administration may make arranagements for 
d irect licensin g of Rail way la nd to cultivators o n payment 
of annual licence fee in advance. Surplus Ra ilway la nd 
in station yards and ra ilway colonies may be a llotted to 
rai lway employees/ra ilwaymen societies, suitable licence 
fee being recoverable. 

T he Public Accounts Co mmittee ( 1968-69) had ree,1mmendcd 
in their 32ncl Repo rt (4th Lok Sabha) that no t o nly vigoro us effo rt 
should be mad~ to recover the past a rrears, but a lso sustained 
effons made to ensure tha t rent is recovered regula rly, a nd not 
a llowed to get in to a rrears. 

-
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A review conducted by Audit revealed heavy outstandings in 
recovery of rent as on 31st March 1979, as ind icated below 

(a) Dues from Rail way employees . 

(b) Dues from outsiders (i) for land 
leased out by Railway Adminis
tration directly 

(ii) Dues from outsiders for Railway 
land leased out through State 
Governments. 

(R~. in lakhs) 

Amount due Amount due Total 
upto 31st for 1978-79 
March 1978 

5 . 21 2(it9 

1.08 l.27 

7 .,70 
1.94(£) 

2.35 
1.00(£) 

(Figures not available for want of 
proper records) 

The Ministry of Railways (Rail way Board), in consultation 
with the Ministry of Labour, had issued instructions in December 
1977 authorising the Administration to effect rec<;>v,ery of.licence 
fees for la nd allotted to Rai lway employees from their sala ries, 
after taking thei r consent, under the Payment of Wages Act. 
Nevertheless, recovery or Rs 2.49 lakhs (in respect o f 5 out o r 
7 divisions) for the year 1978-79 was outstandi ng. 

The matter was brought to the notice of the Ministry of 
Rai lways (Railway Board) in June 1980; no reply has been received 
so far (November 1980). 

33. Recoveries at the instance of Audit 

During the yea r 1979-80, Rs. 90.58 lakhs were recovered or 
noted for recovery at the instance of Audit. A a result o r 
fu rther review made by the Rai lways or these and irnilar cases 
Rs 14. 17 lakhs more were noted for recovery. The ca es included 

£Break up not knwon. 
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herein do not include cases commented upon specifically in the 
current year's Audit Report. 
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Deta ils o f specific cases of wasteful utilisation of wagons, 
detention to wago ns, other operational constraints lead ing to 
increa e in wagon turn round noticed by Audit during the course 
of review of wagon availability : .. 
J. Despatch of coal in covered wagons to bulk user with tippler 

~rrangement for unloading 

The Bada rpur Thermal Power Plant siding near Tughlakab.ad 
(Northern Ra ilway) received 426 covered wagons loaded with 
coal along wi th open BOX wagons in full ra ke during the period 
fro m January to July 1979. As the siding was equipped with 
tipplers for unload ing o f coal in open wagons, the despatch of 
covered wagons (of which there was a shortage) alongwith open 
BOX wagons resulted in extra detention of the wagons for their 
unloading. 

2. Despatch of foodgrains in open BOX wagons r . , , · .;._,,. · ... i t: ·• 

Due to inadequate availabili ty of covered wagons, the Railway 
Board authorised tra nsport of commodities, such as food grains, 
cement and fertilisers, in open wagons covered with ta~ll!.I~~~ .:-i \ 
As per instructions issued in 1978, such open wagons covered with 
tarpaulins were to be booked for short dista nces and over routes 
not likely to be affected by rain . 

A consignment of 10,9 11 bags of wheat loaded in 20 open 
BOX wagons was o riginally booked by the Food Corporation of 
India from Tapa station over a short distance to F aizabad on 
Northern R ailway ; but the same was subsequently d iverted to 
Krishnarajapuram on Southern Railway involving a lead of 
over 2,000 km . While in transit during June and July 1978, 
the whea t bags got damaged owing to rains. A claim of Rs. 
2 l . 31 lakhs lodged by the Food Corpora tion of India against 
the R a ilway is pending for settlement (September 1980). 

