
• 
.. 

ADVANCE REPORT OF THE 

· COMPTROLLER AND AUDITOR GENERAL 
. OF INDIA 

FOR 
I 

. . S AF· a l s:~j 2 
La.td m Lok Sabh;t on ..• ·········---, 

TJ:IE YEAR 1980 .. 81 

1. 

UNION GOVERNMENf (RAILWAY~) 



• 

.. 

-

.. 

• 



ERRATA 
SI. Page Line/Para No. For Read 

• 
No. No . 

1 3 l of footnct~ traffc traffic 
2 3 2 of footnok ordinary ordinary 
3 31 24 (23) (21) ' 

~ .} 4 32 9 cars car 
5 35 3 d<'COS locos 
6 35 26 tetaling totalling 
7 40 2 of pan, 4.4 holding holdings 
8 41 12 of para 4.6 1033 1035 
9 41 Footnok (a) @' 

10 42 Para 4.9 second traction tractive 
caption over columns effort cffo1 t 

11 45 9 from t<'p ncheved achicv~d 
12 47 Para 4.22 (a) Waltair 

shed- line l 
unud and 

13 48 sub p:ira (d) li nes 6 mismi:m~ g1.mcnt 'mismanagtment 
14 52 l of p~ra 4.30 lrcnmot ive locomotives 
15 54 4 of para 4.36 i nscrt fuJl stop (.) 

after CLW. 
16 54 16 from t•' p As fa As for 
17 55 ta bk (a) H !din~ (a) Holdings 

(en li11; s) (on line) 
18 55 1 of p<1r' 4.38(ii) 31-2-81 31st March 1981 
19 55 2 of para 4.38(ii) 108 ovuaged kcc- 10 averaged loco-

m tiv.:s mc tives 
20 55 4 of p~ra 4.38(ii) le..ovin gin leaving in 
21 57 5 of sub para (e) 1-comotives days locomotive days 
22 58 table R ow: N , rthcrn 2.91 to 5.- 2.91 to 5 .14 

R ailway (Mughalsarai) 
C lumn Actual 
consumpti0n goods 

23 59 9 from top Dcld..: (,) after 0. 57 lakh litres 
24 60 4 of sub para (c) rong..:d rang d 
25 61 6 from top 13 . 56 II' khs litiu 13. 56 lakh litres 

-26 64 2 of para (3)(c) 1979-80 1980-81 
27 65 7 5. Utilisation of 5. Utilisa ti<'n 

wdghbridgts of w1.1ighbridges® 
28 69 6 WS<"re wh.re 
29 71 15 (c) North Eastern (1.) North Eastern 

Railway Railway 
30 77 I wdghcd• weigh1.d0 

r 
31 77 18 Decx mb.:r .. Dlcembcr• 
32 79, 29, 3 & last cf 1.7 2.5 SO & 83 footnot., 
33 86 3 fr m b"lttom Railways, R,1 ilways' 
34 87 22 frcm tnp 25-20 25-29 
35 88 I nnd 2 t•f foo tnote from to time from time to time 

1)140 C & AG/81 



2 

SI. Page Linc{Para N o. For R ead 

N o. N o. w 36 89 6 from bo ttom government Government 

37 94 6 from top for supplies for supplies outside 

38 98 14 Warlcs Works 

39 101 9 Rs.1 ,28 Rs. 1 .28 
-" 

40 106 3 ID(i) ID(l) 

41 108 19 no no t 

42 111 6 Il(ii) Il(ii), 

43 122 21 contractor contractors 

44 134 30 transpora ti on transpor ta tion 

45 147 3 from bottom with the the work with the work 

46 163 Last li ne of footno te av!l'lable availii ble 

47 166 24 availabile ava ila ble 

48 167 10 of para 19.8 rccciption reception 

49 169 3 of para 19.11 .2 fraquently frequently 

50 170 10 of para 19.12.2 4 cases 41 cases 

51 173 11 of summing up refered referred 

para (viii) 
. 52 173 6 from bo ttom clearence clearance 

53 179 1 of foo tno te E fficcncy Efficiency 

54 179 5 of footno te foundatin founda t ion 

55 184 3 of sub para (ii) ther.:with these with 

56 192 2 of heading {cf. Para 1.9(iv)1 {cf Para l.8(iv)l 

57 197 5 column 4 1980·8 1980-81 

58 201 last line column 9 165 166 

59 203 last line co \urrUl 2 Yirmgam Viramgam 

60 204 4 opo.:rat on operation 

61 205 column 5 D elete 8 bel0w nom..:nclaturc of ttcm 

no. 2 

62 207 Column headi ngs idiling idling 

over Eastern Railway 

63 207 Column headings Dttdntions D etentions 

over N orthern 
Ra ilway idiling idling 

64 207 Eastern Railway 11.06 11.6 

(Passenger) colwnn 5 
Row : 1979-80 

65 207 South Eastern 3 .5 5 .3 

Railway (Passcnga) 
column 6 
Row : 1980-81 l 66 207 Southern lflilway 1.0 1.40 

G00ds column 4 
R ow : 1976·77 

67 211 Sub para (i) line 4 Insert ) after plan periods 

68 21 3 Ekctric Traction 60.45 60 .65 

column 3 
Row : 1980-81 

, 



ADVANCE REPORT OF THE 

COMPTROLLER AND AUDfTOR GENERAL 
OF J NDfA 

FOR 

THE YEAR 1980-81 

UNION GOVE RNMENT \ RAILWAYS) 





· ' J 

.. -. J 

, .;i-

TABLE OF CONTENTS 

PREFATORY R EMARKS 

CHAPTER I-Passenger and other services 

Coaching services 

Op~ration of diesel rail cars 

Delay in conversion of luggage compartments 
in fi rst class ccaches 

CHAPTER IT- Rolli11g stock and oilier assets 

Utilisation of locomotives 

Utilisation of w ... ighbr idges 

Manufacture of motor (moped) trolleys in 
R~ilway workshops 

CHAPTER ill- Purcltases and stores 

R ailway Board-Centralized purchase of 
stores 

Western, N ortheast Frontier and South 
Eastern R ailways, Diesel Locomotive 
Works and Integral Coach Factory- Stores 
purchases by individual Railways/Production 
Units 

Central, Eastern, Northern, N orth Eastern, 
Southern , South Eastern Railways a nd 
Chittaranjan Lcccmotivc Works-Procure­
rurn t o f t in irg0ts 

Eastern and N orthern R1ilways-Misappro­
pri11 ti<'n of Stl)rrs/c<'i> 1 

CH APTER lV- Works 

Southern, South Central and Western Ra il­
ways- Earth work contracts 

Western R ailway-C0nstructio11 of a metre 
gauge line from Dabla to Singhana 

(i) 

Paragraph Page 

(i ii) 

J- 28 

2 28-36 

3 36- 39 

4 40-65 

5 65- 79 

6 79·- 83 

7 84-98 

8 98--110 

9 11 0- 115 

10 115- 119 

11 120-132 

12 132-137 



( i iJ 

B.1stcrn Railway--Extra expenditure on 
accowtt of concessions a II owed to con tra­
elors- Buckland Bridge 

N orth Eastern, South Central, Southern and 
Nortlleasl Frontier Railways- lnsuflicicJlt 
timcallmv.:d fo r submission of tenders 

Sou 1.h Central and Wlstcrn Ra ilway · 
! rrci;ula rities in invita tion of tenders 

Southern Railway- Extra expenditure due to 
delay in execution of work 

CHAPTER V- Etirni1t[fs 

N c•rthcrn , Southern and Western Railways-­
Loss of earnings/undercharges of freight 

D iesel Lr eomotive Works-Delay in revisic-n 
o f ra k of recovery of electricity char g' s 

CHAPTER Y£- Establish111e111 111auers 

.Railway Board- lmpltmcntation of ten hour 
duty rule for nmning staff 

Metro Railway- Employment o f depot stuff 
for cleara nce work at goods sheds 

CHAPTER Vil- Other tupic~· of iuterest 

South Central R.ailway- Vijaya wada- Gudur 
Rai lway Electrification 

Western Ra ilway- Awilrd of MJtdling con­
tracts to the same firm on a s ingle tender basis 

Recoveries at the ins tm1cc l•f Audit 

ANNEXURES 

Paragraph Pa i;~ 

13 137- 141 

14 141- 14 3. 

15 1-E - 149 

16 149- 151 
.-I., 

17 I 52· 15? 

18 160- 161 

19 162-- 173 

20 173- 176 

21 177- 188 

22 J8,' 19(} f 
23 190-191 

192- 2 14 

l 



PREFATORY REMARKS 

This Report has been prepared pencti~ submission f the 
AppropriatioJ1 Accounts of the Union Government ( Railways l 
for the year J 980-8 1. The Appropriation Accounts of the Union 
Government (R ailways) for the year 1980-81 are under prepara­
tion/ final isatio n by the M:inistry of Railways (Railway Board ) . 
S ince their submission is l ikely lo take a little mort.: t ime, this 
Advance Report is being submitted . 

2. This Report relates mainly lo points ar..smg from audit 
of the financial transactions. of the Railways. The mallers 
reported arc among those which came to notice in the course of 
test audi t during the year 1980-81 as well as those which had 
come to notice in earlier years but could not be dealt wi th in 
previous Reports, matters relating to the period subsequent to 
1980-81 have also been included, wherever considered necessa ry. 
·n1ese include, among others, Coaching services, Operation of 
diesel rail cars. Utilisation of locomotives, Utilisation of wcigh­
b1idges, Implementation of ten hour duty rule for running staff, 
Centrali cd purchase of stores, Vijayawada-Uudur Railway 
electrification, Construction of a metre gauge line fro111 Dabla to 
Sioghana and E arthwork contraccs. 

3. The points brought out in this R eport arc not intended to 
convey or to be understood as conveying any general reflection 
on financial administration by the Ministry of R ailways (R ai lway 
Board) . 

( Iii ) 
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CHAPTER I 

PASSENGER AND OTHER SERVICES 

J . Coachi'ug Services 

J. Introduction 

1.1 The Jndian Railways earned Rs. 943.18 crore.~ In 1980-81 
from passenger (Rs .. 827.47 crores) and other coaching 
(Rs. 115.71 crores) lraflic* . 3613 million (291Q-RG, 692-MG 
and 2-NG) passengers were carried during 1980-81, performing 
2,08,558 (1,63,88 1-BG, 43,262-MG** and 1,415-NG**) 
million passenger kilometres of journeys. 

1.2 Details of the passenger traffic carried as also the holding 
of (tclssenger coaches in some of the years since 1969-70 are given 
below: 

1969-70 1973-74 197-l-75 l 978-79 1980-81 
1. Passeng·:r km (in millions) 

BG 

N0n-suburban 59.876 74,849 69,827 J ,08,050 1.24,895 

Suburban 21. 163 26.684 25,737 41,156 38,896 

Tota l 81,039 l,01,533 95,564 J .49,206 1.63,79 1 

2. Holding of coaches 
BG 

(i) Non-suburban 
passenger coaches 13.494 15, 194 14,862 15,8 13 16.417 

(ii) Electric Multiple 
Units (EMUs) 
fo r s uburban 
services 1,540 1,743 1,856 2,233 2,343 

Tota l 15,034 16,937 16,718 l 8,046 18,76'.l 

• Luggage, parcel and other traffic. 

0 This review mainly covers the position on BG which carries over 79 percent 
o f the passenger traffic. 
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n. Position of tralfic vis-a-vis coaches 

J .3 (a) Upto 1973-74 

(i ) During 1969-74, tl1e growth in non-suburban passenger 
traffic (in terms of passenger kms) was about 25 per cent on 
BG (5.2 per cent on MG) as again t the a nticipated increas~ of 
23.06 per cent. Ou the other hand, as against the Fourth Plan 
provision for rncrease oE 14.l per cent in the holdfog of passenger 
coaches by procurement from the three indigenous coar.h buiklers 
viz. Tntegral Coach Factory ( JCF) , Bharat Earth Movers 
(BEML) and Jessop and Company, the net increase was 12.6 per 
cent on BG (2.56 per ccnl on MG) , resulting in the passenger 
traffic outstripping the availability of coaches for catering to it. 

(ii) During 1969-74, the increase in suburban passenger 
traffic was 26 per cent as against the anlici[1ated increa e of 25 per 
cent, while the procurement of EMUs was 489 units (against the 
Plan provision of 841 un:ts) , the net increase being 203 units i.e. 
13.2 per cent. 

(b ) From 1974-75 

( i) T he Ministry of Railways (Railway Boa rd) had assumed 
an annual growth rate of 4 and 5 per cent in non-suburban and 
suburban traffic dming the F ifth Plan period ( 1974-79) and 
provided for procurement of 6,500 coaches and 1,050 EMUs 
including replacements, the number of overagcd coaches and 
EMUs as on 31 -3-1974 being 4, l 73* and 41 re pectivcly. 

(ii) The Railway Board had iofoJmed lbe R aiJw:.1y Conven­
tion Commjttee (RCC) 1971 and 1973 that the following 
measures would be taken to meet :be traffic requirement . 

( 1) Capacity in JCF would be fully utilised for production 
of passenger coaches. Use of saloons and inspc-ction 
carriages (where not used intensively) for passenger 
traffic would also be considered. 

•As per ovcraged 5tatemcnls with the Ra ilway Board , 

( 

1 
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(2) The growing requirement of lower class sleeper 
coaches and the need to rellieve overcrowding in lower 
class would be kept in view while planning for 
additional coaches. 

(3) Coaches with bjgher capacity such as double decker 
coaches, cbair cars for short distances, AC two tier 
sleeper coaches with more berths etc. would be 

produced. 

( 4) Wherever Hie utilisation is not adequate, the existing 
AC (I class) coaches would be gradually replaced by 
extra sleeper coaches. 

(5) Nine coach rakes would be provided in the busy 
suburban sections of Bombay, Calcutta and Madras. 

(6) Terminal capacities in the Metropolitan Centres 
would be developed, trains with diesel and electric 
traction would be run, etc. 

(7) Other measures like improvemen-......,n reservation 
arrangements including provision of more booking 
windows, installation of self ticket printing machines 
at busy stations etc. and intensive ticket checking to 
minimise ti.cketless travel, would also be taken. 

However, the position of coaches vis-a-~s the requi rement'> 
o f traffic worsened after 1974-75 as indicated below 

( c) ( I ) Passenger lratfzc. 

Non-suburban 

The nol}-suburban traffic on the BG increased by 78.8 per cent 
during 1974-75 to 1980-81.* Though 7,340 coaches were pro­
cured during this period against the Plan provision of 9,042' 

*Tnis increase comprises m1inly long distance (Mail/Express) trarre 93.9 
percent ; and ~hort distance orcllnury rasscnger t1 2flk r-2 .6 pc1cent. 
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coaches, tl1e net addition to the existing holding of coaches was 
only 10.5 per cent due to more condenrnation of averaged stock. 

Suburban 

The suburban traffic in Bombay, Calcutta and Madras 
increased by 53.1 per cent during 1974-75 to 1980-81. With 
the procurement during this period of 802 Etvills on ly against 
the Plan provision of 1,388, the net addition to the stock was 
26 per cent. 

As a result, 2,505 overaged coaches and 99 averaged EMUs 
were in service as at the end of 1980-8 1. 

(2) Luggage and parcel traffic 

T he luggage traffic of the Railways was also affected, due 
largely to acute shortage of tuggage vaos (SLR/ TLR type coaches, 
brake vans, etc.). \Vhik the number of passenger coaches 
increased during the period 1974-81 from 14,862 to 16,417 
(i.e. by 10.5 per cent) and the non-subu rban passenger traffic by 
78 .8 per cent , the holding of luggage-cum-brake vans and other 
coaching vehicles for similar use increased from 1953 to 1991' 
only (i.e. by 1.9 per cent) . 

ru. Factors affecting availability of coaches 

1.4 A review in audit of Lhe factors responsible for the above 
position irevealed the following : 

(i) Utilisation of coach production capacity 

T he production of coaches, as approved by the Railway Board,' 
is planned ou the ICF, BEML and Jessop. The workshops of 
the zonal Railways also produce coaches but these are mainly ~or 
departmental purposes, such as crew rest vans, inspection coaches. 
etc. 

-
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7,340 coaches (all types) were prod uced by au the a~ove 
units during the seven year period 1974-81 ; of these, the number· 
of coaches i:troduced in Lhe first four years ( 197 4 lo 1978) and 
that in the balance period were as under : 

Name of lnst~ lled ProducliC'P of To ta l O .pacity u tilisation 
unit capacity coach ... s pt'rcentage 

p~r y.:ar 1974 - 78 J 978--81 1974--78 1 978~81 
(Avi::ri>ge) (Av"rag-~) 

!CF 750 2286(572) 2084(695) 4370 76 93 

BE.\{L 400 864(216) 649(216) 1513 54 54 

Jessop & 
C". 400 546(136) 88(29) 634 34 7 

(including 
EM Us) 

R.<ti lwa y 
w~rkslwps 100 513(128) 310(103) 823 128 103 

Tot:! I 1650 4209 3131 7340 

Thus, during the period upto 1977-78 the capacity utilisation 
was only 76 per cent in the ICF (which p roduces the bulk of the 
passenger coaches for traffic) and in the case of BEML and 
Jc;,sop it was only 54 and 34 p'cr cent respectively. Thereafter, 
while the utiLisation in ICF improved to 93 per cent, there was 
no improvement in the utilisation of capacity in BEML and in 
Jessop, it actuaUy fell to 7 per cent. 

(ii ) !CF 

(a) The main reason for the low capacity utilisation in ICF 
was stated to be lack of funds allotted for production of coaches. 
It was, however, seen that the budget allotment under R olling 
Stock (Carriages) had been revised downward at the revised 
estimate stage in 1974-75 and again in 1977-78 to 1979-80, and 
the balance diverted for loco (besides wagon) procurement. 
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( b) ·me actual production of coacbes in the l CF wa<> as 
under: 

Year 

1974-78 

1978-81 

Tota l 

N umb:r built 

Low-:r Upp;:r 

Tota I cost vi 
manufacture 

cl:lss class Low r Upp~r 
Ir all type AC. l st. 

1296 

1605 

2901 

AC Il tk·r 
etc. 

589 

133 

722 

(Jn crores of rupees) 

59.02 34.35 

85. 16 18.03 

144.18 52.38 

An a1rnJysis of the passenger traffic a nd earnings therefrom 
d uring 1974-81 ind icated that 99 per cent of the pas cngers 
travelled in the lower class while only one per cent h·avellcd in 
the upper classes. However, 27 per cent of lhe :imount spent 
by the ICF in manufacture of passenger coaches was for 
production of upper class coaches. 

(c) The ICF produced as many as 49 AC ful l and 7 A C 
partial coaches at a cost of R s. 5. 71 cror~s upto 1980-81 while 
29 AC full coaches were under production (November 198 "1) 
(cost : Rs. 3.83 crorc ) . This was despite the fact that the 
occupancy percentage of AC coaches was poor 3nd the earnings 
well below their repatr nnd maintenance cost, vide details given 
in Annexure II. 

Apparently, i11 plannlng the production of AC coaches, the 
Railway Board bad not kept in view the needs of lhe traffic ancf 
the recommendat ion of the Rr,c, 1973 regardi ng the need for 
taking into account th~ requirements of lower class accommoda­
tion . 

(d) During the above period, the capacity in ICF was partly 
d iverted to production of pantry cars (85 produced during 
1974-81 a nd a further 16 under production in 1981-82) , 
besides execution of export orders ( 14 7 coaches produced fo r 
expor t during 1974-81 and a further 32 under production in 
198 1-82). While the existing dlning cars were being replaced 

1 

1 
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by nC\' pao lry cars since 1974 to make available more acconuno­
dation for pas-engers, there was yet (.December 1981) no firm 
decision to convert the released surplus di ning cars into pantry 
care; or passenger coaches, either in the R ailway workshops or in 
JCF, with the result that as many as 4 I d ining car~ were lying 
~urplus ( March l 981) to the requirement with the Ra ilways at 
a time when passenger coaches were in short supply. Thi<; number 
is likety to go up, as and when the pa ntry cars under manufacture 
at TCF are put into se.r vice. 

( iii) REML and Jessop 

P'aucity of fm1ds, as also of wheelsets and other free supply 
items (supplied by the Railway Board) affected the production 
of coaches in the BEML ( J:troduction duriJ1g 1980-8 l being only 
176 against 270 coaches programm ed) . While curtailment of 
fuods and delay in finalisation of prices for EM U reta rded their 
production by Jessop during 1969- 73 ( the i sue was settled 
only by J 976), la ter the production was affected by labour trouble 
e tc. for some time an:! recommenced from 1979-~0 but the actual 
production during 1980-8 l was only 26 against 11 8 coaches 
programmed . As on 1-4-1981, 848 coaches a nd 9 l5 EMUs were 
outstanding Crom BEML ( from May 1977) and Tessop (from 
M ay 1978) respectively. 

( iv) Workshops 

D uring 1974-75 to 1978-79, the R ailway workshops exceeded 
their iru ta iled capacity of 500 coaches by manufacturing 656 
coaches mainly for departmental services (e.g. relief vans, stores· 
delivery vans, inspection carriages, crew rest vans etc.). T he 
production af other coaching vehicles, such as SLRs, luggage 
brake vans. parcel vans etc., r equired for pa rce l and luggage 
traffic, however, accouuted for only 20 per cent of the capacity. 

l n February 1973, tbe R ai lway Boa rd had instructed the zonal 
Rai lwayi, to rehabilitate replaced coaches in R ai lway workshop~ 
and to commission rhem for movement of pc:irishablc traffic. I t 
wa-; obc:ervcd in test ch".!ck that whi le the 5outb Centra l Ra ilway 
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Administration had identified 60 such coaches as fit for conver­
sion, the actuaJ number converted between ~cptembcr 19?3 
and September 1975 was only 25 (cost : Rs. 5.50 1akhs). Even 
of theStt, 9 were condemned between July 1975 and Ap'ril 1976, 
and 15 were either stabled or marked for POH without being 
used for long periods ; by December 1980 these also had been 
condemned. 

Incidentally, the luggage space provided in the 6rst class 
coaches was found to be poorly utilised (being unguarded). This 
space was, therefore, ordered (August 1972) by the Railway 
Board to be converted into two first class berths pe.r coach in 
Railway workshops. Th is scheme has, however, made very poor 
progress, only 16 out cf 387 first class (BG) coaches having been 
conve1ied so far (November 1981 ). (cf Para 3) . 

IV. Extent of ineffcctives 

1.5 The assessment of requircmemt of coaches made by the 
Railway Board takes into account the usage norms ( ~·ehicle km 
per vehicle day) achieved in recent years. Allowance is also 
made for incffectives, to cover coaches under r~pair, period ical 
overhaul (POH) , detention at destination stations, etc. at 14 per 
cent* of the coaching stock and an additional 12.5 per cent as 
spares (for special trains or as standby to coaches h the rakes, 
etc.). A review in ;~ud it of the position regarding incffeclives 
showed the following · 

As against the target norm for ineffectives· viz . 14 per cent, 
the actuals (as per statistical records compiled by the Railways) ' 
for aJJ passenger coaches (BG) were as under : ' 

• The allowarc.:: of 14 pera: nt for ineffcctiv~s comprise : 
1. tim i:- ~p~nt in w0rkshc p frr POH 6. 5 p~r cent 
2. time $[)~111 in workshop f<'r non-POH rc·p~irs 1 .0 per cent 
3. time SP"nt in sick lines and rlepots : 
(a) m~ch,mical repairs 2. 0 per cent 
(b) electric.~ I repairs 2. 0 per c:cnt 
4. tim,· sp~nt b ~ irg sta bt d in y ., d, sick linl s, c.tc. 2. 5 pl'r cent 

Total 14. 00 percent 

• 
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Year J>OH in N on-POH Sickline, Sta bled Total 
wcrksh·. ps repd1s 

in wrrk-
..:tc. ig yards 

shops 
1974-75 8.42 2.86 2.97 J. 73 15.98 
1976-77 7.16 2 .45 2.53 0.60 12 . 74 

}979-80 7.41 3.06 2.74 0.69 13.90 
1980-81 6 .89 2.98 3.64 0.97 14.48 

It may be seen that tbe extent of ineffectives bas gone ~p in 
recent years. Further the above data do not include the coaches 
remaining under repair for Jess than 24 hours. A census taken 
by the Railway Administrations in March 1981 (with reference 
to the position of al l passenger coaches including coaches found 
defective at the departure time of trai.'1S) showed that the actual 
number of passenger soaches under repairs was much higher than 
that shown above, being between 19.9 and 22.5 per cent. It was 
particularly heavy in respect of AC (all types 22.8 to 32.6 per 
cent) , First dass (23.9 per cent) , Second dass general (20.5 per 
cent), Second class two tier (22.2 per cent) and SLR coaches 
(f9.5 per cent)* . Tt was only in the case of Second class tlu-cc 
tier coaches that the incffcctives were 13.9 per ·:::Cnt. Thus, the 
coaches remained idle for longer periods than what was shown in 
the statistical records and consequently, the peff...cntage of actual 
ineffectives was much more than the prescribed target norm 
of 14 per cent. Corresp'ondingly, the availabili ty of spare coaches 
(target norm 12.5 per cent) also got reduced, affecting their 
availability for traffic. 

1.6 A major factor affecting the avai lability of coaches was 
the iJrndequate POH capaci ty in Railway workshO!JS. inadequate 
facilities for routine repairs in sheds and sick Jines, for washing 
of coaches etc. at major terminal. stations, etc. ' 

(a) Workshops 

The overall shortage in the POH cap'acity was ::issessed (in 
1979) at about 1,500 BG coaches per year. Major works to 

•A census conducted in March 1975 by the Railway Board had also 
discks.-d similar high percentage of inefTcctivcs viz. AC-(36 "t 0 42.6), 
First class--(26. 7), Second class genera 1-(22. 5) and SLR-(24. 2). 



a ugment t11c repair facilities, including installation of dieset 
generating sets to make up power shortage, etc. were being consi­
dered and included in the Works programmes from 1977-78 but 
are yet to be completed (1981-82) . Meanwhile, the averagc­
montbly POH lagged behind the capacity (estimated at 2,104 
coaches) resulting in the percentage of coaches overdue for POH 
increasing from 8.8 in 1973-74 to 16.6 in 1980-81. On an 
average for all R ailways, 578 coaches were stabled daily during 
1980-81 awai ting worksh:-ip repairs, of which as n:any as 150 
were on Eastern Rai lway and 187 on South Ea.stern RaHway. 

Further, on the Central Railway, 33 coaches suffered transit 
detention during 1979-80 of 10 to 35 days (per coach) between 
base station and workshop, besides waiting period of 55 to 120 
days (per coach) in workshop premises before entering POH 
sheds. On the Western Railway (Parel Mechanical Workshop) , 
the average time taken for POH during 1979-80 was Letween 
21.9 and 22.9 days in respect of passeuger and other than 
passenger vehicles respectively against the target of 18 days. 
Increase in repair days in recent years especially in 1979-80, 
was, inter alia, due to the time requfred for corrosion repairs 
in steel bodied coaches, which became acute in 1979-80 on the 
Central, Western, South Central and Northeast Frontier Railways, 
mainly owing to (as seen from workshop records) inadequate 
observance of preventive maintenance instructions/non­
completion of. oorrosion repairs prescribed by the Research, 
Designs and Standards Organi~tion (RDSO). 

(b) Repair sheds/mai11tenance depots 

A test check of rbe records of 5 maintenance depots ... on 
Western Rai lway showed that the average time taken for 
maintenance, repairs, etc. per coach was between 16 to 29 h0urs 
a-; again t the target of 12 hours. Tbe contributory factors for 
excessive detention were non-availability o( wheels. L.B. springs, 
Axle pulleys, etc. aris ing out of inadequate planning and 
coordination between the Stores and the Mechanical Departments 
of thf' Railway. 

• I 
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Coaches received at the depots on tbe Central, 8ustcrn, 
Northern. Western, Southern, South Central and South Eastern 
Railways for primary maintenance during the ye~m 1978-79 
to 1980-8 1 had been found deficient in fittings, especially clcct.rical 
items such as bulbs, fan . alternators etc. T he loss of fitting:; 
from the coach<.'5 was R~ . 464.54 lakhs during these years 
(Details in Annexure UI). H owever. o[ten due to heavy 
deficiencies a nd non-availability of the requi red stores in the 
depots, these coaches had been detained for long periods 1 anging 
from 6 hours to 153 hours*. No data --egarding the number of 
coache~ run with deficient fittings were available with the Zonal 
Railways. 

(e) ·Repairs to EMU coaches 

The percentage of EMU motor and trailer coaches awaitmg 
repair during 1980-8 1 was as under : 

Yca:i Centra l Eastern South Western A IJ Southern 
Eastern 

(BG) (BG) (BG) 
Railways 

(BG) (BG) (MG) 

.1980..81 
Motm 
coachc '! 22.7 22.6 t7 .2 11. S 18 ~ 20.5 
Trailc.r 
coacl'll s 16.6 21. 3 16.9 9.39 L6. 2 9.92 

11le higher percentage of EMU motor coaches under repair, 
as compared to the target of 14 per cent, restricted the avai lablity 
of rakes, since without them, the Lrailers could not he put to 
use . While on an average 13 motor coaches on Central Railway 
and 8 on Eastern R ailway were held as spare or srored in good 
condition in 1979-80, the corresponding number o[ tra iler coaches 
held ~" ~pare etc. was 47 on Central Railway and 30 on Eastern 
Railway There was, however, some improvement in 1980-81 
in that the number of motor coachei: held as spare etc. was 
11 and 4 respectively, while the corresponding number of tra iler 
coachc-~ was 26 and 11 respectively. 

*'B:lsed nn a s:1mple study conducted by audit at sick line a t Madras 
C:Ontrn J on Southern Railway. 

S/40 C &AG/ 81.-2. 
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A large number of EMU motor coaches remained under 
repair due to ina9equate capacity for rewinding damaged motors, 
remetalling of bearings of traction motors, etc. To meet this 
situation, expansion of car shed at Kurla, setting up ot a new 
car shed at Kalwa, construction of traction motor rewinding 
factory at Nas.ik etc. on Central Railway and remodelling-cum­
expansion of car shed at Mahalaxmi on Western R ai lway, were 
undertaken commencing from 1972-73 , but are still to be 
completed (November 1981) . 

Similarly, certain essential works for stabling, repair and 
maintenance of 9 coach EMU rakes on the Eastern and Southern 
Railways are still under execution (1981-82). So far (October 
l 981), nine coaches EMU trains have been standardised only 
in the Bombay suburban area. In Cakloitta and Madras areas, 
though a policy decision Jiad been taken to impJ~ment tho scheme 
in 1974 subject to availability of additional rakes, the EMU 
trains continue to consist mainly of 8 coaches due "to high per­
centage of motor coaches under repair besides lower rate of 
materialisation of new EMU coaches on order from !CF/Jessop. 
So far only 19 nine coach rakes out of a total f!C'et of 68 rakes 
have been formed on the Eastern R aiJway. 

V. Utilisation of passenger coaches 

1.7 ( i) Between November 1976 and March 1981, the 
Railways introduced 79 additional Mail/Express trains, besides 
augmenting the loads of existing services by attachment of extra 
coaches. etc. As, however, the overalI availability of coaches 
increased only by 9 per cent, this necessitated withdrawal of 
coaches from the existing passenger trains (ancl some times even 
from Mail /Express trains ) , resulting in these services being run 
with lesser number of coaches than usual. 'I1le overall 
composition of passenger trains, more par ticularly those hauled 
by steam locos, had consequently to be curtailed owing to pau­
city of coaches. The curtJilment was to the cxtC'nt of 15 per 
cent in 1980-81 as compared to 1974-75 even though the nuru­
ber of passengers carried on an average had increased during 
that period from 555 to 729 per train. 

• 

-... 



(ii) The Railway-wise position of holding and utilisation of passenger coaches in 1980-81 as 
compared to that in 1974-75 is shown below: 

Ason C<!ntral Eastern Northern Northcast Southern South South w .. stt:rn All 
Frontier C;ntral Eastern Railways 

Holding of passenger coaches {BG) 

31·3·75 2036 2743 2885 297 1726 1166 1932 1459 14244 

31-3-81 2118 2693 3166 467 2093 1353 2156 1700 15848 

Passengers carried per train 

31 -3-75 612 548 608 162 506 494 377 706 555 
'..,J 

31-3-81 814 763 759 138 631 680 493 989 729 
Vehicle km per vehicle day 

31 -3-75 269 274 213 107 233 230 235 251 243 

31-3-81 329 334 256 130 309 332 31 4 311 314 
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While the vehicle km per vehicle day varied in keeping wi th 
the m.mber of passengers carried on Central , Eastern. Northeast 
Frontier. South Central , South Eastern :tnd Western R ailways, 
the utili ation of passenger coaches in Lcrms of vehicle km per 
day improved and was above the alJ Tndia average only on the 
Central, Eastern. South Central and South Ea5tern Railways. 
The performance on other Railways, especially Northern, 
Northeast Frontier and Southern Railways was below the level 
of the all R a ilway averngc (314) in 1980-81, showing relatively 
poor utilisation of coaches. To particular the increase in the 
.holding of passenger coaches was dispropor tionately more 
rompared lo tbo increase in the number of passengers carried 
per train on the Northeast Frontier R ailway. 

(iii) A test check in audit of. the rake composi tion of the 
rrain st'rviccs run on some R ailways indicated short running 
of coaches vide instances given below : 

On Central Railway, during the month-; January to May 198 J. 
three express trains* and four passenger """ trains were regularly 
run with lesser number of coaches than the normal composition. 
resulting in short running of 164 coaches per month on an 
average. 

On the Eas tern Railway (May I 98 J ) two important daily 
cxpres<. trains ( 13Up Upper India Express and 11 Up Delh i 
Exprec:~) were regularly run with lesser number or coaches than 
the nMmal composition, viz. by 3 and 1 coach per rake 
rec;pectivclv. 

• ! 3Dn/l 4Up B0mb·1 y-Madrns 
Jania Expres~. 

39/Dn/40Up Dndar-Nagpur 

u321 Dn/322 Up Bcmbay-Punc Dau11d­
Manm~d Passenger 

323Dnf324Up Bcmbay-S1tr-Siddcswn 
Exprc~•. Express 
RI Dn/ll2Up Bnmb~y-Trivandrnni 35lDn/352Up Bombay-Bhusava l Pa~-
.lav:inti .hnta P.xpress. senger. 

353Dn/354 Up Bomb'.ly-Bhusaval Passenger 

''\.. . 
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On the South Central Railway also, 60 passcng~r !rains 
were run with lesser number of coaches than the normal 
composition, resulting in short running of 96 coaches per '110oth 
on an average during November 1979 and April 1980. 

On the o ther hand, on the same Railway. a review of 
()CCupation of 25Dn/26Up Kakatiya Express introduced frnm 
2nd April 1977 , conducted by the Railway Administration fo r 
November 1979 and April 1980, showed that for the !ir<;t cla.<;S 
coaches the occupancy was about 40 per cent between I Tjderabad 
and Kazipet; further, in the second class, out of the wailable 
530 seats, only 15 seats were found occupied between Kazipct 
and Warrangal. 

Despite limited availability of pa<;sengcr coachc,,, th. ir 
deployment on various Rai lways, especially on unrcmunerative 
~rvices, does not c;ecm to have been rcvicw1•tl on a •· ~1lcrr 

h8sis with a view to their optimum utilisahon. 

( iv) During 1980-81. the break up of the cycle of 2.4 hours 
-of the movement of a passenger coach was as under : 

I. R un time in tra in 

2. Termina l lie over a t b:>th ends 
3. POH, sick, icUi ng and spare 

Hours/ 
minul.cs 

8-50• 

8-40 .. 

6-3ou• 

37 

36 

27 

T hus, a coach remained on the move only for 37 per cen t 
of the time in a day, while the ' terminal lie over' was 36 per cent 
and 'POH', 'sick' and 'idling' (in transit to and from workshop 
or in sick line) 27 per cent. 

•computed by dividing vehicle Ian per day (314 km) by the averag.: 
sp.,-ed (35.6 km per hour) of passenger trains a ll services (1980-81 data) . 

.. A rake generally moves between the tcnninals without any break-up 
and undergoes its primary and secondary maintenance at either of the two 
terminals. The time spent by the rake at the terminals is called 'terminal lie 
over'. 

0 •Bascd on repair percentage (14 .48) plus authorised spares (12.50); 
if percentage based on census data of March 1981 is adopted (i.e. 19.1 1) 
spare percentage would be correspondingly less than 12. 5 (i.e. 7 . 87). 
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The terminal lie over (36 per cent or 8-40 hours), would 
have been higher ( 42 per cent or 10 hours per day) if the lie 
over period had been reckoned with reference to the scheduled 
time of running of trains, especially Mail/Express trains which 
account for 58 per cent of the passenger coaches. T he punctuality 
of Mail/Express trains had deteriorated from 90 per cent in 
I 976-77 to 65 per cent in 1979-80 consequent on late run ning 
o( passenger trains, thereby depressing the actual terminal lie 
over.* 

(v) The availability of coaches for train service wa-; 
affected not only by inadequate util isation of the production 
capacity and the cxt~nt cf actual inc[e~tives but also by 
inadequate facilities for POH and repairs, extent of lie over at 
terminals. etc. 

Some cases of inadequate facilities in sidings for maintenance 
noticed in audit are mentioned below : 

Due to inadequate siding length at Bombay VT (Central 
Railway) and want of stabling facilities in the carriage and 
111.aintenance depot at M azagaon (near Bombay VT), sick coaches 
(in the rakes) could not be attended to in time, resulting in 
detention to coaches and their non-availability to run trnins. 
During January to May 1981, the outgoing and incoming 5Dn 
Punjab Mail and 4Dn Howrah Mail were run with lesser number 
of coaches as compared to t11c normal composition of these trains, 
the short Call ranging from 10 to 31 coaches per month . Similar 
was the position in the case of the seven trains mentioned in 
para V(ii i) and served by these terminals (Mazagaon and 
Bombay VT) . 

On the South Central Railway, all broad guaizc passenger 
trains terminating at Renigunta were extended to T irupati on 
it being connecteu by a broad gauge line with R enigu nta in 
1968-69. However, rake maintenance facilities were not 

• Similar information regarding pur.ctua lity of Mail/Express trains 
for 1980-81 has not been compikd by tl:1<: Ra ilway lloard (December 1981). 

-

1 
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provided at th.is terminal till A ugust 1978, with the result that 
the terminating passenger trains were being hauled empty 
between Tirupati and R enigunta for maintenance, the average 
cost of haulage being R s. 3.64 lakhs per annum beside:. 
reducing their availability for traffic. 

(vi) Since 1977-78, the Railway Board had been considering 
the possibilities of reducing the ' terminal lie over' period of 
coaches by changing the rake links so as to minimise infructuous 
detention to rakes at terminals and maximise their availability for 
train service. No final decision has, however, yet been taken 
by th:: Rai lway Board (November 1981) despite studie<; by the 
Board's Operational R esearch Cell in this regard. Meanwhile, 
idling of passenger coaches on account of high ' terminal lie 
over' continues. A few instances of excessive terminal lie over 
a rc given below : 

The Central Railway's rake links in respect of 5D n/6Up 
Bombay-Firozpul' M ail and 11Dn/12Up Dadar-Madras 
Express showed that two rakes (32 coaches) are being kept idle 
for more than 24 hours at the terminals, Bombay VT and 
Dadar. 

Three super fast trains, 121Dn/l22UP Tami l Nadu Express 
(tri-wcekly) , 123Dn/124Up Andhra Pradesh Express 
(bi-weekly) and 125Dn/ l 26Up K.K. Express (bi-w~ekly), have 
5 rakes with availability period of 840 hours per week. However. 
the run time for the three tra ins is around 480 hours only. As 
a result. especially in the case of the Andhra Pradesh and K.K. 
Expresses, the rakes remain idle for a period of 32 hours, 
54 hours and 73 hours at Secunderabad, Trivandrum and 

~ Bangalore respectively. 

On South Ea<;tern Railway, even an overlapping full rake 
bas been provided and kept as a standby (October 198 J) for the 
Express train between Bokaro Steel C ity and Madr~s (introduc­
ed in November 1975). As it is, for the rake actually m 
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use in the train more than 28 hours are already available for 
washing, under gear examination , etc. 

Similarly, the three ra kes (each comprising 10 ccaclres) of 
a daily passenger train (229Up ,1230Dn) between Waltair 
and Durg (distance 565 kms) (run time 18 hours 25 minutes) 
remain stabled for 27 hours 55 m inutes each at Wa!tair 

The t ri-weekly oxpress train l 83Up/184Dn Ra11chi Express 
( with l 3 coaches) introduced with effect from May 1980 
bctwieen Chandigarh an d Ranchi, was being hauled empty to 
Kalka (distance : 24 km) for primary maintenance (i.f'. washjng, 
etc.) for want of such facilities at Chandigarh . Later the 
empty hautage was regulad sed by extending the run of the trnin 
(without adequate traffic justification) to Kalka with effect from 
23/25-5-8 1. (The train leaves Chandigarh for J<alka at 21.1 S 
hours and Kalka for Chandigarh at 3.40 hours.) Further at Kalka, 
the empty rake is stabled for about 19 hours per round trip . 
Similarly at R anchi, the rake is stabled for about 30 hours. 

For ulilisio~ the rake during the lie over period al Kalka, the 
Northern R ailway A dministration had made a proposal (Dcccoi­
ber 1980) that it might be run as a tri-weeklv service between 
Kalka and Hardwar. 'This, however, is stated to be still (Decem­
ber 1981) wider consideration of the Ministry of Ra i lwall~ (Rail­
wwy Board). 

(vii ) Tourist cars, salocms etc. 

As on 1st April 1981, about 405* coaches (294 BG and 111 

"(' 

MG) were being held as tourist cars and saloons but we1e sparing- :( 
ly used . On the Wt.::stt:rn Railway, 17 first class a 'ld 16 second 
class tourist cars were utilised as tourist cars etc. to the extent of 
5 per cent of the number of days available for t'1cir use in 

~Includes tourist cars, State saloons and Military cars. 

I 



, 

19 

l980-81. During the rnme period these cars were utilis­
ed to the extent of 35 per cent by Railway Offic~rs (besides ins­
pection carriages and saloons provided exclusively for them). 

One first class and five second class tourist cars held by 
Northeast Frontier R:lllway were used for short trips by private 
parties for a period of 4 to 20 days only on an avcrag:: during 
1979-81. On the Northern Railway, which holds as many as 
32 (27 BG and 5 MG) tourist cars, tho average monthly booking 
during January 1980 to August 1980 was between 0.25 to 7.6 
days. The South Central Railway has 7 BG and 6 MG first 
class and one MG ACC tourist cars but there was practically no 
demand for them as seen during a test check of 7 tourist ca:rs 
during January-June 1981, wherein utilisation was found to 
be 5 per cent by public and 29 per cent by Railway Officers. 
Similarly, on the Southern Railway, during the two years 
1979-80 and 1980-81. its eleven tourist cars were in use fo" 
122-104 days only. 

None of these Railway Administrations had (Oct0ber 1981) 
considered the possibility of putting these coaches to alternative 
use in passenger service to relieve shortage of coache'i especially 
for lower class travet 

(viii) Utilisation of other coaching vehicles 

As already brought out in pnra (c) (2) mdcr ~rction ll, there 
was acute shortage of luggage-cum-brake/brake vans (SLR.c;, 
LRs). As a result, the capacity for movement of luggage and 
parcel traffic by regular passen.e.er service got reduced. The Rail­
way Administrations' efforts to despatch 5uch traffic by separate 
regu lar parcel service were also affected by inadequate availabi:. 
lity of wagons. To meet part of this shortage, other types of 
coaching vehicles, such a:s motor vans and four wh€'eler/eign1 
wheeler wagons had to he used for parcel service. 

The holding and utilisation of 'Other coaching vehicles' on 
the zonal Railways is shown in Annexure N. It may be seen 
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therefrom that these veh.icles on the Central, Northern, Nortn­
east Frontier and South Central Railways were considerably 
tmder-utilised in comparison wi th those on the other Railways. 
the utilisation (on these R ailways) being just 2 to 5 hours in a. 
vehicle da) (i.e. 8 to io per cent)"' . 

A tc~t ch ::ck of :he Central R ailway's parcel traffic during 
the year from 1978-79 i,howed that owing to acu te shortage of 
parcel vans/wagons made fit for passenger trains, the Railway 
Administration was not able to clear the parcels offered at road 
side stations a11d transpo1t them either by regu lar pasf.enger ser­
vice or b) scheduled parcel express trains. Only 8 to 10 parcel 
vans wcr:: available as against 15 to be ~Hotted on 1 r. average 
during t11e period from April 1979 till June 198 1. As a result, 
the tonnage lifted dropped from 4.35 lakhs in 1 C)?i:;-79 to 4.09 
lakhs in 1980-81 . 

A test check of the utilisation of the Ra ilway service vehicles 
mean t for departmental use (e.g. parcel van, inspection carriages 
etc.) revealed the following : 

Oo the South Eastern R ailway, out of 45 stores delivery vans, 
4 had not been used at all. A sample survey of 8 stNes deli­
very vans based at Kh:uagpur Depot during March to May 1981 
showed that against the allotted 122 days for movem<':nt of thes~ 
vans, the actual time taken was 227 days indicating lack of 
control over their movement by the base depot. 

On the. Northeast Frontier R ailway, 3 parcel vans and 2 
delivery vans, sent in October and December 1980 to Lumdio.g 
and Tinsukia Divisions respectively f1'0111 New Jalpaiguri for 
delivery of un iforms etc., had not returned to the base depot till 
the date of review (3 1-5-81) even though the programmed jour­
ney was for 70 days only. 

·B~s.. d rr> m:' d of pJSSl'ng · r/paice l o.pr~ss lra ins 0f 26 .0/26 . 7 km per 
hnu r durir>g 1980-81. 

' 
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VJ. Passenger reservation arrangements, etc. 

1.8 Some aspects of reservat1on arrangements affecting 
directly or indirectly, Railway revenues, noticed in audit, are 
mentioned below : 

(i) As per extant instructions, passengers wbo Ctln not get 
confirmed reservations arc to be waitlisted and allottt-cl reserva­
tion according to their priority as and wben vacancies. occur 
owing to cancellations, etc. The number of waitlisted passengers 
who surrendered tickets at the last moment was hlgh as revealed 
in a test check by Audit (examples given in Annexure V). 

(ii) A chart wilh the names of passengers, both with ;eservcd 
accommodation and 'Naitlisted, is handed over to the train offi­
cials at the starting station. These officials arc .ruquired to as­
certain the vacant berths/scats :Jue to last minute cancellations, 
etc., allot these to persons in the waiting list and the remaining 
to those boarding the train cnroute or without reser-.1ation. They 
arc then to prepare a revised chart incorporating the names of 
the passengers who 1:re finally allotted berths/seats and deposit 
it with their headquarters. There is no procedure at present of 
checking these charts with reference to the in itial reservation 
charts. 

(iii) As per the Commercial Manua l, prov1Ston of add itional 
coaches to trains should be decided on in advance s:-i that the 
waillisted passengers may have adequate notice of the additional 
accommodation available. However, a test check '"'11 Central 
and Southern Railways showed that decisions to att:1ch extra 
coaches, had been taken in most of the cases only a day and 
sometimes even hours before the departure of the train . 

(iv) A part of the accommodation which can be reserved in 
a train is set aside as quotas for passengers entraining at im­
portant en route stations. Passengers boarding at these sta tions 
have to seek reservation against the respective quotas; where 
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these are (uUy booked anti in respect of stations without quotas, 
the stations arc required to send messages for reservation to the 
starting s1Ptions, the latter being required to send a reply message. 
It wac; observed. vidc i11st<Jnces given in Annexure l', that : 

(a) Quotas ::lllottc-J to en route station in certain im­
portant trains were in many cases found t have 
been not folly utilised but these (the quotas) had 
not been reviewed. The unutilised balance of the 
quotas was left to be allotted on the tra ins by train 
officials. 

(b) Rep ly messages were not being sent by ma3or start­
ing stations to requests for resen ation with the 
result that the passengers b ad to look to the train 
officials foi :il'.1.Jtment of berths/seats [c.f. sub. paras 
(b) under Ccnlral and South Eastern R ailways of 
Annexurc I r'Jr deta1 1sl 

(v) Special trains run to clear the rnsh of passengerc; during 
the busy holiday season were often not patronised weH, being 
not run to the notified time schedule and some times even can­
celled at short notice; late running ranged from 4 hours to 17 
hours as noticed on Sonth Eastern Railway and nearly 10 hours 
on Southern Railway. 

It would appear that the reservation arrangements. quota 
allotments, their distribution , etc. had not been reviewed with a 
view to optimum utilisation of the coaching capacity. 

The extant instructions also provide for a test check, at loost 
once a month, by officers not below the rank of Senior Scale, 
of the correct ob servance of the procedures, etc. in regard to 
the reservation arrangements. There was no evidence on re­
cord of such test checks having been carried out. 

-

l 
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VII. G~neral 

l .9 Tourist Agencies 

ReC<lgnised tourist agencies arc authorised to issue tickets 
in accordance with the rules and conditions laid down in !be 
lndian Railway Conf::rencc Association Coaching Tnrifl'. There 
arc in all 30 such agencies opcratmg on Indian R ailways who 
have executed agreements with the various Zonal Railways. 
These ~gencies, besides competing with the public for reserva­
tion in all classes, are entitled to commission on the sale of 
tickets by them at the rate of 3 to 10 per cent, depending upon 
the category of tickets sold as per their agreements. 

A tei.t check showed that tourist agencies of 7 Rairway~ 

( i. e. all Railways except North Eastern and Northeast Frontier) 
had brought in business of Rs. 356 lakhs in 1979-80 and Rs. 437 
lakhs in 1980-81 (mostly in tl1c upper classes) , the commission 
allowed lo them being Rs. 14.9 lakbs i.n 1979-80 nnd Rs. t 7.9 
lakhs ir 1080-81 (Details in Annexure VI). 

The need for these agencies, considering the p:wcity of 
accommodation on the trains, at least for passengers other than 
overseas tourists, does not seem to have been reviewed. 

Railway passes--all types 

The Railway staff get free travel privilege passes, retire­
ment complementary passes. concessional privilege 1ickct orders 
(PTOs) etc. As per the last published statistics (cc)ntained i11 
the lnd12.11 Railways Annual Report and Account.;; f, r l 975-76), 
the valut of the passes/PTOc; issued in 1975-76'~ was about 
Rs. 66.94 crorcs. According to the Railway Boa rc1• the cost of 
passcs/PTOs t:ctually u lili~ed would be nuch 1:::'>5. Commenc­
ing 1976-77. however, the vcilue of passcs/PTOs issued is not 
being riv..:n in the Annual Report and Aci:ounts. 

•'fhc value of passes and PTOs issued to the Ra ilway sta ff in J 980-81 
a11 1 .st im~·tl'd in audit, taking into 2ccOW1l the increase in staff strmgth8 (6 8 
t>. r ccnt) nnd incrca~ in fares (12.5ixrcxnt)frC'm 1975-76 to 1980-8 1,. is 
Rs. 80.43 crorcs . 



V ill. Results of the various inadequacies 

1.10 The results of inadequate procurement and utilisation 
of coaching stock for passenger services are discussed below : 

( i) 01'er-crowding and ticketless •travelling 

Inadequate availability of coaches for pass("nger c;ervice due 
to reasons mentioned earlier coupled with delay in working out 
and implementing plans to improve the existing level of util1sa­
tion , had aggravated over-crowding in second class coaches of 
trains. The percentage of over-crowding in passenger trains 
ranged between 100 and 214 in certain cases on Northern, 
Southern and Western Railways as per the Railway census re­
port of April-May* 1980. On the other hand , the occupation 
of certain trains** was poor varying from 1 per cent to 96 
per cent of the capacity. (October 1980 and May 1981). 

Despite heavy rush and long queues at the booking windows 
of the stations in important cities, the Railways had riot (accord­
ing to the Report of the Railway Convention Committee 1977) 
been able to correspondingly augment facilities for booking of 
passengers, such as opening of additional booking c0unters, pro­
vision of self ticket printing machines, etc. 

F urther, with the over-crowding of passenger trainc;;, in subur­
ban as well as non-suburban sections, the scope for ticketless 
travelling had considerably increased resulting in Joss of revenue. 

Persons when detected travelling without tickets, are, if un­
able to pay the excess fares and fines, Locked up by Government 
Railway Police (GRP) and prosecuted. Tt was, however, seen 
that on the Eastern Railway, during 1978--80, out of 80,876 
ticketless passengers apprehended as many as 33 ,158 passengers 
were let off wit hout realising excess fares and fine amounting 

•Detai ls i.n Annexure VU (1 ). 

• •Details in Annexure VT! (2) 

.... 
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to Rs. 4.24 lakhs and without launching prosecution against 
them, for want of accommodation in the GRP iock upc;. 

(ii) Loss on passenger services and other coaching services 

According to the R ailway Board, the loss on tlie operation 
of coaching services was Rs. 227.45 rron:s in 1980-8 l. In 
pursuance· of the recommendations of the Railway Convention 
Committee, 1973 the Railway Board had conducted :i profitabi­
lity study (finalised in September 1980), which revealed, at the 
level of fares of 1977-78, a loss of Rs. 8.12 crores on AC and 
first class travel by Mail/Express trains, and a profit 0f R s. 74.91 
crores on second class travel by these trains. Similarly, in res­
pect of ordinary train services, it revealed a loss, under both, 
upper and lower classes, of Rs. 106.14 crores a.T)d under parcel 
traffic of R s. 37.04 crores. 

The losses in the case of ordinary train services were attri­
buted to underload running of trains due to paucity nf coaches, 
numerous stoppages, short distance branch line services, etc. 

The losing non-suburban short distance (ordinary passenger) 
traffic had increased by 62.6 per cent during 1974-81. In 
this connection, the National Transport Policy Committee 
(NTPC) (May 1980) and Rail Tariff E nquiry Committee 
(RTEC) (June 1980) had observed that such traffic could 
generally be carried more economically by road. The RTEC had 
also recommended that rail and road traffic should be coordinated 
keeping in view the national economy and the total ity of costs 
between rail and road transport. Notwithstanding the Railway's 
participation in the Capital of the Road Transport Corporalion, 
effective action in these directions has yet to be taken. 

IX. Summing up : 

l .1 l (i) While ·he actual coaching traffic for exceeded the 
estimated increases the production of coaches was 
much less than planned, despite avaiJabiEty of capa­
city. Production was limited to 54 per cent of ins-
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tailed capacity in BEML and 76/93 iwr cent of 
capacity in TCF upto/ after 1977-78. 

(ii) The recommendations of the Rni lway Con-
vention Committee 1973 regarding the need for taJc­
ing into accom1l the requirements of lower class 
accommodation and elimination of ovcrcrowdi.n,g 
tJ1crein had nnt apparently b~~n kept in view in 
planning the production of 722 up pc" class coaches 
accounting for 27 per cent o f the ~ands released 
during 197 4--81. 

(iii) The scope for utiJising the Railway service vehicles 
(inspection carria,ges, saloons e tc.) and tourist cars 
for pass~ngcr service had not been fully explored. 

(iv) Less than pianned addition to EMU stock, higher 
ineffective percentage in EMU motor c0aches and 
lack of ,tdequate repair facilities had le<l to inade­
quate augmentation of EMU services wbicb could 
not keep pace with the fast increasing suburban 
passenger traffic. 

(\) Tite capacity of the Railway workshops \\Tas utilised 
to the extent of 20 per cent only for production of 
SLRs/ luggage brake vans/parcel vans despite per­
sistent shortage of such vehicles; conversion of re­
placed .>tock into such vehicles had also not been 
implemented as envisaged. 

(, i) lnadequate production of passenger coacht's was not 
made up by more effective utilisation of available 
r:oaches. On the other hand, the extent of ineffec­
tives, even as per the statistical records nf the Rail­
ways had gone ur and cxcc!eded in 1080-8 1. the 
liberal norm of 14 per cent. Further, the actual 
r-xtent of ineffectives, taking into account coaches 
1Jnder repair for less than 24 hours, was far higher, 
being betwe.:-n 19.9 per cent and 22.5 pt"r cent, as 
per the cen~us carried out by the R aHway'> in March 
t 98 l. 
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(vii) Jn a cycle of 24 hours a coach was 011 the move io 
passenger trai..ls for 8.50 hours (37 p~r cent) only. 
The r ;!Sl of thr period was spent in ' terminal lie 
ovel'' :ifter rupning on trains (36 per cent) and in 
sickli.nes, maintenance sheds and worksbops (27 per 
cent) . 

(viii) Among the .:ontributmy causes of the long ' terminal 
Lie over' ~nd the time taken in sick Lines, sheds, 
idling etc. were inadequate maintenance ~nd wash­
ing facilities a t terminals, rakes remainir•g id le for 
long periods due to the rake link arrangements 
(which bad not been reviewed), inadeq1iate capacity 
of workshops and maintenance depots resulting in 
excessive waiting time, time taken for repairs etc. 
POH was overdue in respect of 16.6 per cerft of the 
coaches in 1980-8 1 as against S.8 per cent in 
1974-75. 

(ix) The prescribed rules and procedures ll.1 th~ matter of 
reservation at terminal stations were not being ob­
served fully. The quo tas for reserved herths/ seats 
at en route stations. which were found in many cases 
to have been not utilised fully, had not heen review­
ed . 

(:x) The arrangements for sale of tickets th rough tou1ist 
agencies on commission basis bad not b<.'en review­
ed. The recommendations of the RCC for improv­
ed booking facilities, especiaIJy at important tenui­
nals, had also not been fully implemented. 

Acccrding to the Ministry of Railways (Railway Bonr-0) 
(January 1982) : 

(i) The Rai lw.1ys have not been able lo 01".!'!I. the total 
demand .:f coachi ng traffic because of l.qck of funds 

S/ 40 (' & AG/ 81.- 3 . 



28 

and the increased passenger traffic is being carried 
within the available resou!'ces. 

(ii) Whenever any cut has to be made it falls invariably 
on items iike maintenance facilities. As ~ result, 
the Railways have not been able lo clevelop requi­
site maintenance facilities, resulting in the number 
of ineffectives being rather high. 

However, as already mentioned in para IH(ii) above, 
the Budget allotments under 'carriages· were reduced during 
1974-80 to release more funds for Diesel and E lectric Loco 
production the result of which was surplus loco holding and de­
terioration in their utilisation indices (cf. para 4 of the Report 
on "Utilisation of Locomotives"). 

2. Operation of diesel rail cars* 

Diesel Rail Cars have been in o~ration on various BG, MG 
and NG sections of the Indian Railways. The manufacture and 
utilisation of NG Rail Cars of the Railways was commented 
upon in para 8 of the Report of Comptroller and Auditor 
General of India for the year 1977-78-Union Government 
(R ailways). The working of BG and MG Diesel Rail Cars of \ 
the Railways is reviewed in the succeeding paragraphs. ~ 

I. Policy 

As per policy laid down by the Railway Board, introduction 
of Diesel Rail Car service on a section is to be governed, inter 
alia, by the following considerations : 

( i) The section is a branch line or a portion of a main 
line without c,apacity problems but with steady volume 
ot traffic not seeking dissipation in peak period of 
short duration. 

( ii) The service is for a comparatively short distance. 

(iii) The area is far away from coal fields. 

•A detailed note was issued to the Ministry of Railways (Railways Board) 
on 22nd October 1981; its reply is awaited (Febrary 1982). 
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( iv) Where high capaciy passe·nger trains arc 

II. Holding 

under-utilised and are uneconomic for steam traction 
in short stretches of branch / main Line section they 
c,an be replaced by Diesel multiple units. 

The authorised stock of rail cars ( including trailer coaches) 
was 29 on the BG and 4 7 on the MG at the end of l 980-8 1. 
as against 36 on the BG and 49 on the MG at the end of 
1969-70. H,owever, while these cars performed 1389 thousand kms 
on the BG and 1017 thousand kms on the MG with a 
daily performance of 146 and 81 car km oo the BG · 
and MG respectively in 1969-70, they performed during 
1980-8 1 only 633 and 640 thousand km with a daily perfor­
mance of 82.6 and 59.4 km on the BG and MG respectively due 
to the rail cars remaining out of commission requiring repairs, the 
percentage of cars under repairs varying from 46 to 60. 

These Diesel Rail Cars bad been imported during 1956 to 
1958 except for 12 units of MG cars which were manufactured 
indigenously· by the Integral Coach Factory (ICF) (and allotted 
to Southern-6 Nos. and North Eastern-6 Nos. Railways between 
1964 and 1971) . The Research, iDesigns and Standards Organi­
~ation (RDSO) had been entnisted in 1967 with the task of 
developing a suitable design of iDiescl Rail Cars in mul­
tiple uni ts, for replacing uneconomic steam passenger services 
keeping in view the norms mentioned ear1ier but it could not 
develop a suitable design. There were no additions to the fleet, 
nor replacements since 1971. The entire fleet of rail cars 
(except 12 MG unlts manufactured by ICF) is now averaged, 
having completed their normal life of 15-20 years. 

TIT. Deployment of rail cars on the zonal Railways 

The BG* rail cars were in operation, since their procu rement, 
in short-length sections with a lead of 16 to 136 km on the 

•Details in Annexure VITT. 
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Central. Northern and South Central Railways. The services 
were. however , cliscontiuucd from I 974-75 on the Central Rail­
":.tY and from 1977-78 0 11 the Korlhcrn Railway but it conti-
11u0s on the South Central R a:ilway in 9 £Cctions (1980-8 1). 

The MG* rail cars were also in operation in similar short­
Jcngth section (lead 26 to 137 km) on North Eastern, Southern 
and Western Railways. While the services arc continuing on 

orth Eastern and Southern Railways, those on Western Railway 
were withdrawn from September 1980. 

1 V. Performnncc of lhc rail cars 

A review of the performance of the rail cars, their main­
tenance and operational costs vis-a-vis the earnings realised therr.­
from over a period from 1969-70 to 1980-8 l ciisclosed Lh~ 
following: 

(a) Central Railway 

Though the rail car services were stopped from 1974-75, 
2 rail cars continue as authorised stock and arc yet lo be con­
demned and the capital relieved or their cost. 

(b) Northem Railway 

Of the 12 rail cars (alongwith 6 trai ler coaches) in service 
in 1969-70, one was condemned in 1972. Due to lack of 
arrangements for their PO H and maintenance since 1971 anrl 
non-avai labil ity of essentiaJ spares, which were required to be , 
imported, the rail cars were out of order frequently. Between 
October 1972 and March 1977. as many as five out of the eleven 
car-; remained continuously out of commission. According to 
Northern Railway. spares worth about Rs. 12.5 lakhs would 
have h~d to be procured to commission the cars. mainly by 

import. 

111c performance of these rail cars in terms of seat car kilo­
metre<; had deteriorated from 58437 thou!'ands in 1969-70 to 

•Details in Annexurc VITT 
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<5649 thousands in 1977-78 ( up to 30th September). For thl. 
small kilometreage, the Railway Administration bad been in­
.curring a monthly expenditure of Rs. 1 Jakh (approximately) on 
maintenance, fuel and lube oil; but Lhe earnings from the services 
were only of tbe order of Rs. 0.3 lakh. The services were, 
therefore, discontinued from October 1977. 

Io February 1978, tbe Railway Board decided that the cars 
in good fe ttle should be Lransferred to South Central Railway to 
augment their services. However, all the eleven rail cars 
(whether in good 'fettle or not) were transferred from Jullundur 
on Northern Railway to Vijayawada on South Central Railway 
and then sent to Southern Railway for repairs during 1978-79. 

( c) South Central Rail1vay 

The authorised stock of ra il cars, which was 16 in J 969-70, 
was with the transfer (from Northern Railway) of 11 rail 1.:ars in 
1978-79 augmented to 27. 

D ue to inadequate arrangements for repairs and periodical 
overhaul (POH) and for want of essential spares, the perfor­
mance of the fleet, in terms of seat car km had deteriorated from 
53982 thousands in 1969-70 to 43235 thousands in 1977-78. 
D espite augmentation of fleet by transfer from Northern Railway 
in 1978-79, the seac car km was only 51908 thousands in 
1980-81 . 

Of the num her of cars on line ( 23) , the o umber in service 
was between 7 and 9 only during 1980-81, the balance being 
out of commission/under repair in shops/ineffective in stored 
condition, etc. The maintenance and operational costs were 
more tl1an the earnings from the services by Rs. 5.69 Jakhs 
( i.e. Rs. 1 .90 Jakhs per year) during, the period 1978-79 to 
1980-81. 

No action has yet been taken (December 198 1) to ac;ses~ 

tbe necessity for continuance of these services. 
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(d) North Eastern Railway 

The fleet of rail cars, which was 14 in 1969-70, was augmented'. 
by addition of six ICF manufactured cars in August 1971. Due 
to frequent break-downs, repairs and lad~ of spares, seven cars 
were condemned on age-cum-condition basis upto June 1976. 
Of the 13 cars on line (including eight imported) since 1977-78, 
three to four were continually out of commission for want of 
cylinder liners and other vital 'parts with the result that the utili­
sation was only 27059 thousands seat cars km in 1980-81 against 
the peak of 39393 thousands in 1974-75 . 

Despite obsolescence of the imported cars, spares such as 
fi nal drive gear box and its accessories worth Rs. 6.94 lakhs 
were ordered in February 1974, March 1974 and April 1975 
and materialised between December 1975 and June 1977 after 
extensions to delivery period. Meanwhile, these items alongwith 
their accessories also became available by cannibalisation o( a 
rail car of similar design involved in an acc ident in March 1975. 
T his, however, was not taken note of immediately thcrc­
al'ter, resulting in the imported spares (final drive gear b ox etc.) 
remaining unutilised (September 1981) . 

The authorised stock of this Railway continues to be shown 
as 20, though seven cars had been condemned up to June 1976, 
wri te back from capital in rcs{>ect of which is yet to be carried 
oul. 

( c) Southern. Railway 

0 £ the 18 cars (rncluding 12 imported) on this R ailway, six 
were conttnuously out of commission since 1974 for want of 
vital components such as starter motor, fuel injection pump and 
crank shaft. While seven or these cars had been condemned 
upto July 1976, the performance of the tleet ( in terms of 
thousand seat car km) shrunk from 55281 to 14022 hetwe~n 
1974-75 and 1980-81. 

l 

'· 
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The rail car services on the above two Railways were also 
running at a loss in that the maintenance and operational costs 
were more than the earnings by Rs. 77.73 Jakhs during the year 
1978-79 to 1980-81. 

V. Factors affecting the prrformance of the Diesel Rail Cars 

(a) The imported cars had been in service for over 20 years 
and were, therefore, over-due for complete rehabilitation, which, 
however, could not be done, due to the obsolescence of their 
major components. As per tl1e report of the Southern Railway 
in April 1974, major items such as connecting rods, crank shafts, 
clutch starter, motor etc. continued to be imported but fuel pump 
components to replace worn out components were not availahle 
either by import or from indigenous sources. 

(b) The hydraulic transmission 1itted in the JCF manufac­
tured cars also su1Iered from design defect in that it did not 
adequately match with the engine capacity, the power produced 
being more than what the transmission system could transmit, 
leading to stalling and beating problems on gradients. Though 
the Board had decided in 1977-78 to close down the service 
on the Northern Railway as being uneconomic, it has been con­
tinued on other Railways without any similar appraisal of their 
financial viability. 

( c) According to the Railway Board (1968-70), diesel rail 
cars could prove economical only if worked in units of 3 coaches 
with a total seating capacity of 250-300 passengers and with 
a potential to earn ::is much as 500 km per day. While the 
RDSO could not develop a suitable design of diesel rail car for 
hauling such trains, the imported as well ICF manufactured 
rail cars of sm.all size wi th limited seating capacity (maximum 
of 164 in BG and 146 in MG in one trip of twin car and per­
formance in recent years between 82.6 and 59.4 km only per 
day) continued in se;vice. Diesel rail car service in units of 
two coaches had been found (by Northern Railway) unsuitable 
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and uneconomical, at least in 1977-78, and in view of the subse­
quent increases in fuel costs, in particular, the economics ot 
operating rail can vi~-a--vis loco hauled :rains had detl!riorated 
thereafter. 

(d) None of the existing steam passenger services had beeo 
withdrawn when diesel rail car service was introduced. The 
steam passenger services continued to be run, with the seating 
capacity under-utWsed, * alongwith the par.allel diesel rail car 
services for which also one full path in the relevant sections had 
to be charted with attendant operating expenses. On the South 
Centra l Railway** such services are rnn even on trunk routes and 
main lines of Vijayawada Division (1981-82). On the North 
Eastern Railway, the rail car service was found to be poorly 
patronised in the sections Kanpur-Anwarganj-Lucknow, Kanpur 
Central-Brahmavart and Lucknow-Sitapur due to the passenger 
service provided on the parallel BG system of Northern Railway 
and by the State Road Transport Corporation bus services. 

(e) Even in respect of the rail cars whlch were condemned 
or were not being used in any service, the progress in the matter 
of adjustment of cost from capital has been slow. As many as 
8 BG and 17 MG cars are still held as authorised stock, even 
though these could have been condemned. On the Southern 
Railway, seven of the old cars were condemned in 1976 on 
age-cum-condition bas is and it was decided to utilise them as 
trailers or spare coar.hcs in steam trains. \v hil :- these cars 
were removed from the authorised stock, the Administration has 
not yet taken a final decision on their use as spare coaches and 
the cars. are still lying in the workshops ( 1981). 

(f) The diesel rail car services are run on three zonal Railways 
as shuttles in short length sections between smaller cities, despite 
regular bus services being available in the sections run by State 

*Derived conclusions from the trend of Ra ilway Boards' statistical 
Statemt.>nts No. 12 and 24-1976-77 to 1979-80. 

'""'B~ srd on numbe:r of passrnger trairs run in the s?me sccticr:s rs ixr 
time table. 
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Road Transport Corporations in the Capital of which t11e con­
cerned Railways also participate. Besides, trains of 8 to 11 
coaches or more and haulrd by steam/ diesel docos arc in opera­
tion in the same sections. The question of continu ing these 
uneconomic diesel car services in view of the availability of alter­
native (and economic) modes of passenger transport and utilis­
ing t?te released stock as passenger coaches does not seem to 
have been considered. 

Summing up 

Though the diesel rail car services did not fulfW the 
criteria for economic operation laid down in 1968-
70, they were continued, thereafter, on the Northern, 
Southern, South Central, North Eastern and Western 
R ailways without any financial appraisal. 

A financial appraisal of U1e services on Northern 
Railway in 1977-78 had confirmed their unecono­
mic working and also revealed that the existing cars 
could not be put to effective use without import of 
costly spares of obsolete design ; but the services were 
continued on other R ailways without any similar 
appraisal. The service continues on South Central, 
North Eastern and Southern R ailways even now 
(December 1981) . 

As against the investment of Rs. 114 Jakhs on the 
rail cars, . the Railways incurred operating losses 
totaling Rs. 83.42 lakhs during the three years end­
ing 1980-81. 

AU the rail cars of Northern Railway (whether in 
good fettle or not) were transferred from J ullundur 
on Northern Railway to Vij~yawada on South 
Central Railway to augment the latter's rail car 
service capacity but had thereafter to be sent to tbc 
Southern R ailway for repairs. 
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As seen from the case of procurement (by import) 
of drive gear assembly by North Eastern Railway, 
there appeared to be lack of planning and clear cut 
policy in regard to purchase of spares for over'aged 
rail cars due for discontinuance or replacement. 

Due to delays in condemnation/writing back the 
value of the rail cars from Capital, assets worth 
Rs. 23.62 lakbs (excluding spares etc.) , though con­
demned, continue to remain charged to Capital 
even aft~r a J::tpse of over 5 years, resulting in con­
tinuing dividend liability of Rs. 0.95 lakh per 
annum. 

3. Delay in conversion of luggage compartments in first class 
coaches 

Tl!e layout of the Integral Coac11 Factory (ICF) built fi rst 
class coaches provided (until 1966) for 24 berths in the case 
of BG and 20 berths in the case of MG coaches. The layout 
was revised in 1966 to provide a luggage compartment in the 
coach, for keeping heavy luggage, thalis etc. by reducing two 
berths ( i.e. 22 and 18 berths respectively). 

As the luggage compartments were found to be mostly un­
used, the Railway Board issued instructions (August 1972) to 
the Research, Designs and Standards Organisation (RDSO), the 
zonal Railways and the ICF that the luggage compartments in 
the first class corridor coaches be removed when these coaches 
were sent for periodical overhaul (POH) and additional fiJSt 
class berths provided after ensuring space for keeping thalis, 
water container, etc. and that the ICF should not provide luggage 
compartment in the coaches to be manufactured thereafter. 
Accordingly, the R!DSO issued revised drawings for BG coaches 
in November 1972, and for MG coaches in October 1973, to the 
zonal Railways for carrying out the conversion work in the 

-
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existing 711 * such coaches, which would have augmented tl1e 
Jirst class accommodation by two berths pC'r coach i.e. 1,422 in 

" all. 

I t was observed in audit that the above decision was not 
followed up by advance planning for staff and material for 
speedy completion of the modifications during POH of these 
coaches on the various zonal R ailways. On the CentraJ, 
Northern, Southern and Western R ailways there was inordinate 
delay ranging from 32 to 74 months in getting even the estimates 
for this work sanctioned and procurement of materials etc. there­
after. Consequently, the progress in the conversion of the 
coaches was very slow and only 16 out oJf 387 RG and 33 out 
ot 324 MG w achcs had been so convertrd by 1977-78. 

In March 1977, the R ailway Board issued instructions to all 
the Railways suspending the work of conversion pending finali­
..;ation of 3 revised layout by RDSO to provide space for pantry 
service arrangements, etc. (for tbalis, water container, etc.). The 
suspension was not reconsidered when the Railway Board de­
cided (May 1978) to discontinue manufacturing of fi rst d ass 
coaches as a result of which early completion of the modifica­
tion assumed added importance. l t was only in ovember 1979 
that the Railway Board issued instructions for reviving the work 
since the layout of the RDSO of November 1972/0 ctober 1973 
for conversion of the luggage compartments al ready provided 
for space for thalis, water container, etc. Accordingly, the zonal 
Railways resumed the work on modifi cation of these coaches 
from January 1980 . The work has however not made any 
further progress so far (December 1981 ), beyond the number 
modified upto 1977-78 except for seven M .G. Coaches. 

According to the Ministry of R ailways (R ailway Board), the 
slow progress in the conversion of these coaches with luggage 
compartment was due to the inadequate capacity of the Railway 

*387 BG and 324 MG c0achcs. 



38 

workshops to undertake this work along with POH work. How­
ever, during 1973-74 to 1977-78, again t the total monthly POH 
capacity of 2134 coaches in Railway workshops on the BG the 
outturo ranged between 1563 and 1898; on the MG, against the 
capacity of 1471 the outturn ranged between 1252 and 1419. 

'J11e following comments are offered : 

(i) T he conversion of the 22/ 18 berth BG/MG first 
class coaches was approved by the Railway Goard 
in August 1972 after ascertaining the rcdundance 
of the Juggng~ compartment therein, as :1 result of 
which 7 1 I waches were to b~ modified at the lime 
of POH to augment the berth accommodation and 
earning potential of the Railways. Action in pur­
suance of the decision of l 972 was however tardy. 
tlie reason adduced being inadeq uate capacity in 
Ra ilway workshops. 

(ii) The POH outturn was less than the ava ilable capa­
city in ihe ·wo1kshops of the zon1-1 l Ruilways since 
l 973-74. Conseq uently, with advance planning and 
provision of necessary material and staff, it should 
have been possible to complete the conversion work, 
at Jcast for a r.ubstantial number of the 71 I coaches, 
if not all, by 1977-78. 

( iii) Tn March 1977. the Railway Board . topped the 
modification work pending receipt from RDSO of 
layout for pantry service arrangements, though the 
November 1972/0ctober 1973 layou t of the RDSO 
had already provided adequate stacking arrange­
ments for thalis, etc. The modification work was 
revived 0'!11y in November 1979 i.e. 16 months after 
the decision of May 1978 to discontinue manufac­
ture of first class coaches . 
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(1v) Until 1977-78, only 49 coaches had b::en modified. 
with their accommodation increased by two berth-; 
per coach. Even though the modification work was 
revived in November 1979 there has been no fur­
ther progrt:ss ~beyond tJ1e 56 convcrlcc!) despite tfo.: 
scope for and need to provide more berth capacity 
in the fust class coaches. 



CHAPTER II 

ROLLING STOCK AND OTHER ASSF.TS 

4. Utilisation of locomotives 

Introduction 

4.1 The locomotive holding of the Indian Railways as on 
31st March 1981 comprised : 

Steam 
Diesel 
Electr ic 

Broad Gauge 
4361 
1866 
10t6 

Metre Ga uge 
2763 
470 

20 
7243 3253 

N arrow Gauge. Total 
345 7469 

67 2403 
l036 

4t2 10908 

4.2 A review in audit of the procuremen t, utilisation and 
performance of B.G. locomotives* revealed the following. 

4.3 The acquisition of locomotives during a P lan period is 
planned with reference to the traffic anticipated and the nonns 
of performance of the locomotives. Necessary provision is made 
in the annual Rolling Stock Programmes depending upon the 
delivery period. 

4.4 In Paragraph 11 of the Railway Audit Report for 1969-70 
it was pointed out that the locomotive holding \"Ci''-' far in excess 
of the requirement for moving the traffic that materialised during 
1965-66 to 1968-69. E x.cess holding of locomotives continued 
thereafter a:lso. 

4.5 The requirement of locomotives, as computed by adopt­
ing the norms used by the R ailway Board, for the level of traffic 
(both passenger and goods) moved in 1977-78 (maximum in 

•The review is confined to B.G. locomot ives only as the B.G. system 
accounted for 77.5 per cen t o r the Passenger traffic and 86.60 per cent o r the 
Good~ traffic carried by tJ1c Railway in 1980-81. 

Source of da ta : Indian Ra ilways Annual Statistica l Statements. 
A detailed note on the subject was sent to the Ministry of Ra ilways (Railway 
Board)~on 24th Nov;:mber 1981; its reply is awaited (Fcbrnary 1982) 
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any year so far) and the nwnber of locomotives on line during 
the years 1978-79 to 1980-81 were as below:-

Year Numbu of locomotives in steam terms 

on line requirement surplus 
1978-79 9809 9300 509 

1·979-80 9917 9300 617 
1980-81 10079 9300 779 

However, as the traffic moved in the respective years was 
much less than in 1977-78, the actual surplus holdings in these 
years were higher viz., 868, 970, and 10'69 respectively. 

4.6 The Fifth Plan provision for acquisition of locomotives 
was stated to be related to the requirement for movmg 250-260 
million tonnes of traffic, at an average lead of 678 kilometres, by 
1978-79. Tak:iJlg into account the limitations of the capacily 
of the Production units (CLW* and DLW@) aact a:so availabi­
lity of funds, ordering of 963 locomotives (electric 299 and diesel 
664) was envisaged. Including the throw-forward from the pre­
vious ordering, the provision made in the R olling Stock 
Programmes for the five yea:s was for 1080 locomotives. How­
ever, the actual production of locomotives during the period 
1974-75 to 1978-79 (\!th plan) was 866 (electric 263 and diesel 
603) and 169 in l 979-80 i.e. 1033 in all (in 6 years), as against 
the installed capacity of 2 12 locomotives (72 ckctric and 140 
diesel) per annum. l'f full utilisation of the installed capacity 
or even the targeted production (1102) had been achieved the 
surplus mentioned in paragraph 4.5 above would have been 
higher. 

4.7 A statement showfog the traction-wise traffic (Gross tonne 
kilometres) and the number of locomotives on line is given in 
Annexure TX. 

4.8 As may be seen from the statement eivcn in Annexure IX. 
the number of diesel and electric locomotives on line increased 
between 1969-70 and 1980-81 by 1123 and 475 respectively, 
i.e., by 166 per cent and 93 per cent. The traffic ca rried under 

•CLW-Chittaranjan Lccomotive Works, Chittaranjan 
(a) DLW- Diesel Locomotive Works-Varanasi 
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these tract ions, however, increased b y 103 per cent and 
6 J per cent onJy, r espectively. On the other hand, the reduction 
in stock of steam locomotives on line was 23.5 per cent onJy 
between 1969-70 and 1980-81 though the reduction in traffic 
carried Wlder steam 1 raction was of the order of 58 per cen t. 
Tims, the traffic carried u nder all the th ree tractions ( d ie'Sel, 
electric and steam) was far less than their respective hauling 
capacitie~ resulting in inadequate utilisation of locomotives. 

4.9 TI1c indices o( util isation 
deterioration over the years in that 
locomotive declined, as under : 

Net tonne kilometre per day 
per BG . goods lccrmotivcs in use 

Steam D iesel Electric 
1969-70 3t284 225958 242263 
1973-74 23810 198571· 184109 
1976-77 21888 229707 297651 
19n-7fl 22169 243892 303779 
1978-79 17415 2t3ll9 236513 
1979-80 13986 . 213024 226578 
1980-81 l 1781 2t2502 201472 

The traffic moved per locomotive 

of .locomoti ves showed 
the traffic moved per 

Gros~ tonne kilometre per 
kg. of traction effort 

Steam Diese l Electric 
11-39 5193 4923 
945 4253 4459 
904 4729 4216 
883 4751 4089 
741 4600 3480 
666 4508 3316 
611 4497 3390 

was less in all the years 
(except in 197 6-77 and 1 977-78 for diesel and electric locos) 
than in 1969-70. 

Utilisation of diesel locomotives­

AvaiJabili1y for traffic use 

4. J 0 Effective utilisation of a locomotive depends upo ll its 
timely availabi li ty fo r traffic use, ma terialisation of load and 
speed. (Traffic use comprises time si:ten t in hauling t;ains, 
terminal detentions, idliog in sheds. shunting services, e1c .. but 
exclude:- t ime spent in sheds and shops when n ot available for 
use) 

4.11 The number of d iesel locomotives avai lable tor Lraffic 
use d uring the year:. 1969-70 to 1980-8 1 ranged between 
81.53 per cent (1976-77) and 88.27 per ceut ( 1969-70) of the 
numlx!r• of locomoriws on Tine. After 1976-Ti the avai labi li ty 
improve{{ to 85.27 per cent in 1978-79. which marginall y 
incrcac;cd 10 85.76 per c~n t in 1980-81. 

-
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.+. l 2 A statement ~howing analysis of the ti me ~pcm by 
pa::.senger and goods locomotives on various services such as 
train engines, shunting ~C' rviccs, etc., and performance in terms 
of engine kilometres is given in Ann cxur~ X. As ~ia;.· be seen 
from the detail in .A1111cx11rc X (colum n 5) the d~il) availability 
of locomotives for tralhc use (passenger £erv1c•:") \\W; a!' low 
as l l.6 hours during 1979-80 on the E1stcrn Railway against 
18-2 l hours on other Rnilways Similarly, i11 respect of 
JocomQtivcs dcpl9y::d on r,ood services. the availab11J1 ) was 
only 1-1..4 hours on ihc Ea~ tl' rn Railway in [979-80 against 
18-19 hours on other Rai1way;,. 