141 
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3. Damages to wagons due to overloading 

On the Eastern Rai lway, dur ing 1976- 79, the overloading o f 
coal wagons va ried fro m 14 . 7 rcr cent to 38. 7 per cent in the 
case o f BOX wagons a nd from 11. 9 per cent to 43. I per cent in 
the case o f four wheeler wagon . O verloading o f Box wagon'> 
during this period resulted in damages to 33659 bearing springs 
o f BOX wago ns necessitating a n expend iture of Rs. 64. 63 lakhs 
o n their repairs. 

The rules provide for adju. tment o f loads after weighmcnt 
and levy o f stringent demurrage charges for no n-adjustm>!nl o f 
loads. These rules were not being stric tly ob5crved and penalty 
charges against the collieries for overloading were not being 
enforced. 

4. Wasteful uti lisation due to lack of inspection, im1>roper 
sor ting of wagons etc. 

A test check of the records of o ne of the coal derot ya rd 
(Katrasgarh) on Eastern Railway rela ting to the period fro m 
January 1976 to March 1978 by Audit disclosed " damages to 
loaded roll ing stock o n arrival from sections due to non-exami
nation of empt ie before supplying to coll ieries". As a result, 
t here was abnormal detention to the stock for fo rmation or 
ra kes and further despatch of the sa me to the destinat ion point , 
the average deten tion per wagon being 25. 2 hou r to 51 . 7 
hours as against the norma l detention o f 13 ho urs per wago n 
<luring the above period. 

Supply o f unfit o r uncleaned wagons o n the Eastern R ai lway 
and South Eastern Rai lway during the period from 1976-77 to 
1979-80 resulted in wagons being left behind unloaded (at least 
until the next pilot) o r ha uled empty from the collieries a under : 

Year No. of Wa g.01h 
wagons drawn 

left behind empty 

1975- 76 1043 60 
1976-77 1241 80 
1977- 78 1270 123 
1978-79 1425 ns· 
1979- 80 l.B6 136 ~-

~ 
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5. · Wagon sho r t a:;c at transhipmcnt points 

Lack o f ha ndl ing facilitie5 such a~ crane.;, n:rn-avai labil ity 
of matching MG wagons, etc. cause bot tlenecks and lead lo wagon 
hold up both at transhipment points and sho rt of the tra nship
mcnt points. In a specifi c case no ticed by Audit on the We ·te rn 
R ai lway (June 1978), a goods l1 ain consisting of 62 BG wago ns, 
formed in Kota yard on 5th April 1978 fo r Sawaimadhopur 
(108 km orth of Kota) for tra nshi pment into MG wagon , 
wa. hauled lo Jhalawar Road (South of Kota) and kept there 
till 24th May 1978 i.e. for 49 days, and then moved lo Sawai
madhopu r via Kota. The rake had been stabled a a res ult o f 
shortage of labour a nd matching MG wagons at Sawaimadhopur 
t ranshipment point during this period . The Administration 
clarified to Audit ( ovem ber 1979) tha t even if the load tabled 
at Jha lawar R oad had been cleared another load would have 
had to be tabled and the detent ion to wagons would have been 
the same. 

6. Wagons held up by major Railway users 

(a) Steel Plants 

The demurrage charges levied in the case of wagons detained 
by the steel plants in excess of the li beral free time a llowed to 
them involve a concessional rate. being Rs. 50 per day per wagon 
till September 1979 and R s. 75 per day thereafter as against 
Rs. 167 per day (first day) for trade. The rate of demunage 
per wagon for steel plants is even short of the average earning 
capacity of a wagon (Rs. 88 in 1977-78 and R s. 85 in 1978-79). 

Further, as at the end of M ay 1980, recoveries o f demurrage 
charges were in arrears to the extent of R s. JO . 15 crores from 
the various steel plants. 