-LI 3 Out of tbc ~otal availabi lity for traffic use. the time 
sprnt by a passenger :1nd a goods (diesel) locomotive in hauling 
train::., in 1980-81. was only 64 p'er cent and 56 p..-:r cent 
respectively. While for goods locomotives tram engine hours 
con tituted 55.9 per --cni in 1980-8 I (agaiosr 62 per celll m 
1971 -72), shuming .;nginc hours 15.5 per cent, assisting engine 
hours 2.5 per cent and iu sidings and departmental use 3.L p-:1 
cent, the balance or 22.9 per cent ( residual hours) rcpr~scnted 

the time taken by a locomotive in travelling between the ~heel 

and the station. waiting for tranic, late start ing of trains (fo1 

which it is booked) . idling in sheds, etc. Between J 977-78 and 
1980-81, the total goods trajn engine hours increased from 
.+15-1 thousands to 4679 thousands (l2.4 per cent) on account of 
increase in stock but the ' residual hours' increased from 
1695 thousands to 1920 thousands (13.3 per cent). Bulk o( the 
' residual hours· in l 980-81, i.e. 22.9 per cent of trafTic hours 
01· equivalent of 235 out of 1026 locomotives in USt', rcprescnt::!d 
lllilisation of power on unproductive work. (The cost of a diesel 
locomotive was Rs. 54.4 lakhs in 1979-80). 

4. l-!- As may be seen from the details in Annexur~ X. such 
unproductive locomotive hours aris ing out of locomotives not 
being put to use ( thougl1 available for use) due to tenninal 
detentions. idling in sheds, etc. increased durin .<:.'. 1980-81 
(compared to J 977-781 on the orthern, the Souther 11 and the 
South Eastern Railway<;. 

S 40 C & AG '8 1.-4. 
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ln .. the major yards on Southern R ailway ( Tonclai1 arpct. 
Arakkonam, Jolarpettai, Cochin H arbour. etc.) th C' a\·erage 
detention in excess of the targets laid down was 37.4 hours in 
1979-80. representing equivalent of 2 locomotives per da~. A 
rest review by Audit of terminal detentions in Mugb.alsai ai Yard 
(Northern Railway) i,1 the m onths of M ay 1979. /\ugust 1979, 
D ecember l 979 and March 1980 showed tha t in 62 ca.: the 
detention ranged between 10 hours to 17 hours on each occa ion. 

-U5 Detentions to locomotives in yards on acco11nt of late 
tart o f goods trains a rising out of non-availability of loads 0 1 

path, late a rrival of crew, etc. consti luted 8.6 per cent o[ the 
goods engine hours on the Southern R ailway during J 979-80 and 
4 per cent and 4.4 per cent during 1979-30 and 1980-81 
respectively on the Western R ailway. 

4.16 WJ1i1e the train engi ne 11ours represent the time spent 
by the locomotives in hauling trains (out of the totaJ ti.me available 
for traffic use), they ~lso include detentions en rc111te for change 
of crew. line clear, e tc. T he ach1a1 utilisation net of such dctC'n- . 
ti,ons etc. is indicated by the indices of engir.c kilometres per 
day per engine in use, net tonne kilometres per engine hour and 
speed. These indices ~!'r 1973-74 and during 1976-77 to 1980- 81 
were as follows : 

1973-74 1976-77 1977-78 1978-79 1979-80 1980- 1 

Engine 
kilometres per 
day per 
engine in 
use (EKM) 

Pass~nger 694 721 748 628 630 610 

Goods 307 379 363 3(7 307 303 

Net tonne 
kilometres 
per engire 
hour 10436 11 344 11 590 11067 J 1130 11057 

Average 
speed of 
all goods 
trains 
kilometres per 
hour (km/hr) 22.2 23. 1 12.3 21. 5 21 .3 '.!1. 3 

...,. 
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Thus, the utilisatio~1 ::if locomotives ('.ls mcl.smed by EKM) 
.deteriorated after 1976-77 and, in 1980-SJ , it was even lower 
than in 1973-74. Further, as may be seen from tJic details in 
Anncxure X, there was deten oration on all Rai lw'.lys. that on 
Central and Western Railways being particu larly sharp. T he 
Railway Board had fixed (February 1979) targets for utili. a t ion 
of locomotives varying from 328 EKM per day on East ern Rail­
way to 450 E KM per day on Northern I{ailway. None of the 
Railways had acheved the target prescribed cxc~pt the Eastern 
Railway \Nhcrc the target itsdf was low. 

4.17 A contributory factor of the deterioration in utilisation 
was the decline ill the r,verage speed of goods rn1ns from 
22.3 kmph in 1977-78 to 2 1.3 kmph ,,, 1980-8 I . In lhc case 
of passenger locomotives, there had been increase in detentions 
and decline in punctuality in 1979-80 and 1980-81 cnmpared lo 
.earlier years. The percentage of mail and express trains (mostly 
hauled by d iesel/electric locomotives) arriving right t ime was 
84 in 1977-78, 72 in 1978··79. 65 in 1979-80 and 67 in 1980-81. 
T he decllne was more pronol!need on the Central (from 97 per 
c.::nL in 1977-78 to 62 in 1980-81 Eastern. (from 89 in 1977-78 
.to 53 in 1980-81) No1thern (from 87 in 1977-78 to 68 jn 

1980-81) and South Central (from 82 in 1977--78 to 65 in 
1980-81) Railway~. 

Extent of non-avail ab ii 1f.y for tralhc ust 

4.18 As was mentioned in paragraph 4.1 J ::!bovr, in 1980-8 I 
85. 76 per cent of the locomotives only were on :r1 average avail­
able for use. The balance of 14.24 per cent or 256 locomotives 
per day, was under/ awaiting repairs. This inc1udl:'£ the time 
spent while waiting for being taken to shop;; for repairs, in 
·carrying out the rapairs, etc. The position of rt.'t~airs, etc. is 

A.. discussed in the following paragraphs. 

Idle Lirne before/after repairs 

4. 19 There were delays in ending Jocomoti-.1es (after with­
.drawal from traffic) to workshops for p1.:riodical Jvert:aul (P.O H.) 
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and in putting them b:ick to traffic after P.O.H. 1 ~sdting in their 
non-utilisation for :>cvernl days. A test check showed that, in 
1979-80. in Bonda111unda shed (South Eastern Railway) there 
were ddays aggregating i43 days in volvi •1g ll l1X'(•moli vcs, in 
Mughaha rai (Northern I~.1ilway) 87 day (4 locomotives) a nd 
in Hm' rah-Burd wan (Eastern R ai lway) 24 days ( I 0 locomotives) 
in ending ll1c locom0tives for P .O.H. SimiJad) , in putting the 
locomotives back to tra!Tic zftcr P .O .H . there wrrc delays at these 
sheds as· also the sheds at !tarsi, Waltair and Ratlam resulting in 
aggregate loss of 330 days (62 locomotives) at Harsi during the 
period 1978-79 to 1.980-8 1. 114 days (5 ~ocomol ivrs) at R all:11n 
duri ng the period M an:h- Junc 1981, and from 16 to 69 days 
(4 to IO locomotives) in the o ther sheds. 

Facilitic~ for repairs, etc. 

4.20 Though clicsd tniction was introduced in 1958-59, the 
creation o f facilities for their repair a nd P.O.H. i:lid nol always 
synchronise wi th the allotment of locomotives to R::ii!ways. Thus, 
on the Northern R ailwny, while the holcf;ng of WDJ\.12 locomo­
ti ve increased from 89 in 1976-77 to 155 in 19i9-SO, the taci­
litie for maintaining the locomotives, accord ing tC> the R ailway 
Acl minis1rat ioo's Annual Report for 1979-80, had not b.:en 
simultaneously increased adequately. 

..J..21 Simi larly, •vhi!c the Diesel loco shed . R:! t!am (Western 
R ailwa)) was commissio ned in 1967 fo r ho ming 40 lo ::o motivcs, 
i ls expansion was u ll':lcrtaken in ?v1arch 1976 to el)ablc holding 
of I 00 locomotivec;. Even befo re th~ i:-xparsion work was 
completed . the holding increased to L 16 <1973-74) and . therefore. 
work on a new diesel locomotive shed ( a t Vatva) for homing 
50 loco motives was taken np' and is in progress (74 per cent ). 
Meanwhile the avai lable facilities had been fou nd inadequate for 
the hold ing with the result that the average number of loco­
motives awaiting repair<; increased from 18 in 1978-79 to 22 in 
1979-80. 

On the olher head, the faci li ties creat~cl in Khnragpur 
(South E a5tern R ailway) were not utilised fully. Against the 

-
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established capacity fo,· P.O.H. of 60 locomotives :rnnu::illy. the 
actual ou!lurn in 1979-80 and 1980-8 1 \\'a <; 49 and -.l 7 only 
respectively . T o av0id idling of the c1pacity, the R ailway 
Administration decided to undertake yL·arly and Lh1 \~.:--y:;ir ly 

main tenance schcdubs which arc 10 be carried out in shed-., but 
were in arrears. H owever, three-yearly <;Chedulc.:; for l 3 
locomotives on ly were carried out in 1980-8 1. 

Ti me Lakcn for repairs 

4.22 (a) Instances were noticed of detentions to locomc tives 
in sheds 'waiting fo r material<;' for long periods as indicated 
below: 

llarsi heel- Between June 1979 and May 1981, '.2U loco­
motives suffered detentions of 6 to 179 days totalling 73 7 days 
t.e. equivalent of 2 locomotives rema ining.. immobilised for a 
whole year. 

Burdwan shed-During 1978-79 three T.ocomc:tin.' -.. were 
detained for periods of J- 4 m onthz. 

Mugha lsa ra i shed--During October 1978- i'vlarch l % 0 one 
locomotive was o ut of: ccmmission from fone l 979, t lm~e were 
detained fo r 14, 15 a nd 18 months, a nd 4 more !'or per iods of 
I to 6 mo nths. 

Bo nclamunda shed-Between July 1978 a nd March I 98 J, 6 
loco mot ives suffered d~tcmions ranging from I 0 I t<l 5:'6 days 
and :rn more from 4 to 92 cl:i ys. 

Waltair shcd- D ming !978-79 . 1979-80 a;111d 1980-8 1. 
16 locomo ti ves l'e111ai11cd immobilised for u vcr 100 J ays 
(maximum upto 306 days) and another 55 for peri0d ~ of J.i to 
100 d ays . 

(b) Cases were ;10ticed of .loco motives 
m ai ntenance suffe ring ex cessive de tentions. 

cnt to ~hcds for 
A t lta rsi shell. time 
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stantlards for periodical maintenance sched ules had not been 
fi xed and the time taken for various schedules was cxccssive­
comparcd to that for similar schedules in other sheds. e._::; the 
quarterly schedules took 32 hours as against 24 hours in Gooty 
and 16 hours in Rallam sheds; simJlady, the yearly schedule 
took ~3 days against l 0 days in Gooty and R a tlam sheds. At 
Erode hed, 2253 days and 2388 days were lost in 1979-80 and 
1980-8 l respectively on account of excessive detentions to loco­
motl\es and non-observance of targets fixed. A t Bondamunda 
and Waltair, the corresponding Joss was 1 l81 days :md 736 days 
invoh·ing 249 and 22 locomotives respectively during 1979-80. 

(c) review ot the time taken for periodical overhaul irr 
workshop showed that the actual time taken was far above the 
target of 26 days . Jn Pa rel Workshop ·(Central R ailway), thei 
loss o[ locomotive days on account of such excessive detentions 
was 307 in respect of 67 locomotives during 1978-79 and 
1979-80 : tbe corresponding loss in Charbagh Workshop 
(Northern Railway) was J 622 days involving 25 \\- DM2 loco­
motive~ during the period May 1976 to September 1979 and 
464 days for 1 J \¥DM4 locomotives curing 1979-80. J!1 
Kbaragpur workshop, 544 days (54 locomotives) were lost ill 
1978-79 . ..J.61 days (40 locomotives) in 1979-80 and 509 days 
( 45 locomotives) in 1980-81. 

(d) A review by Audit of maintenance of loco!liativcs in 3 
sheds (ltarsi, Howrah-Burdwan, Mughalsarai, Tughlakabacl, 
E rode, Bondamunda, Waltair and R atlam) and 3 workshops (Pa­
rel, Charbagh and Kharagpur) showed that {i) the percentage of 
jneffccti\'c locomotives (i.e. not fit for use) , (ii) the number of 
engine failures on aecount of mechanical defects, mismanagement 
by crC\\ ·. etc. and (iii) delays in carrying out the maintenanct: )... 
schedules had increased. The percentage of ineffective loco-

) 

-

moti\·cs had increased in 1979-80 jn the sheds at Bondamunda, -
Mughal~arai and Erocle ; the number of fa ilures had increased in 
the hed at Jtarsi, Bouclamu nda, Mughalsarai, Tughlakabad and 
Erode. vide details given in An nexurc XI. At R~tlam shed, 
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45- 50 per cent of the engine failures were attributable to 
dcfccti\'e compo nents and spares. 

(e) One o( the reasons for the high incidence ot engm~ 
failu res was non-observance of maintenance scbednks such as 
trip schedules, monthly, quarterly and yearly schedules and 
P .O.H. O n the Ce ntral R ailway, the sched ules of 42 10comollves 
were foru1d to be ov~rdue by 1-6 days J uring A!1til 1979 and 
M ay 1979. On the Northern Railway. out of 72 locomotives 
in Mugbalsarai shed only 11 had been given P.O.H. upto 
J 979-80 and that too after a lapse of' 16 years. On the Southern 
Rai lway. the percentage of locomotives overdue for P.O.H. 
increased from 6.42 in 1977-78 to 9.69 in 1978-79. The inci­
dence of failures was found to be higher in the !ocomol1ves 
runnin"° overdue P.0.H. 

(f) Cases were also noticed of engines failing withm a shon 
interval after P.O.H. dae to bad workmanship, use of defective 
paiis, eic. Of the 86 engine failures analysed by Audit during 
1978-79 to 1980-81 in Tughlnkabad (41) , Wnlta ir (22), 
Bondamunda ( l 7) and Ratlam (6) heels, 13 failures had occured 
within one m onth of P .O.H., another 16 in 2 months. 12 in 
3 months and 7 within 6 m onths. An :i.verage of 5 clays per 
Iocomotirn was taken by the· South Eastern RailwAy to repair 
the failed locomotives and to put them back to traflk. 

4.23 Thus, the utilisation of locomotives as mca:.urccl by 
E ngine kilometres per day, sp'eed , e tc., bad deteriorated in 
1979-80 and 1980-81 as compared Lo the performat~rc in earlfor 
years : excessive idling of locomotives had occurred on accoun t 
o( delays in sending them for repairs a nd putting th'2m back to 
t raffic after repairs, 'wait ing for materials', e tc. 

Vtilisaiio11 of electric locomotives 

.+.2-t Upto 1980-81. 5178 kilometres of railw~y Jines had 
been electrified. as against 4493 kilometres upto 1975-76. The 



tranic carried under dcctric traction ancJ :he locomotive- on line 
during the last 5 years we re as below : 

v~:!r Tfrfficc~ ni..:d '-umb,r 
Grc,ss l <Hm..: kilumct rc~ <mi llion~) 1 J' i' t.:C -

"'lulil .S 
P.1sse11g~r Good~ T<'ta l c.1 Jin..: 

1976-77 16671 76823 93+94 7 96 
197'7-78 20656 77847 98503 52 

1978-79 21571 70990 92561 S90 

1979-80 22593 68045 90638 929 

1980-ti l 23323 69 169 92492 9~8 

The number of eiectric locomotivC'S in u c for good .en ic~ 
on 3 lst March 1981 was 522 as against 368 on 31st M arch 1977. 
During this period, however, the goods t raITic in term o: gross 
tounc kilometres carr ied by electric traction decrcas~d from 
76.8 billions in 1976-77 to 69.2 billions in 1980-8 J. imiicating 
considerable under-utilisation. The pay load (net tonne kilo­
metres) per engine hour o[ these locomotives conseqnently went 
down from 12,668 in 1976-77 (12028 even in 1969-70) 10 

1 11 04 in 1980-81. 

4.25 The avajlability and u. e in train of locomotive for g0ocb 
\Crviccs had decliined N t ;1 ll Railways during 1979-80 :ind 1 980- .~ I 
compared lo J976-77. The number of hour worked p.:-r day 
which was 19. l iu 1976-77 (18 .2 even in 1969-70) d cli11~d to 
l 7.5 in 1979-80 and 16.7 in 1980-81. On :he Northern R ailway. 
the actual u age durin~ 1979-80 on train was only 8.68 hour<> 
out of the available 17.03 hourf:; on the West~rr> R al!wa) it \\US 

onl) 8 .. - 6 hours out of I 8.74 hours in 1979-80 anci 8.t!R hour 
out of 19.03 hours i·1 1980-8 1 ; on the South Eas1 crn Rail\\'ay 
it wa I 0.6 hou rs out of 21.2 l1ours in 1980-81. 

4.26 One of the i"Cd.mns for the low utilisalion w2c the cxk·nt 
of de tentions in yard s, wailing in sheds. ere. rcpre cnt..:d by 
're idual engine hours' (unproductive hours) which had' .incrca c;ed 
from I 154 thousands ( ~5 per cent of goods engine hours) in 
1975-76 to 1391 thousa nds (40 per cent) in 1980,-&l The 
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<.p'.:·::d of goods trains hauled by electric locomotives had also 
declined from 25.4 km per hour in 1976-77 (25.8 in J969-70) 
to '.!2.8 only in 1980-81. 

4.27 Th,; utilisation of 1ocomot:vcs measured in term of 
Engi ne kilometres per day, for which a target of 425 km had 
been laid down by the Railway 13oarcl, was lower in 1979-80 and 
1980-8 1 on the Eastern (260 aod 266) , Northern (358 and 369) 
Sou1h Eastern (397 and 351) and Wcslcrn (437 and -tl-t) Rail­
ways than in earlier ycar5 (r::ngiog from 1.1 10 km 10 655 km in 
1976-77). 

l 11 relation to the T.lrget, the execs ive hours on I in ::- in 1979-80 
on the Kanpur- Allahnbad-Mughalsarai sect ions of the :"\orthcrn 
Railway amounted to 49,980 hours. 

On the South East~rn R ai lway a test check for Murch 1980 
and March 1981 showed that the detention en route ,,·ere cxc('s­
ivc compared to the prescribed timings ; o n ' the 'Cctions 

Jbarsuguda Jn.-HiJaspur Jn. and Bilaspur Jn.-Bhilni these 
(in the aggregate) were as much as 5-t Li hours and 5706 hour'>. 

4.28 A review in aud it of the uti lisation of selected locomotives 
revealed that the loads baukd by them were also much b..-low 
tho loads prescribed by the Rai lway Ad min istn.t !on. On 
Northern Railway, the maximum load of electric trains (i n the 
months of May 1979 , Al!gust 1979, December 1979 rind Maren 
1980) ranged bctw.~c ·1 2530 tonnes and 2960 tonn2~ against 
3200 ton nes to 4600 lonncs prescribed. On the- We tern R ai lway, 
85 per cent of the trains run during Apri l- Ju ne l 979 carried 
loaus lc~s then 2,000 tonnes against 2346--276.'i prc~~nbl'd for 
four-wl1eclcr and 36150 :o·rnes for BOX w::igons. 

D.C. Locomotives on Central Ra il way 

4.29 Jn paragraph 9 1.:f the Report of the C0n'ptroll.:r ;:ind 
Audi tor General of india for the year 1975-76-Union Govern­
ment (Railways), it was mentioned ~ h at on acc')ur.< of design 
cldccts 57 WCG2 locomoti \'eS produced in CL W, essential!} for 
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banking pmposcs. could not be used as banke.-s . The utilisa-­
tion of these locomotive showed furth er deterioratio n during 
1978-79 and 1979-80. The dai ly avai labil ity fo r traflic use was 
L3.0 hours in 1979-30 against 14.4 in 1975-76, 17.! in 1976 .. 77, 
14.4 in 1977-78 :ind 13.4 in 1978-79 . The traffic rnovcd per 
locomoti\'c in use was 79419 net tonne kilom~t re in 1978-79 
and 81 457 in 1979-80 against 84216 in 1975 .. 76. The engine 
kilo metres per day per locomotive in use also decreased from 
426 in J 977-78 to 227 in J 979-80 and 21 8 in J 930-8 1. 

Allo tm:nt of locomotives to Railways 

4.30 The locomo tive arc allotted to the zonal R ailways on 
the ba is of the P ower Plans subm itted by them sl10wing their 
requirements for various types of traction. The freight traffic 
carried by electric traction ou the Eastern Railway declined from 
12520 million net tonne kjJometres ( 65 .3 per cent of fre ight traffic 
under all tractions) in 1969-70 to 8282 million net tonne 
kilom2tre ( 43 .2 per cent of total freight traflic) in 1980-81. 
H owc\·er. the number of locomotives added and ' in use on goods 
sen ice.' increased from 101 in 1969-70 to 145 in 1980-81. 
lt would appear that the allotment had not been made after a 
realistic appraisal of the tramc requirements. 

Tim ' lak2n fo r repairs, P OH, etc. 

4 .31 Due to no n-5y11chronisatio11 of provis ion of maintena nce 
facil ities with introd uction o[ electric locomotives, the Northern 
R ailwa) had to send them to Kancha rapara workshop ( Eastern 
Railwa) ) and Bhusava1 workshop (Central R ailway) [or P .O.H ., 
the time taken for P.O.H . in these worksho ps during 1979-80 
wa 70 days and 57 days respectively (against the prescribed 
30 days) . The number of locomotive days lost as a result was 
1057 in respect of 30 locomotives. Similarly. 276 days were 
lost in respect of 12 locomotives on the W estern R ai lway 
and 586 days in respect o f J 9 locomotives on the Sauth Eastern 
Railwa~ d uring l 980-81. On the Central Railw~y the time 
taken for periodical overhaul of 32 locomotives (r eviewed by 
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Audit) during the period September 1977 to August 1981 was 
32 LO 73 days against 30 days prescribed ; the detention was 
over 60 days in 1-t r.asC"s, and 40- 60 days in 13 cases. 

4.3 : Similar hole! up of locomoUves was al o noticed in 

respect of o ther repair ~cbedules carried out at BhusavaJ, 
Ka npur. Tata nagar '.ln1J Bhilai sheds. One of the causes o[ the 
delays "as stated to be non-availabili ty o[ spares from C L W 
despi te J 0 per cent of capital spares being ~upplied by CLW 
along with new locomotives. 

+.33 The extent of engine fa ilu res on various R ::o ilways also 
showed increase from 140 in 1978-79 to 162 in 1979-80 on 
Korthe;~ Railway, from 277 to 294 on Eastern Railway and 
from 9: 8 to 1045 on So11lh E astern Railway. The hi!!h incidmce 
of fail ure on the Sonth Eastern R ai lway was attrithutcd by the 
Administration to c; ul::l-s taodard spares a nd store<;. inadequate 
maintenance and 'mismanagement' by crew . 

.f.3 .1 Another major factor was the .-.:xtcnt of failures of 
traction motors of the locomotives. The number o[ such failures 
on the South Eastern R ailway was 247 in 1978-79, 252 in 
1979-80 and 246 in 1980-81 and on Western Railway 101 in 
1979-80. At the cod of 1980-81. 249 traction motors were 
awaiting repairs on South Eastern R ailway a nd 90 (July 1980) 
on Northern R ailway. D elay in repairs resulted in detention in 
shops of k' n locomotives on Northern R ailway in 1979-80 for 15 
to 41 day.; and one for over 9 months. On the W.::!>tcrn Railway, 
for want of faci lities at R atlam. traction motors had to be sent 
to CL\\' for repairs and consequently, five locomotives had to be 
stabled for periods ranging from 12 days to 140 (lnys in 1979-80. 

-L35 During 1979-80, there were 18 cases. cf fai lure o( loco­
motive~ on Western Railway on account of leakage of water 
tJu·ough roof causing dctenUons to trains for 29 homs in· mid­
section, . The roofs cf 96 locomotives had consequently to be 
modified between Aug11st 1979 and July 1980 involving detentions 
in shed - fo r 6 days ;:>er locomotive on an average. 
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Vijayawada loco shed 

4.36 The p!arming and setting 11p of the d cctric IOCL) ~ hcd 

at Vijayawada (South Crntral Railway) arc reviewed bdow. 

The shed was designed to cater to the repair and maint~nancc 

o[ 100 WAM 4 type locomotives, manu factured by the C L\.\' 
Forty-seven such locomotives had been recei ved at tl1C' ~h~cl by 
December 1980. when the Railway Board dC'cidcd to transfer 
50 WAG I locomotives, after carrying out certain rnodi fic3t ions. 
to the South Central R;1ilway of which 12 had b~n r.cciveJ 
upto May 1981. fn 0nlc.: r to cater to the iequiremrnts ,1f the c 
locomot ives the shed at Vijayawada is proposed to b .. ' modified 
at a cost of Rs. 1.48 crorcs. sanction (or the Railwa~ Board) 
for which however was riccorded only in August J 9~ I. :'.\1ean­
while, the facilhies a 'ready created (cost Rs. 240 1:1khs) for 
WAM4 locos arc being utilised only to a limited extcm, there 
bei ng only 47 such locomotives. As far WAG! locomoti, es. 
adequate facil ities for : cpair, maintena nce and POH b~ing not 
available, it had not ?·ecn possible to adhere to thC' target« of 
overhauling chodules fo lly. As against the ' lime limit of 
6 hours. 8 hours and 12 hours prescribed for mor.thly, bi-monthly 
and four-monthly schcduk s respectively, the average time for 
which the locomotives remained in the shed for overhau l ' L t<. ,·cry 
high durin.g the six months upto May 1981, bC' ing 20 hour. lo 
93 hours for monthly. 14 hours to 96 hours for bi-monrh l~ and 
57 to 173 hours for fou r-monthly schedules. 

Utilisation or electrified track 

4.37 Although 5 I 78 ki lometres of railway li nes 11.:hi b<'cn 
electrified by March 1981, there is mixed trac tion prac11.::a ll~ on 
all routes of the railway network :.i t present ( rovc!11ber l 98 1) 
resulting in duplicate f,:ci li,iC'. such as steam shed~ hr ... team 
locomotive and diesel i> heds for d iesel locomotives and 'hunter:-, 
etc. Also, there were delays in taking up dcctri fica rioo Llf ~ hor t 

Jin ks necc sitaring ru nni ng of diesel trains fo1 ope rational r. a.;ons. 
Some instances arc gi v~n in Anncxurc XTT. 

7 

-
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lh ilisat io11 of steam locunwth·es 

""'. 38 ( i) The BG ,!earn locomotive hold ings (production d is­
continued from 197 l) r.t the end of 1969-70 and 1980-8 1 nnd 
the Lratl1c carried by them in these years were as below 

(;I} He dirg' (on li nc' J 

(b) T ;l'Jic carri_d (GTK \l bi llicr.~) 

I 969-70 1979-80 1980-8 1 

5927 

!03.853 

.J.697 453 ::! 

50.35::! 43.'.172 

( ii) The stock of steam locomotives on 31-2-1981 included 
108 averaged locomotives. Even by the year 1998 another 1592 
WP and WG locomotives only would be due fo r condemnation on 
age ba is leavin gin service 1575 such locomotives, besides 
locomotives of other classes. 

The holdings of B.G. steam locomotives ( 4846) on l M Apri l 
1978 comprised 28 different classes of engi ne:.. Even after 
condemnation of 446 locomotives ( being overage ) , during the 
period 1978-83, 16 classes of locomotives would still be left 
with the Railways. The var.ious classes of locomoti ves are 
t.l i tributed on all Railways. The fc.1sibil ity of redistributing the 
various classes of locomotives so as to minimise multipl ici ty of 
maint~nance facilities does not seem to have been considered . 

(iii) The R ailways had shown 562 to 657 BG :-team loco­
motiws ac; spare during the years 1977-78 to 1980-81. These 
were not however taken off tho line a nd kept ac; 'good repair 
tor~d· but were available for traffic use, the actual number kept 

off the line being there[ore much less. The retention of a large 
number of Iocomotiv~s for traffic use, though not JUStified by 
the requirements of traffic, meant more expenditure in te rms of 
maintenance, operating costs including crew and o ther taff, 
unnecessary fuel co11sumption, etc. 

Ci\') Duri ng the y-::ars 1978-79 and 1979-80, l l ,408 mi llion 
and 6,995 million tonne kilometres of through goods ~raffic (on 
main lines, excluding sectional. transhipment and shuntmg trains) 
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was moved by steam trn.::lion, the fuel cost on moving tl1i quantum 
of traffic being R s. 19.39 crores and R . 11.89 crorcs in 1978-79 
and 1979-80 respectively. If this traflic could haw been Jivcrtcd 
to diesel t raction by ra tionalisation of operation bet'' c~n the 
different modes of !ract;on, Rs. 13.74 crores in 197 '6-79 a nd 
R s. 8.55 crores in 1979-80 could have been saved e n fuel cost 
alone. If the other operating costs and repairs and maintenance 
are included the saving would have been much higher. 

4.39 A review of utilisation of steam locomot i v~s r,·\ ..:akd 
the following : 

(i) The number of locomotives under or awa1t111g repair<; 
focreased from 673 (13.4 per cent) ie 1976-77 to 745 (1 6.4 p::! r 
cent) in 1980-81 though 487 numbers ( mostly overage,!) h::id 
been taken off the Jin~. 

(ii) :Detentions to locomotives in yards and sheds were on the 
increase in relation to the hours spent on train engines vid~ deta ils 
givC'll b elow : 

Passenger service Goods scn ic~ 

1975-76 19& 1975-76 1%0-8 1 
Train engine hours 3191 2792 29 13 131 0 
Other hours (terminal detentions, 
idling, etc.) 1141• t 177 2186 129:1 
Pcrc.!Jltagc cf other hours :15 .8 -l2 . 2 75 .0 98. 7 

(iii) With the reduction in steam locomoti ves, hC'::ider types 
of locomotives (including WG locos) are employed fr1r sh unting 
purposes. The shunting ki lometres per I 00 train ki l0mctrcs 
inc reased from 35.0 in 1975-76 to 38.1 in 1980-8 1. On !he 
Southern Railway ~his index had risen from 3 7 .8 in 1977-78 to 
46.5 in J 979-80 . The increase in percentage o!' shu ntimr 
lci lometres is attribulahk to slackness in shunting. 

Sheds and workshops 

4.40 (a) Locomotives under/ awaiting rc!J'ai rs on So uth 
Eastern Railway increased from JO I ( 16.8 per ceot of the number 
·on 1ine) in 1977-78to 135 (23.6 per cent) in 1979-80. 

..... 

r ,. 
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(b) E ngine failures increased between 1978-79 nnd 19/9-80 
from 50 to 119 in four sheds of Northern R ai lway and from 355 
to 557 on South E astern R ailway; a substantial number ( 39 per 
cent in 1979-80) of the failures was attributed by the Railway 
Administration to bad workmanship in sheds. 

(c) The time fixed for P.O.H. in workshops is 18 day for 
a locomotive. It was noticed that tbe time taken by shed aud 
workshops fo r carrying out the various schedules was exec ive in 
relation to the targets fi"<ed. The time taken in excess of the 
target in Charbagb and Am ritsar workshops duri ng 1980-8 L wa 
337 days ( 134 locomotives) and 101 days (30 locomoti,-cs) 
respectively. 

(d) The detentions in shops were attributed to non-availabil ity 
of materials. gas and spare parts, heavy absentl'ci m. etc. 
L ocomoti ves had beei'l also detained a fter P .O .H. ?. t i\mri ts'.l r 
and Charbagh workshops for as many as 129 (30 locomotives) 
arid 1829 (1 34 locomotives) days respectively in 1980-81. 

(e) F urther, on !he orthero Railway the excess tin ic taken 
fo r maintenance schedules of B.G. locomotives in 5 sheds during 
1979 and 1980 was 3654 locomotive days (148 locomotives) . 
Including the transit t ime from sheds to shops and back . the to tal 
number of locomotives days lost worked out to 12893. 

(f) On the South Eastern R ailway, the extra tim~ taken over 
the targets allowed :-i t K:ha ragpur shed was 3 7 to 160 clays in 
respect of 8 locomotives in 1979-80 a nd 33 to 93 dayc; in rc~pcct 

of 9 locomotives in 19x0-8 I . Tn all , 778 and 506 e- nginc days 
( 8 and 9 locomotives) were lost in 1979 -80 and 1980-8 l J cs­
pectively on account of such excessive dete1,tions which were 
stated to be partly due to non-availability of materia ls . 

Fuel co11s11mption 

4.41 A Fuel Control Organisation under an Add!tionai Chief 
M echanical· E ngineer ex ists on each zonal Railway to keep a 
watch on fuel con umption. The fuel consumptio11 by the 
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Raihva) for locomotive pLLI·poscs, the cost and tuc trni"lic carried 
under different type A traction from 1969-70 onwards arc given 
in Anncxure XllL J t m ay be observed that, while the traftic 
carried by !>team traction decreased by 45 per cent, t'1e quant ity 
of coal consumed decreased by 25 per cent only during the.: 
period from 1969-70 to 1979-80. 

-J...+2 T11e following features wer.:· noticed d uriug test check 
of fuel <.:Onsumption by locomotives. 

Dil.:scl oi l 

-+.-+3 (a) (i) O n the Eastern Railway, 'trip ratioJ1s' of d iesel 
oil had not been fix'.!d at all and the instructions issued by the 
R ai lway Board in th is regard !n rovembcr 1967. Api-il 1968 and 
Augu L J 977 had not been implemented. 

(U ) Similarly, on (he Northern Ra ilway, ·trip rntiom.' had 
not been fixed in respect of various sections ser ved by WDM 2 
locomoti ves homed in Tughlakabad shed. 

( iii ) The 'trip ral.ioils· fix~cl in 1972 for the BG secti;ins of 
the We:.~ern Railway '1rc still operative and have not hccn revised 
despite changed operational conditions. such as rcmcwal of speed 
restrictions, etc. 

( b ) (i) On the followi ng Railways the consumpt ~o :1 of diesel 
oi l exce~decl the ' trip rations' (as r evealed during a review by 
Audit of the trip cards or individual locomotives ri;la ting to 
1979-80 and 1980-8 1 ) . 

D i,5d c il (litres) per lOOO GTKM 
Trip rat ions Actua l consumpti1' 11 

P,~::,~~nger G oe els PJsscngcr Goe cl~ 
Clntni l R:1 ilw:iy (lta1•; i) 4 .5 3.5 5 .4 3.5 

t0 to 
8. 9 5.5 

N 'rth··rn R~ i lw~~ 4.96 2 9 4.98 '.!.9 1 
'\lugh1lsar3 i) tn l " l " w 

5.04 ' ?? 5.60 5.-"·--

~. 

~ 

-.. 
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The excess consumption in one momh- Dcccmbcr 1979 was 0.48 
lakl\ litres (cost Rs. 0 . 67 lakh) in rcsrect of 28 locomotives. 

Southern Railway (Erode) 

The excess consump tion in March 1980 and March 1981 
amounted to 0.82 Iakh litres and 1 lakb litres rrspectively (cost 
Rs. 2.33 lakhs). 

South Easlern Railway (Bondamuncla) 

The excess consumption during Febrnary 1981 to June 1981 
(5 months) was 0.57 lakh litres, (cost Rs. 0.79 lakh) . 

(ii) While the Central Railway Administration attributed 
the excess consumption to running of passenger trains with 
Jow average loads and on non-planned link trains, no reasons 
were forth-coming for th~ excess consumption on Northern and 
outh Eastern Railways. 

(c) Drivers are required to swi tch off the engines whenever 
tbc detention is expected to exceed 30 minutes. A test check 
of the detentions suffered by (selected) locomotives revealed that 
if the instructions had been implemented the Railway Adminis­
trations could have saved substantial quantity of diesel oil. Thus, 
on Central Rai lway, 10 locomotives reviewed by Audit suffered 
detentions exceeding orie hour aggregating 732 hours in August 
1979, involving Rs. 0.24 lakh on diesel oil consumption for such 
detentions; on Northern Railway 28 locomotives reviewed suffered 
detentions on 2609 occasions for an aggregate of 6308 hours 
du.ring May 1979, August 1979,.December 1979 and March 1980 
involving Rs . 2.3 lakhs on diesel oil and lube oil; on South Eastern 
Railway there were 49 cases of detentions in excess of one hour 
during a period of 4 days covered by check in June 1981, 
aggregating 304 hours and involvi ng diesel oi l consumption valued 
at Rs. 0.23 lakh. 

S/ 40 C & AG/ 81.-5. 
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( d) The Railway Board had issued instructions to th0 
Railways in October 1973 and June 1978 that consumption of 
lubricating oil should not normally exceed 1.5 per cent of the 
diesel oil consumed for WDM2 and WDMl locomotives and 
1.1 per cent for WDM4 locomotives. The actual consumption 
by the Railways was as follows : 

Perc~ntage ol lube oil to diese l 
Pi l conswned by WDM2 lcco-
motives 

1978-79 1979-80 J 980-81 

I tarsi 2.00 I. 79 1.80 

Tughlakab:id 0 .96 2. 18 2.19 

Erode J.60 l.48 1.68 

B:mdamunda }.92 2.50 2.40 
Wa ltair 1.86 1.85 l.99 

Ra ti am 2.67 2.31 

In respect of WDM 4 locomotives homed at Mugbalsarai the 
figures were 1.31 per cent and 1.39 per cent in 1978-79 and 
1979-80 ( against the target norm of 1.1 per cent). 

The cost of excess consumption in the :five sheds at !tarsi, 
Tughlakabad, BondamU.nda, Waltair and Ratlam worked out to 
Rs. 1.91 crores and R s. 1.12 crores during 1979-80 and 1980-81 
tespec.tively, but the matter does n0t .seem to have been investi­
gated. 

Shed consumption of Diesel oil 

(e) The Central Railway Administration bad not fixed the 
(norm) scale of consumption of diesel oil for the variQUS 
schedules carried out in !tarsi shed. A test check showed that 

-

). 

.... 

7 

the consumption of diesel oil in 1979-80 and 1980-81 ronged )--
from 174.5 to as much as 244.8 litres for a t rip schedule. 

The norms on the Northern Railway varied from 17280 
litres per month in Mughalsarai shed to 77045 litres per month 
in Tughlakabad shed. The actual consumption during July 1979 

-
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to December 1979 at Tughlakabad however exceeded even the 
target by 77,250 litres, the reasons for which bad not been in­
vestigated by the shed authorities. 

At Erode also, no yardstick had been fixed; however, the 
shed consumption increased from 11 .30 lakb litres in 1979-80 
to 13.56 lakhs litres in 1980-81, though the number oflocomotives 
homed had increased marginally by two only. 

At Waltair, the shed consumption (15 .85 lakh litres) ex-
-< ceeded the target by 3.05 lakh litres du.ring 1980-81 i.e. by 

23.9 per cent, but the exctss had not been investigated. 

.... 

Coal 

4.44 (a) (i) The rate of consumption of coal has been 
increasing as indicated below :-

Coal (Kgs.) consumed per 
l 000 GTKM (BG) 

Year Passeng~r Goods 

1969-70 58.3 58 .9 

1973-74 62.2 65.5 
1977-78 62 .2 65 .7 

1978-79 67 . l 74 . l 

1979-80 69.8 83 .0 

1980-81 75 .2 91.0 

(ii) Steep increase in the rate of consumption in 1978-79 
and 1979-80 was explained by the Railway Administration as 
being due to drop in average load per train, in speed , in the 
proportion of fas~ trains to slow trains, in engine use (due to 
excessive detention) and in the quality of coal and increase 
in engine failures. 

(iii) The average gross load of goods trains had decreased 
from 1037 tonnes in 1975-76 to 850 tonnes in 1980-81 (i.e. by 
18.0 per cent) ; however the rate of coal consumption hatl 
increased by 38.9 per cent during the same period. 
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(iv) The quantity of coal consumed on shunting services was 
the same, viz. 2.85 million tonnes, in both the years 1978-79' 
and 1979-80 though the hours spent by steam locomotives on 
shunting work bad decreased, from 5.7 million hours jn 1978-79 
to 5.6 million hours in 1979-80. 

The increase in consumption was attributed to use of heavier 
types of locomotives for shunting services, such as WO (whlcb 
are standard locomotives for main line services). These 
locomotives have a larger fire grate area (46 sft.) than tl1c sta11da1'd 
shunting locomotives (WS-30 sft.). The question of red ucing the 
fire grate area in these engines used for shunting (by carrying 
out suitable modifications) so as to minimise coal consumption 
does not seem to have been considered by the R ailways. 

Excessive consumption at sheds 

( b) ( i) An all.owance of 5 quintals of coal is added to the 
trip ration for shed movement of engines, keeph1g the engines in 
steam, etc . A review of the position at M ughalsarai, Kanpur 
and Allahabad for the period November 1979 to April 1981 
showed that the q uantity consumed was 3308 tonnes in excess 
of the allowances fixed . This excess consumption was attri­
buted (December 1980) by the Senior Divisional Mechanical 
Engineer to pilferage. 

(ii) Similar excess consumption valued at Rs. 5.95 Jakhs 
due t pilferage was noticed in respect of lie-over of locomotives 
at PaJwa l station of Central R ailway during 1979-80. 

4.45 Summing up 

(J) General · 

The locomotive holding of the R ailways on 31st March 1981 
was excessive in relation to the requirements of traffic, the 
surplus being 779 locomotives in terms of steam locomotives. 

-
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(2) Diesel and electric locomotives 

(a) Both in the case of diesel and electric traction, the 
number of locomotives placed on lfoc beLween 1969-70 and 
1980-81 was far more than justified by the increase in traffic. 
While the munber of diesel locomotives increased by l66 per 
cent (from 675 to 1798) the traffic under diesel tract ion increas­
ed by 103 per CC<nt only. Similarly while the number of electr ic 
locomotives increased by 93 per cent (from 5 l3 10 988) the 
traffic under electric traction increased by 61 per cent only. 

(b) T he extent of utilisation of locomotives as measured by 
their availability for traffic, number of hours worked, net tonne 
kilometres per engine bour, speed, engine kilometres per engine 
day etc., showed that the performance levels of both diesel and 
electric locomotives in 1979-80 and 1980-81 were lower than in 
1977-78 or even 1969-70. The deterioration was mainly on 
account of excessive en route and terminal cietentions, waiting for 
traffic. idl ing in sheds, etc. 

(c) The time taken for maintenance and periodical over­
haul was excessive resulting in locomotives remaining out of 
commission for periods ranging from 1 month to 18 months in 
the case of diesel locomotives and from 1 month to 70 days in 
the case of electric locomotives. Further, the creation of facili­
ties for maintenance had not synchronised with the introduction/ 
addition of locomotives resulting in inadequate maintenance. The 
maintenance and repair schedules bad also not been observed 
resulting in increased failures of engines. 

(d) A large number of diesel locomotives had been detained 
iri sheds and workshops for 'want of materials' for periods rang­
ing from 1 month to 18 months. Similarly, on account of 
frequent failure of traction motors and non-availability of re­
placements, several electric locomotives had suffered detentions 
on the Northern, South Eastern and Western Railways for 
periods ranging from 1 month to 9 months in some cases. 
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(e) Diesel and steam locomotives continued to be deploy.!d 
in electrified sections on account of non-electrification of short 
links and non-elimination of change of traction rcsul!ing in addi­
tional operating costs. 

(3) Steam Locomotives 

(a) The number of steam locomotives taken off the line was 
not in keeping with the reduction in traffic under steam traction, 
resulting in more expenditure on operation and repairs and main­
tenance of steam locomotives. 

(b) Though there was reduction in the number of over­
aged locomotives, the utilisation of locomotives as indicated by 
the hours of availability bad deteriorated. 

(c) The indices of utilisation of steam locomotives used for 
shunting purposes also showed deterioration in 1 ~79-80 com­
pared to earlier years. 

(4) Fuel consumption 

(a) The fuel consumption of diesel locomotives was exces­
sive compared to the norms fixed, mainly on account of non­
observance of instructions issued by the Railway Board. On 
several Railways, particularly Eastern and Northern, 'trip ra­
tions' for diesel oil consumption had not been laid down: where 
laid down the c_onsumption was found to be excessive in rela­
tion to the 'trip rations' but the exc~ses had not been invest:~ 
gated. 

(b) Norms for shed consumption of diesel oil for main~ 

tenance of locomotives had not been laid down on the Central 
and Southern Railways; where such norms had been laid down 
on the Northern and South Eastern Railways, they had not been 
observed resulting in excessive consumption. 

(c) The coal consumption by goods locomotives per 1000 
GTKM had increased from 58.9 Kgs. in 1969-70 to 91.0 Kgs. 

-
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in 1980-81. fa aggregate terms, while the traffic under steam 
traction decreased by 51 per cent between 1969-70 and 1980-81 
the coal consumption decreased by 27 per cent only. The 
major causes were excessive detentions in sheds and yards, drop 
in average load per train and in speed, increase in engine 
failures, etc. 

5. Utilisation of wcigbbritlgC's 

5.1 Weigbment of wagons at the booking end is necessary 
not only to calculate the conect freight charges reco\'erable but 
also to guard against overloading of wagons which rould result 
in loss of revenue and also be a safety hazard on acccunt of r isk 
of breakage of bearing springs, etc. 

5.2 The ex isting rules in the Commercia l Manual provide 
that the goods offered f.or transport in wagon loads*, in Joose* 
oondition or in bags/bales not of uniform size which cannot be 
W<."ighed oo ordinary weighing machines, should be weighed at 
the weighbridges of the forwarding station if it has one, and if 
not, at a convenient weighbridge en ioute or at the destination 
station . It is the responsibil ity of tJ1e tation staff to ensure that 
the wagons are loaded npto the permissible carrying capacity 
l CC) and adjust the ov.:.1·loads evenly in underloaded wagons. 
lf weighm.ent faci lities are not available, excess and l!neven loads 
arc to be checked 3nd adjustment. of toads made after visual 
tnspcction etc. The rules also p rovide that when consignments 
could not be weighed at the forwarding stations, the relative in­
voices should be marked as 'Senders weight accep ted' and that 
the consignments should be invariably weighed en route or at the 
destination stations, '.lod the wcighment a:lvices sent to booking 
and des tination stations .rnd Traffic Accounts Office. The rules 
also require the commercial inspectors to re-weigh 5 outward and 
5 inward wagons at stations having weighbridges, during their 
inspections to be concluctecl at specific intervals (Quarterly). 

*97 per cent of total'goods traffic ccmsists of wagon lead consignments. 
Loose goods c0mprise c!'a l, s~nd , stone, iron ~net stee l, timb--r, etc. 
@A detailed note was issued to the Ministry of Rai lwnys (Rai lway 13oard) 
on 30th October 198 1: its reply is awa ited (February 1982). 



66 

As the Railways could not provide weighment facilities at all 
the loading points <lue to financial constraints, private parties 
offering bulk traffic in wagon loads were encouraged (<;incc 1925) 
to install their own weighbridges at their sidings by grant of 
suitable rebate in freight. The working of the private wcigh­
bridges is checked by R ailway staff periodically to en<>ure correct 
weighment in accordance with the rules referred to above and in 
case of sidings offering substantial traffic, e.g. washeries of steel 
plants and collieries 0f Coal India Ltd., Railway Con1me'rcial 
Clerks are posted to record weighment of goods arc\ prepare 
invoices and the cost of such staff is borne by the siding owners. 

There are in all 6,685 goods booking stations on Indian Rail­
ways and 426 weighbridges of capacity varying from 16 tonnes 
to 100 tonnes. A survey made by the Railway Board in 1976 
of the availability of weighbridges at major stations where 1hc 
goods earnings were :nore than Rs. 75 Jakbs per annum had dis­
closed that there were ;n all 157 such stations on t!ir nine zonal 
Railways. While all s•Jch stations on the Eastern (28) and 
South Eastern ( 42) Railways, (which together account for 60 
and 37 per cent of the originating traffic and goods earnmgs 
respectively of the Railways (1980-81) , had adequate number of 
weighbridges, those on the other Railways lacked such facilities. 
As many as 12 such stations on Central, 7 on Northern, 6 on 
North-eastern, 7 on Southern and 13 on Western Railways had 
noti been provided with weighbridges. 

A review by Audit of the use of these weighbridges as well 
as those installed at 1)ther stations on the Zonal Railways dis­
closed that these were poo.rly utilised for ensuring C0rrect weigh­
ment as also health of the wagons. Nearly 144 weighbridges 
were averaged* and many could not be used due to improper 
location, being out of orcler and other reasons. 

*Normal life of weighbridges : 20 years. 

y 
( 
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5.3 Railway-wise position of working and utilisation of the 
weighbridges is given below : 

(a) Eastern Railway 

The major items of wagon load traffic arc coal (76.5 per 
cent) and iron and steel (5.8 per ce'Ilt). B esides 35 Railway 
weighbridges, the Administration utilises 22 private weigh­
bridges, of which 12 are averaged. )During 1980-81, 19.6 per 
cent of the wagons loaded on this Railway were stated to have 
been weighed*. The amount of rebate paid for weighment ot 
wagons to the private weighbridge owners from April 1967 to 
Marc11 1981 was of the order of Rs. 72.25 lakhs. The following 
points were noticed during test check : 

( i) 13 weighbridges each of 100 tonnes capacity were install­
ed between 1964 and i976 at important Railway coal (depot) 
yards** which receive loaded rakes from the colliery sidings of 
Asaasol, Jharia and Karanpura coal fields and despatch them 
onwards. Many of lhe collieries served by the~e vards already 
had lbeir own weighbritlges. Even after the Railways installed 
their own weighbridges, weighment of coal rakes continued to 
be done on the weigh bridges of the collieries (on payment of 
rebate) and not on the Railway weighbridgcs. Further, even 
where weighment of coal rakes had not been done at the private 
weighbridges, alternative arrangements to · get the rakes weighed 
on the Railway weighbridges bad not been made vide instancer-i 
given below : 

Tbe private weighbridge of the Patberdihi washery, used for 
weighing wagons loaded from the washery, was out of order from 
March 1979 to January 1980. Though there was a Railway 

*Actually 4,78,785 wagons were sen t for wc:ighment, of this 3,54,505 
wagons w~re only weighed. 

••Anda I (3). B1rkakana (1). Sitarampur (l). Ku.~w1da (1), Phusro (I) 
R<1.y (I), Pathc:rdihi (1), Pa tratu (1), Katrasgarl1 (1) and A~ansol (2). ' 
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weighbridge at Patherdiltl*, the coal wagons were moved out 
of the yard without weighment <luring this period. 

A test weigbment of these (unweighed) coal rake's moving 
from this yard was carried out by the Railway on the Rai lway 
weighbridge in Oclober 1979, which showed that in about 2g 
per cent of the wagons booked , Joadfog in excess of permissible 
capacity was detected to the extent of 3 to 9 tonne per wagon. 
On the basis of this sample of overloading dete-cled in October 
I 979 the loss of freight to the Railways on 25587 wagons book­
ed without weighment during March 1979 to January 1980 
would be Rs. 5. 77 * * lakhs-. 

(ii) Simila r test weighments carried out every month by 
the Rai lway from April 1976 to J uly 1981, at the instance of 
the Director, Movement, R ailway Board, of the coal wagons 
moving from AsansoJ, Jharia and Karanpura coal fields througli 
the coal yards having weighbridges referred to above, showed 
continuous ovcrloadina: of coal wagons; the extent of overload 
per wagon ranged from 1 tonne to 16 tonnes io case of box 
wagon and from 1 tonne lo 4 tonnes in case of ordinary four 
wheeler wagons. While the test weighments constituted 36 to 
40 per cent of the number of wagons loaded every month , the 
number o( overloaded wagons dete'Cted varied from 11.3 to 43. 1 
per cent of the number test weighed indicating overloading on 
a wide scale resulting in Joss of coll'Siderable freight earnings to 
the Rai lways. Besides, there would also be los~':'*'~ due to 
breakage of springs and consequent operational cfi:lflculties. 

In the above test wcighments, cases of uncferloacfing of coal 
wagons had also bcc11 detected to the extent of 12 to 52 per cent 
of the number test weighed indicating under-utilisation of the 
available tran port capacity. 

•A station wit h gccds ea rni1~gs of c ver Rs. 75 lakhs per year ar.d Cea I 
l<'a ding of over 2.25 lakh tcnn<s a month. 

••Estima ted by Aud it. 
•uc.f. Para 3 of anncxure to para 1 of the Advance R( por t of the 

Comptro ller nncl Auditor Ger.end of Irdia fe r the yfa r J 979-80, Unicn 
Gcvt. (Rlys). 
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The above cases would also indicate the failure on th~ part 
of the consignors as also the staff of the Railways supervising 
the loading operations and invoicing to observe the extant rules 
and procedures. 

(iii) Further, no weighbridge facilities exist at 21 inter­
mediate/en route stations wsere work trains hauling wagon loads 
originating from way side stations al'e formed. Eight other 
stations have a weighbridge, but wagon load consignments are 
not weighed thereou owing to it being old, out of order, 
inconveniently located frcm the opel'atiog point of " iew, etc. 

(b) South Eastern Railway 

The major i tems of wagon load tra.ffic arc coltl (33.2 per 
cent) and iron and stee+, both raw materials anr! fi nished 
products (34.6 p'er cent). Besides 46 rai lway wdghbridges, 
the Administra tion utilises 32 private wcighbriclges. of which 4 
arc overagecl. The foilowing points were noticed tl uring test 
check: 

(i) 19 wcighbridges each of 100 tonnes capacity were 
installed between 1964 and 1976 at important coal yards~' and 
en route stations*. In as many as 6 stations'~* out of these, the 
collieries have also their own weighbridges. 

Test weighment by the Railway during July 1981 of coal 
wagons moving out fr~m Adra and TaJcher coal fidd~ disclosed 
overloaded wagons to the extent of 33 per cent and i:nderloaded 
wagons to the extent of 36 per cent of the number of coal wagons 
test weighed, which itself was 6.3 per cent of th0 number of 
wagons loaded. 

*B1rbil, Brnspi n i. B<trojnrod11 , Dongara g1 1h, Bnndarn und11 . ManC' har ­
pu•, ~i~mitrapur, J~0 rsuguda, Bhr j udih, Bhaga . Mc-huda . Radh;inagar, 
~uruhdt h , Sudamclth , Talchcr, Sahdol, Cbipurupalle, Mancndargar h, 
B1laspur. 

u Bhojudih, Bhaga, Radhanagar, Mc huda, Murulidih, Sudamdih. 
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(ii) The private washeries of Tata Iron & Steel Co. (Jama­
doba aod Naomundi) and Hindustan Steel Co. (Bhojudih) receive 
coal from the above coJlieries via the Bhaga, Mohuda and 
B bojudih yards (average lead 27-30 km) . However. the rakes 
were weighed only at the destination on U1e weighbridges of the 
wasberies ( Lhough dose to the Railway weighbrir!ges in the 
above yards and getting monthly rebate payment of Rs. 15,000) 
on the ground that the R ailway weighbridges in these yards werC. 
not conveniently located. The weighment having been done 
only aft er the rakes hatl comp~eted their trips, no adjustment of 
loads to safeguard the wagons from damage due to ovc.. rload was 
possible. Thougl1 there we.re railway weighbridges at intermediate/ 
en route stations (Jharsuguda anc.I Sahdol), these were hardly 
utilised for weighment purposes, again due to their inconvenient 
location. The number of wagons weighed on the Railway 
weighbridges_ was only 10.42 per cent of tbe total loaded on the 
South Eastern R ailway. The question of resiting the Railway 
weighbridges at convenient locations from the operational point 
of view does not seem to have been considered (Deccp1ber 1981). -

(c) Central R ailway 

The Railway bas in all 48 wcigbbridges of which only 3 T 
( including 15 overaged) are used for weighment of goods, Lhc 
rest being for departmental use. Of the 19 stations with annual 
goods earnings of ov~r Rs. 75 lakhs each, weighbridge facilities 
exist (1981) at 7 stations only. ' 

The 100 tonne capacity weigbbridge at Wadibun<ler, a major 
goods terminal, weighed on an average only two wagons a day 
during 1980-81. The weighbridges at Bhusawal ( 60 tonne) , 
Solapur (32 tonne) , Jhansi ( 100 tonne) and Nishatpura-Bhopal 
( 60 tonne) were also being used very sparingly ( ave!·?.ge number 
of wagons weighed per day ranged between 0.25 and 1.69 in 
1980-81) due to their being inconveniently located. The four 
weigbbridges at other intermediate/ en route stations such as 
Nagpur, Balharsbah, Wardha and Agra Cantt. were also not in 

-
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use. At New Katni , the underground parts of the weighbridge 
( installed in July 1968 ut a cost of Rs. 1.36 lak11s) remained 
submerged due to seepage of subsoil water into the weighbridge 
pit putting the weighbridge out of commission particularly during 
monsoon. The number of wagons weighed at this station during 
May 1977 to April 1979 was only 240 averaging 0.39 wagon 
per day 

(d) Northern Railway 

The Railway has in all 55 weigbbridges oE which 17 are 
overagcod. However, out of 15 stations with goods earnings of 
over Rs. 75 Iakhs each, weighbridges were available only at 8 
(December 1981). During 1980-81, 38,232 out tif 8.48 1akh 
wagons loaded on the Railway ( i.e. 4.5 per cent only) had been 
weighed on the R ailway ·.veighbridges. 

(c) Nortb Eastern Railway 

TI1e Railway has in all 20 weigbbridges of which 6 were not 
in use during 1980~8 1 , being out of order (4) and surplus 
awaiting hiiting (2) etc. The 50 tonne capacity weighbridge 
at Gorakhpu r has been out of order ~ince June 1974. Of the 
t:ight stations on this Railway with annual goods earnings of over 
Rs. 75 lakhs (six) do not have weighbridge . tDur.ing 1980-81 
24,127 wagons were weighed 0 11 tlJC Rnilway weighbriclgcs, being 
5.9 per cent of the total wagons loaded on the Railway. At 
Tanakpur where 50 tonne weighbridge was provided in June 
1960, 3,102 wagons out of 5989 wagons londed were weighed 
(i.e. 52 per cent ) , indicating better utilisation as compared to 
other stations. 

(f) Nortlltenst Frontier R11ihv11y 

Agaimt 5 tatjons with annual goods earning~ of over 
Rs. 75 Jak11s each, there were nine wcighbridges induding two 
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of 100 tonne capacity, each located at New Jalpaiguri (BG) and 
New Gaubati (MG). The weighbridge at New Jalpaiguri 
has been out of order since January 1975 and cons::quently BG 
wagons marked for en route weighment could not be weighed at 
this station. A test weighment conducted by the Railway in 
1978 o[ 9 BO wagons casrying bamboo chips for a paper mill 
at the mills weighbridge showed that the loaded box wagons 
weighed on an average 290 quintals against the minimum 
chargeable weight of 275 quintals. 

As regards the weighbridge al New Gauhati (installed in 
1968) , capacity of 100 tonne was not necessary since the gross 
weight of MG wagons varies from 25 to 55 tonnes only. This 
weighbridge also remained out of order from April 1977 to 
March 1980. Weighbridges (of lower cap1city) installed at four 
other MG stat.ions al o could not be put to use either due to 
operational difficulties r improper location etc.) or due to their 
remaining out of order. 

During 1980-81, 15,178 wagons accounting for 5.5 per cent 
of the total wagons loaded on the Railway only were weighed. . 

(g) Southern Railway 

The Railway bas in all 74 weighbridges of which 46 arc 
over 40 years old and 15 over 20 to 40 years old . Further out 
of 12 stations with goods earnings of over R s. 75 lakhs each, 
7 were without a weighbridge (December 1981) . I 

At Salt Cotaurs, :i major goods terminal at Madras, contd-' 
buting annually earnings to the extent of R s. 671.13 lakbs 
(1979-80) , on an average 2590 wagons were received and 2526 
wagons despatched every month in that year. Of these 60 per 
cent required initial or tE.St weighment (i.e. beit>g consig;imeots' 
booked on 'Senders weight', minimum weight condition basis,' 
etc.), but only 25 to 30 wagons per month were weighed, though 
four posts of Commercial Clerks were operated for the purpose.' 
No weighment had been carried out in respect of the outward 

i 

\ 



t 

_) 

73 

loads which wern marked for weigbment at the destination, freight 
being charged on the senders weight: or the minimum weight 
prescribed. A 100 tonne weighbridge provided at Royapuraro 
since 1967 was out of order from June 1976 resulting in non­
weighment of wagons and non-utilic;ation of Goods C1erks posted 
for the purpose. 

Wcighbridges installed in important marshalling yards and 
en route stations such as Tondairpet, Erode, Jolarpettai, Shoranur, 
Bangalore Oty, Ycshwantpur, Katpadi, Harihar, Arakkonam and 
Villupuram Tiruchchirappalli (3 weigh bridges) and 
Baiyappanahalli weighed during 1980-81, 16701 wagons out ot 
70519 wagons loaded/received by them which were all required 
to be weighed being on sender's weight basis or on minimum 
weight condition basis etc. 

(h) South Central Railway 

The Railway has in all 57 weighbridges of which 31 are 
overaged (1980-81) . Out of 11 weighbridges at ( JO) major 
stations, 8 were owned by the Singarcni Collieries; rebate or 
Rs. 26.22 lakhs had been paid to the collieries during 1967-
1981 as against the capital cost of the weighbriclges of 
R s. 22.30 Jakhs. 

The weighbridges at en route stations such as Kazipet 
(70 tonne), Rajahmundry (100 tonne) and Bellampalli 
( 45 tonne) had not been used except for weighment of a negligible 
number of wagons (Nil at Bellampalli, weighbridge being out of 
order, 10 at Kazipet and 153 at Rajahmundry in 1980-81) due 
to their improper location, being old, out of commission, etc. No 
wcighment had been done on 28 weighbridges eight of them 
being out of commissk·n. "Dle number of wagons weighed was 
only 1.1 per cent of the total number loaded on this Railway 
during 1980-81. I 

The question of resiting the existing (working) weighbridges 
at locations convenient from the operational point of view and 
at stations where no weighment facilities existed had not been 
considered. 
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(i) Western Railway 

The Railway has in :ill 82 weighbridges. Of the 22 stations 
with annual goods earnings of over Rs. 75 lakhs each, 13 did 
not have a weighbridge. T he weighbridges at Carnac Bridge 
(one 100 tonne and one 50 tonne) , Bandra marshalling yard 
( 100 tonne) , Udhua Yard (50 tonne) , Anand (50 tonne) , 
Bhavnagar B under yard ( 60 tonne) , Bo tad ( 60 tou ue) and 
KandJa Port (BG) ( 100 tonne) were out of order since Septem­
ber 1975, February 1979, April 1979, May 1978, June 1979, 
December 1979 and December 1978 respectively (September 
1981) . One 25 tonne MG weighbridge at R atlam was also out· 
of use from August 1978. 

The number of wagons weighed was 25,699 in 1980-81, being 
only 3.2 per cent of tho total number of wagons loaded on this 
railway. A review of one of the major sta tion with a 100 tonne 
weighbridge viz. Kankaria (Ahmedabad) revealed that during 
1980-81, the weighbridge was out of order for 101 days, during 
the rest of the period it was used to weigh only 613 wagons i.e. 
just 2 wagons a day on an average even when it was working. 
The loss incurred by the Railway due to non-weighment of wagons 
at this r-talion during 1980-81 is estimated in audit at Rs. 15.61 
Jak.bs. 

5.4 Wezghment of co11tainers 

T he container service, fi r!.t introduced in 1966 offers the 
facility of safe trans11ort of goods, generally of high rated com­
modities, Crom the premises of the consignors to those of the 
consignees without a ny handling at the goods sheds. E ach 
contajner ha a carrying capacity (CC) of 4 .5/5 tonne .and six 
such conta iners arc transported togetber in a specially designed 
flat. The service is in operation between 16 points (1980-81) 
and the fleet of containers bas increased from 30,329 in 1974-75 
to 43,649 in 1980-81. Freight on container traffic is normally 
charged on the basis of t11e 'senders weight' or on the CC of the 
container. since it i , as a rule, not weighed. U nder the freiglit 
forwarder ·scheme, the freight forwarder collects sma ll consign-' 
meats from customers imd offers a full container load for rail 
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transport. Such containers are a lso not subjected to weighment 
at any stage. Jn both cases, the possibility of overlo3ding of the 
containers and the Railways losing revenue, cannot he ruled out, 
particularly in the case of heavy density commodities like t:dible 
oils (in packed tins etc.), since it is known that w ntainerised 
traffic is not subjected to weighment. 

A review by Audit in October 1981 disclosed that a limited 
check on weighment of the containers bad been carried out only 
on the Western R ailway during the period April 1974 to March 

_/ 1978. It showed that, out of 29,876 containers booked from 
Carnac Bridge (Bombay-Western Railway) during this period, 

..- only 86 had been weighed (hardly 0.3 per cent) revealing excess 
weight in as many 2s 43 containers (i.e. 50 per cent). The 
amount of undercharges recovered in respect of the overload 
containers was, however, not available on record. During the 
subsequent period of 3 years (April 1978 to March 1981), when 
23,990 containers were booked from the same station, none had 
been weighed. 

--

l n respect of inward containers, dw·ing the 7 year period 
from April 1974 to March 1981 only 62 out of 32,524 containers 
were weighed (0.2 per cent) before effecting delivery. Of these 
(i.e. 62), 25 containers ( 40 per cent) were found excess loaded 
and an undercharge of Rs. 5,588 was recov<:'red . Assuming that 
the trend of over-loading and recovery of undercharge would be 
of the above order, the extent of loss of earnings due to non­
weighment of inward containers alone (32,462) would be of the 
order of Rs. 29.25* lakhs for the period April 1974 to March 
1981. 

*Computed by Audit as under 
No. of containers not weighed 
No. of containers weighed 
No. of containers overloaded 
Amount of undercharges recovered 
Loss due to non-weighment 

SJ 40 C & AG/ 81.-6. 

32462 
62 
25 

Rs. 5S88 

-: 5588 x 32462 
62 

=Rs. 29 . 25 lakbs. 



5.5 General 

(1) In the case of certain commodities (e.g. cotton seeds, 
plywood, tobacco, gur, f.ugar-cane, etc. ) , the freight charge is 
subject to a minimum weight condition. This is fixed on the 
basis of the average of the weight obtained on test weighment 
made at the time of fixing the weight condition and the weight 
for charge so fixed remains inforce for Jong periods, unless 
revised due to change in loadability of wagons etc. lo such cases 
the weight for charge fixed being genera1Jy the mean average 
of the loadability of the commodity in question, there would be 
scope for overloading of wagons. 

( 2) Similarly in the case of petroleum oil product, liquid 
chemicals, vegetable oils, etc. which constitute high rated b·aflic 
moving in bulk in tank wagons, freighting is done on the ba is 
of the marked carrying capacity and the applicable calibration 
chart a nd no actual weighment is done. Cases of over!oadiug 
of tank wagons detected in test weighment were meutjoned in 
para 33 of the Report of the Comptroller and Auditot Gene.ml 
of Jndia-Union Government (Railways)-1978-79. 

(3) In the absence of weigbment at ea route or intermediate 
stations, in the above type of cases the Railways woHld have no 
m~ns to detect cases of ~verloading of wagons by the ~nders. 

As mentioned earlier under individual Railways, out of 426 
weighbridges on all the Railways 144 had become ovcragcd by 
1980-81 and were frequently out of commission. Further, due 
to improper location and other operational reasons, a small 
percentage of the loaded wagons only was getting weighcu. 

( 4) The poor utilisation of the weighbridges e!;pccially by 
the en route stations, was also corroborated by the records of 
the Traffic Accounts Offices of the zonal Railways which a.re 
required to receive weighment advices from the en route weigh­
bridge stations, check them with the 'senders weight invoices' 
received t:rom the forwarding stations and note the undercharges 
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<letected for recovery. The number o( wagons weighed '~ as per 
such advices varied from just 1.9 per cent on Southern Railway 
to 24 per cent on the Central Railway of the total wagon load 
consignments received under 'senders weight' basis during 
1980-81. In such cases, most of the wagons would be released 
without any weighment, freight being charged on senders weight 
or CC of wagon onliy_ 

(5) In this connection, it may be mentioned that hox wagons 
can be loaded (as disclosed during trials conducted nt the instance 
of tb.e Northern Railway in January 1978) upto 62.5 tonne as 
against the maximum permissible carrying capacity of 58.5 tonne. 
Similarly, in respect of all other commodities whether booked 
under minimum weight condition or on 'senders weight' b asis in 
wagon loads or in containers excess loading taking :lnvantage of 
the tolerance or average m.inimum weight conditions by the con­
signors/consignees cannot be ruled out. Besides, despatch of 
overloaded and underloaded wagons (in cases of coal) continued 
even in December*"' 1981, as seen from the reports of Director, 
Movement (Raitways), Calcutta to the Railway Board. 

5.6 Higher rebate to owners of private weighbrulr?es 

In October 1981, the Railway Board issued instructions 
raising the rebate to owners of private w4hbrid).";t>S fwm Re. 0.10 
to Re. 0.20 per tonne subject to a ceiling of 13 per cent per 
rumum of the capital invested. 

The Railways, especiaJly Eastern, South Eastern and South 
Central, have, however, yet to work out the mode of better utilisa­
tion of the existing available weighment facilities (railway or 
private) at the same l)r nearby stations by vroper coordination. 

5. 7 lnmotion wagon weighbridges 

Since August 1973, the Railway Board had been considenng 
the installation of electronic weighbridges for faster wci~bmcnt 

•Director, Mov~ment (Railways) on monthly (Coal) loading review for 
Decemb~r 1981. 

••Railwaywise details in Annexure XIV. 
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of wagons while i 11 slow motion ( 4 Lo 5 km per bour) at important 
marshalling yards. While Lwo imnotion wagon wcighbridgcs 
capable o f faster weighmeul, wilbout electronic devices for weight 
print out .;tc., were instai led in 1975 at Andal and Pacratu yards, 
their extended application does not seem to have been considered. 
D evelopmental orders for two electronic wcighbridges with facll1-
tics for print outs etc. were placed by the Railways, one in 
Augu t 1979, fo r installation at Ramagundam on South Centra~ 

Rai lway and the other. in November 1980, for installation at 
Hapa on Western Railway. T bese weighbrid~cs arc. however, 
yet to be C(1111missioned (December 1981) . 

5 .8 Summing ll(J 

There are 6,685 goods booking stations on the Ind ian 
Railways, but the number of weighbric!ges available 
for wcighment of wagon load consignments was only 
426. Of these, 144 weighbridges were overaged, 
th~ maxi:num number being on Southern R ailway 
(61). followed by South Central Railway (31) . 

Of the 157 major stations with goods earnings of 
over Rs. 75 Jakhs per annum each on the Indian 
Railrways, 40 including 12 on Central and 13 on 
Western R ai lway had no weighbridge at all for 
weighmcot of wagons. 

D ec:.pite availability of adequale number of weigh­
bridges on the Eastern and South Eastern Railways, 
a substantial proportion of coal wagons were 
found, during test weighment, to be overloaded and 
a safety hazard with scope for damage to the wagons 
and loss of revenue to the Railways. 

Though the rules provided that all goods in wagon 
loads should be weighed at the forwarding, en route 
or destination station, only a very small percentage 
ranging from 1.9 to 24 of .such wagons were found 
to be weighed . Even the limited weighment facilities 

r 
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available were not fully utilised due to inconvenient 
location of weighbridges at the terminals and en route 
stations or other operational rea~ons or the weigh­
bridges being out of order for long periods, indicating 
bad planning and /or poor maintenfllJce and repair 
'facilities. 

The traffic in contafoers has been going without 
weighment though test weighroent of a small percen­
tage (0 .3 per cent) of the traffic on Western Raj]way 
had disclosed overloading to the extent of 30 to 40 
per cent. 

The location of the RaHway weighbridges as al o 
their utiJjsation had not been properly coordinated 
with the private weighbridges with a view to their 
supplementing each other. 

The progress in installation of non-electronic inmo­
tion wagon weighbridges had bc.::n very slow ; as 
regards electronic weighbridges though proposals 
were mooted firs t in August 1973. developmental 
orders therefor were placed only in August J 979 
and November 1980 and they arc yet to he supplied/ 
installed (D ecember 1981). 

'6. Manufacture of motor (moped) trolleys in Railway Workshops 

Push trolleys manned by four trolleymen (Grade 'D' staff) 
are used by Railway engineers for inspection of track and signal 
equipments. 

During 1975, the Western and the South Eastern Railways 
conducted trials with motor (moped) trolleys of lower range 
norse power (0.5 to 1.7 horse power) to replace push trol leys 
with the twin objectives of effecting economy in man power aod 
speeding up inspection work. While the tr ials on the South 
Eastern Railway were with engines of 1.5 to 1.7 hor, e power 
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which were cleared by the Research, Designs and Standards 
Organi ation (RDSO) in September 1976, the trials on the 
Western Railway were with engines of 0.5 to 1.7 horse power 
which had not-and have not yet be..:n cleared by ROSO 
(December 1981)-as technically suitable. However, in 
February, March and November 1976, based on these trials on 
the We. tern and the South Eastern Rnilways, the Railway 
Board is ued instruction'> to the zonal Railway. for use o( 
light motor trolleys and simultaneously, placed an order en the 
Central Railway Workshop at Byculla to undertake manufacture 
of 100 uch trolleys fitted with 0.5 and 1.7 horse power engine. 

Earl ier during J 958 to 1962, the Ministry or Railways 
(Railway Board) had got manufactured 160 motor trolleys. 
powered by low J1orse power cngi nes ( 1.5 to 1. 7 horse power) 
after consultations with ROSO, at a ·cost of Rs. 7.5 lakhs, and 
put them in service on the various zonal Railways, but these had 
been found unsuitable, especially in gradient sections, clue to 
the engines being found weak and the design unsuitable*. 
Neither the Railway Board nor the Railways connected their 
experience with these trolleys in gradient sections while issuing 
instructions in November 1976, as referred to above, for 
manufacture of light motor trolleys. 

Be ides Central Railway (100), the North Eastern (3 7) ~ 
Western (18) and Eastern (8) Railways also undertook 
manufacture of such . ~ight motor tr'pllcy:s in their workshop 
pursuant to the Railway Board's instructions of 1976. The 
trolleys ( 184) ** manufacturc<l at a cost of Rs. 11.52 lakbs were 
allotted to zonal Railways during 1976 and 1977. According 
to the Railway Board (November 1976), their use was expected 
tc save nearly Rs. 4,500 per trolley per annum in maintenance 
cost through surrender of one troUeyman (Grade 'D' staff). 

*This w;is also commented upon in para 35 of the Ra ilway Audit Report, 
1968. 

-*Numoor of mo tor (moped) lr<'lk.ys ordered in 1976 were 163 ; however 
184 were manufactured during 1976 and J 977 as stated by the Ministry 
of Railways (Railway Beard) in January 1982. 
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·R eports on the field performance of the trolleys, received 
fro.pl. all the zonal R a ilways by the Railway Board during October 
1977 to April 1978, indicated that these were unsuitable for 
track inspections, particularly for cliecking track alignments. 
The design of the engine as also df other components wa found 
ro be weak and needing improvement; (for example, the springs 
of the trolley were found to be very delicate, the chain slipped 
and broke frequently, the engine became very hot quickly and 
faikd , the trolleys did not work smoothly on rising gradient of 
1 in 150 and above, if it stalled on grad ient section it could 
be re tarted on pushing up only, etc.). No reduction in man­
power could also be achieved as two men were stated to be 
required for fro-nt and rear watch out on curves, in deep cuttings, 
etc. while an additional band was required for Lifting the trolley 
off the track and for loading into trains when necessary. 

During 1977 to 1979, no further orders for manufacture of 
motor trolleys were placed on Railway workshops on the 
consideration that the use of such trolleys on trunk routes wit11 
dense and fast traffic with diesel and electric traction, needing 
li ne clear, was not easy. The Railway Board also reconsidered 
(January 1980) the utili ty of motor trolleys in the context of the 
need to carry out inspection of track at slow speeds to ensure 
thoroughness of checks on grad ients, curves, etc. and directed 
(April 1980) the R ailways to submit de tailed reports - on the 
operational and economic aspects of these trolleys as compared 
to those of push trolleys. 

However, in June 1980, the Railway Board, wi thout waiting 
for the appraisal reports (asked for in April 1980) , issued 
instrnctions to tl1e zonal Railways to manufacture and introduce 
light motor trolleys on a large scale with a view to effecting 
economy in expenditure by surrender of as many as 3 posts of 
trolleymen for each push trolley replaced. 

Keeping in view the experience of the Railways with the 
working of 160 motor trolleys of 1962-63 and of iliosc (184) 
manufactured from 1976, Audit enquired (October 1980) of 



the R ailway Board whether the full implications of the large 
scale manufacture and introduction of motor (moped) trolleys 
on the Railways had been considered. The R ailway Board 
thereupon issued instructions to the Railways in J anuary 198 1 
to stop manufacture of motor trolleys until the economics and 
performance of these trolleys were evaluated. By that time 
93 more trolleys bad been turned out (January 1982) . 

Reports from zonal Railways (August 1980- July 1981) 
once aga in confirmed the unsuitability of moped trolleys powered 
by light engines for track inspection in replacement of push 
trol leys and suggested that the question of reduction of trolleymcn 
with the use of such trolleys be kept pending till a suitable and 
wel! tested design was available. The Ra ilways had not also 
surrendered, fully or partly, either trolleymen or push trolleys, 
even in sections whe!".:: motor trolleys were in troduced, in view 
of the unreliabil ity of the latter . 

According to the Ministry of R ailways (R ailway Boan.I) 
(January 1982) : 

(i ) the earlier attempts in the sixties were for bri.nging 
out heavy duty motor trolleys for Divisional Officers ..._ 
and these were different from the light motor 
trolleys/moped trolleys taken up in 1976. The~c 

trolleys are now introduced in replacement of .rush 
trolleys to remove drudgery of human Jabour; 

(ii) of the 277'~ light motor trolleys manufactuJcd ' after 
1976, 88 are in use in level sections as per a recent 
census; 

( i ii) posts of trolleymen could not be surrendered 
straightaway as a general measure (except · for 
47 posts on Central Railway and 8 posts on We tern 
Railway) as these trolleys were under trials. 

• Ma nufactured upto December 1981 as advised by th! Railway 
Board in January 1982. 

-
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The Railway Board further stated that (a) instructions would 
be is~ucd to surrender at least one post of trolleyman for each 
' uch trolley in use and (b) the RDSO would review the various 
designs for a final decision on a sui table design of moped trolley 
for mass manufacture for replacement of push trolleys. 

The following points need consideration : 

(i) Though trials conducted in the early sixties had 
indicated that light motor trolleys (150ce) were not 
operational, even on sections with gradient 1 : 150, 
Railway Board, while ordering (1976) the 
manufacture a nd allotment of trolleys, did not 
connect/bring to the notice of the zonal R ailways 
the experience gafoed earlier. 

( ii) Though as many as 277 light motor trolleys were 
manufactured, only 88 were in use as per recent 
census. Fmther, these trolleys were not giving 
satisfactory performance as confirmed by field 
p~formance reports received from the R ailways. 
The design* incorporating these engines had nol 
also been cleared by the RDSO (December 1981). 

(i ii) Drudgery of human Jabour was more on gradien t 
sections, on which these trolleys had not been found 
suitable. 

( iv) Though, of the 277 light trolleys manufactured 88 
were in use, only 55 posts of trolleymen had been 
surrendered against the norm set by the R ailway 
Board for surrender of at least one post of trolleyman 
for each light motor trolley in use in place of push 
trolley. 

*Manuractured hy Central, North Eastern and Western Rai lways 
with 0.35 to 1 . 7 horse )Ower engine. 



CHAPTER III 

PURCHASES AND STORES 

7. Railway Boarri-Centrnliscd purchase of stores 

Introduction 

Under the extant procedure, purchases of rolling stock compo­
nents, etc. and also such other items as were off-loaded (Novem­
ber 1974) to the R ailways by the Ministry of Supply .a nd Rehabi­
litation arc nrra·nged by the Ministry of R ailways (Railway Board ) 
with a view to ensuring economy tllrough bulk procuremcnl. 
Direct p urchase by the zonal Railways of the art icles sched uled 
for centralised procurement is not ordinarily permissible, except 
in emergent circumstances. 

A test check in audit of the tenders and contracts finalised 
( 1977-J 980) by the Ministry of R ailways (Railway Board) 
rcvc;:ile<l the following : 

( i) Roller beari11g axle box 

Against limited tender enquiry (September 1978) for procure­
ment (432 nos.) of roUer bearing axle box (RBAB) of 22.9 
tonne for BWT/A wagons, a single offer (R s. 9,220) was re­
ceived from an indigenous firm 'A'*. On the ground that the item 
was being purchased indigenously for tJ1e first time, the Tender 
Committee of the Ministry of R ailways (Railway Board) assessed 

•Th'! fixat ion of prices of 20.3 tonne RBAB for BOX/BCX/CRT 
w.1~ns purch'ls~d (t974-75) from the same firm had been commented on in 
p1ragraph I 0 of th'! R~p'lrt of the Comptroller and Auditor General of India: 
fo r th~ year 1978-79- Union Government (Railways). 
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( fone 1979) its price by updating the landed cost (Rs. 2,200) of 
jmported (September 1971) 22.9 tonne RBAB for BWT/A 
wagons in the proportion of t11e price allowed to the same firm 
in October 1977 for 20.3 tonne RBAB for BOX/BCX/CRT 
wagons to tbe corresponding price of D ecember 1970, further 
stepped up by 13 per cent to cater for development costs involved 
in initial manufacture, likely escalations in the prices of raw 
material inputs, etc. during execution of the contract. The price 
per unit so worked out, viz. Rs. 6,000, when counter offered 
during negotiation (July 1979) , was accepted by the firm (against 
its original offer of Rs. 9,220) and formal contract (value : 
Rs. 25.92 Jakhs) was awarded in August 1979. 

Tt was seen, however, tl1at tha Tender Conumttee had not 
taken into account the following aspects in settling the price : 

(a) 22.9 toru1c RBAB for BOY wagons had been pur­
chased from the same indigenous firm under a deve­
lopment ord<.::r ( 400 nos.) of Decemher 197 J, follow­
ed by bulk order ( 9 ,600 nos.) in April L 972, at the 
price of Rs. 1 ,605 a nd Rs. 1,530 per unit respectively, 
the lower price fo r the latter order being justified 
on grounds of substantially larger quantity compared 
to the earlier one which, on the other hand, included 
an element for all development costs. 

(b J Thi;; -price allowed for RBAB of BOY wagons in both 
the orders (December 1971 and April 1972 ) had 
been justified by comparison with the foh price 
(Rs. 1,500) of imported (September 1971 ) 22.9 
tonne RBAB for BWT/A wagons, though slightly 
different in dimensions. 

H ad the price for BOY bearing in tbc contract of December 
J 971 (based on 'fob price of imported bearing and including 
development costs) been taken as the base price, inste.ad_ of the 
landed cost of import (September 1971) , and escalations allowed 
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in the proportion of the October 1977 price (Rs. 2,450, val id 
bvyond June 1979) of 20.3 tonne RBAB to the corresponding 
price of December 1970, the price of BWT/ A bearing would have 
worked out to about Rs. 3,844. 

The Ministry of Railways (Railway Board) stated (January 
1982) that there was no need to consider the previous prices of 
BOY wagon bearing for price fixation of BWT/A bearing 
because the latter was different in design and dim ension and 
necessitated about 13 per cent fresh inputs by way of engineering/ 
design/cost/tooling, jigs and fixtures. 