(b) Port Trust Railways 

Jn July 1973, the Railway Board had issued instructi ons that 
the wagon holding inside a Port area should not normally exceed 
two and a ha lf times the total incoming and outgoing traffic of 
the concerned Port Trust Rai lway. A review conducted by 
A udit of the position of wagon holdings inside the. . Bombay 
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Port and Calcutta Port areas indicated that despite the traffic 
interchanged with the two Port Trust Railways having declined, 
the wagon holdings with them were much in excess of the stipu-

lated norms : 
Year No. of Wagon Norms for Excess 

balance wagon wagon wagons 
interchanged balance balance 

(2.5 of col. 
2) 

Bombay Port Trust Rai lway 

1976- 77 590 2474 1475 999 

1977- 78 480 1696 1200 4% 

1978- 79 405 1940 I O I ~ 92R 

1979-80 425 2117 1062 1055 

Calcutta Port Trust Railway 

1976-77 687 2269 1718 55 1 

1977- 78 547 1928 1368 560 

1978-79 609 2271 1523 748 

1979- 80 41 1 2741 1028 1712 

7. Detention to wagons/goods trains in marshalling yards 

A sample study of one month 's'~ statistics during the busy 
period or some of the major marshalling ya1ds during 1969-70 
a nd 1979-80 disclosed that. though the number of wagons 
dealt with in the yards had declined, the detention s to wagons 

had increa eel , as shown below : 

Railway Name of 1969- 70 1979- 80 
yard 

No. of Detention No. or Detention 
wagons A ll- wagons All-
dealt wagons deal t wagons 

with (in hours) wit h (i n hours) 
per wagon per wagon 

Central Jhansi 23736 22.1 19447 26.5 

Eastern Asansol 56982 19.6 32450 46. 1 

Mughalsarai 96512 32.9 6400 55.3 

Northern Kanpur 43343 20.2 29134 24.1 

Lucknow 27209 24.3 23130 30.9 

South Central Kazi pet 26992 20.1 15289 60 .0 

South Eastern Bondamunda 49091 22.7 32143 67.7 

Waltair 53106 25.5 39532 32. 1 

Western Ratlam 36447 19. 8 13117 50.6 

Vadodara 47556 23.8 33714 35 .0 
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As per the instructions issued by the Railway Board , in 
computing the statistics of detention to wagons, in marshalling 
yards, detentions to through trains passing through the centra l 
yards of the yards, and not requiring marshalling, are no t taken 
into account. According to the Western Rai lway Administra
tion, the through goods trains passing through the ma rshalling 
yards at Ratla m and Vadodara get detained on an average for 
3 hours due to want of paths or power o r for wagon examinat ion. 
Each such train generally consists of 70 wagons a nd hence deten
tion to the extent of 210 wagons hours per train rennins out of 
the statistics as computed. Consequently, such detentions get 
reflected under the last item ·unaccounted time' referred to in 
the analys is of turn round time given in para l.21.2 ( iv) or 
para I . 

The Western Railway Administration attributed the increased 
detent ions to the fact that commensurate t raffic facilities in 
keeping with the increase in traffic were not available in the 
ya rds. The following specific deficiencies were also listed : 

(a) Lack of adequate recept ion facilities in the form of add i
t ional loops for receipt and despatch of through goods 
trains arrivi ng in quick succession as bye-pass loads from 
double lines at either end. 

(b) Constra int of yard lay out necessitating frequent move
ment across diamond crossings on the mai n lines fo r 
so rting, hold ing back, despatch of loads, etc. to various 
individual sidings fo r placement. 

(c) Limited capacity of existing sidings for tanks, loco coal, 
sick wagons, etc. 

The other Railway Administrat ions-Eastern, South Central, 
South Eastern- a lso brought out, more or less, similar 
explanations for heavy detention to wagons in their yards . 
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