It may, how~ver, be mentioned that on a·n earlier occasion 
the price settled (1959) for 20.3 tonne RBAB for BOX/BCX) 
CRT wagons had been allowed (to the same firm) for the 
first order (1 959) for 1.6.3 tonne RBAB for TPR /TORX wagons, 
though the design o'f the latter, while being smaller in overall 
dimension, was stated to involve more machining and wt:lding as 
also use of heavier components compared to 20.3 tonne RBAB . 
Aga in, in July 1972 the price allowed for 20.3 and 16.3 tonne 
RBAB was the same, despite the v,a.riations in the design and 
d imensions. In the present case, how~ver, the feasibility of adop­
tion of the BOY wagon bearing price, with due allowa11cc for the 
additional i.nputs (13 per cent) on account of d ifrercnt design and 
dimension of BWT/A o" aring had not been exclorcd ; with the 
additional inputs the price would have worked out to :about 
Rs. 4,340 as against R s. 6,000 allowed in . August 1979, the 
difference working out to Rs. 7.17 lakhs for the order . It mjght 
be mentioned in this connection that firm 'A" is the on ly 
established manufacturer of RBAB in India. 

(ii) Carriage fans 

A~inst a tender enquiry (F ebruary 1976) for procurement of 
carriage fans (300/400 mm sweep) to cover the R ailways, re­
quirements during 1977, prices ranging between R s. 180.?0 and 
Rs. 207 each were found to ha~e been quoted (October 1976) 
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by firms which bad accepted varying rates of Rs. 1'!4 to Rs. 203 
for direct purchases between February and December 1976 by 
the zonal Railways. 

On the Tender Committee (of the Ministry o[ Railways) 
pointing out the price difference during negotiations (April 1977), 
firm 'B' of Calcutta, a large scale unit, explained that in view 
of the stiff competition from small scale manufacturers it had 
quoted a highly unremuner.ative priee (Rs. 144) against Eastern 
and North Easte1'n Railways' tenders so as to secure orders for 
maintaining production. Likewise, two other firms, in the small 
scale sector, also maintained that in the face of cut-throat compe­
titive prices quoted by firm 'B', they bad ~ccepted extremely low 
and unworkable rates against the Railways' direct orders just to 
maintain their production and keep the labour engaged. How­
ever, after negotiations these and three other small scale units 
agreed to reduce their prices to the level of tne lowest offer of 
firm 'B'. In this connection, it was observed that the firm had 
informed (April 1977) the Ministry of Railways (Railway BQard) 
that its pending orders were to last till mid-May 1977 or so. 
Thereupon, the prices offered by firm 'B' and agreed to by other 
firms also were accepted (April 1977) , e,ven though these were 
25-20 per cent higher than those accepted by these firms for 
contemporaneous supplies (November 1976/March 1977) to the 
E astern :a:nd North Eastern Railways (though for comparatively 
smaller quantities) involving extra expenditure of Rs. 12.28 
lakhs for 58,016 fans. 

The Tender Committee records did not show that the feasi­
bility of getting lower prices because of much larger order and 
consequent better utilisation of capacity and Jabour involving re­
duced overheads, had been explored. 

(ill) Screw couplings 

The lowest offer (Rs. 225) received against the Ministry of 
Railways (Railway Board)'s tender (January 1978) for purchase 
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<>( screw couplings, when counter offered (March 1978), was 
.accepted by three firms. 

After covering a part of the requirements on these three firms 
based on their capacity and past performance, negotiations were 
conducted (April 1978) with other firms for tbe balance require­
ments. Firm 'C' of Secunderabad (a Public Sector Undertaking) 
offered a revised price of R s. 24 7 exclusive of testing charges at 
R s. 2.50 each, the higher price being stated to be due to increase 
in cost of raw materials and excise duty since the last contract 
(April 1977). 

This was agreed to by the Tender Committee (May 1978) 
even though the firm had accepted in January 1978 ( wJ1en 
the present tender was opened) a price of Rs. 240 per coupling 
against Eastern Railway's direct orders for 9,000 numbers, in­
volving extra expenditure of Rs. 4.84 lakhs for 50,958 screw 
couplings. The reasonableness of tbe higher price demanded* by 
the firm (i'n relation to the price of supplies to Eastern R ailway) 
had not been gone into by the T ender. Committee despite the still 
lower price (Rs. 225) received against the tender under consi -
deration and " the cost of product and inputs for the same product 
produced by different firms is more or Jess equal" according to 
the Ministry of RaHways (Railway Board) . 

The Ministry of Railways (Railway Board) stated (December 
1981) that: 

(1) the prices allowed for carriage fans were 20-25 
per cent lower than the prices against DGS&D's 
running contracts of October 1974 and May 1975; >--

•A s imilar case of acceptance 0f the price increases demanded from 
to time by a role supplier 0f transmission equioment without adequate veri- ,. 
fication was mentioned in para 9 0f Advance Reo"rt of th'! Comptroller and 
Auditor General of India fer the year 1979-80-UniC'n Governmenr 

'(Railways). 
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(2) Eastcru Railway's orders (January 1978) for screw 
couplings were for smaller quantities to be delivered 
by May /June 1978, while deliveries against their 
bulk order were to spread over till March 1979; 
further the price (Rs. 247) allowed was reasonable 
considering the variation in economic indices b tween 
January antl May 1978. 

The following points may be mentioned 

(a) The claim of price reduction (20-25 per c.cnt) 
based on a comparison with the DGS&ffs ru'nning 
contracts of 1974 and 1975, ignoring the current 
rates obtained by Eastern and other Railways, 
would not appear tenable. 

(b) The firm J1ad claimed a higher price (Rs. 247) 
than that (Rs. 240) of the last contract on the 
ground of increase in raw material prices etc. smce 
then and not for future escalations for longer de­
livery period .etc. Nevertheless it quoted (January 
1978) and supplied coupliugs at the last contract 
price (Rs. 240) to Eastern Railw,ay, while some 
other firms had accepted even a lower rate 
(Rs. 225) against the contracts finalised by the 
Ministry of Railways (Railway Board). 

(c) The price allowed, as compared to that allowed to 
other firms, involved price preference computed at 
Rs. 12.28 lakbs. No price preference for public 
sector undertakings was envisaged as per govern­
ment of India (Bureau of Public Enterprises) 
decision July 1977. 

The contracts were on firm price basis, reserving the pur­
-chaser 's right to increase/ decrease the quantity by 25 per cent 
,during their currency at the same price, terms and conditions, On 



90 

the Ministry of Railways (Railway Board) placing (February 
1979) an order for 12,009 couplings under the option clause of the 
contract, firm 'C' demanded a higher price of Rs. 300. Though 
contractually and legally the firm w.as bound to execute the order 
at the contract price, taking a broad administrative .view the 
Mi.nish·y of Railways (Railway Board) decided (June 1979) to 
allow ex gratia payment of Rs. 53 per coupling over and above 
the contract price (Rs. 24 7) mainly o·n the following considera­
tions 

(1) After placement (May 1978) of contract, raw 
material prices had gone up by about 48 per cent 
due to higher rates of excise duty and freight 
announced in the Budget (February 1979) and the 
post budgetary (April 1979) price increase for steel 
items. 

(2) The deliveries against the order of February 1979 
would spread over April to June, i.e. beyo'nd the 
contract period (March 1979). 

(3) Suppliers for this item being limited, it would not be· 
in the interest of the Railways to discourage th.is major 
dependable supplier. 

( 4) With the ex gratia payment the effective price would 
still be lower than Rs. 305 negotiated for the 
1979-80 contract. 

Later, firm 'D' (a State Government managed sick u·ni t), which 
had accepted a lower price (Rs. 225) , also asked (July 1979) 
for an increase of Rs. 81 majnJy on grounds of rise in the cost 
of materials and other inputs. Taking into account the expiry 
date (November and April 1979) o'f delivery against the orders 
on firm 'D', steel billet price increases (June 1978 and between 
January -April 1979) as also all round rise in the price of fur­
nace oil and other items including wages, the Ministry of Rail­
ways (Railway Board) allowed (July 1979) to firm 'D' an ex 
gratia payment of Rs. 28 per coupling (including Rs. 8 to 
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l:ovc1 increase in excise duty). In relation to the 
price increase allowed to this firm (Rs. 20, net of excise d uty) 
the price increase of Rs. 53 per coupUng allowed to firm. 'C' 
appeared excessive and invo lved extra expenditure of about 
Rs. 3.95 lak.hs. 

The M inistry of Railways (Railway Board) stated (J aouary 
1982) that 

(1 ) The question of price preference to firm 'C' did not 
arise as the lowest price (Rs. 225 received against 
the tender could not be considered as workable 
and established. One of t11c three firms, which had 
accepted Rs. 225 , later asked for price increase and 
the contr~1cL had to be cancelled at its risk and cost, 
while the remaining two firms (firm 'D' and another 
which had faced a ban from DGS&D and some Rail­
ways for earl ier default in supplies ) had possibly 
quoted a low rate in order to recommence produc­
tion/ to have a re-entry for supply 01' this item ; 

(2) Ex gratia payment could not be uniform and would 
vary depending on the deljvery period , supply witllin 
that period and dates of increases in price of inputs 
and hence the difference in quantum of payment to 
firms 'C' and 'D'. The ex grati,ai payment of 
R s. 53 to firm 'C' resulted in a saving to the Ra il­
ways since for the subsequent tender for over 
30,000 nos. it agreed to maintain the negotiated 
price (Rs. 305) , even though a higher rate 
(Rs. 365) had been demanded by it before the 
Ministry of Rai lways (Rail way Board) could decide 
on the original offer (R s. 315) wi thin the validity 
period. 

' 1 11\'l-~ vcr. rhe fo llowing point are relevant : 

( 1) The lowest price (Rs. 225) received against the 
tender was not considered (March 1978) unwork­

S/ 40 C & AG/81.- 7. 



able by the Mi:n.istry of Railways (Railway Board) , 
who, on the contr~y, had counter offered it to all 
the firms. 1he unworkability of the lowest rate as 
contended in January l 982 should also be viewed 
in the context of the facts that while in the case of 
one firm the contract was ca11cell.e::I for supply in 
default at its risk and cost, another firm executed 
the contract at tbe lowest rate, and fi rm 'D' did 
not ask for any increase in the accepted price 
{Rs. 225) till (July 1979 ) ex gratia payment was 
'allowed (June 1979) to firm 'C'. 

( 2) Against subsequent contracts (Mar.;h 1979) a uni­
form ex gratia payment bad been allowed to firm 'C' 
and others, even though the extent of their supplies 
during the contract delivery period varied. Regard­
ing the contention that the ex grati,a payment ot 
Rs. 53 had resulted in firm 'C' withdrawing its re­
.vised offer (Rs. 365) and accepting the negotiated 
price (Rs. 305) for tbe subsequent contract it may 
be mentioned that R s. 306 less 1 per cent discount 
had been accepted by another firm which had executed 
the previous co'ntract at a lower r.ate (Rs. 225) 
without any ex gratia increase. As the input and 
production costs for the same item produced by 
di.fierent firms are more or less the same according 
to thG- Ministry of Railways (Railway Board) , the 
higher ex gratia payment allowed to furn 'C' for 
the order of 12,009 couplings lacked adequate 
justification. 

( iv) Train lighting cells 

The contracts (November 1977) with firms 'E' and 'F of 
Calcutta, selling agents of the manufacturing fi rm 'G' also at 
Calcutta, for supply of Train Lighting (TL) Cells, tipulated 
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inter alia that sales-tax, if legally leviable, at the rates ruling at 
the time of supply, as applicable to sales made to Central Gov­
ernment Departments, subject to statutory variation, would be 
l o the account of the purchaser. 

On amendment (March l 978) of the West Bengal Fin,ance 
(Sales Tax) Act, 1954, sales tax on TL Cells became payable, 
( from 1st April 1978), at the first point of sale, instead of the 
second point as hitherto, resulting in the firms 'E' m1d 'F' becom­
ing liable for payment of State sales tax (irrespective of the con­
signees being within or outside West Bengal) to the manufacturer. 
Consequent on this change, the firms represented. (April 1978) 
to the Ministry of Railways ' (Railway Board) their difficulties 
in absorbing the State sales tax (13.2 per cent) payable in respect 
of consignees outside West Bengal and proposed (April-July 
1978) certain amendments to the contracts with a ;view to en-

.abling them t<> procure TI.. Cells from the manufacturer on pay­
ment of Central sales-tax ( 4 per cent) and getting reimbursement 
thereof from the Railways. · 

The legal opinion w.as that the Railways were not contractually 
and legaUy liable to reimburse the sales tax payable by the con­
tractors to the manufacturer at the first point of sale, since the 
latter, and not the former, would be assessed for t.MC. by the 
sales tax authorities. However, on grounds of equity so as not 
to deny to the suppliers a statutory levy, the Ministry of Rail­
ways (Railway Board) negotiated (August-September 1978) 
with the firms the possibility of assigning the contract to the 
manufacturer and also for their passing on the benefit, in full 
or part, of the lower wholesale price of the manufacturer to the 
Railways. While not agreeing to assign the contract to the 
manufacturer on grounds that its accounts had been closed 
(August 1978), however, firm 'E' made (October 1978) a lump­
sum offer of Rs. 28,000 and asked for amending the contract 
price to include the sales tax element. Firm 'F ' also asked for 
i.milar amendment, offering a lumpsum payment of Rs. 5,000. 
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Later, on the firms' offering ( May 1979) to abso rb 50 per 
Cl;nt or thei r tax liabili ty to th~ man ufacturer in respect of 
despatches made after 1st April 1978, the Ministry of Rallways 
( R ailway Board) conceded (July-August 1979) their demand for 
refixalion of the contract prices inclusive o f Central and Sta te 
sa les taxes a t 4 per cent and 13.2 per cent respectively for suppl ies 
and \\ ilhin West Benga l. 

The enhancement o r the co ntract prices, which were to remain 
fi rm except for escalation in lead and an timo ny p rices, resulted 
in the Railways i11curr ing an extra li abili ty of R s. 3.38 lakhs fo r 
which they had no legal a nd contractual obligation. H ad the 
contract been assigned to the m a·nufacturer, as proposed at one 
stage b:- the M inistry of Rai lways (Railway Board) , the Railways' 
la "< li::ibility ( Rs. 6.76 1'1khs ) would have been more than o ffset 
hy the benefit , in full or par t. of over Rs. 18 l ~khs on account of 
lower who lesale price in respeq o f the supplies after 1-4-1978 

The Minjstry of Rai lways ( Railway Roard ) sl~.tccl (Decem­
ber 1981) : 

( l ) C hange in the stage of levy of ale tax had cast -a 
heavy burden on/ would have caused a loss to the 
cont ractors vis-a-vi.'> o ther suppliers. 

( 2 ) Assig ning the contract to the manu facturer was, later~ 

found to be not feasible since the contract was near­
ing co mpletion and the statu tory acco unts were clos­
ed in August 1978. rendering alteration in the docu­
ments not possible. 

(3) The assignment co uld o nly bz al the con trac t pr.ice 
and not the cfo;eoun tcd price (trtanuh ctu!·er's whole­
sale price) as the d ifference W<t<; meant to cover 
vario us ou t of p'ockc: expenc;es. 
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fhe following poin ts deserve mention : 

(a) There should ha,ve been no queslion of Joss to the 
firms since they were earning a margin of over Rs. 18 
l.akbs (for supplies o utstanding on 1-4-1978) over 
the manufacturer 's wholesale price against the 
additional t:ix liability of Rs. 6.76 lakhs. 

(b) lf assigning •he contrnct to the ma.nu~acturcr was not 
feasi ble ~s stated by the fums, there was also no obli­
gation on the part of the Railways to concede their 
demand for enhancing the contract price to include 
50 per cent of the revised tax liability. 

( v) Train ligh1ing lamps 

The running contract aw.arded (January' 1979) to a fim1 'H' of 
Patna for about 10 lakhs Train Lighting (TL) lamps of Llilforeut 
types at prices varying between Rs. 1.34 and R s. 7.35 each, stipu­
lated phased delivery to be completed by December L 979 , which 
was later (July 1979) extended to February 1980. The firm did 
not maintain the del ivery schedule, the supply till Octob;)r 1979 
bei ng only 45,000 nos. as against about 4 lakh lamps due. by that 
time. Attributing the shortfal l in supply to acute power shortage. 
closure of its factory for over a month (during October /Novem­
ber 1979), etc. the firm requested (December 1979 ) extension in 
delivery period upto August 1980. 

I nadcquate/oon-supply of TL lamps created a criticai stock 
posi tion on the ..South Central, North Eastern and Ea tern Ra il­
ways* compelling them to go in for emcr~cncy p urchases of 
34.319 lamps for which direct orders. were placed (between July 
1979 and May 1980) on Lhe same defaulting firm at prices about 
43- 68 per cent higher than tbe runni11g contract price, involving 
extra expenditure of about R s. 0.65 lakh. 

*Information as to whether any otJ1er Railway had also resorted to 
similar direct purch:ises at higher prices was not readily availablo (January 
f 982). 
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The direct orders of these Rai lways were executed by the firm 
during July 1979, March/April 1980 and July-December 1980, 
though its supplies against tbe lower rated running contract 
continued to be sluggish, only 23,600 nos., having been 
supplied tluring March-August 1980. Notwithstanding the 
breach of contract, the Ministry of Ra.ilways (Railway Board) 
extended (March 1980) tbe delivery period up to August 1980 
as asked for by the firm, in preference to going in for risk pur­
chase, on the plea that adequate time was not available for co·n­
clusion of risk purchase contracts within the prescribed time limit 
of 6 months .after collecting data regarding force majeure situation. 

Later, the firm asked for cancellation of the contract for the 
outstanding quantities (8.70 l.akh lamps) without financial reper­
cussion on either side, on grounds, inter alia, of cost escalations 
rendering continuation of supplies unremunerative and various 
constraints like power shortage, financial crisis, etc. resulting in 
loss of almost 75 per cent of the working days during the currency 
of the contract. Accordingly, the Ministry of Railways (Railway 
Board) short closed (December 1980) the contract at 25 per cent 
of the ordered quantity without financial repercussion on either 
side, even though they were aware that repurchase of the materials 
from alternative sources would cost more. 

The Ministry of Railways (Railway Board) stated (January 
I Q82) that 

( 1) The firm had 'failed to supply the TL lamps due to 
force majeurc situation. 

(2) The contract was short closed on consideration of 
force m.a·jeure conditions only and not for additionaJ 
factor of cost escalations as stated by the firm. 

Th~ above remarks do not, however, alter the position io that : 

(a) Default in supply by the firm aga~st the running 
contract created critical stock position on North 
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&stern, South Central and E astern Railways which 
bad to make direct purchases at higher prices involv­
ing extra cost of R s. 0.65 lakh. 

(b) The force majeure conditions in consideration of which 
the r unning contract was short closed (December 
1980) by the Ministry of Railways (Railway Board ) 
without finan cial repercussion on either side did not, 
however, sta'od in the way of the firm executing the 
direct purchase orders (July 1979) to December 
1980) of the Railways :at higher prices. 

(c) There were no adequate data or supporting documents 
in the M inistry of Railways (R ailway Board) in 
support of the alleged extreme force majeure 
conditions in the firm. 

( d ) The short closure of the contract necessitated re­
purchase ( June 1981) of the unsupplied TL lamps 
from other firms, wi thout taking recourse to risk 
purchase, involving extra expenditure of R s. 3 .58 
lakhs. 

Summing up 

( 1) Price settlement based on lan ded cost without exploring 
feasibility of adopting indigenous price of sim il1f item led to 
higher price being allowed to a sole tende.rer compared to price 
based on indigenous pr ice of similar item (extra cost : about 
Rs. 7 .17 lakhs) . 

(2) R ates demanded/ agreed to for bulk orders were higher 
lh an those allowed by individual Railwa ys for their contempo­
raneous purchases of lesser quantities, defeating the objective 
of economy through centralised bulk p urchases (extra cost : 
R s. 17.12 lakhs) . 
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(3) PrefereoLlal price allowed to a firm (P ublic Sector 
Undertaking) though not admissible under the extant Govern­
ment policy, besides ex gratia payment in excess of that warrant­
ed for the escalatio ns during th~ currency of firm price contract 
(extra cost : Rs. 8. 79 lakhs). 

( 4) Extra contractual p,ayments (Rs. 3.38 Jakhs ) to firms 
in preference to availing the benefit , in full or in pan, accruing 
from the change in sales tax rules during execution of contracts. 

(5) Despite default in supplies a fu'm was .absolved of its 
contractual liabilit ies, while the R ailways were exposed to extra 
cost (Rs. 4. l 7 lakbs) for emergent purchases from the same 
firm and repurchase of the unsupplicd qu.antities 'from other finns. 

8. Western, Northeast Fronficr and South Eastern Railways-­
Diesel L-Ocomotiyc Warks and l.'ntcgral Coach Fuctory­
St<>res purchases b~' individual Railways/Production Units 

A lest check of stores purchases on various R ailway-. revealed 
a number of irregularities resulting in infructuous expenditure of 
Rs. 60.73 lakhs as mentioned below : 

J. Western Railivay-Purchase of Schaku couplers 

The M inistry of Railways (Railway . Board) had issued 
directives (January 1968) to Central, Eastern and Western 
Railways to rep lace the Majcx and Alliance Couplers on the 
existing EMU(DC) coaches by Schaku (Scharfenberg) couplers 
on a phased basis with a view to standardising thi. item on 
EMU coaches. Jn August J 969, the Board (1.trther decided that 
the replacements should be confined to only such EMU(DC) 

r 

stock as would remain in service for more tlian 10 year . ,.._ 

On Western Railway. 192 EMU coaches (54 numbers 
Jessop 1961, 79 numbers Jessop 1963, 12 numbers SIG and 
47 numbers 'MAN') were earmarked for the change over to 
Schaku couplers. The Railway Administration procured (I 969 ) 

-
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130 nwnbers automatic (each comprising coupler head, outer 
e nd coupler and centering device) a nd 40 each o( semi-permanent 
A & B type Schalcu couplers costing R s. 11.95 lakhs for 
replacement of the existing couplers. However, due to d ifficulties 
experienced in re-wiring of coaches, cuttrng out and rewelding 
of underframes and re-location of major eq uipment, etc., the 
Adm inistration could replace the couplers on only l 2 SIG coaches 
with 40 Schaku couplers (cost R s. 1.15 lakbs) during the period 
September 1970 to April 1979. 87 couplers (cost Rs. 2. 77 
Jakhs) were used for maintenance aod 258 Scbaku couplers 
(cost Rs. 6.3 1 lakbs) were transferred to other Railways leaving 
85 couplers costing Rs. 1. 72 Lakhs unutilised. 

Jn the meantime, the Administration reviewed (March 1975) 
th e scope of tbe work and decided to confine replacement of the 
existing Majex and Alliance couplers by Schaku couplers to the 
1963 Jessop stock, as by then the 196 L J essop stock had residual 
life of less than 10 years. Accordingly, based on the indents of 
the Mechanical Department (June 1975 ), Scbaku couplers and 
their ancillaries costing Rs. 8.47 Jakhs were procured by 1976 
for carrying out replacements on coaches, though the 
Administra tion was aware of the di!Ticulties a lready c~pericnced 
and the resultant slow progress in replacement of couplers on 
STG coaches. However, cables for re-wiring the coaches 
incidental to replacement of coup lers. were no t procured by the 
Electrica l Department (until 1979-80) on the ground that the 
Research. Designs and Standards Organisation (RDSO} h ad 
changed the specifications of the cables in April 1976. December 
1976 and December 1977. l11ese were purchased in 1979-80 
at a cost of Rs. 29.55 lakbs. By then. the J 963 Jessop 
coaches were also left with a residual life of just 10 years. 
Considering that 1 to 2 years would be required for fitting the 
Schaku couplers: the R ailway Adminis tration proposed (D ecember 
1980) to the Ministry of Railways (Railway Board) that the 
1963 Jessop stock be perm itted to continue with the existing 
M ajex and Alli ance couplers, which was approved by the Board 
in February 1981. 
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Expenditure of R s. 10.19 lakhs on procurement of Schaku 
couplers and their ancillaries was thus rendered infructuous. 
Besides. cables worth R s. 29.55 lakhs procured in connection 
with replacement of couplers are lying unutilised. Attempts by 
the Railway Administration to utilise the Scbaku couplers elsy­
where, have not succeeded as the Integral Coach F actory (ICF) 
Admjnistration concluded ·after inspection ( November 1980) 
that all the automatic coupler heads had become rusty and that 
certain parts were missing/damaged due to long storage. 

The Admfoistration thus incurred inEructuous expenditure of 
about Rs. 40 lakhs due to defective planning in this case. 

This para was issued to the Railway Administration on 
24th October 1981; its remarks thereon are still awaited (3 l st 
January 1982). 

IL Northeail Frontier Railway­

Excess procurement of paint 

During the period June 1969 to August 1971, the Stores 
Depot, New Bongaigaon procured 52,600 litres of ready mixed 
brushing zinc chrome primer paint (for use on exterior surface of 
coaching stock in New Bongaigaon Workshop) valued at R s. 2.53 
lakhs from two firms 'A' and 'B' (34,540 and 18,060 litres 
respectively) through the Director General , Supplies and 
Disposals (iDGS&D). 2,600 litres were received against an 
order placed on firm 'A' in January 1968 and 50,000 litres from 
both firms against orders based on the depot's assessment for th~ 
period 1st January 1969 to 15th June 1971. 

As per Indian Standard Specifications, the 'keeping property' 
period of this type of paint is generally one year. The total 
issues of the paint during the years 1969 to 1976 were 30,380 
litres comprising 2,780 litres issued to New Bongaigaon Workshop 
for use on coaching stock, 1,040 litres issued for painting of 
wagon stock (for which inferior quality of paint is to be used) , 
and 26,560 litres issued to other Stores Depots and individual 
stock holders etc. 540 litres were written off as shortages. 

-
1 
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The paint supplied by firm 'A' was tested by the Paints Sh<?p , 
New Bongaigaon Workshop in November 1'975 (more than 4 
years after its rece!pt) and was found 'absolutely unserviceable'. 
T he paint suppl ied by firm 'B' was tested by the Chemist and 
Mctallurgi t, New Bongaigaon Workshop in September 1976 
( more tha n five years. after its receipt) and was found not 
conforming to specifications in respect of consistency, finish, 
hardness etc., and hence not suitable for use. 

The balance of 21,680 litres or the paint v:iluecl at Rs. 1,28 
lakhs was st iU (December 1981) lying unused . 

The Ministry of Railways (Railway Board) stated (December 
l 981) that ( i) the paint purchased was a substitute for another 
paint of regular consumption and could not, perhaps, be used 
because the latter had become available after tbe former had been 
purchased, and that (ii) the feasibility of using this paint after 
re-activating it by mixing certain other flu ids, was under conside­
ration. 

lTI . South Ea~tern Railway 

( 1) P11rchase of defecti ve paint 

The Director General, Supplies and Disposals (DGS&D) 
placed an order on 14th July 1972 C>n a fi rm of Calcutta for 
supply of 15,000 litres of ready mixed red lead paint to the 
Divisi9nal Stores 1Depot, Kharagpur at the rate of Rs. 16.75 per 
litre plus sales tax etc. , after inspection by the Director of 
T nspection (DOI) , Calcutta (an officer of the DGS&D) . 

The fi rm offered the material for inspection in three lot-; 
or 5,000 litres each. While the third lot was inspected by the 
DOT, Calcutta on 21st September 1972, the inspection note 
was issued by him on 27th December 1972 i.e. more th.in 
3 months after inspection. The fi rm despatched the material 
on 21st May 1973 (8 months after inspection ) and 95 per cent 
paymerlt amounting to R s. 0.84 lakh was made on 28th May 
1973 as per terms of the contract. The mater ial was received 
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( and accepted) by the consignee 9 monU1S after inspection, on 
L6tJ1 June 1973, rhough according to lSI Code, red lead paint 

is Likely to start drying up aft er a period of 120 days trom the 
date of its manufacture. Further, the manufacturing dale and 
'keeping property' period had also not been marked on ilie drum.5 
desp ite a stip ulation to this effect in the ;urchasc orcter. 

A bridge inspector, to whom two drums were issued in June 
1973 for test. reported (6th September 1973) that the paint 
was not in proper consistency. The Divisional Et1gineer asked 
llie firm on 19th October 1974 to replace the defective pai:it 
as ea rly as possible, requesting the DGS&D at the same time for 
necessary action in the matter . Thereafter, the matter remained 
under correspondence between the Railway Administration ann 
the D GS&D. The R ailway Liaison Officer with DGS&D reported 
in June 1976, that the supplying firm did not exist. The DGS&D 
advised in October 1977, that the Rai lway Administration·!:. 
non-acceptance of the stores could not be construed as rejection 
under the contractual terms and condition as opineu by the 
Mini try of Law. Since the consignee had not even scot any 
forma l rejection memo to the firm, the order could not also be 
cancelled at the risk and cost of the firm. In conseqm:ncc, the 
amount of Rs. 0.84 Lakh had become irrecoverable. 

The Depa rtment of Supply sta ted (October 1981) as 
under : 

( i) The exact reason for delay in issuing the 
inspection note could not be ascertained as the 
rcl ~vant fi le had been destroyed. 

( ii) Information regarding outstanding dues of the firm 
in other cases which can be adjusted against 
Railway dues in this case, is being collected. 

The Ministry of Railways (Railway Board) stated (December 
1981) that the consignee had accepted the material as it had 
been pre-inspected by the !DOI. However, the rules (para 1220 
of Indian R ailway Code for the Stores D epartment and clm1se 0603 
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of Indian Railway Standard Conditions of Contract) provia~ for 
the materia l being checked/inspected by the consignee as well, 
at the lime o[ its receipt and acceptance, notwithstanding any 
inspection conductc<l by the inspecting agency earlier . 

The following are the lap es on the part of the DGS&D and 
tbe Railway Administration: 

(a) The relevant file of the DGS&D (July J 972 contract) 
was stated to have been destroyed even though that 
office had been informed in October 1974 that the 
paint supplied was defecti ve, and the ques tion of 
recovery from the firm was under consideration. 

(b) Despite the ISI code that the pai nt wouid start drying 
up a fter a period of 4 months from the date of its 
manufacture, the DGS&D made 95 per cent payment 
in May 1973 ,though the paint had been despatched 
(May 1973) 8 montl1s after its inspection 
(September 1972). and the consignee too accepted 
the material on receipt in June 1973. 

(c) Though the paint drums did not have the 
manufacturing date and 'keeping property' period 
marked on them despite a stipulation to th.is effect 
in the purchase order, these were passed by DOT 
of [)GS&D in inspection. and were accepted by the 
consignee. 

(d) The consignee fai led to send any forma l rejection 
memo to the firm as per contractual terms and 
conditions. 

(2) Procurement of sub-standard nwterial 

A runnfog contract was entered into (February J 973) by 
the Director General, Supplies & Disposals (DGS&D) with 
firm '(" providing, inter a/ia, for supply of 7,000 broad gauge 
(BG) h<'aring springs for wagons lo lhe District Controller of 
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Stores, South Eastern Railway, K.haragpur at the rate of Rs. 396 
each (Rs. 400 less 1 per cent rebate) for the first 5,000 numbers 
a nd Rs. 400 each for the remajning ones, after inspection by the 
Director of Inspection (DOI) of DGS&D, New !Delhi. 

F irm 'C' supplied 1272 numbers ( two received in broken 
conrut.ion) in different wagon load consignments between March 
and November 1973, and these were issued to the various 
consuming units. 

One consignment contammg 282 springs was unloaded at 
K.haragpur on 21st and 22nd January 1974. On the advice 1\( 

the Vigilance Department of the Railway, the Assistant Controller 
of Stores sent samples on 28th February 1974 to the Railway 
Laboratory at Kharagpur for necessary test. The result of the 
test, as advised on 16th July 1974 (4 !- months after the samples 
were sent) , revealed that the hardness value of the springs was 
lower than the minimum value specified. Accordingly, rejection 
advice was issued to firm 'C' on 24th August 1974, (more than 
seven months after the receipt of the material) as against the 
prescribed period of 45 days (as per General Condjtions of 
Contract) . A joint check was ca-rried out o"n 9th No.vember ( 
1974. The firm's representative stated that there was a possibility _ 
of mix-up of springs with supplies by other manufacturers, 
particularly in the context of the fact that the springs did not bear 
the manufacturer's name and the year of manufacture, contrary 
to the provision in the specifications. 

In the meantime, two more consignments (146 and 105 
numbers) of springs had been received at Kharagpur on 14th 
March 1974 and 19th June 1974 respectively. The samples 
drawn from these consignments were sent on 21st October 1975 
(more than 16/ 19 months after receipt of the material) to the 
same Railway Laboratory (at Kharagpur) for test. The result 
of the test, received on 5th November 1975, again indicated 
that the hardness value of the material was lower than the 
minimum value specified . The rejection advice was issued on 

-
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11th November 1975. There was thus a delay of more than 
one year in conducting the test and rejecting the material. 

98 per cent payment amounting to Rs. 2.13 lakbs bad already 
been made •to firm 'C' for supply of 533 springs as per terms of 
the contract. 

Out of the 533 rejected springs, 9 were destroyed in testing, 
144 were stated to have been inadvertantly issued to the consuming 
units in March 1974 and the remaining 380 were still in stock 
(September 1981) . 

Firm 'C' did not supply the balance quantity (5195 numbers) 
and the contract was cancelled by the DGS&D on 19th July 1974 
at the risk and cost of the firm. The balance quantity was 
procured from another firm 'D' against a contract executed 
in October 1974 at a ·higher rate of Rs. 574.85 each (Rs. 598.80 
less 4 per cent discount) , as against the previous rate of 
Rs. 396/400 each. The extra expendi ture on this account worked 
f)Ut to Rs. 11.86 lakhs. 

The firm disowned its responsibility (June 1976) for the 
rejected material and contended that the material in question did 
not belong to it. The dispute was thereupon referred to 
arbitration. A claims stat~ment for Rs. 14.14 lakhs (Risk 
purchase amount : Rs. 11.59 Jakhs, excise duty : Rs. 0 .27 lakh 
and expenditure incurred on 533 rejected springs : Rs. 2.28 lakhs) 
was also filed by the DGS&D before the Arbitrator in April 1978. 
The firm cha1Jenged the arbitration proceedings in July 1978 in 
the Delhi High Court. The High Court judgement is awaitfld 
(August 1981). 

The Ministry of Railways (Railway Board) stated (December 
1981) that since the material bore the inspection mark of the DOI, 
no further detailed check by the consignee was necessary. What 
the consignee failed to do, however, was even visual check to 
ensure that the springs bore the manufacturer's particulars, as 
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provided in the specifications. Moreover, the c>.~ant rules require 
the material to be checked by the consignee as well rc.f., case 
rn (j) above]. 

T11c following lapses took place in !his case : 

( i) T here we re abnormal delays in sending the samples 
for laboratory test/conducting the tc!it and in issuing 
re jection advices. 

( ii) 144 numbers out of the rejected stock o( bearing 
springs had been issued to the consuming un its. 

(iii) Non-detection of the defects by the inspcct-ing officers 
of iDGS&D during their inspection was not taken up 
by the Administration with the DGS&D for nece~sary 
action. 

IV. Diesel Locomotive Works 
PurchasP of material not conj or mi ng to specification 

In August 1979, a purchase orde r was placed by Diesel 
Locomotive Works (DLW) on a firm for supply of 4000 kg of 
chromic acid (electro plating grade) as per Indian Standard 
Specification ' 330-1968' at the rate of R s. 32 per k2 (inclusive 
of excjsc duty but exclusive of sales tax). The material was to 
he inspected by the Senior Chemist and Metallurgist of DLW or 
his author ised representative at the fi nn 's premis~s before 
despatch. 

A chem i ~ t of DLW authorised by the Senior Chemist and 
M etallurgist inspected the material on 22nd Se ptember 1979 at 
the firm's p remises and issued a n inspection certi ficate accepting 
the material. T he fi rm despatched 4000 kg of chromic acid in 
September l 979 a nd 90 per cent payment amounting to Rs. 1.20 
lakhs was made on 2nd November 1979 as per terms of the 
contract. 

\... 
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The material received by DLW on 12th November 1979 was 
found , on chemical test carried out on 22nd November 1979, 
to be not conforming to the specifications. The result of the 
chemical analysis was communicated to the firm telegraphically 
on 26th November 1979, followed by confirmation by registered 
post, wherein the firm was asked to refund the advance payment. 
and ;_irrange replacement of the supply at once. 

The firm refused (27th December 1979) to accept any 
responsibility on the ground that the goods had been despatched 
by it on the basis of the inspection certrncate issued by the 
chemist of DLW. During a joint discussion held on 16th/17th 
January 1980, the representatives of the firm maintained that 
the material supplied by it conformed to the specifications. The 
.firm, however, agreed as a special case to replace the rejected 
material to maintain good relationship with the Administration, 
hut it neither replaced the material nor refunded the advanc-.e 
payment of Rs. 1.20 lakhs (December 1981). Arbitration 
proceedings against the firm were under consideration of DLW 
Administration (November 1981) . 

111e Railway Administration/the Ministry of Railways 
f"Railway Board) stated (December 1981) as under : 

(i) The inspecting chemist had fa iled in his duty to seal 
the drums after inspection. 

(ii) The firm obviously mixed . the inspected material 
with sub-standard matei:ial for want of proper 
identification/sealing. 

(iii) The matter regarding rectification and revitalisation 
of the material, at a cost within the 10 per cent 
amount, still due to the firm, was being examined. 

Action, if any, taken in the case of the defaulting chemist was., 
not, however, stated. · 
S/ 40 C & AG/ il.-1. 
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·v. fategral Coach Factory 
·Fabr;cation of aluminiwn water tanks 

During January to April 1977, the Administratio11: placedi 
three orders on firms 'X', 'Y' and 'Z' for fabrication of 700, 
480 and 310 numbers of roof water tanks for railway coaches. 
respectively, to be manufactured out of aluminium sheet supplied 
by the Administration. These orders, inter alia, stipulated that 
the off-cuts to be returned by the fabricators shouJ'd be advised 
by them when fabrication of the first lot of tanks was completed. 
The Administration, prior to placing orders, had not made any 
assessment of the off-cuts to be returned by the fabricators, and 
as such, the exact quantum of off-cuts to be returned by them in 
respect of each order, was not specified in the tender conditions! 
agreement. 

Firm 'X' completed the supply of 716 numbers o[ tanks (a, 
per a~enc;led purchase order) by September 1978. While the 
firm's guarantee bond for Rs. 5 lakhs expired on 31 st December. 
1979, the quantity of off-cuts required to be returned by it (as 
per the Administration's Design Branch estimate) but no returned 
so far (December 1981) , is 12,8 16 kg valued at Rs. 1.86 lakbs .. 

Firm 'Y' supplied 464 numbers of tanks (as per amended 
·order) by June 1980. The firm had requested (January 1980) 
the Administration to allow it to dispose of the off-cuts on behalf 
o.f the Railway at Rs. 12 per kg. The Administration. however. 
advised (February 1980) the firm that the rate for disposal of 
off-cuts should be Rs. 14.50 per kg as obtained by it in an 
auction held in January 1980 and asked (April 1980) it to remit 
Rs. 1.20 lakhs (value of 8.3086 tonnes of off-cuts as estimated 
by the Administration) or return the off-cuts. This was agreed 
to by' the firm (June 1980) , but it neither made any payment 
nor returned the off-cuts (September 1981) . In the meantime. 
the guarantee bond given by the firm had expired on ·31st 
Oecemebr 1978. 

• 
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Firm 'Z' completed (February 1981) supply of 310 tanks 
-and returned 3.097 tonnes of off-cuts according to its own 
calculation, as against 4 .5725 tonnes assessed by the 
Administration. The shortfaU of 1.4755 tonnes of off-cuts, the 
·value of which at the rate of Rs. 14.50 per kg works out to 
Rs. 0.21 lakh, had not been clajmed by the Administration 
(September 1981). 

The Ministry of Railways (Railway Board) stated (January 
J982) as under: 

1(1) Necessary action has been initiated for effecting 
recoveries, and aU amounts, finally decided as due, 
will be recovered. 

,(2) The! extent of off-cuts may vary from firm to firm, 
depending on the nature of facilities available with 
it for cutting, processing and finishing etc. 

(3) ICF will be directed to stipulate the quantum of 
returnable off-cuts clearly in future tenders. 

The total amount due from each of the three firms is yet to 
·be determined finally and realised. The exact methodology for 
assessing the quantum of off-cuts, duly taking into account 
<lrawing and proecssing details, is also yet to be laid down 
(January 1982). 

The cases mentioned above reveal the following majo~ 

procedural or system defects, requiring review and streamlining 
pf the pr:ocedures .relating to planning and stores procurement : 

( 1) Defective planning leading to material being rendered 
surplus to requirem~nts (case I). 

. . 
· (2) Procurement of material in excess. of ~equiremcnt 

.and its consequent non-utilisation (case n) . 
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(3) ( i) Materia l not inspected/tested properly and 
promptly either by the inspecting agency or by the 
consignee on receipt [cases UI(l) and Ill( 2) ] 

(ii ) Material not scaled by the inspecting ollicial 
after inspection (case IV) 

( 4) Formal rejection advice not issued or issued very 
late leases Ill (1 ) and IH (2)] 

(5) Rejected material issued wrongly to the consumers 
[case nr (2) ] 

(6) Non-specification in the fabrication contracts of tlle­
extent of ret urnable off-cuts from the material supplied 
by the R ailway Administration for fabrication 
(case V) . 

9. Central, Eastern, Northern, North Eastern, Southern, South 
Eastern Railways and Chittaranjan Locomoth·c Works­
Procuremcnt of tin ingots 

The Ministry of Railways (Railway Board) advised the 
Railways in June 1976 Lhat the latter should register their require­
ments of certain non-ferrous metals, including tin ingots, directly 
with the Minerals and Metals Trading Corporation (MMTC) , 
the canalising agency, in the prescribed form accompanied by 
earnest money of 2 per cer.t of the c.i.f., value, indicating inter-alia 
month-wise the quantity l'equired. The MMTC issues sale notes 
against such registration and the Railway Adminic;trations are 
required to make 100 per cent advance payment and draw the 
material within the validity period of the s.'.lle note. 

A test check of cases of procurement of tin ingots on various 
Rai1ways revealed a number o~ irregularities of the following 
types : 

(a) Non-observance of the procedure prescribed for 
registration with the MMTC [cases f(i), II1 and V 
below]. 



] 11 

(b) unnecessary delays and errors in assessing the r~uire­
ments rcascs IT(i) and V1(iii) below], 

(c) delays in placing the indents and depositing the earnest 
money with the MMTC [cases I (i) and V bclowl, 

(d) delays !o payment and taking delivery agai nst the 
sale notes issued by the MMTC [cases Hii) , Jf(i i) 
lTJ , TV. VI (i) , VT(ii) and VU below]. · 

The resultant extra expenditure worked out to Rs. 19.60 lakhs 
as detailed in the succ::eding paragraphs. 

f. Central Railway 

(i) The demand sent by the Railway Administration ro the 
MMTC in December 1976 for sup'ply of 3 L.1 31 tonnes of Lio 
ingots in four instalm ents for the period J st January 1977 to 
31st D ecember l 977 (The 1st instalment of 8 tonne. being 
required by 31 st January 1977) was not in the prescribed form 
nor accompanied by earnest money. Subsequently, 1he Adminis­
tration forwarded a fresh application on 27th April 1977 for 
-supply of the revised quantity of 28.63 l tonnes in two instal­
ments-14.315 tonnes by 31 st May 1977 a nd 14.316 tonnes by 
30th September 1977-and obtained a ale oote fur 14.3 15 lonncs 
on 24th May 1977. The rate for tin ingots being R~. 1,05.000 
per tonne for the first quarter of 1977 and Rs. 1,29,000 per 
tonne for the second, the Administration incurred extra expendi­
ture of Rs. 1.99 lakhs on the quantity of 8 tonnes intended for 
purchase by 3 l st January 1977. 

(ii) Out of !he quJ.ntily of 14.316 tonnes required by 30th 
September 1977, as slnted above, the Administration obtained 
?. 158 tonnes in August 1977. The sale note for the remaining 
qµantily of 7.158 tonnL!s issued by the MMTC on 9th September 
1977 at the rate of R s. I ,32,000 per tonne was misplaced by the 
~ailway Administration. The MMTC thereupon iswed a fresh 
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sale no te on 19th November 1977 at the revised rate of 
R s. 1,50.000 per tonne . Consequently, the R:iilway Administra~iotf 
incurred extra expenditure o[ Rs. l.34 lakll~. 

11 . Ea'ikrn Railwn~· 

( i) The MMTC issaed a sale note on 30th Augu~t l 976 
(valid upto 20th September 1976) for 27 .555 tonnes nf tin ingots 
at R s. ·1.05,000 per tonne against the R aBway Ad ministration's 
appl icat ion dated 2nd July 1976 for its requirement for the period 
15th A ugust 1976 to 14th Februa ry 1977. However, on receipt 
of the sa le note, the Administ ration con5idered the stock position 
in September 1976 and took delivery of 12 tonnes only. After 
reviewing the stock position on 2"1st April J 977, the Administra­
tion found that the existing stock was just sufficie nt for about a: 
month' s requirement, and , therefore, made an urgent demand on 
the MMTC 011 25th April 1977 for the balance quantity of 
15.555 tonnes which was received in June 1977 at the rate of 
R '>. 1,29,000 per tonn0. This resulted in extra expenditure of 
Rs. 3.98 lakhs. 

(ii) T he R ailway Administration failed to make payment 
within the p eriod of validi ty (upto 30th September 1978) of the 
MMTC's sale note issued on 14th September 1978 for 12 tonnes 
~t the rate of Rs. 1,55,000 per tonne. E ven though a cheque hfld 
been drawn on 22nd September 1978, it was nut presented to 
the MMTC till 26th September 1978, and thereafter also as there 
were floods in Ca!cutta. The Administratio ll subsequently 
obtained (October 1979 to M arch 1980) this quantity at 
Rs. 1,87,000 per tonne involving extra expenditure of 
R . 4 .15 lakbs. 

UJ . Northern Railway 

After its applications for supply of 34.1 tonnes of tin ingots 
were returned twice by the MMTC-once in November 1978 and 
again in December 1978- as not being in the prescribed form, 
a fresh application was made on 4th January 1979. A sale note· 

-
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,_,as issued by the MMTC on 8th February 1979 for 34.1 tonnes 
at the rate of Rs. 1,70,500 per tonne valicl upto 28th February 
1979. The Administration decided on 16th February 1979 to 
procure onJy 8 tonnes due to paucity of fund<; durinci 1978-79. 
However, even this quantity could not be p'Urchascd by 28th Feb­
ruary 1979 when the sale note expired, as tJic malf" r remnined 
under consideration of the T e11der Committee ti ll 26th February 
1979. Thereafter, at the request of the Admini!'1t ratinn to extend 
the validity of the sale note by 3 weeks beyond 28th February 
·t 979, the MMTC issued a fresh sale note on 15th March 1979. 
T his too could not be availed of by the Administration , as funds 
were no longer available even for the reduced quantity of 8 tonnes. 
The Rai'Jway Administration finally purchased 27 tonnes at 
Rs. 1,83,000 per tonne in May 1979, involving extr:-i cxpendituro 
of Rs. 1.04 lakhs on the 8 tonnes proposed to be purchased 
before March 1979. 

JV. North Eastern Railway 

· The Railway Admi nistration failed to make advance payment 
wi thin the validity period ( upto 30th June 1979) of a sale note 
Issued by the MMTC on 7th June 1979, for 7.725 tC'nnes of tin 
ingots at U1e rate of Rs. 1,82,500 per tonne. Subsequently, on 
the request of the Administration, the MMTC issued a fresh 
\a le note in August 1979 at the revised rate of Rs. 1,87,000 per 
tonne, resulting in extra expenditure of Rs. 0.33 lakh (for a 
quantity of 7.3496 tonnes as purchased). ' 

V. Southern Railway 

The application 3cnt by the Railway Admini~tration on 
5th May 1977 for supply of 9.493 tonnes, covering requirements 
from March 1977 to August 1977 as assessed in November 1976, 
was rejected by the MMTC, as not being in tJie prescribed fom1. 
The MMTC also informed the Administration ot the increase io 
the rate of tin ingots from Rs. 1,05,000 to Rs. 1,29,000 per tonne 
with effect from 1st April 1977. A revised application was 
therefore sent to the MMTC on 10th May 1977 for a reduced 
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quanti ty of 7.678 tonnes and the balance of J .815 tonnes wa<; 
covered in a subseq~1ent procurement at a still higher rate of 
Rs. 1.32,000. This resulted in total extra expenditure of 
R s. 2.43 lakhs. 

VJ. South Eastern Railway 
... 

(i) The MMTC issued two sale notes, one dated 7th Feorua1y 
1977 for 2 tonnes of tin ingots val id upto 28th February 1977 
(late r extended upto 10th March 1977) and the other" dated " 
8th March 1977 for one tonne valid uftlo 29th March 1977 at 

-

the rate of R s. 1,05,000 per tonne, in part compliance with the ,.._ 
Railway Administration's requirement of 18.006 tonnes in two 
instalments-3 tonnes in March 1977 and the balance in April 
1977. The Railway Administration, however, fai led to rnak..:: 
payment within the va:tldity period of these sale notes. The 
Administration's total requirement of 18.006 tonnes of ingots was 
later on covered in 2 sale notes, one dated 6th May 1977 for 
7.503 tonnes and the other dated 9th June 1977 for 10.503 tonnes 
at the rate of Rs. 1,29 ,000 per tonne. Extra expenditure or 
Rs. 0. 77 lakh was incurred on procurement of 3 tonnes of ingots 
which could not be purchased against the earlier sale notes or 
February (March 1977. 

(ii) The quantity against the sale note dated 9th June1 1977 
for 10.503 tonnes, was reduced to 7 tonnes to obviate the 
Ministry of Railways' (R ailway Board) ~anction for incurrenee 
of expenditure above Rs. 10 lakhs. The balance quantity of 
3.503 tonnes was subscq ucn.lly procured against anothe r sale note 
dated 9th August 1977 at a higher rate of Rs. I .32,000 per tonnl!, 
thus incurring further extra expenditure of R s. 0.1 1 lakh. 

I 

(i ii ) A sale note i:;sucd by the MMTC on 8th February' 1979 
for supply of 18.388 tonnes at the rate of Rs. 1,70,000 per 
tonne was utilised by the R ailway Administration for 5 · tonnes 
only, on the consideration that the quantities in stock anti due 

· would be sufficient upto June 1979. However, the Administration 
requested the MMTC on 19th April 1979 to issue a sale note for 
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the balance quantity of 13.388 tonnes within April 1979 itself, as 
the material was required urgently. The MMTC issued the sale 
note on 27th July 1979 at Rs. 1,87,000 per :onne, involving 
extra expenditure of Rs. 2.53 Jakhs. 

VII. Chittaranjan Locomotive Works 

Failure of the Railway Administra tion to make payment withfo 
the validity period (upto 18th February 1980) of a sale note 
issued by the MMTC on 18th January 1980 for supply of 
9 tonnes of tin ingots at the rate of Rs. 2,00,000 per tonne, led 
to the procurement of the material subsequently in April/May 
1980 at Rs. 2,10,000 per tonne, involving extra expenditure of 
Rs. 0.93 Jakh. Though t11e cheque had been drawn on 
11th February 1980, it was not delivered to the MMTC by the 
due date of 18th February 1980. 

10. Eastern and No1tbcrn RaiJways-Misappropriati<ln of stores/ 
coal 

The following cases oC misappropriation of stores/coal 
aggregating Rs. 16.65 lakhs were noticed : 

J. Eastern Railway 
Lubricating oils 

Diesel Shed, Deliaghata stocks, lubricating oils, H .S.D. o iJ., 
·etc., and is under the overall charge of a Diesel Foreman. 

On change of incumbency of the post of a stores clerk of the 
s hed on 23rd P ecember 1977, it came to light that lubricants 
received in the shoo against 5 Railway Receipts c f August, 
September and October 1977 had not been accounted for in, the 
relevant ledger. A special stock verification conducted (Murch 
1978) by the representatives of the Accounts Department, under 
instructions of the Enquiry Committee constituted on 7th March 
1978, revealed misappropriation of 679 barrels of different ty~s 
<0f"lubricating oils valued at Rs. 10.05 Jakhs over the pei:iod ttom 
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June 1975 to March 1978. The stock verification report, submit­
ted in May 1978, brought out a number of irre1,mlarilies like 
non-accountal of receipts, accounlal of receipts without quoting 
reference to challans/Railway R eceipts, accountal of excess issues, 
and miscasting of balances. 

These irregularities liacl been facilita~ed bv the following 
lapses/failures : 

( 1 ) The Diesel Foreman had neither exercised supervisory 
check on the entries made by the Stores Clerk in the 
ledger, nor carried - out annual d~partmcn~al 

verification of stores. 

(2) R econciliation of the quantities for which debits were 
received from Director General, Supplies and 
Disposals, with the quantities accounted for as 
receipts in the ledger bad not been prescribed by the 
Railway Administration. 

The Railway Administration stated (August 1981) that 
remedial action to rectify the above defects bad :'ince been taken, 
that the then Diesel Foreman, Beliaghata had been removed from 
service from 4th November 1980 and that departmental enquiry 
against other staff was in progress. The loss of R s. 10.05 lakhs 
is, however, yet (November 1981) to be regularised. 

l T. Northern Railway 

(i ) Electrical stores 

A physical verification of stores in the custody of the Electrical 
Foreman (Train Lighting), Amritsar, conducted (June to 
November 1977) by the Accounts Department, reveakd shortages 
of material worth about Rs. 3.13 lakhs. ' 

A Committee of 2 Senior Scale Offi~rs, constituted 
(December 1977) to investigate the shortages, in its report 
(June 1979) observed that material costing Rs. 0 .76 lakh had 
been misappropriated. ·...: : · •.,~ . 

...... 

-



-

I 

.117 

The explanations given by the Electrical Foreman for the 
shortages remained under scrutiny by the Accounts Department, 
which stated (January 1982) that out of the total shortages of 
R s. 3.13 lakhs stor~s worth Rs. 2. J. 7 lakhs had since been 
accounted for, leaving a bala nce of Rs. 0 .96 Jakh ( including· 
R<>. 0.76 Jakh referred to earlier) . 

The irregularit ies noticed, i11ter-alia, were, rion-accountal of 
hCeipts, unauthorised transfer of stores, tampering of issue notes, 
non-verification of stores departmentally, etc. 

Of the l 1 Railway employees found (June 1979) guilty of 
various irregularities by the committee, disciplinary action' 
had been finalised ( December 198 1) against 5 of them only. 

la order to avoid recurrence of such cases, the committee had 
recommended (June 1979) , inter-alia, necessary remediat 
measures, for example, that material should be issued by Stores 
Depot against properly authorised requisitions/indents, transfer 
of material should be allowed only under the orders of the 
Divisional Officer, the issuing and receiving subordinates should 
. end copies of returns to the Divisional Office for pairing and 
Supervisors}Officers of the Depar tment should check t11e 
inventories. 

The Railway Admfoistration stated (Ja nuary 1982) that the' 
recommendations of the committee had already ~een implemented 
by i suing necessary instructions. It was, however, found on 
verification that the instructions stated to have been issued Jiad 
been issued in December 1977, March 1978 and September 1978, 
that is, long before the committee made recommendations in 
June l 979. Only on one recommendation relating to check of 
inventories, the Administration had issued instructions (November 
1979) enjoining on supervisors (alone) to conduct verification, 
though the committee had recommended that officers also should 
cl1cck the inventories. 
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(ii) Coal issued to locos 

The Northern Railway steam locos, homed a~ loco shed 
Ghaziabad, are booked to work two passenger trains daily between 
Delhi and Palwal (a station on Central Railway). After Dclbi­
Palwal trip, the locos are banded over to Central Railway shunter 
for lie-over at Palwal', and, while waiting for the return trip. each 
loco remains in steam for about 10 hours daily. 

The fuel Inspector, Ghaziabad had reported (February 1980) 
to tbe Senior Divisional Mechanical E ngineer, New D elhi that in 
a number of cases the coal consumption on these locos during 
their lie-over at Palwal had been as high as 0.7 tonne against 
the pe rmissible consumption of 0. 1 tonne per loco per hour. 
The Senior D ivisional Mechanical Engineer, New Delhi. in turn. 
reported the matter to his counterpart at Jhansi on Central 
R ailway (March 1980 and again June 1980) with the request 
that steps be taken to cUTb large scale misappro11riation of 
coal. 

After a review (Febrnary 1981) of trip rntion card · main­
tained at loco shed, Ghaziabad, however, Aud it noticed and 
pointed out to the Administration that high consumption of coa l 
was continuing, as indicated below : 

Consumption of coal during lie-over of l 0 hours (in tonnes) 
against permissible quantity of one tonne. 

Period 

January 1979 to December J 979 

January J 980 to D ecember 1980 

Minimum M aximum Average 

3. 1 6.2 4 .5 

3 . 5 8 .7 5.4 

There was no appreciable improvement even thereafter, vide 
detaiJs given below : 

PeriC'd M inimum Maximum Av;!rag..: 

January 1981 to May 1981 J. 7 6.6 4. 1 . 

1 
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T he Senior Divisional Mechanical E ngineer, Central Railway, 
while informing (May 1981) his counterpart on Northern R ailway 
of t11e disciplinary action taken against the defaulting sbunters 
of Central Railway, had suggested that the latter should restrict 
coal loading on locos working passenger trains between Dd hi and 
Palwal to eliminate misappropriation of coal. Further action 
in this respect is yet (September 1981) to be taken by Northern 
R ailway Administration. 

The Northern Railway Administration stated (September 
f 1981 ) that the permissible coal consumption should be taken as 

0.15 tonne per loco pe1 hour. Even on this basis the quantity 
....- of coal pilfered/ lost ".luring the period January 1979 to May 198 l 

worked out to 3,422 tonnes valued at R s. 5.64 lakhs Effective 
action to curb misappropriation was yet to be taken (September 
1981) . 

This para was issued to the Railway Administration on 
4th November 1981 ; its reply thereto is still awaited (31 st 
January 1982) . 



CHAPTER IV 

WORKS 

11. Southern, South C-entral and Western Raihva~·s-E:nthwork 

contracts 

Earthwork consisting of excavation, cutting of rocks, filling of 
depressions, levelling of sites and formation of banks, etc. is 
'involved in a large number of Railway contracts. A review 
conducted by Audit in respect of earthwork contracts on the 
Railways revealed a number of irregularities of the followin~ 
types: 

(i) Tenders for earthwork did not take into account the 
different kinds of soils/rocks existing in the area, 
resulting in disputes subsequently about correctness 
of the classification of the soils/rocks, which in turn 
Jed to payments to contractors at higher rates (cases r 
(i) and II (ii) below) . 

(ii) Defective initial planniog resulted in earth relcascc..I 
(cut spoils) being thrown away and fresl1 earth being 
transported at extra cost (case l (ii) below) . 

(iii) Non-finalisation of tender within its validity period 
led to increase in the already tendered rates (case I [ 
(i) below). 

(iv) Items already covered by contract were paid for 
separately, resulting in extra expenditure (case lI (iv 1 

below) . 

120 
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(v) Different methods adopted for measurement of the 
work done bv two contractors within the same area 
(case JI (ii i) below). 

(vi) The quantities of earthwork were revised radicallv 
after execution of the agreement, resulting in vitia­
tion of the comparative evaluation of tenders made 
earlier (case ill below) . 

The details of the cases noticed arc given in the succeeding 
, paragraphs : 

I . Southern Railway 

(i) Incorrect classification of soil 

The project linking Tirunclvcli with 'frivandrum via Nagercoil 
was sanctioned by the Ministry of Railways (Railway Board) in 
April 1972, at an estimated cost of Rs. 14.53 erores ( revised 
to Rs. 33.90 crores in February 1981). Though the project 
report submitted in 1970 had mentioned the prevalance of Iateritc 
strata in the region, the Administration invited (October 1972 to 
April 1973) tenders for earthwork bas.:d on two kinds of soils 
o nly viz., (i) all soils other than rock requiring blasting (rate 
as per SOR: Rs. 12.75 per 10 cum) and ( ii) all rocks requiring 
b1astfog (rate as per SOR: Rs. 118.80 per 10 cum) i as against 
six different classifications provided for in the Southern Railway 
Schedule of Rates (SOR). In the tender schedules, the 
approximate quantities for the two kinds of soils were also not 
notified- ~cparately. but only the total quantity of earthwork in­
volved was mentioned. 

Though the existence of Jaterite rock in the area was in the 
knowledge of the Administration through Engineering Survey and 
Geological Survey Reports and was known to the tenderers as 
evidenced by the quotati9ns received from some tendcrers who 
had stipulated that tbe earthwork in cutting laterite and soft 
rock should be classified separately for payment, the contracts 
were finalised at rates varying from 30 to 47 per cent above the 
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basic rates (as per SOR) for the two tier classification referred· 
to above by Juoe 1973. A(tcr commencement (March-August 
1973) of the work, the contractors began complaining of under- · 
classification of earthwork and finally stopped the work from 
various dates during July 1974 to April 1975. 

After negotiations (May 1975) with the contractors, the 
Railway Administration introduced (July 1975) a new category, 
viz. aJJ rocks other than rock requiring blasting ( rate as per 
SOR: .R s. 47.70 per 10 cum, the contractors percentage rate 
being payable over this). As a result of this new classification, 
4.52 fakhs cum of earthwork originally pa id for under the lower 
category ( referred to above) upto July 1975 were re-classified 
and paid for under the newly introduced intermediate category, 
involving addi tional payment of Rs. 21.04 lakhs to the contrac­
tors. Similarly, 9.59 lakhs cum of quantity of earthwork in 
cutting not requiring blasting ( not already paid for but which 
would have been classified for purposes of payment under the 
lower category of the original two tier classification) , had to be 
paid for under the higher intermediate cla'isification. involving 
additional payment of R s. 46.09 lakhs. Thus, the total additional 
payments to the contractor amounted to Rs. 67.13 lakhs. 

The Railway Administration stated (December J 98 1) as 
under : 

( i) The rate allowed for the new intermediate dassi­
fication was appropriate in asrouch as it had been 
kept at the level applicable to ordinary rock (not 
requiring blasting) . 

(ii) The bulk of the quantity of earthwork classified under 
the intermediate category consisted of rock requiring 
light/occasional blasting, and by introducing the 
intermediate classification and not otherwise allowing 
it to be classified under the highest category, the 
Administration had stood to gain Rs. 42 lakhs. 

,._ 

.., 
• 

-
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The Railway Administration's view is not tenable for the 
following reasons : 

( 1 )' Since the tenderers were aware of the exist.:nce of 
laterite rock in the area, they, while quoting for 
only two categories of soils as asked for by the 
Administration, could be expected lo have protected 
themselves by quoting a high percentage (30 to 47) 
over SOR for the two prescribed categories so as 
to compensate themselves, for the work involved in 
the third type of soils as well. The quantities of 
the two categories of soils had also not been quoted 
in the tender schedules separately. 

(2) Moreover, according to the general. specification ot 
work, the highest rate was applicable only to earth­
work in hard rock requiring intensive blasting, which 

, Jaterite strata do not require. The earthwork which 
was transferred to the new category would not thus 
have qualified under the high<'st category, and there 
was, therefore, no question of any saving as urged 
by the Administration. 

( ii) Avoidable expenditure 

T he contract (Value : Rs. 42.97 lakl1s) for earthwork in 
formation. construction of bridges, tunnels etc. in reach XVIII 
of the Ghat Section of the Mangalore-Hassan Railway project, 
entered into in February 1969, provided, inter-alia, for earth­
work in form ing banks to the extent of 1.46 Jakhs cum (51.64 
lakbs cft) at the rate of 4 per cent above the basic rate of 
Rs. 16.60 per 10 cum. Consequent on the design of 4 bridges in 
the reach having been changed, providing for pipe culverts ins­
tead of girder bridges, (December 1972) after 4 years of com­
mencement of the works, the quantity of earthwork in forming 
banks increased by 28 lakl1s cft. ln this connection. the con­
tractor pleaded (July 1974) that, while the quantity of earth 
required had increased, the quanti ty of cut spoils available within 
S/ 40 C& AG/ 81.-9. 
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the reach for utilisation had substantially decreased, necessitating 
transportation of earth from outside. The contractor also claimed 
(December 1972) a rate of Rs. 92 per 10 cum for transportation 
of earth from the adjacent reach No. Xll-A, the work in respect 
of which was also being executed by him at that time. Though 
the claim was initially rejected (September 1975) by the 
Administration, negotiations were subsequently conducted (March 
1978) by it with the contractor and a rate of Rs. 73 per 10 cum 
was agreed to (on the basis of the cost of operation of lorries 
deployed by the contractor) for leading 6.6 lakbs cft of' earth 
from reach XII-A to reach XVIII, following which extra payment 
of Rs. 86 thousand (representing the difference between the rates 
of Rs. 73 and Rs. 16.60 + 4 per cent) was made to him. It was 
observed in audit that neither any watch had been kept by the 
Railway Administration on the use of the cut spoils nor had any 
written permission been given to th~ contractor for leading earth 
from the adjacent reach. No authentic records in the form of 
entries in the measurement book bad also been kept for the 
quantity of earth moved in, if any, from outside and paid for; 
as required under the rules. 

The Railway Administration explained (August 1981) that 
18.55 lakhs cft of the cut spoils in reach xvnr had been thrown 
away prior to revision (December 1972) of the design of the 
bridges, as the anticipated requirements under the earlier design 
was much less than the quantities of cutting, and no space was 
available for stacking the same. No records were, however, made 
available in support of this contention. Even assuming it to be 
correct, the quantity of cut spoils thrown away as not being 
required could have been utilised, had the design of the bridges 
been prepared properly in the first instance instead of 4 years 
after commencement of tbe work thereby avoiding extra payment 
of Rs. 86 thousand. 

The Ministry of Railways (Railway Board) stated (December 
1981) that the change in design, even though made about fo ur 
years after commencement of the work, had resulted in a saving 
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of about Rs. 15 lak:hs. However, proper iuitial designing and 
planning coul~ have not only ensured this saving but also avoid­
ed the extra expenditure of Rs. 86 thousand incurred subse-­
quently. 

JI. South Central Railway 

(i) Delay in finalisation of a contract 

Open tenders were invited (December 1977) for earthwork 
in embankment for forming approaches, construction of road 
under-bridge and sheds for site offices, stores etc., in connection 
with the construction of a third bridge o\rer Krishna River at an 
estimated cost of Rs. ':J.97 lakhs: The lowest offer (Rs. 10.15 
lakhs) received from tenderer 'A' was valid upto 27th April 
1978, which was got extended upto 30th June 1978. All the 
tenderers (13 in number) were again approached (June 1978) 
for extending the period of valiclity upto 30th September 1978 
(the reasons for which were not on record) to which 11 ten­
derers agreed. The lowest tenderer 'A', while agreeing to 
extend the validity period, increased his offer by 20 per cent 
above his earlier offer (i.e. from Rs. 10.15 lakhs to R s. 12.18 
lak.hs) . The Tender Committee met on 11th September 197 8 
nnd recommended negotiations with all the 11 tenderers; after 
negotiations, it recommended (September 1978) acceptance of 
the revised offer 9f tenderer 'A' for Rs. 11.81 lakhs, and the 
same was accepted in October 1978 by the competent authonty. 
As compared to the offer of 'A' received initially in January 1978 
and valid upto June 1978, acceptance of the revised offer in 
October 1978 resulted in extra liability to the tune of Rs. 1.65 
lakhs. 

The Railway Administration stated (December 1981) that the 
tender could be finalised only in September 1978 after receipt 
of the sanction of urgency certificate by the Ministry of R ailways 
(Railway Board). In this connection, it is pointed ou1 that : 

The Ministry of R aiJways (Railway Board) had advised the 
Administration in February 1978 that the work was being 
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included in the budget estimates for 1978-79, aud tbat all the 
preliminaries should be co~pleted so that there was no delay in 
actuaJ execution of the work from 1st April 1978. Despite tbe 
lowest tender being valid upto 27th April L978 only, and got 
extended up to June 1978, tbe Administration did not speci­
fically bring this to the notice of the Ministry of Railways lRailway 
Board) for obtaining their sanction to the urgency certificate well 
in time, at least, before the expiry of the extended validity of 
the tender. Fttilure to do this rf'.sulted in c:xtra liability of 
Rs. 1.65 lakhs. 

( ii) Repeated re-classification of soils/rocks 

According to the extant procedure, earthwork measurements 
are required to be taken by the Assistant Engineer (AEN) in­
charge of the work and classification of the soil is .also to be 
done by him. In his absence, the concerned Inspector of Works 
(IOW) is required to take measurements a nd classify the soil. 
At least, 50 per cent of the entries so recorded by the IOW is 
required to be test checked by the AEN. 

In connection witb the Manmad-Aurangabad conversion work, 
the contractor engaged (July 1979) for earthwork in formation 
etc. was paid for a total quantity of 14,500 cum under different 
categories, namely. "excavation in (i) all kinds of soils except 
rock, (ii) rock not requiring blasting and ( iii) rock requiring 
hlasting", upto his sixth on account bill (March 1980). Measure­
ments upto fifth on account bill (Februa1y 1980) had been taken 
by the AEN while those for the sixth on account bill were takel'I 
(March 1980) by t11e IOW in the absence of the AEN (who 
was out on training) and its check measurements were done 
(March 1980) by the D ivisional Engineer (DEN) to the extent 
of 23.5 per cent as against 50 per cent prescribed. In September 
1980 the AEN in-charge of the work (on return from training) 
re-classified the quantities a lready paid for in all the six on 
account bills. The re-classification revealed that the contractor 

-
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had been overpaid to the extent of Rs. 1.21 lakhs, as indicated 
below: 

D~scription Ra te Qu1Jlti ly Qu1.ntity Overpayment 
:i.s as Rs. 

E-1rthwork in a ll k inds R~. 26 . 50 
of soils except rock p..:r 10 

cum 

R rck not requiring 
b lasting 

Rs. 50. 70 
per 10 
cum 

Rock requ iring blasting R~. 136 .00 
p..:r 10 
cum 

n·clas~ i!icd a lread y 
cum paid 

cum 

2t00 1500 

5300 1000 

5600 12000 

Plus 90 per cent contracwr's p: rcentagc 

Total 13000 14500 

The contractor stopped work in April 1981. 

(- )1 590.00 

{- )21801.00 

(-I )87040. 00 

( + )63649. 00 
57284.00 

120933 .00 

The Railway Administration stated (December 1981) that 
on further examination over-payment had been assessed at 
Rs. 0.35 lakh instead of Rs. 1.21 Jakhs assessed earlier. 

Repeated re-classification of soils/rocks and variations i ll 
assessment of the amount of over-payment would indicate that 
the existing system of measurements is not sufficiently definitive 
and is capable of frequent modification without getting approval 
of higher authorities. 

(iii) Changes in mode of measurements 

Following the decision of the Government of Karnataka 
~I 971) to construct a dam across river Krishna near Almatt1 
hailway station, a portion of the Railway line between Bagalkot 
and Telgi. (Basa.vanabagewadi ) statio'ns in the Gadag-Sholapur 
Section had to be diverted. The work of diversion was w der­
tak·en by the Railway at the cost of the State Government. 
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Contract for , earthwork in respect of reach V (Chainagcs 
12500 to 14200) was awarded to contractor 'X' in January 1972. 
While the work was in progress, the Railway Administration 
terminated his contr.act in June 1974 and settled his dues, as 
the State Government had requested stoppage of work due to 
paucity of funds. On the State Government deciding to restart 
the work, the left over portion was entrusted to contractor 'Y' 
in April 1977, after invitation of fresh tenders (March 1977), 
and was completed in March 1979. 

As per final cross-sections prepared after completion of the 
work by the second contractor 'Y' the total quantity of cutting 
(Chainages 13766 to 14088) worked out to 50,324 cum out of 
which contractor 'X' had already been paid for 45,928 cum (as 
per measurement book) . Thus, the balance work left for con­
tractor 'Y' worked out to 4396 cum, but be was actually paid 
for 8200 cum, resulting in overpayment of Rs. 1.08 Jakbs. 

Normally, when earthwork in cutting is measured, it is the 
usual practice to take cross-sections at intervals of 25 metres. 
In this case too, the Assistant Engineer-in-Charge of the work 
had started taking measurements in respect of the work executed 
by 'Y' at intervals of 25 metres only, but subsequently changed 
to measurements at intervals of -6 metres under instructions from 
the Divisional Engineer who had observed (June 1977) that there 
being a large numbeu: of rock out-crops and undulation on the 
profile of cross-sections, it would be advisable to take cross­
sections at closer intervals. 

The Railway Administration stated (November 1981) that 
consequent to issue of a factual statement by Audit in January 
1981, a fact finding enquiry committee headed by an Additional 
Chief Engineer had been set up in order to find out how the 
discrepancy bad occurred, and that its report was under exami­
nation. 

(iv) Extra payment to a contractor for site cCearance etc. 

The special conditions of contracts, entered into with seven 
contractors between 12th December 1978 and 20th January 1979 

-f 
' 
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for earthwork in seven reaches in connection with re-alignment 
' of the line near Almatti Railway Station provided, inter-alia, that 

the contractors should clear the site and fill up the pockets of 
the depressions before they compacted the earth in the for111a­
tion of the banks. A review conducted by Audit disclosed that 
the Railway Administration had admitted payments separately 
for clearance of site, cutting the site upto a depth of 3" , filling 
up the cutting and compacting. The amount paid on these items 
already covered under the contract was Rs. 1.50 lakhs. 

;" The Railway Administration stated (January 1980) that while 
the estimates provided for jungle clearance, in the tender sche-

.._ dule and the agreement, it had not been included , and that during 
actual execution the contractors declined to take up the work of 
jungle clearance without payment of separate rates for these 
items. As regards cutting of the site upto depth of 3" which 
had to follow jungle clearance before starting the work on em­
bankments, the Administration stated (August 1981) that the 
cutting bad to be done because of the site conditions. 

Except for the contractor's letter for one reach, there was 
) no evidence on record to show that the soil on which the bank 

-

-

was to be formed, was of inferior quality, necessitating cutting. 
Neither in the survey, nor in the tender schedule, the need for 
removal of 3" earth over an area of 30,000 sqm was contem­
plated . Moreover, as per the records of Land Acquisition 
Officer, the places where embankment work bad been carried 
out were dry agricultural lands, which would not have necessi­
tated payment at the rate applicable to jungle clearance. Besides, 
since the special con'tlitions formed part of the tender schedule 
and it . expected that the contractors would have inspected the 
site before quoting the rates, there was no justification for 
making these payments separately. 

The Railway Administration further stated (December 1981) 
that the special conditions described only the l!JOde of execution 
of the work and did not cover the payment aspe_<;t. However, 
this is not tenable in view of the position already stated above. 
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Open tenders were invited (February 1978) for earthwork 
in high fi ll banks in connection with the construction of a new 
up line between Daraha and Kanwalpura (km 865 to 867 ) as 
part of the Ramganj Mandi-Lakheri doubling project. The 
tender schedule specified quantities of earthwork for formation 
of the bank and provided for mechanical compaction of only the 
top one metre of the formation level. The lowest offer of ten­
derer 'P' was accepted by the R ailway Administration in May 
1978 and agreement (Value: Rs. 15.86 lakhs) entered into in 
June 1978, providing for, inter-alia, earthwork as under · 

Item Brief dcscr iption of the work Quantity in Rate per 
cum cum . 

Rs 

l. Earthwc rk upto t metre below formation 
level 

1,31,000 9.00 

2. Earthw<'rk on t<'p of 1 metre with mechanica l 
cornpoctic n J0,000 15.00 

The work commenced in June 1978. While it was in prer 
gress, the Chief Engineer (Construction) recommended. in 
January 1979 (within eight months of commencement) that 
all furthei:_ work be carried out in layers with mechanical com­
paction in view of the following considerations : 

The target date for opening of the line had been advanced 
from March 1981 to March 1980; the line was in a semi-ghat 
section with banks of height of 12 metres and above, and 3 
major bridges; poor nature of soil ; scanty rainfall; and execution 
of earthwork by mechanical compaction in adjacent sections. 

While the General Manager approved of the Chief En£ineer's 
recommendation in November 1979, the contractor had already 
agreed (February 1979) to carry out the consequential increased 
quantum of mechanical compacted earthwork at the same rate 
as provided in the contract. 

( 
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The above revision resulted in changing the scope of the 
contract as indicated below : 

Item 0 1igin:i l R evised Variation Va ria tio n in 
No. quantity q uantity in q uantity va lue 

cum cum cum Rs. 

J. 1,31,000 43,713 (-)87287 (-)7. 86 lakhs 

2. 10,000 J,09,612 ( + )99612 ( + ) 14.94 lakhs 

7.08 la khs 

The total payment made to the contractor 'P' was Rs. 22.63 
lakhs (Rs. 20.37 lakbs for earthwork and Rs. 2.26 lakhs for 
other items). 

Had the correct quantum of earthwork to be mechanically 
compacted been provided for initially in the tenders, tenderer 
'Q 's offer would have been the lowest, the resultant saving (aris..­
ing out of the difference between the amount of Rs. 22.63 Iakhs 
paid to contractor 'P' and Rs. 19.87 lakhs which would have 
been payable to tenderer 'Q') would have been Rs. 2.76 lakhs. 

Besides, incurrence of extra expenditure of Rs. 7 .08 lakhs 
on mechanical compaction could not also be said to be justified 
in view of the following : 

( i) The line was not opened to traffic even by the original 
date set for completion viz. March 1981. It was 
subsequently proposed to be opened in O.; tober/ 
November 19 81. 

(i i) About 80 per cent of the length of the line had 
emhnk. mcnt of less than 12 metres height. 

( iii) The Railway Administration stated (July 1981) that 
rainfall in this area b~came scanty from 1979 on­
wards (after the award of the contract in 1978) .. 
According to the data furn ished by it, rainfall was 
34" in 1978 and 21 '' in 1979. The Chief E rgioeer 
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(Construction), who recommended in January 1979 
that further earthwork should be done with mecha­
nical compaction in view of the scanty rainfall in 
the area, could not have obviously known at that 
point of time the extent of likely rainfall in 1979. 

(iv) Poor nature of soil in the area was not a subsequent 
development after award of the contract in June 
1978. 

This para was issued. to Western R ailway Administration on 
16th November 1981; its reply thereto is still awaited (31st 
January 1982 ). 

12. Western Railw::iv-Construction of a metre gauge b"nc 
from Dabla to Singhana 

The Ministry of Rai~ways (Railway Board) hal1 informed 
the Ministry of Mines and Metals in Augnst 1969 that the pro­
posal of the latter for construction of a metre gauge line (MG )' 
from Dabla to Singh.ana (34 Km) to serve Khetri Copper Pro­
ject had not been founu to be financially viable. Nevertheless, 
later after much p ersuasion by the Ministry of Mines and Metals 
and on the basic; :-if a guarantee of traffic by the Hindustan 
Copper Limited (HCL), the Ministry of Railways (Railway 
Board) agreed (April 1970) to undertake construction of the 
line. The work was commenced in April 1972 and completed 
in June 1974 at a cost of Rs. 2.38 erores. The liioc was opened 
to goods traffic on 15th June 1974. 

The guarantee deed executed (July 1971) by the HCL stipu­
lated inler-alia, as under ':-

(i) All inward and outward traffic of the project would 
be offered for transportation by rail (including ap­
proximately, inward traffic of 1000 tonnes of rock 
phosphate and outward traffic of 600 tonnes of fer­
tilizers oer day, in addition to copper and other by­
products etc.) . 
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(ii) Freight charges would be payable oo 1 i times the 
actual distance. 

(iii) The Railway Administration would be 1utborised to 
examine twice a year HCL's records to verily the 
quantum of traffic offerings. 

(iv ) The Railway Administration would be entitled to 
recover the shortfall and also to stop traffic on ti1e 
new Jine and dismantle it after 3 months notice in 
the event of t11e HCL not honouring its commitments. 

(v) In the case of any happening beyond control of 
either party, notice shall be given wi thin 21 days 
of such happening. 

The traffic, as envisaged in the project report vis-a-vis that 
actually materialised, from 15th June 1974 to 31st March 1980 
was as under : 

Year 

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

! 974-75 
1975-76 
1976-77 
1977-78 
1978-79 
1979-80 

As envi- As Perccn-
sagcd actually tagc of 
(in mat~ria - cdunu1 
tonncE) lis?d (in 3 to 

tonnes) cdumn 2 

2 3 4 

Inward Tra ffic 

291222 28181 9.7 
291 222 63700 21.9 
291222 42648 14.7 
291222 89678 30 .S 
29 1222 48761 t6.7 
422263 63515 17.4 

Outward traffic 

335074 315 0 .1 
335074 2598 0 .8 
335074 16122 4.8 
335074 21418 6.4 
335074 46329 13.8 
447864 36112 8. 1 

Traffic N J. of 
per dr y wagons 
(in tonr.cs) per day 

5 6 

97 6. 8 
174 12.0 
117 8 .5 
246 16 .8 
134 10.0 
20t 14.0 

0 . 1 
7 0.6 

44 2 .7 
59 3 .9 

127 7.5 
99 6. 3 
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On Audit enquiring (August 1976) of the Railway Adnunis­
tration why, in spite of the actual traffic materia lisation during 
the two years 1974-75 and 1975-76 being meagre as compared 
to anticipatipns, no action had been taken in terms of the gua­
rantee deed (July 1971) , the Railway Administration stated 
(November 1976) that no claim had been preferred on the 
consideration that the shortfa11 was due to factors beyond the 
control of HCL, such as (i) the copper plant commissmncd 
in August 1975 not having gone into regular production, 
(ii) the fertiliser plant expected to go into operation by August 
1975 not having started because of mechanical failures and 
( iii) certain contractual disputes. 

At the instance of Audit (December 1976), the Railway 
Administration referred (July 1977) the matter to the Ministry 
of Railways (Railway Board) who observed (March 1979) that 
the Railway Administration had failed to attach due significanoo 
to the guarantee deed, and directed that a claim he prefotrcd 
even at that late stage on the ground that HCL had failed to give 
the requisite notice of 21 days about the happenings contribut­
ing to the shortfall. 

Almost a yea r later, the R ailway Admillistrati0n preferred 
(February 1980) a claim for Rs. 1.26 crores on the basis of a 
rough e~imatc of the shortfall in railway revenue upto 1978··79 
due to movement of traffic by road by the HCL (instead of on 
the basis of the quantum of traffic stipulated in the guarantee 
deed). Claim for 1979-80 is yet to be preferred (September 
1981) . 

HCL refuted the claim of the Railway and raised (Septem­
ber 1980) a counter claim of Rs. 1.59 crores townrds excess 
freight charges incurred by it on transporation of their goods 
by road, on the fo1lowing grounds : 

(i) repeated failures on the part of the Railway Ad­
ministration to supply wagons as and when required 
by HCL, I 

( __ 
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(ii) long transit delays, particularly in respect of the 
consignments booked to Singhana, and damages 
to/pilferage of goods in transit, which affected 
running of plants adversely. 

The Railway Administration thereupon informed (Novem-
ber 1980) the Ministry o[ Railways (Rai1way Board) as 
under 

(i) During the period 1976-77 to 1979-80 the inward 
traffic was only 13 wagons per day as agai nst the 
committed traffic of 56 wagollS per day. Even' 
this meagre traffic was handled by HCL very slow.: 
Jy. Outward traffic was only 5 wagons per day as 
against 28 wagons guaranteed by HCL. 

( ij ) Outstanding indents of HCL at the end of each 
month were not many, and could have been clear­
ed bad inward wagons materialised to the extent 
guaranteed. I 

Further course of action is yet (September 198 1) to be 
decided by the Ministry of Railways (Railway Board ) . 

In the meantime an ;ndependent study made by Audit (July 
- August 1981 ) disclosed that during the period November 
1975 to July 1981 (excluding the. period from 17th September 
1978 to 2 1st May 1980 for which records were not available) ' 
delays had occurred in tlle supply of wagons to HCL in a 
number of cases, as indicated below : 

(i) Number of wagons supplied on the da te required 

(ii) Number of wagons supplied within I to I 0 days thereafter 

(iii) Numlx'r o f wagons suppl ied within JO to 30 days 

(iv) Number of wagons supplied after 30 days 

To ta l 

345 

1245 

6ll 

19 

2220 
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The Railway Administration had not been generally work-
ing empties to the project, and hence only Joaded wagons wbeo 
released were being offered for back loading. While inward 
trafl¥; of rock phosphate was normally received in open wagons, 
covered wagons were required by HCL for despatch of fertili-
sers and copper. This led to non-acceptance of the wagons 

• offered to HCL, and the subsequent delays in the su(1ply of 
wagons of the required type. 

Though the line was opened to goods traffic on 15th June 

j 

1974, its financial results have not been evaluated by the Rail- \ 
way Administration so far (September 1981) on the ground 
that the line bas not yet been opened to passenger traffic. As ,.. 
per final location survey, tbe R ailway Administration had anti-
cipated coaching earnings of R s. 2.27 lakbs, R s. 2 .74 lakhs and 
Rs. 3.05 lakhs in the 1st, 6th and 11th year respectively, after 
opening of the line to passenger traffic. According to the Rail-
way A dministration (January 1979) , however, running of a 
passenger train on this section was neither feasible nor justified. 

A few other irregularities were also noticed, as indicated 
below: 

(i) The Railway Administration started construction of 
two crossing stations in phase I of the work in con­
travention of the R ai lway Board's orders of Octo­
ber 1971. However, it sealed such works in Sep­
tember 1973 by which time expenditure of Rs. 0 .73 
Jakh had al ready been incurred. ' 

(ii) As the new line is being worked for goods traffic 
alone under "one engine only" system, electrical 
maintenance office and staff quarters created at a 
cost of R s. 7.30 Y.akbs at Singhana Station are lying 
unutilised. 

The following are the main lapses on the part of the Rail­
way Administration in this case : 

( i) The Railway Administration did not conduct in 
terms of the agreement, half yearly examination of 

I 
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the records of the HCL during the period 197 4 
to 1979 with a view to verifying the quantum of 
traffic offered and preferring its claim in time against 
shortfall in Railway revenue. The delay resulted 
in accumulation of the R ailway's claim to a large 
amow1t of Rs. l. 26 crores (upto 1978-79 based on 
movement of traffic by road instead of on shortfall 
in guaranteed traffic), which in turn led to counter 
claims by HCL. 

{ii) Non-supply of cov~red wagons by the Railway Ad­
ministration had resulted in traffic of fe1 tilisers and 
copper products being diverted to road by HCL. 

lo consequence, the uew line constructed at a cost of Rs. 2.38 
crorcs to serve the Khet.J.i Copper Project had not been able to 
achieve the purpose for wh:Ch it was undertaken. 

This para was issued to the Railway Admini~tration on 7th 
November 1981; its reply thereto is still awaited (31st January 
1982). 

13. Eastern Railway- Extra expenditure on account of conces­
sions allowed to ~ontractors--Buckland !Bridge 

In connection with the construction of a pre-stressed girder 
road-over-bridge at Howrah (re-building of Buckland Bridge) 
estimated to cost Rs. 1.15 crores, the R3ilway Administration 
consulted (March/April 1971) two firms (A&B), known for 
their specialisation in piling work, who advised in May 1971 
that driven cast-in-situ piling was not feasiblei in vie'.v of limited 
site facilities in the busy R ail1way yard having 25 KV overhead 
equipment (OHE). 

Without examining the position further and obtaining any 
other expert advice, the Administration decided to go in for 
driven cast-in-situ piles and invited ( 1972) tenders on that 
basis, also giving option to the tenderers to quote alternative 
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designs also. The lowest tender of firm 'C' for cast-in-situ 
R.C.C. driven piles upto 18 metres length was accepted (Octo­
ber 1974) and the firm was awarded (December 197 4) the en­
tire work, both for piling and sub-structur(1/super-structurc of 
the bridge, at a total cost of Rs. 1.15 crores. One of the spe­
~ial conditions accepted by the Administration provided that the 
contract was indivisible i.e. "no part of the work could be taken 
away from tbe contractor and given to other contractors without 
conrent of the fom1er". 

The work was to be completed In all resffects within 30 
months from the date of the Rlijlway's acceptance of the first 
design for the sub-structure to be submitted by the contractor 
within two months from the date of the award of the contract. 
The contractor, however, submitted two designs in April and 
Augu~t 1975 which were rejected by tl1e Administration in 
August and September 1975 respectively. Thereafter, the R ail­
way Administration engaged (September 1975) firm 'D ' for 
testing of deep bored piles, at a cost of Rs. 10,000. The results 
of the test were found satisfactory, and fl!:lally became the basis 
for designing piles founc!ation. Bore piles of 560 mm. upto the 
depth of 33 metres approximately as designed by firm 'D' were 
a(:fproved by the Railway Adrrunistration (November 1975). 
As the work of bored piJes could oot be executed by firm 'C'. 
it approached (Novemb~r 1975) the R ailway Administration to 
have furn 'D' as the third party for carrying out the piling work. 

In December J 97~/January 1976, firm 'B' (one of the 
two fi rms whose advice in regard to feasibility of driven cast­
in-situ piJing for this work had been obtained initiaHy) infornled 
the Railway Administration that it had the necessary equipments 
to undertake the construction of long bored piles of adequa~ 
capacity, tbat it would provide bored piles 22" dia 70' to 1 LO' 
Jong at a cost of about Rs. 8,000 per pile, and t11at it was agree­
able to do the work in a!'sociation with firm 'C'. 

The R ailway Administration consulted (June 1976) its Law 
Officer about the feasibility of checking the ra tes of firm 'D ' for 
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piling work by making a.P· independent reference to an outside 
contractor like firm 'B'. The Law Officer opined (June J 976) 
that there was no legal bar to ascertain the rates from an outside 
contractor but felt that, in view o f the sp~cial c•)ndit!on regard­
ing indivisibility of the contract, the Railway Administrntion"s 
powers to take away a part of the contract from firm 'C' and uel 
it done by another contractor had been :1arrowed d0\"11. 

In December 1976, :i tripartite supplementary agrccmen~ 

amongst the Railway Administration , firm 'C' a nd firm 'D' was 
f entered into, in terms of which firm 'D ' was entrusted with pile 

foundatio n portion ::if the work in accord~nce with the revised 
=a design, as an independent party, while the remaining portion like 

sub-structurejsuper-structure of the work remained with firm 
·c. The rate of firm 'D' as accepted by the Railway Admini­
tration worked ou t to Rs. 13, 160 per pile. as agai11st R s. 8,000 
per pile offered by firm 'B'. The resul tant extra expenditure 
incurred by the R ailway Administration st<i nd ai;sc•sccl at 
R s. 14.81 lakhs. 

t 

-

T he following comm;!nts arise in this case : 

( L) It was unnecessary o n the part of R ailway Acln1i nis­
tratioo to J1ave agreed to the clause regarding indi­
visibility of the contract, particularly whc:1 even the 
design for rhe piling work had no• been final ly de­
cided on. But for it, the Ra ilway Ar!minislration 
could have availed o f a lower rate for the pi ling 
work. 

(2) The Railway Administration did not make a ny 
effort to negotiate with firm 'D' in order to have its 
rate for piling work brought down to the level of 
the lower rate offered by firm 'B'. 

(3) The Railway Admini5tration did not at any stage 
propose lo firm 'C' to bring in firm 'B' instead of 
firm 'D' fnr piJjng work in order to '.lvaH of the 
lower rate offered by firm 'B'. 

S/ 40 C & AG/ 81.- 10. 
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In March 1975 , ;he Railway Administration made an ad­
vance payment of Rs. 1.44 lak.hs to firm 'C' in accordance with 
a special condition in the contract (of December 1974) stipulat­
ing progress payments !owards designs and drawings, recoverable 
from 'on account' bills at the rate of 10 per cent of the net pay­
able amount and the balance, if any, from the final1 bi lls. The 
contract, however, did not provide for any bank guarantee to 
secure the Railway ~tgainst possible loss in the event of the con­
tractor's failure to submit a design acceptable to tbe Ra ilway. 
(A provision for bank guarantee has since been incorporated in 
tbe supplementary agreement executed in December 1976 after 
this was pointed out by Audit in Ju~ 1976. but t11is would cover 
only advance payments made thereafter) . 

The contract wit!l firm 'C' was tcrmi11atcd by the Admin is­
lration in May 1977 due to the contractor"s fa ilure to furnish a 
worka'Jlc design and drawings for th~ super-structure and a 
design of the loads for the foundation and also for its fai lure to 
adhere to the time schedule for the work and to employ com­
petent and experienced engineers. Recovery o[ the advance of 
Rs. 1.44 Iakhs could not be secured (June 1981) on termi­
nation of the conlrnct, firm 'C' not li:iving execlltecl any work 
in the absence of any bank guarantee or any oul~landi ng Jucs of 
the contractor against other works. The recovery is pending 
litigation in Calcutta High Court. 

The work entrusted to firm 'C' was awarded (November 
1977 and September 1978) to two other contractors at an l!x tra 
cost of Rs. 10.39 lakhs and was completed on 31st December 
1980. 

The Railway Administration stated (October 1980) that, as 
per the termination letter issued in May 1977, firm 'C' bad been 
notified of its liabili ty towards the advance of R '>. 1.44 lakhs 
~1~ also other expenditure which might b~ incurred in getting the 
work executed through other agencies N departmentally at its 
risk and cost, but the c0ntractor had in the meantime moved the 
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•C alcutta High Court on 21st May 1977 against the appointment 
of other contractors in his place. The judgement of the Cour t 
is awaited (June 1981) . 

This para was issued to the R ailway Administrat ion in 
A ugust 1981; its reply thereto is still awaited (31st January 
1982). 

14. North Eastern, South Central, Soutbem and Northeast 
Fro11ficr Railways--!u .. '11fficient time nllowrd for submission 
of tenders 

The rules provide that all contracts over R s. 10,000 -(raised 
10 R s. 25,000 with effect from June 1979) in value should nor­
mally be placed after calling fot: tenders in the most open and 
public manner possible, and with adequate notice which in the 
case of large works should not be less than a month .. l n partial 
relaxation thereof, limited tenders can be invited in respect of 
works costing upto Re;. 5 lakhs each in the 'Open Jine' organisa­
tion of the Railways from contractors borne on the approved 
lists, provided the number of contractors borne on such lists is 
.not less than 10. H owever. in case the number of approved 
contractors is less than 10 or the response from the approved 
contractors is not sufficient, or the market r::i tes arc to be tested, 
o pen tenders with a notice period of not less than 21 clays have 
to be invited even in respect of works .costing tit1to R s. 5 lakhs. 

A test check by Audit on a few Railways revealed that io 
a number of cases the actual notice period with reference to 
the publication of the n<1tifications inviting tcnder5 !n newspapers 
was less than the drescribed minimum. as brought out in the 
succeeding paragraphs : 

rJ. North Eastern Railway 

Out of 166 tender notices of the E ngineering Department 
published in newspapers, at a cost of R s. 3.05 Jakhs during April 
1979 to March 1980, in 145 cases (87 per cent) relating to 
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works of the value of R s. 575 lakhs, the notice period after pub­
lication iu newspapers wa~ less than the nrcscribed m.inimum of 
2 1 days/one month. Jn four cases the tender notices had been 
published on the date o( opening of the tcnd,.;rs or even there­
after; in e ight cases the actual notice period nrnged from one 
day to one week and in 26 cases from one week to two weeks. 

The Railway Administration stated (August 1980) tilai 
(i) in the absence of advance indication it was not incumbent 
upon the press to publhh the tender notices with adequate mar-
gin and that (ii) in fu ture the tender notices would be sent to ) 
the Chief Public R elations Officer (CPRO) three weeks ahead 

... 

of the due date for publicat.ion in the press. -. 

Tr . SouU1 Central Railwny 

Out o( 280 tender notices issued by the Engineering Depart-
. mcnt over the period April 1979 to M arch 1980, in 46 cases 

(17 per cent) relating to works of the value of Rs. 441 lakhs 
(including 27 works of ever Rs. 5 lakhs each) the f!Ct ual not.ice 
period was Jess than the prescribed m.i11imum nf 20 days} 
1 mouth . ( Advertisement expenses: R s. 72,000). The actual 
notice per iod was only one day in one case and from one week 
to two weeks in 10 cases. 

The R ai lway Administration stated (December 1981) that 
necessary instructions had been issued (December 1980iJanuary 
1981) to a ll concerned to indicate tJ1e specific date(s) by which 
the tender notice( s) should be: published in tl1e newspapers aod' 
also provide for sufficient margin for delavs in transit and publi­
cation. 

Ill'. Southern Rai1way 

Out of 28 tender notices issued by the Engineeri rg D epart­
ment in Madras and Madurai D ivisions during the period April 
1979 to September 1979, in 18 cases (64 per cent) relating tO' 
works of the value of R f>. 102 lakhs (incl uding 2 works of over 
Rs. S Jakhs each), the actual notice period was from one to two 

( 

-



-

143 

weeks in 7 cases and less than the prescribed miniJllum of 21 
.days/one month in the rest of cases. (Advcrtiscmr: 11t expenses : 
Rs. 37,000) . 

The R ailway Administration staled (December 198 1) that 
invitation of tenders in respect of works costing upto Rs. 5 lakhs 
was not mandatory and advertisements in newspapers was re­
sorted to as an add itional measure of publicity. This view is 
not tC11ablc in view of the position brought in the introductory 
para. 

JV. Northeast Frontier Railway 

In all the 16 cases (Value: R s. 50 lakhs) made available to 
Audit, the tender notices issued by the Engineering Department 
during the period Aftri l 1979 to Sep tember 1979, the notice 
period was less than the prescribed minimum of 2 l days/ 
1 month. (Advertisement expenses: Rs. 20,000) . The actual 
notice period was upto one week in 7 cases and over one week 
to two weeks in six cases. 

This was issu2d to the Northeast. Frontier R;;iilway Ad­
ministration 0 11 2nd D ecember 198 L; its remarks thereon are 
s till awaited ( 3 l st J::inuary 1982). 

Lack of adequate rcmler notice carries the risk of poor res­
ponse by p rospective tenderers which in turn can lrad to the 
Railways not being able :o secure competitive rates. 

J 5. South Centrnl and \Y~stem Raihrn)'S-lrregularilies in im•ita­
tion of tenders 

T hree cases, notil:cd during test ch.::ck , involving re-tendering 
w it110ut justifiable reasc n. and piece-meal tcndcrin~ for works 
of the same typ;:·, which resulted in extra expendi ture of Rs. 7.43 
lakhs, arc mentioned below : 
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l . Soulh Central Uailway 

( i) Petty Olld repair works 

Open tenders were invited in April 1979 for the annual 
sectional contract for petty and repair works ( cstimated cost · 
R s. 9 lakhs) in Hyderabad-Maula Ali (BG) Section for the 
period July 1979 to June 1980. The tenders were opened on 
25th May 1979, the lowest offer being 29 per cent above the 
Revised Standard Schedule o'f Rules, 1979 (RSSR ) from contrac­
tor 'A' and valid upto 22nd August l 979. The Tender Com­
mittee decided on 25th July 1979 to negotiate with all the ten­
derers as the offers were considered to be on the high side, as 
compared to the rate of 21 per cent above RSSR accepted (June-
1979) in t11e case of a contiguous section, Seetbaphahuandi­
Falaknuma, for the correspondi11g period . Negot!ations were 
held on 29th August 1979 and tbe lowest negotiated offer valid 
upto Ist September 1979 was 24 per cent above R SSR from 
contractor 'B'. (Significantly, the accepted rate for H ydera­
bad-Maula Ali Section for the previous year 1978-19 too was 
3 per cent higher than that for Seethapbalmandi-Falaknuma 
section). T his also was not accepted by the Tender Committee 
who decided to conduct farther negotiations on 3rd September 
1979, despite the fact that the validity of the lowest tender had 
not been extended beyond Ist September 1979. Three parties 
attended the negotiations but did not reduce their ra tes. The 
Committee thereupon recommended (September 1979) re­
tendering on the grounds that the rates received were on the , 
high side, and that: the area of the work had enlarged by subse­
quent extension of the section from Hyderabad to Sanatnagar. 

Fresh tenders were invited on 27th S:!p~ember 1979. The 
lowest offer viz. 54 oer cent above RSSR received from contracto1· 
'A' was considered (December 1979) to be on the high side by 
the Tender Committee who recommended negotiations with all 
the tenderers. Negotia t~d offer (Janua1y 1980), viz. 49 per cent 
above RSSR , again received from contractor 'B' was finally 
accepted. Computed with reference to the rate of 24 per cent 

-
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above RSSR ofbred by the same contractor in August 1979, the 
award of the work in January 1980 at the re-tendered rate of 
49 per cent above RSSR resulted in extra expenditure to the 
tune of Rs. 2.82 lakhs. No work, however, was done in the 
extended area: of the section from Hyderabad to Sanatnagar during 
currency of the contract. 

The following comments arise : 

1. The low:::st offer of 24 per cent above RSSR received 
in August J 979 for Hydcrabad-Maula Ali Section, 
which was rejected, compared well with the rate of 
21 per cent above RSSR already accepted for 
Seethaphalmandi-Falaknuma c;ection for July 1979 
to June J 980, especially considering that the rate 
accepted for the former in the previous year too was 
3 per cent higher than that for the latter. 

2. No work was actually done in the extenckd area of 
the section. As such, justification for retendering 
was on presumptive basis, bein,g not supported by 
any data. 

The Railway Administration stated (December 198 1) that 
some individual works lrnd been undertaken during th~ period 
September to iDecember 1979 when there was no sectional 
contract, in which the rates accepted were not ahovc 24 per cent 
over RSSR (the rate quoted by contractor 'B' in August 1979) 
and, as such, the savings achieved thereby bad to be kept in view, 
while computing the extra expenditure. However, the Railway 
AdmiJi.istration could not quantify the amount of such savings. 

(ii) Provision of water proof material on roof 1· nf R ailwul' q!1w ·tcn 

Consequent on receipt of complaints from the staff of Guntakal 
Division about leaking of tiled roofs of their railway quarters, 
the Railway Administration decided (December 1978) to provide 
water proof material on these roofs. For this purpose, during 
the period from 27tb D ecember 1978 to 3rd August 1979, the 
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Railway Adminjstration invited tenders thrice on 27th D ecember 
1978, 16th March 1979 and 3rd August 1979, and conclndccl 
four agreements at varied rates, as indicated below : 

SI. P!l cc Date of Date o f Contr?c- Quantity Ratr pu 
No. le d r ;-g·. e- tor l" ( r work (M') 

I <:" lice rn 't whom (W) 
wo1k 
entrusted 

--··----
2 J 4 5 6 7 

R~. 

I . C·t:1.i 11 :1 <\lib· 
Divbion 27-1 2-71! 7-6-79 'A' 18.800 14. 9.1 

2. Gunta k? I Railw' y 
Cc Irr v 16-3-79 7-6-79 'A. 6.020 14. 'JO 

3. R»nig11r 1:i Sub-
D ivision 3-8-79 17-12-79 ·11.· 3.600 "Y-7. 00 

4. Gurt" i-. " I Sub-
Divisioii 3-8-79 4-2-80 ' B" 2, 150 '"!.7.30 

On 26th July 1979, the Railway Administration had asked 
contractor 'A' whether he was prepared to execute an additional 
work (4,500 M3)in Nandalur section of Cuddapah Sub-Division 
(SL No. 1 above) at the same rate (Rs. 14.90 per M' ) at which 
works at SI. Nos. 1 & 2 had been awarded to him in June 1979 
and he had agreed to it on the same date. However, without award­
ing the work to contractor 'A', the Railway Administration invit('d 
tenders for similar works, viz. those mentioned at S!. Nos. 3 & 
4 above, as aJso Nandalur section on 3rd August 1979. Seeing 
the tender notice, contractor 'A' withdrew his offer of 26th July 
1979 on 18th September 1979. The work in Nandalur section 
was eventually awarded to contractor 'A' at the higher rate ot 
Rs. 27 per M2 in April 1980 as in the ~eantime the work ar 
SI. No. 3 had been :iwarced to him in December 1979 at that 
rate. The work at SI. 1 ro. 4 as also an addi tional arc<t of 7000 M1 

were awarded to contractor 'B' at the rate of Rs. 27.30 per M~ 

in January and August 1980 respectively. 

.. 

\ -

.• 
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The rules provide that R;iilway buildings should be systemati­
cally inspected by tl1e Inspector of Works/ Assistant Engineer su 
that all repairs can b e carried out in good time. Despite these 
provisions, lhe Railway Admjnistration had fa iled t~ make aa 
assessment of the total area requiring provision of water proof 
ma~~rial in December 1978 when tenders were invited for the 
first time, or even in March 1979 when tenders were invited for 
the second time. In consequence, tenders were again invited m 
August 1979 and contracts were awarded i11 December J 979, 
January, April and August 1980 at higher rates involving extra 
expenditure of Rs. 2.11 Jakhs. 

The Railway Administration stated (May/ Novcr'1hcr 1981) 
that the work in Cuddapab Sub-Division was !:iken up on an 
urgent basis as the !)rnblern was acute there, and that it wus 
Uildcrtaken as a trial measure. 

The work in Cuddapah Sub-Division, though claimed to hr 
mgent, was awarded (May 1979) mor~ than four months after 
invitation of tenders (December 1978) ; furth~r it had not bcCJ r 
described as a work undertaken as a trial mea5ure either in tllL 
justification of the work or in the tender committee proceeding:1. 

£1. Western Railway 

Pitching of breaches after restoration 

According to the standard sp{:ciflcatfon laid down in the 
Railway's Works Hand Book, the stone for pitching should he 

approved by the engineer-in-charge of the work. :rnd no stone 
should b~ less than 15 cm in any direct ion and not less than 
30 Kg in weight. However, in cases where this mini11111m weight 
t;Ondition cannot be satisfied due to locally av?i!ablc. stone being 
of lower density, the minimum weight shmrld he prescribed as a 
special condition in the contract and accepted hy the enginec1. 

Tn connection with the the work of ' icpairs to toe wall and 
pitching' for restoration of the breaches between Dholka and 
Koth Gangad stations in Bhavnagar Division, the Railway 



148 

Administ l'ation invited iimitcd tenders in August 1977, stipulati ng 
the above standard specification. Tenders were opened in Septem­
ber l 977 and the lowest negotiated (October 1977) offer from 
firm 'A ' was 321 per cent above the Schedule of R ate-., 
(SOR) . However, on the ground that this rate wa!-. 
on the high side, open tenders were again invited in 
October 1977. This time the lowest negotiated (December 
1977) offer was 320 per cent above SOR, again from 
the same firm 'A' with the special condition that rubble o( 
I 0 to 15 kg in weight would be supplied instead of 30 Kg as 

1;pcci ficd. During the negotiations all other tenderers also quoted 
the same special condition which was stipulated by firm 'A'. 
The Tender Committee held (December l 977) that the special 
condition of the tenderer involved change of 5pccification nnd 
hence its acceptance w::is not within the com!)etence of the 
Divisional Superintendent. T hese recommendations were accept­
~d by the Divisional Superintendent and tenders were cancell ed 
(December 1977). though the special condition bying down 
lesser weight of ston·~ could have been acceptrd in terms 
of the provisions in the Railway's Works Hand 13ook. Op::n 
tenders were again invitl!d in January 1978. The lowest offer 
this time was 315 oer cent above SOR ~ind all the offers were 
~ubject to the specia l condition that rubble of 10 to 15 kg would 
be supplied. These u!Iers we1ie also re jcctcd in May 1978 on 
the same grounds as in December 1977. 

Meanwhile, the Chid E ngineer conveyed in Jun~ 1979 that 
'where the minimum weight condition i.e. 30 kg of stone is 
difficult to satisfy, the minimum weight should be specified as 
a special condition in the tender by the tender inviting authority 
and no deviation therefrom permitted'. 

Fresh limited tencters were invited in Novcmbr r 1979, and 
again open tenders in January 1980, mentioning therein the 
special conditio n 'that no stone shall be less than 15 cm in any 
direction and not less than 10 kg in weight and that no deviation 
therefrom shall be p;::nnittecl ' . The lowest negotiated offer a t 
781 per cent above SOR of the same firm 'A' w~s accepted, and 

--
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the contract valued at R s. 4.78 lakhs was awarded in April 1980. 
This involved an extra expenditure of R s. 2.50 lakhs in com­
parison to the lowest oiler of 320 per cent above SOR received 
in December 1977 under simil ar condition. 

Had the Railway Administration taken due note 0f the extant 
provision in the Railway's Works Hand Book, and acted accord­
ingly, the extra expenditure incurred in this case could have been 
largely avoided. 

This parn was issued to Western Railway Administration on 
2nd December 1981 ; its reply thereto is 5till awaited 
(31st J anuary 1982). 

16. Southern Railway-£xtra expenditure due to delay in 
execution of wo1·k 

The Ministry of Railways (Railway Board) had taken a policy 
decision (October 1968 and July 1969) for progrcss.ive intro­
duction of multiple aspect colour light signalling on trunk routes 
and replacement of the existing signalling equipments, wherever 
needed on age-cum-condition basis. Pursuant to this policy. 
replacement of the two aspect lower quadrant signalling, which 
had been in use for more than 30 years on Ariyalur-Golden 
Rock section (metre gauge) of Madras-Timchlrapalli trunk route, 
by multiple aspect colour li,%ht signalling was provided in the 
works progranune for 1973-74 at an estimated cost of Rs . 52 
lakhs to b::: spent over- n period of four financial years upto 
1976-77. 

The initial estimate of cost (Rs. 52 lakhs) gradually went up 
lo R s. 89.60 lakhs as per the revised estimate sanctioned by the 
Ministry of Railways (Railway Board) in May 1978. 

The Civil E ngineering portion of tlie scheme comprised mainly 
construction of battery and relay rooms and provision of wooden 
slee1)ers in the track for panel interlocking at l 1 stations and 
9 level crossings on the section. While necessary action for 
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construction of relay and battery rooms was initiated immediately 
after sanction (July 1974) of the detailed estimate, the require ment 
of wooden sleepers w:is not even assessed Lill Augus1 1976 for 
arranging their procw"Cment. As a result, panel interlocking work 
commenced in November 1977 and was completed at 8 stations 
and 1 level crossing by October 1981, representing an overall' 
physical progress of only 45 per cent over a pericd of about 8 
years after sanction of the work. The balance work, accordirig to 
the Administration , · is likely to be completed by March 1982. 

Compared to the overall physical progress of the work 
( 45 per cent), the expenditure booked upto August 1981 
for gazetted supervision, staff, etc. (Rs. 6.69 lakhs) and 
labour (Rs. 10.72 lakhs), representing 83 per cent 
and 88 per cent respectively of the corresponding pro­
vision in the revised estimate ( 1978) (Rs. 8.09 :rnrl Rs. I 2.25 
Jakhs), would appear drsproportionate and indicative of unpro­
ductive uti lisation of stafI etc. for about 8 yea-rs as ag .. inst 4 years 
envisaged in the estima!e for completion of the work. The delay 
in execution of the work aJso involved continued maintenance of 
certain operating staff (cost : Rs. 3.6 lakhs per annum), which 
wen:: to be surrendered on completion of the work ta rgeted in 
1976-77, and retention vf the old signal equiprnentc; in service. 
the replacement of which was justified (1973-74) on agc-cum­
condition basis. If continued retention of the old equipments 
was not beset wi th any setback in operation, thl! need for under­
taking the costly replacement work would appaTently be open to 
question. 

The Administration stated (June and December 1981) : 

(a) The delay in execution of the work was c!ue to acute 
shortage of wooden sleepers, supply of which during 
1972-73 to 1974-75 was about 30-·35 per cent of 
the Rai lway's total requi rements anct t h~ rr<;ultant 
meagre allotment for signalling works. 

(b) 111e extra expenditure (Rs. 30.70 lakh~ upto Alll,! llSt 

198 1 over the original estimate which would go up 

-
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fu rther on completio11 of the work), though neces­
sitated by delay in execution, would have to be 
viewed with reference to the 3dvance p rocurement of 
stores (R~. 30.48 lakhs) and ~he rcsult2nt saving in 
cost compared to the present day p!'iccs, and 

(c) The retention of the operating staff and old equip­
ments was an inescapable necessity till completion of 
the work. 

Following points, however, deserve mention in thi !> contcxl-

(a) The supply of MG wooden sl eep~rs ranged between 
33.6 per cent and 105 per cent of the R ailway's re­
quirements during 1972-73 to 1975-76 and with the 
p rogressive improvement in the supply position three 
other signalling works p rogrammed (1 970-71 , 1972-
73 and 1973-7 4 ) on the same trunk route could be 
completed between Sep tern ber 197 5 and Octoher 
1977. The shortage of sleepers, alleg·~c! ly rcl'ulting 111 

delay in execution of this particular wurk, would 
seem to have been contributed by the abscnc~ f) f 
assessment of _the requirement till August ·1976 for 
planning the procurement. 

(b) Th-e advantage of advance procurzment of stores has 
been largely offset by continued opera tion of the posts 
of the operating staff (cost : R s. 3.6 lakhs per annum) 
which could have been surrendered in 1976-77 but 
for the delay in execut ion of the work. 



CHAPTER V 

EARNINGS 

17. Northern, SoutJ1ern and Western Railways- Loss c..f earnings; 
undercharges o{ freight 

I. Northern Railway : Loss due to incorrect computation oi 
di'stancc on acc0unt of closure of a tr.mshipmcnt shed 

The Goods Tariff provides that, in the event of the shortest 
route, when atso the cheapest, being partially or wholly closed 
for traffic, the traffic should be carried on the n~xt shortest open 
route and charged accordingly. In such a case, the sender should 
give written and signed instructions on the forward ing note for 
charging freight by the next shortest/ cheapest open route and the 
booking staff must make necessary endorsement on the Railway 
receipt and its counterfoil. 

Prior to the conversion of the Bhatinda-Hanumangarh­
Smatgarh Section from Metre Gauge to Broad Gauge, the traffic 
from and to stations on the Fazilka-Kotkapura and Sirsa-Bhatinda 
MG sections booked to and from BG destinations was being 
transbipped at Bhatinda and freight chmged via Bhatinda being 
the shor test/cheapest route. Consequent upon ope11iug of Bhatinda­
H anumangarh-Suratgarh BG line in May 1978, the Northern 
R a1lway Administration notified (November 1978), in accordance 
with the provision in Ta.riff that with effect from 1st October 1978, 
tl1c Bbatinda transhipment shed had been closed and tliat the 
traffic should be routed and rated by the next shortest open route. 
As a result, the traffic by and large is being routed and transhippecl 
via Hissar involving extra haulage of 13 km to 304 km. 

During the inspection of two stations (Muktsar and Sirsa) 
conducted by Audit in September 1979 and Janum-y 1981, it was 
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noticed that, though the traffic from and to these stations to and 
from BG destinations was being routed and transhipped via Hissar, 
freight charges were being levied via: Bhatinda, resulting in under­
charges of freight to the extent of Rs. 1.57 lakbs during the period 
October 1978 to August 1980. This undercharge relates to only 
two stations ; the position in respect of other stations on the 
-;cctions is yet to be investigated by the Administration. 

1l1e following were the lapses in this case : 

(i) Although the Railway Administration had notified 
that with effect from 1st October 1978 Bhatinda 
transhipment point had been closed and the traffic 
would be routed and t:ranshipped via Hissar and 
specifically instructed the stations in their notification 
that ;:'Outing and rating of traffic should be done 
accordingly ; the stations continued to charge freight 
via: Bhatinda. 

(ii) TI1ere was failure on the part of the station staff to 
obtain necessary undertakings from the senders 
though required as per the rules. 

(iii) This in•egularity had not been detected by the 
Inspectors of the Commercial and Ac.counts Depart­
ments during their inspections of stations and by the 
Traffic Accounts Offices of all the forwarding 
Railways during their internal checks. 

Tl. Southern Railway 

l. Non-utiHsatiou of tank wagons due to 11elay in notification of 
calibration 

The rules prescribed by the Ministry of Railways (Railway 
Board) provide that :-ill newly built tank wagons put on line should 
be got calibrated by the Tank Wagon Committee of Railways at 
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Bombay with their carrying capacity for loading and charging of 
freight of different oil products with reference to dip measurements 
record ed at different temperatures and that their capacity should 
be advised to the concerned Railways for notification through rate 
circulars (tenned as calibration charts). Till such time the 
calibration charts are ready, freight on the consigrur.ents carried 
by the new tank wagons is to be levied provisionally on the basis 
of the nearest carrying capacity of a similar type wagon for the 
particular liquid for which the carrying capacity has alrc,ad y been 
notified, after obtaining an undertaking from the Oil Companies 
booking the consignments tlrnt they would pay the undercharges. 
if any, in case the calibrated capacity of the new wagon is found 
to be h igher than that adopted for charging. 

As per orders placed by the Ministry of Railways (Railway 
Board), a Calcutta firm was to supply 878 tank wagons between 
September 1979 and M arch 198 1. These wagons were allo tted to 
Eastern (375), Nortber:1 (108), Southern (275) and Western Cl 20) 
R ailways. 

Against the above nllolment, the Southern R ailway received 
29 tank wagons between October 1979 and Ma1·ch 1980 and 
placed them for loading at the Oil sidings at T ondiarpet 
Ma:rsballing Yard from June 1980 onwards but on all such 
occasions the wagons were rejected by the Oil comp?.nics on the 
plea that they had not been calibrated . Some of these wagons 
were moved to other centres, such as Cochin H:irbour T cl'minus 
etc. for possible utilisation ; but they were rejected there also 
and sent back to the ba~e station viz. T ondiarpet Marshalling 
Yard . The wagons were either idling a t the base station 0 1 

n mning empty since June 1980 and the consequential loss in their 
earning capacity worked out to Rs. 3.30 Jakhs upto December 
19 80 . The wagons were eventually brought into use from 
January 1981. 

T he new wagons allotted to Northern (108) and Western 
( t 20) R ailways though not calibrated were however being uti lised 
since the date of aUotmcnr. 

--



~ 
· ' 

( 

155 

The lapses of the Railway Administration are mentioned · 
below: 

(i) The booking staff at the sidings had not followed the 
inst.mctions regarding the loading of non-calibrated 
tank wagons. The Commercial and Accounts I ospec­
tors of the Railways had not also detected the!e 
omissions. 

( ii) The Commercial Branch had failed to notify, though 
required, tbe introduction of the newly built tank 
wagons ; such a notification would have facilitated 
utilisation of the tank wagons, the freight charges 
being collected on a provisional basis as per the extant 
rules. 

( ill) The Southern Railway Administration bad not made 
any report, though required, about the idling of the 
wagons for want of calibration to the authority' 
concerned, namely, the Tank Wagon Contr01ler, 
Bombay, who is to calibrate these wagons. 

(iv) Though the tank wagons had been ordered in Septem-· 
ber 1978, with delivery to commence from September 
1979, timely arrangements for their calibration, etc. 
for notification of their carrying capacity for charging 
freight bad not been made. All the oil tank wagons 
in question are yet to be calibrated (December 1981)." 

2 . Lo~ of earnings du~ to detention of wagons 

The Nilgiris Mountain Railway (N. M . Railway) is an un­
remunerative metre gauge line from Mettupalaiyam to Ootacamund 
(actual distance 45 .88 km ; chargeable distance 460 tern). Goods 
traffic bound for stations to and from stations on this branch line 
are transbipped at the Mettupalaiyam Broad Gauge Terminal, 
served by adjacent yards of Coimbatore and Pod~ur on the Broad 
S/ 40 C & A0/ 8 1.- 11. 



156 

Gauge main line. The metre gauge branch line froru Mettu­
palaiyam has the following capacity constraints also : 

(i) train capacity is limited to 45 tonne or two wagon 
loads; I 

(ii) traffic on the section often remains suspended during 
monsoon period due to land slips etc ; 

(iii) the stacking space at Mettupalaiyam is inadequate 
resulting in slow release of loaded wagons and 
consequent detention. ' 

The Uneconomic Branch Line Committee, 1969, which 
enquired into the working of the section, bad recommended that 
the section should be closed for goods traffic and all goods traffic 
worked as out-agencies from Mettupalaiyam i.e. the goods traffic 
to stations on N.M. Railway should be carried by road from 
Mettupalaiyam. 

During review by Audit of the goods traffic in this section from 
April 1978 to January 1981, it was noticed that, despite the 
restriction imposed in March 1978 on all goods traffic including 
Military traffic in wagon loads to stations on the N.M. Railway; 
traffic in wagon loads continued to arrive at Mettupalaiyam. 
Further, there were heavy detentions to these wagons at Mettu­
palaiyam, Coimbatore and Podanur as th.e goods could not be 
unloaded for want of stacking space at Mettupal'aiyam. 

During the above period 375 BG wagons with ronsignments 
for stations on the N.M. Railway had been detained at the above 
stations for periods ranging from 6 to 113 days involving in al l 
9258 wagon days ; the average detention per wagon working out 
to 25 days. At the smie time indents for 1315 wagons, mostly 
for high rated commodities such as wood pulp, betclnuts, etc. 
for upcountry destinations, had been pending from time to time. 
The loss of revenue to the Railways due to these detentions was 
assessed as Rs. 5.87 lakbs. ' 

-
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A further review (December 198 J) by Audit of cfetention to 
wagons at MettupaJaiyam revealed that dming February to 
November 1981, 199 wagons had been detained for periods 
ranging from 6 to 58 days involving 2665 wagon days and loss 
of revenue of R-s. 1.69 lakhs. 

The Ministry of Railways (Railway Board) stated (January 
1982) that orders had been issued by the Administration for 
permanent closure of the section for goods traffic with effect from 
29th August 1981. The Ministry of Railways further stated that 
there was hardly any space left for augmentation of the stacking 
space at Mettupalaiyam and that detention to wagon was 
inescapable. 

The following points need consideration in this case : 

(i) Despite the known capacity constraints, the Railway 
Administration continued to provide for movement 
of goods traffic by rail on thls section. Even when 
restrictions were imposed, the Railway Administra­
tions failed to take note of these while accepting 
traffic for booking. ' 

(ii) Despite the dumping of goods at Mettupalaiyam 
being found necessary periodically, suitable arrange­
ments for providing either additional stacking space 
at the station or other alternative arrangements such 
as transport of goods by road, as alternatives to hold 
up of BG wagons, had not been considered. 

(iii) The Rail Tariff Enquiry Committee had recommended 
the setting up of a study team to examine the various 
alternatives in respect of traffic on this section, 
including programme of replacement of rolling stock, 
track etc. Action on the recommendation is yet to 
he taken (December 1981). · 
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lU . Western Railway : Short realisation of freight charges 

The Rules in the Goods Tari.ff provide that freight charges for 
conunodities, :i.11 respect of which the carrying capacity of the 
wagon has been prescr ibed as the minimum weight condition for 
booking in wagon load~, are to be levied on the basis of the: 
marked canying capacity of the wagon p lus 4 tonnes (effectivri 
from 1st JuJy 1964) when carried in standard *BG bogie raif 
trucks (BFRs). However, where these commodities are carried 
in non-stru1dard BFRs1<, which are marked with a four pointed 
wbite star and have the figures of the carrying capacity painted 
on** both sides of ' he wagons, no overloading is permissible. 
and freight is to be !~vied on the basis of the marked carryin~ 

capacity only. A specific remark about the wagon used being 
non-standard is also to be made on the railway receipt, invoice. 
etc. 

A test check in audit of the records of outward traffic of 
Indira Dock and Gmin D epot (May 1978 and March 1981), 
Vfotoria Dock and Manganese Depot (October 1978) and Wadala 
Depot (March 1981) stations on the Bombay Port Trust Railway 
which is governed by the tariff rules of Indian Railway Conference 
Association (IRCA) for the period from October 1975 to October 
1980 disclosed that in several cases the R ailway receipts an<l 
invoices carried no remark that the wagons used were non­
standard and yet freight bad been charged treating the wagon~ 
as non-standard wagons resulting in under loading by 4 tonne.c; 
and consequential short recovery of freight charges amounted to 
Rs. 90,708 in respect of both local and foreign traffic. 

The Railway Administration stated (October 1980) that it wa-; 
not possible for the station staff to distinguish standard and non­
standard wagons in the absence of star marking on the wagons. 

~stand:i rd wag1>ns are wagons built according to specifica tion approved 
by RDSO. N on s ta ndard wagons are wagons built before finalisation of 
standards. 

,..The marking and painting are to be done by the workshops during 
POH. 

-
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A list of non-standard BFR wagons used all over the wnal 
Railways was notified for the first time by the Southern Railway 
Administration in May 1979, prior to which there were no rccor<:s 
to identify non-standard BFRs. As already stated. the rules 
provide that non-standard BFR wagons should bear a four­
pointed white star along side the figure of carrying capacity on 
both sides. 

· The following omissions in the observance of the prescribr<l 
procedure were noticerl in this case : 

(i) There had been failure on the part of the Rai lway 
Workshops ~o mark all non-standard wagons with 
white stars. Further, no list of non-standard wagon£: 
had been prepared and notified till May l 979 by the 
concerned Railways. 

(ii) The Bombay Port Trus t Railway stations had failed 
to indicate in the invoices as to whether the wagon!' 
had star markings and were non-standard etc., after 
physically examining the wagons as per ru l~. 

(iii) The destination stations of Zonal Railw:iys too had 
failed to realise the undercharges in the absence of 
specifio remarks on t11e invoices/ railway receipts. 
before delivering the consigrunents. 

( iv) The Commercial and Accounts Inspectors had also 
failed to detect the irregular practioes durin g their 
periodical checks. 

(v) Central intci::ial check of freighting had also failed to 
detect the undercharges. ' 

The above mentioned cases indicate laxity in appl ication of 
tariff rules by station stafi and inspections by Inspectors and 
-supervisory officials. 
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l 8. Diesel Locomotive Works-Delay in revision of rnte of 
rc.-covery of electri'city charges 

Jn Para 31 of the Advance Report of the Comptroller and 
Auditor General of India for 1979-80- Unioo Government 
(Railways) , mention w;is made of the inotdinate r:lelav in revision 
of rate of recovery of cloctrici ty charges from the R ailway 
employees on South Eastern Ra ilway. A similar case of delay 
in revision of rate of electricity charges since noticed in D iesel 
Locomotive Works (DLW) is mentioned below. 

D L W has been purchasing electricity f rom the U ttar Pradesh 
State Electricity Board t UPSEB ) at different rates for consu•np­
tion in the staff colony and in the factory, the rate for the former 
being all along higher than that for the lattrr. 

Pursuant to the Ministry of Railways (Railway Board ) 's 
directive (January 1972) not to pool the lower rated workshop 
consumption for working out the rate chargeab le from the staff, 
DLW notified (April 1973) a recovery rate of 24 paise plus 
25 per cent electricity duty per unit (i.e. 30 paise per unit) for 
residential consumption, based on power house cost sheets prepar­
ed separately for colony and factory consumption. 1he rate so 
fixed was identical with that levied by the UPSEB for colony 
consumption and continued to be charged from the employees 
without any revision till January 1980, even though the UPSEB's 
tariff for domestic consumption had, in the intervening period, 
undergone successive upward revisions (from 30 ~aise to 53 paise 
per unit). 

According to the revised tariff of the UPSEB, the rate for 
domestic consumption was about 40 pa ise per unit till June 1975. 
ArJprehendiog possible difficulties in recovety from the staff of 
electricity charges at higher rate, there was re-thinking (November 
1976) in DLW whether the rate of recovery from the staff should 
be worked out by preparing a common power house cost sheet 
for colony and workshop or separate cost sheets for each . Pending 
a decisioll in the matter, power house cost sheets for the period 

-



( 

161 

June 1975-December 1977 were not prepared and consequently 
the recovery rate of 30 paise per unit (fixed in April 1973)' 
continued to remain unrevised to correspond to the rates at which 
supplies from UPSEB were paid for. ' 

Based on the power house cost sheets for the subsequent 
period (January 1978-Dec.ember 1979) finalised ii) January 
1980, DLW arrived at a rate of 45 paise per unit with reference 
lo the UPSEB's tariff for domestic supply and another unified 
rate of 40 paise per unit, taking into account the workshop and 
colony consumption together. 

The lower rate of 40 paise per unit (effective from January 
1980) was adopted (February 1980) for recovery of electricity 
charges from the staff, on ad hoc basis subject to approval of the 
Ministry of Railways (Railway Board) , which, however, was 
sought by DLW about two years later in December 1981. I 

The belated revision of the rate of recovery and that too on 
a basis different from that laid down by the Ministry of Railways 
(Railway Board) resulted in avoidable loss of Rs. 5.73 lakhs in 
supply of electricity to the staff for the period Jan11'.lry 1975-
June 1981. 

The case was referred to DLW Administration in July 1981 ; 
its reply is still awaited (February 1982). 



CHAPTER VI 

ESTABLISHMENT MATTERS 

19. Implementation of ten bom duty rule fo1· ruuuing staff 

I. lnfroductioo 

19.l The demand of the staff unions for cmtailment of the 
overall limit of duty hours at a stretch of the running staff ( viL. 
Drivers, Shunters, Fire:men, Guards and Brak~smen, etc.) from 
14 to 12 bad been referred to a Railway Labour Tribunal (1969). 
It had recommended (July 1972) that the running duty at a 
iltretch should not exceed 10 hours but might be extended ~pto 
a maximum of 12 hours subject to two hours notice being given 
by the Railway Administration before expiry of 10 hours and 
that the overall duty hours from 'signing on' to 'signing off' should 
be progressively reduced from 14 to 12 over a period of 8 years. 
However, tbe Ministry of Railways (Railway Board) decided 
(August 1973) that the running staff would not be required to 
work for more than ten hours at a stretch from 'sig"Pjng on' to 
'signing off' and that the ten hour duty rule would be implemented 
in a phased manner by December 1976. 

19.2 A review in audit of the implementation of the ten hour 
x'Ule on the Railways- revealed the following : 

11. P.hmning CeU ' 

19.3 For planning and creation of infrastructure facilities 
(viz running rooms, staff quarters, line capacity works, yard 
communication arrangements, etc.) required for implementation 
of the ten hour rule, the Ministry of Railways (Railway Board) 
sanctioned (November J 973) two Junior Administrative grade 
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posts (viz a Dy. COPS and a Dy. CME) for each 
zonal Railway and also authorised the latter to create 
necessary supporting staff. The cost of these planning 
cells (each comprising two J .A. grade officers and about 
*21 NGOS) on the Railways was about Rs. 10.60* lakhs per 
annum. Notwithstanding that all passenger train.> and 85 per cent 
of the goods trains had been covered under the ten hour rule by 
September 1977, the planning cell with full complement of staff 
(exlcept fo11 a J A. grade post surrendered in April 1979) continued 
to be operated on each Railway till April/May 1981. 

19.4 The progress of implementation of the ten hour rule 
being cent percent for passenger and 80 per cent for goods trains 
by January 1978, the Western Railway informed (February 1978) 
the Ministry of Railways (Railway Board) that extension of the 
two J.A. grade posts beyond April 1978 was not necessary but 
that in lieu a skeleton cell (consisting of an operating officer :in 
Group B, one Inspector and a Senior Clerk) be created for 6 
months to stabilise the implementation of the ten hour rule. Within 
two months, however, the Railway got (April 1978) the posts 
extended by the Railway Board on grounds of unsatisfactory 
position of implementation of the ten hour rnle. Later, on the 
Railway Board ordering (April 1979) surrender of the post of 
Dy. COPS, the Administration m ged (May 1979) for its 
continuance as an operational necessity, in lieu of the post of 
Dy. CME, if necessary. The J.A. grade post of- Dy. COPS on 
its revival· (July 1979) was, however, excba:nged by the Adminis­
tration with the Senior Scale post of Secretary t 0 General 
Manager, the latter being instead upgraded to J.A. grade. 

19 .5 Had the skeleton cell, as proposed (February 1978) 
by the Administration, been operated with a Senior Scale officer 
as actually deployed (August 1979), instead of con!inuing the 
Planning cell with its full complement, there wou!d have been 
a saving of about Rs. 1.81 la.khs per annum in staff cost. 

"'Average of WC".stern. N0rthe111, Southern & Northeas t Frontier Rail­
ways. Position of oth~r Railways not readily avalable. 
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JU. Construction of infrasfmcture facilities 

Running rooms 

19.6 With a view to providing resting facilities for the crew 
on completion of their ten hour duty, 139 running rooms were 
con tructed during 1976-77 to 1978-79 on seven Railways at 
a cost of Rs. 134.78 lakbs. The Ministry of Railways (Railway 
Board) had issued instructions in February 1976 that the 
Railways should keep in view the likeli11ood of dieseltsalioo of 
sections where running rooms and quarters were bcin~ developed 
exclusively for a few steam trains. as diesel trains· would not 
require such facilities. These instructions were, however, not 
observed in several cases thereby rendering the faci!ttres created 
redundant or unnecessru.y. Out of 139 running rooms, 51 
(oost Rs. 88.J 3 lakhs,l on six Railways had become redundant 
soon after their completion or commissioning or attcr limited 
use for a short period. It would appear that the facilities had 
been planned without adequate examination of available data 
regarding running time of goods trains or without proper trials 
for a realistic assessment of the running time. 1 nstances of 
facilities created and rendered redundant and the infructuous 
expenditure incurred thereon are mentione.d below : 

(i) On Western Railway, running rooms (at Amalner, 
Sujalpur and Ukaisongarh) , though not considered {February 
1976) necessary by the operating branch in view of likely 
dieselisation, were .constructed (December 1976, Altgust and 
September 1977) and commissioned (March/ April 1978) for 
change of crew, which was discontinued except for a shunting 
train, that too not mnning regularly, on introduction (August 
1979/September 1980) of diesel traction rendering the facilities 
created (cost Rs. 10.97 Jakhs) redundant. On discontinuance 
of crew change, the additional loop lines (cost Rs. '.l.4.21 lakhs) ' 
constrtucted at Sujalpur and Amalner also became redundant. 
30 running room staff (cost Rs. 1.28 lakhs per annum) are 
being employed for maintenance of these redundant running 
rooms. I 

1 
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'r The running rooms at Kishanganj, Dimapur and Cbaparmukh 
,.. (cost R s. 9.98 lakbs) on Northeast Frontier Rahway became 

surplus to requirements due to their construct.t.on having been 
takoo u~ without taking into account prospective dieselisation 
( Katihar division) / the fact that 67 to 80 per cent of the goods 
trains completed runs within ten hours and/or without examining 
the possibilitY of all goods trains being brought under ten hour 
working by reducing pre-departure detentions etc. as confirmed 
by subsequent (August and September 1976) liue inspections 
and trial runs. 

f 

--

The completion of run within ten hours by B(i- shunting 
trains and working of MG trains with double set of crew and 
rest vans rendered the construction (April 1977) of a running 
room (cost Rs. 2.27 lakhs) at F akiragram also unnecessary. 

(ii) Again, due to construction being taken up on Southern 
Railway without keeping in view prospective dieselisation 
(Palgbat and Madurai Divisions) and ignoring the availability 
of such facilities at adjoining stations (Madras Divis10n) on the 
ground that such facilitie'>, if rendered unncces~ary , would be 
ponverted into staff quarters, ten running rooms ( t'.OSt Rs. 6.45 
lakhs) became redundant. Conversion of five unit'> (Palghat-2, 
Mysore- 3, cost Rs. 1.90 lakhs) into staff quarters, as originally 
contemplated, is however, s.till (November 1981) awaited, whlJe 
l he other fi ve units (cost Rs. 4.55 lakhs ) were put to alternative 
use as office and residential accommodation in April J 981 after 
remaining idle since completion (December 1976/March 1977 / 
March 1979). While three units (cost Rs. 1.56 lakhs) in 
Mysore division remain unused, 22 general service coaches and 
seven second luggage and brake vans were utilised (November 
1980--May 1981) for working trains with ·double set crew and 
crew rest vans. The Joss of earnings due to such use of passenger 
coaches as crew rest vans (calculated at average vehicle kilometre 
per day and earnings per coach per day) would vvurk out to 
about Rs. 32.51 lakbs per annum. 
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(iii) On Central Railway 13 running rooms (cost Rs. -13.88 
lalchs), though not considered necessary in view of the Ministry 
of Railways (Railway Board) suggesting reduction in the 
proposed facilities, bad to be completed because of their being 
in an advanced stage of construction after having been taken 
up prior to approval of 1he Project Report. Four out of these 
13 running rooms have since been converted (cost Rs. 0.26 
lakh) into staff quarters and the remaining units are partially 
utilized as running rooms. The running room (cost Rs. 5 .30 
lakhs) at Jagdalpur on S0uth Eastern Railway became redundant 
consequent on the Administration's decision (March 1977) to 
split Waltair-Kirandul section into two crew lengths as against 
three decided earlier without conducting any trial/experimental 
runs. Ten members of staff are being employed since various 
dates between September 1979 and March 1980, incurring 
expenditure of Rs. Q.53 lakh, upto March 19·81, for the main­
tenance of this redundant running room. Further, a residential 
building at Kamptee, utilised as rest room from April 1973. 
was converted (cost Rs. 0 .79 lakh) in 1976-77 into running 
room and reconverted (cost Rs. 0.22 Jakh) into staff quartcr 
following a decision (May 1978) to provide a running room at 
Tumsar Road. 

The position regarding effective utilisation of ~h~ facilities 
created on other Railways is not readily availabile. Expenditure 
on repairs and maintenance of the surplus ninoing rooms is not 
separately available, as this is booked under one head for all 
service buildings. 

Staff Quarters ' 

19.7.1 Staff quarters (218 nos.) were constructed on the 
Western Railway from 1978 onwards at a cost of Rs. 5'4.67 lakbs 
for the additional staff ( 475 nos.) sanctioned for crew change 
at intermediate stations. With discontinuance of crew change at 
intermediate stations due to progressive dieselisation. improved 
running conditions etc. the staff quarters became surplus to 
requirements of the ten hour working. 

.. 
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19.7.2 For the running staff to be based at Jagdalpur being 
one of the three crew changing points decided (July 1974) for 
the Waltair-Kirandul section of South Eastern Railway, provision 
was made for construction of 106 quarters. After 52 quarters 
had been completed by March 1977, the Administration decided, 
on the basis of certain trials and experiments, to split the section 
into two instead of three crew lengths as originally contemplated; 
nevertheless, it completed (October 1977) the remammg 
54 quarters also. All the 106 quarters (cost : Rs. 48 lakhs) are 
lying unutilised (September 1981) apparently due to lack of 
proper planning and without timely trials and experimental runs. 

Signalled Loops ' 

19.8 To facilitate mid-section crew change, the Southern 
Railway Administration constructed (September/ October 1976) ' 
two· additional loops (cost : Rs. 18. 12 lakhs) at Karur and 
Kulitalai stations on Erode-Tiruchirapalli seclion where the 
incidence of goods train crew exceeding ten hours had been 
rn.nging between 25 and 48 per cent during June tc October 
1974. During audit inspection (June 1981) it was observed 
that crew change was not being made at these stations, nor was 
there any utilisation of the. newly laid loops except for occasional 
receiption of goods trains and stabling of passengeir and goods 
vehicles while other lines remained vacant/partly occupied. The 
additional loops thus proved infructuous since, even without 
their use, the progress of ten hour working was 75.5 to 95.1 
per cent for diesel and 48.5 to 85.9 per cent for steam trains 
during 1980. 

Yard Communication facilities 

19.9 With a view to enabling the yard control cell to function' 
effectively for formation of outgoing trains with least detention 
to stock in yard and timely arrangement of crew and locos,' 
communication facilities (cost : Rs. 5.97 lakhs) were set up 
(March 1977) at Jolarpettai , Ernakulam and Bangalore City area 
of the Southern Railway. The facilities at Jolarpettai completed 
(cost : Rs. 3.07 Jakhs) in March 1977 and h:mded over to the 
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Operating Department io July 1978 could not be put to use so 
far (September 1981) as the control phone facilities "are not 
in good working order". The facilities (cost : Rs. 2. 90 lakhs) 
at other two places have no t also proved effective in reducing 
late start of goods trains, whi,ch for BG/MG services vras 3300/ 
4067 and 2097/2865 hours respectively in December 1979 and 
March 1981 as against the best results of 743 hours (BG) and 
2075 hours (MG) achieved in April/May 1974. 

Provision of Lobbies 

19.10 After 88 per cent progress had been achieved (Septem­
ber 1977) in implementation of the 10-hour duty rule o·n Northern 
Railway, six lobbies (cost : Rs. 3.14 lakbs) were construct.ea 
during 1978-1980 for constant review of train arrangements 
and crew booking so as to ensure that thei crew was called for 
duty very close to the actual departure of trains. A review in 
auctit of crew booking in Delhi division for four selected months 
(December 1979, August 1980, December 1980 and March 
1981) indicated that in 25 cases the crew was called for duty 
but 'booked off' after a period exceeding ten hours without per­
forming any running duty due to non-start of trains for long 
hours, involving loss of about 313 man hours. Further, for 
want of timely arrangement of crew, 126 trains had been delayed 
in Tughlakabad yard during the selected four months by 1 hour 
44 minutes to 3 hours 17 minutes on an average altllougb the 
nominated paths were available for running the trains. : 

Mid-section crew changes resorted to for ten hcur working 
on long sections also te<;ulted in detention to trains ia Delhi 
division and the loss of earning on this account woul0 work out 
to about Rs. 1.36 lakhs for the selected four months. 

Provision of Mini Buses 

19.1 L.1 With a view to quickening the transit of running 
staff from loco sheds/stations to trains and vice~versa 1 S mini buses 
(Matador) costing Rs. 7.10 lakhs approxrmately were purchased 
in 1976-77 and distributed to various djvisions of the Northern 

-
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Railway. Four more mini buses (cost : Rs. 2.60 lakhs) 
procured in 1980-81 for use in different sheds were retained in 
Delhi division in addition to its existing fleet of four buses and 
three jeeps for ten hour working rule. A review in audit of 
the log books of the vehicles in Allahabad and Delhi divisions 
revealed that these, besides remaining under repairs tor long 
periods, were mostly used as staff cars by the Officers. Despite 
the availability of eleven vehicles in Delhi division, crew could 
not be arranged in time at the crew changing points, resulting in 
detention to trains and consequent loss of earn!ngs d Rs 4.01 
lak.hs for four months between December 1979 and March 
1981. 

19.11.2 On South Eastern Railway, three out of nine mini 
buses (cost : Rs. 4.26 lakhs) procured in November 1976 had 
to be stabled fraquently for repairs of defects t1e•.rdoped soon 
after their commissioning (December 1976) in Kharagpur 
division and finally grounded in July 1977 (1 no.) and November 
1978 (2 nos.) on the ground that these were actually pick up 
vans unsuitable for carrying crew with their boxes, especially 
on the road leading to Nimpura marshalling yard. Two more 
mini buses in Chakradharpm division also went (February 1979 
and July 1980) out of order within 2--3! years of their being 
put to use (December 1976) . Five mini buses (co<>t: Rs. 2 .31 
lakhs ) having thus rema~ned out of use, the Administration had 
to resort to hiring of trucks for transportation of crew, guards 
etc., involving an additional expenditure of about Rs. 4.88 lakhs 
upto March 1981. 

Scope of 'Running duty' 

19 .12.1 Running d!lty at a stretch is to be calculated from 
actual departure of the train till its arrival at destination as per 
the R ailway Servants (Hours of Employment) Rules, 1961 
issued under the Indian Railway Act. However, for implemen­
tation of the ten ho1ir rule, the Ministry of Railways (Railway 
Board) had directed (August 1973) the Railway~ that ten hour 
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running duty should be c-0mputed from 'signing on' to 'signing 
off. Later, in October 1978, when n mning rooms and other 
infrastructure facilities bad, by and large, been developed on 
the Railways, instructions were issued by the Railway Board 
that the time spent on non-running duties (e.g. travelling spare 
on duty or waiting at station for returning to headquarters etc.) 
would not count for ten hour duty at a stretch. These instructions 
were withdrawn in March 1979 but reintroduced in April 1981. 
The effect of this belated decision for exclusion of non-running 
duties, including pre-departure and post-arrival detentions etc., 
for the purpose of reckoning ten hour duty at a stretch on the 
surplus position of running rooms and other facilities i:; yet to 
be computed by the Railways (October 1981) . 

19.12.2 When ten ho•ir duty is computed from 'signing on' 
to 'signing off' the effective running duty may not he significant 
enough unless prei-departure and post- arrival detentions and 
other unproductive time are suitably regulated. A review in 
audit for four selected mnntbs (December 1979, August 1980. 
December 1980 and March 1981) revealed that on certain 
sections of Delhi division while the effective hours on line were 
even t.css than one hour, the total duty hours of the crew exceeded 
ten hours mainly due to heavy pre-departure and post-arrival 
detentions which in 4 cases were 515 110urs against 17.52 hourl 
spent on road. 

IV. Provision of additional staff 

19.13.1 Taking into account the overaU pro~css (45 per cent) 
of implementation of the ten hour rule by March 1976, the re.­
quiremcnt of additional non-gazetted staff 'for completing the 
balance work was assessed at 5,300, involving expenditure of 
Rs. 4.45 crores per annum. The proposal (June 1976) of the 
Ministry of Railways (Railway Board ) to ere.ate these additional 
posts in relaxation of the then existing ban on creation of new 
posts was not, how~ver, agreed to (September/ October 1976) 
by tl1e Finance Ministry on grounds, inter alia, that (i) step up 
in non-Plan expenditure would erode the Railways' resources 
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fo r the Plan, (ii) the Government need not go in for rc:.lucing 
the working hours below what had been awarded by the T ribunal 
(1969) and (iii) the agreement (August 1973) reached with 
the unions by the Railway Ministry could not be held hinding 
after the; May 1974 strike. The ban on creation of new posts 
having Jater (May 1977) been relaxed in respect of operational 
and maintenance staff, the additional staff requirement was re­
worked out (October 1977) at 2,700 (l ,581 running and 
J , 119 non-running staff) keeping in view t11e progress since 
made in I.he implementation of ten hour rule. Th~·c additional 
posts (cost : Rs. 2 crores approximately ))er &nnum), of which 
non-running staff (e.g. Wagon Movement Inspector, Stock Clerk. 
Loco Foreman, Fitters, etc.) consti tuted about 70 p'er cent of the 
running staff, were sanctioned (December 1977/ fa1n1 n ry 1978) 
by the Ministry of Railways (R ailway Board) with the 
concurrence of the Finance Ministry, with a rider that overtime 
payments for ten hour working should be brought down . 

19.13.2 In view of 90.2 per cent implementation having 
already been completed on Northe rn R ailway . . :-rearion of only 
170 posts of non-running staff was authorised (December 1977) 
by M inistry of R ailways (Railway Board) but the Railway 
Admirustration actually operated 674 running :ind 472 non­
ru nning po!>ts since variouc; dates from July 1974. The cost of this 
staff work!' out to abont Rs. 465.46 lakhs upto June l 98 1. 

l 9.13.3 lnspite of deployment of addit ional staff on the 
Railways there was a deterioration instead of any tangi81e im­
provement in the ovt:! rall progress of implementation of ten hour 
working, which was 84. ~ per cent to end of March 1981 as agajnst 
85 per cent in September 1977 and 83 per cent in December 1977. 
Nor has there been nny reduction in overtime payments. While 
the overtime payments (Rs. 35.3 lakbs) in Sepll·mber 1980 to 
the running staff on Sc11tl1 Eastern Railway rt>~i<; tercd about 
100.5 per cent increase over those (R s. 17.2 lakhs) in September 
S/ 40 C &AG/ 81.- 12. 
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1977, lho increase on :)outhern and Northern R:t ilways during 
1980-81 was about 23 and 17 per cent respcctive'y over the 
payments in 1977-78. The payments on Western Railway 
reached an all time hi_ish figure of Rs. 66.93 lakhs in 1980-81 , 
indicating 19 per cent rncrease over Rs. 56.20 lakhs in 1977-78. 
Thus, the objective of creati ng additional posts fur a.::hieving full 
implementation of ten !~our duty rule and reduction in overtime 
payments has, by and kuge, remained unrealisec'.. 

V. Summing up 

( i) The planning and program.ming cell was operated on the 
Railways with the full complement of staff without suitably cor­
relating it wilh the periodical progress of implementation o f the 
ten hour ru.Ie. 

(ii) 51 running rooms (cost R s. 88.13 Jakhs) have 
become redundant for ten hour working on six R ailways, where 
information is avail.able, due to defective planning and program­
ming of construction. 

(iii) Ancillary faciliti~s like signalled bops (Cost : R s. 18.12 
lakbs) and yard communicati0n. facilities (cast :- Rs. 5.97 lakhs) 
on Southern Railway, and mini buses (cost : Rs. 9.70 lakhs) 
.and lobbies (cost: Rs. 3. 14 lakhs) on Northern Railway have 
proved ineffective for ten ~our working. F ive mini buses (cost : 
Rs. 2.31 lakbs) having remai ned out of o rder on South Eastern 
Railway, additional expenditure on truck hire charges continues 
to be incurred for transportation of crew. 

(iv) For 19 surplus running rooms on Western Railway 30 
supporting staff continue to be m~intained involving expenruture 
of Rs. I .28 lakhs per annum. 

-
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, v) The belated decision for exclusion o'f prcdcpar ture and 
post-arrival detentions, etc. for computation of tzn hour duty at 
a stretch is likely to render more number of running rooms, other 
facilities and staff surplus. 

(vi) Despite the provision of various facili ties, there was 
failure in arranging timely availability of crew at mid sections, 
resulting in heavy detention in starting trains. Crew change a t 
mid sections for ten hour working also involved. heavy en-route 
detention to trains. 

(vii) As observed by the Ministry of F inance (September/ 
October 1976) , ten hour working from 'signi1Jg on· to 'signing 
off' as decided (August 1973) by the Mini~try of Railways 
(Railway Board) involved reduction in working hours of running 
staff compared to what had been recommended by the T ribunal 
( 1969) . 

(viii) The operation of additional posts (cost about Rs. 200 
lakhs per annum) has not fulfilled the objective of nchieviog 
full implementation of ten hour working nilc and reduction in 
overtime payments. The additional posts operalL'rl rn Northern 
Railway are in excess of those authorised by the Railway Board. 
involving Rs. 66.50 Jakhs, while overtime payments have increased 
from Rs. 17.20 lakhs (September 1977) to Rs. 35.30 lakhs 
(September 1980) on South Eastern Railway, Rs. 56.20 lakhs 
(1977-78) to Rs. 66.93 Jakhs on Western Railway ( 1980-81) 
a nd by 23 ~nd 17 per ce-nt on Southern and Northern Railways. 

The case was refered to the Ministry of Rai!w:iys (Railway 
Board) on 1.0th Nove!t1her 1981, their remarks are . till awaited 
(February 1982) . 

20. Metro Railway- Employment of depot 'itaff for clcarencc 
~, wodc at goods sheds 

The staff of the ~1etro Railway Stores Depot at Patipuic.ur 
are deployed on various duties connected with the clearance of 
cement consignments at Chltpur Ghat and Shalimar Goods 
Sheds. Handling of 1;ement bags from their receipt in wagons 
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to thetr stacking in stores depots at Patipukur and Maidan is got 
done by contractors . Cement to be stocked at Brace Bridge 
Depot is booked to the depot siding and unloaded there for 
stacking in the depot. 

A review in audit of the deployment of the staff for a period 
o[ 44 montbs from May 1978 to December 1981 disclosed that 
a large. number of casual staff borne on the depot s rrength had 
been deputed regularly to the goods sheds for attending to "Un­
loading and transportation of cement consignments" and "for 
receiving cement", and that even on days when no wagons of 
cement consignments were placed for unloading at the rail 
heads they had been deputed and booked to work on overtime 
basis as well. 

A~ may be seen from the under·-mcntioned particulars of 
the staff booked and the expenditure incurred on them during 
the period f.rom May 19 78 to December 1981, in Chi tpur Ghat 
Goods Shed out of 1092 days on which the staff were deput­
ed and expenditure incu rred on employment of casual staff, on 
921 days no wagons had bce.n p!aced for unloading. Similarly 
at Shalimar out of 21 5 days on which the staff we<re booked, no 
wagon bad been received on 151 days. 

Nanit. < f N '' · o f No. c,f Staff bnok,d in man .Cx~nditurc in 
Go"d~ days on d•ys en days Ru ix cs 
Shed which which 

s taff W' gOPS R -::gula r Casual R egular Oisu::i l 
were IJr l 

de puted placed 

Chi tpur 
G h1t 1,092 921 2,488 3,957 97.225 77.310 

Shalima r 21 5 151 546 745 26.087 24.036 

Tou.I 1,307 1 ,072 3,034 4,702 1,23,312 1,01 ,406 

On an average, while the casual staff were deployed on 24 
days in a month, wagons had been placed for unloading on 4 
days only. 

7 
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The fact that the casuaJi staff had been booked for work at 
Goods Sheds even on days when no wagons were placed for 
unloading would indicate that the booking bad been done in a 
routine manner without ascertaining the need and requirement 
therefor. The exp'endirnre incurred oo casual lab0ur booked 
on days when no wagons were placed, amounting to Re;. 1.01 
lakhs, bas, therefore, to be considered largely as infructuous and 
avoidable. 

1 The Administration stated (November 1981) that booking 
of casual staff to rail heads was necessary for ascertfl ining the 

~ position in regard to arrival of wagons at the !!:OOds sheds ou 
receipt of intimation of despatch by consignors and for attending 
to departmental responsibilities l ike taking delivery, joint taHv. 
etc. The Administration further stated that in view of the nee<l 
for releasing wagons within .the free time of five hours, the 
entire complement of staff had to be in readiness in advance 
whenever a consignmen~ was expected. The ~uffervisory ;\.nd 
clerical staff provided were stated to be not sufficient to do these 
w'orks by themselves without the assistande of casual staff. 
The overtime paid was, it was added, insignificant w mpared to 
the volume/value of material handled. 

,--

It is, however, difficult to sec how employment of casual staff 
to assist the regular staff, on days other than when wagons were 
placed for unloading exr.~pt may be for a day or two on either 
side, can be justified . 

In this connection, the Financial Adviser a nd Chief Accuunts 
Officer had pointed out (September 1980) that the commercial 
and chasing functions would at the most be concentrated during 
a couple of days before the date of receipt of the consignments 
and one or at the most two days after receipt thereof and added 
that what bad happened was that even in between the receipt 
of two consignments, some times after intervals of mo re than 
2 to 3 weeks, a number of staff bad been continuously booked 
to the station and paid daily allowance, trave11ing allowance and 
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even overlirue. The General Manager thereupon appointed 
(September 1980) a committee of two Senior Scale Officers 
to go into the question of booking of staff to the goods shoos 
and to suggest ways and means for so regulating the booking that 
the payment of travelling allowance, daily allowance, overtime 
etc. was kept to the minimum. The Committee was required 
to give its report within six weeks i.e. by November 1980. The 
report submitted in January 1982 is stated to be under exami­
nation. Meanwhile, the practice of booking casual staff even 
on days when no wagons were placed for unloading at the rail­
heads was continuing. 

-
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CHAPTER VII 

OTHER TOPICS OF INTEREST 

2 1. Sooth Central R ailway-VijayawSlda- Gudur R.'lilway Elec~ 
f:rification 

I. Introduction 

1. For faster movement of traffic and reducing the movement 
of coal and diesel uil tank wagons, the Ministry of Railways 
(Railway Board) sanctioned (September 1972) a p'roject for 
electrification of the section between Madras and Vijayawada 
on the Madras-Delhi trunk route [ 484 route KM (RKM) I 
1125 track KM (TKM)] at an estimated cost of Rs. 3342 Iakhs. 
After the work was taken up (October 1972) by the South 
Central Railway, the Ministry of Railways (Railway Board), in 
accordance with their policy that each Railway should execute 
its own work, as far as possible, if a separate organisation could 
be justified by the Railway concerned, decided (October 1973) 
to bifurcate the project into two sections, viz., Madras-*Gudur 
( 141 RKM/376 TKM) and Gudur-Vijayawada (293 RKM/ 
749 TKM) to be executed by the Southern and South Central 
Railways respectively. 111e latter section, known as Vijaya­
wada-Gudur Railway Electrification Project (VGRE), was 
completed in November 1980 as against the original target of 
March 1976. 

Il. &timate 

2. On bifurcation, the estimated cost of the p'roject was split 
in proportion to the length to be electrified on each Railway, 

•Et.ctrificaticm of Madras-Gudur section [(ccst : Rs. 2089 lakhs (estl­
matcd)/Rs. 2298 lakhs (actual upto March 1981)] was completed in December 
1980 as ag:iinst !he target of 1976 end, the d1;;lay being attributed by the 
Railway Admioistration mainly to inadequacy of funds and supply of critical 
materials. 
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the proportionate cost of VGRE project being worked out at 
Rs. 2228 lakhs. The South Central Railway Administration 
had assessed (July 1973) that the bifurcation would have the 
effect of increasing the cost by Rs. 51 lakhs (actual increase 
being higher because of subsequent dearness allowance etc. in­
creases) on account of additional staff etc., besides delay in 
completion of the project. 

3. The cshmate •)f the YGRE was la!er revi$vJ in February 
1975 (\nd April 1976 to Rs. 4519 and Rs. 3819 lakhs respec· 
tively. The increase (Rs. 229 1 la.khs) in the revised estimate 
of February 1975 (Rc;; . 4519 lakbs) over the proportionate 
abst;-act estimate cost (Rs. 2228 lakhs) was mainly on account 
of (i) escalation in costs (Rs. 1679 lakhs), (ii) increase in scope 
of work (Rs. 318 lakhs) , (iii) extension of the period of work 
from 48 to 84 months (Rs. 276 lakhs) and (iv) other increase" 
(Rs. 18 la.khs). 

4. Consequent on instructions (November 1975-March 
1976) of the Ministry of Railways (Railway Board) to effect 
economies, the Administration indicated reducti0n of Rs. 700 
lakhs in the overalL out lay (from R s. 45 19 lal.bs to Rs. 3819 
lakhs), the important areas of reduction being mainly materials 
like copper and steel, plant and machinery and overhead equip­
ment (Rs. 298 lakhs), civil engineering works (Rs. 60 lakhs) , 
signalling and telecommunication works (Rs. 103 lakhs) and 
incidental charges etc. (Rs. 130 lakhs). The reduction 
(Rs. 700 lakhs) in the overall outlay made on ecofrorny consi­
deration was, however, offset to the extent of R s. 287.23 lak.hs 
by various additional works including two items cblctcd earlier 
which hnd to be und.-:-rtaken due to material modifications during 
execution of the project. 

The latest estimate sanctioned (Febmary 1978) by the 
Ministry of Railways (Railway Board) includ.ing the r;ubsequent 
material modifications was for Rs. 4010.23 lakhs again<:t which 
the actual expenditure upto September 1981 amounted to about 
Rs. 4199 lakhs. 

... 
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Ill. Planning and execution 

5. The following poinis of interest were noticed in the matter 
of planning and execution of the project : 

(a) Though foot by foot survey had been conducted in 
1967 at a cost of Rs. 6.37 lakhs for the project 
between Madras and Vijayawada, due to the delay 
of 5 years in sanctioning (September 1972) the pro­
ject, a re-survey for updating the data had to be 
done between 1973 and 1976. The cost of the 
re-survey has not been separately booked. 

( b) Span length of *72 metres rier mast of the over­
head transmission lines was provided initially, it 
being considered adequate to withstand wind pres­
sure of lOO l,g per sq metre, but was reduced 
(December 1972) to 63 metres, on the suggestion 
of the Research, Designs and Standards Organisa­
tion (RDSO), for catering to higher wind pressure 
(150 kg per sq metre) and high "P'""ed operation. 
This reduction in the span len~th resulted in increas­
ing the number of masts from 9,833 to 11,788 and 
the overall project cost by Rs. 164 laJchs 
(approximately). 

(c) To support the local power <>upply which was con­
sidered exceedingly unreliable, 35 standby diesel 
generating sets (cost Rs. 7.73 lakhs) were purchas­
ed for the colour light signalling. These genera­
tors were to be released when the catenarfos were 
r ncrgised. 

TJ1c section was e'llergised bv November 
1980 but the generators have still (January 1982) 

''The Efficcncy Bucca u of th~ Ministry of Rai lw<'ys (R1ilway BoMd) 
o pined ( pril 1976) th1 t the sp' cirg of masts a t 72 metres initia lly provided 
in the estimate was adr quatc fo r high sp·cd C'perations upto 160 kmph and 
that there was no substantia l justifica tion ff'r prC'vidiPg for high'!r wind 
pressure. As by this time the fC' urdati n work had b~en cc mpleted fer span 
lengths of 63 metres, no cb'.Ulge was possible. 
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been retained in service, the financial implication of 
which is yet to be assessed. 

With a view to ensuring "no break supply" of 
power during the interval between the failure of 
local power and supply by generators, 33 inverters 
with ancillary items (cost : Rs. 11.04 lakhs) were 
installed by January 1979 at various stations. How­
ever, owing to poor performance of these invertors 
it was decided (February 1979) to withdraw them 
from servicei and not to provide them at other sta­
tions. 3ueh equipment had not been provided in 
any other railway electrification project. 

(d) The project estimate envisaged provision of an 
electric iocoshcd wi th two entries for movement of 
engines. After earthwork for facili tating free move­
ment of engines from and into the locoshed through 
the second entry was complet'X! ( 1973) , the second 
entry was given up as a measure of ecoP.omy, ren­
dering 15920 cum of enrthwork and pitching 
(cost : R s. 0.93 lakh) unnece<>sary. While the 
Administration expects (August 1981) to u tilise the 
earthwork on Vijayawada-Balharshah and Gudur­
R cnig".mt.1- ·-Tirupati Railw:.iy electritication projects 
now under execution, utility of the earthwork al­
ready eight years old would appear doubtful. 

(e) The estimate provided for six electric sub-stations 
with spacing ranging from 43 to 69 kilometres (kms). 
The Ministry of R ailways (Railway Board) had 
desired (November 1976) the Administration to adopt 
the spacing of sub-stations at 90 to 100 kms, as 
recommended by the Efficiency Bureau, on par with 
the electrification projects abroad where the traffic 
density was intense and the load J1er train was more 
than 4500 tonnes, to effect economy of about 
Rs. 10,000-Rs. 11,000 per RKM. On the Ad­
ministration contending that the location of the 
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substations was based on the proximity of the 
feeders of the Andhra Pradesh Sl;Jtf' Electricity 
Board (APSEB) and the heavy load of energy re­
quired tor running of loaded trains with 4500 
tonnes, the Ministry of Railways (Railway Board) 
pointed out (November 1977) that the first factor 
should not be a criterion for the location of sub­
stations, that there was no indica!ion when trains 
with 4500 tonnes of load would be introduced on 
the section, that substations on the Eastern Railway 
had been provided at distances ranging from 76 to 
92 kms. anJ that no problems had occurred on 
that Raib.vay even though the traffic there was the 
heaviest. However, in view of the advanced stage 
of the work permitting no change of substation site 
at that stage, the Ministry of Railways (Railway 
Board) advised the Administra tion to pend energi­
sation of two substations (at Padugapadu and 
Krishna Cana~) till there was sufficient increase in 
traffic density to justify the load requirements. Even 
though the Administration agreed (March 1978) 
to do so, the substations were actually energised 
(Padugapadu in December 1980 and Bapatla in 
May 1980) even before the traffic density had in­
creased. TJ1e more economic spacing of the sub­
stations would have meant a saving of about 
Rs. 32.34 Jakhs compute-cl at Rs. 11,000 per RKM 
for 294 RKMs. For operating aorl maintaining the 
two prematurely energised substations the recurring 
expenditure would be Rs. 3.39 lakhs per annum. 

IV. Delay in completion 

6. The project originally scheduled for completion by March 
1976 was actually opened in December 1980, the delay of over 
four years being attribute.cl mainly to--

(i) bifurcation of the project into two portions to be 
executro by two agencies; 
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( ii) non-availability of requisite funds in time to keep 
up the tempo of work; 

(iii) delays of three to five years in procuremeut of criti­
cal materials (such as solid core insulators, regulat­
ing equipments, lightn ing arrcslcrs and transformers). 
delayed deliveries and delays in approval of proto­
types by RDSO; and 

(iv) diversion of certain critical materials, when the 
project was nearing completion ( 1979), to other 
on-going electrification projects on consideration of 
their relative priorities, under instructio11s of t~e 

Ministry of Railways (R ailway Board). 

7. Consequent on the delay in completion of the project as 
also change in its scope, the return of 12.6 per cent, envisaged 
(April 1976) on the investment of Rs. 3819 lakhs, would need 
reassessment taking into acqmnt-

(i) increase (Rs. 380 lakhs) in the cost of the project, 

(ii) APSEB's present tariff rate of 40 paise as against 
9 paise per unit reckoned in the estimate, which 
would escalate the energy hill from the assumed 
level of R<;. 184.26 lakhs during the perk d 1978-79 
to 1982-83 lO Rs. 460 lakhs per year, and 

( iii) non-realisation of the anticioatcd traffic of 
11 ,143.21 million GT.KM, the ~ctual traffic 
during 1978-79 and 1979-80 being only 9621.70 
and 8034.06 respectively. 

8. The Administration stated (August 1981) that as per the 
study conducted (1980) by the Railway Board the break-even 
level of traffic would be 21.8 million GTKM per RKM per 
annum and the return on investment well abo've the break-even 
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level of 10 per cent. Based on the actual traffic on the eleclTi­
fied section during December 1980 to October 1981, however, 
the average GTKM/RKM per annum would work out to 20. 79 
millions as against 38 millions GTKM/RKM per annum corres­
ponding to the antkipatecl traffic projected in the estimate. The 
return on investment was not verifiable in the absence of the 
final figure of actual e~<penditure on the project. 

V. SuJ1p1} and erection of overhead equipment :md connected 
work.~ 

9. The work relating to supply and erection of overhead 
equipment-. (estimated to cost R s. 500 lakhs) was rlivided into 
two groups--Group 38, covering ] 54 RKM between Gudur and 
Ongole and Group 39, covering 138.5 RKM between Ongole 
and Vijayawada. Against tender enquiry (March 1973), the 
lowest offer :received (4th July 1973) from a firm 'CG' for both 
the groups was passed over (8th July 1973) by the Tender Com­
m ittee as it was not accompanied by earnest money deposit, and 
also suffered from certain technical deficiencies, thcngh the firm 
had indicated that bank guarantee for earnest money could not 
be got cleared due to half yearly closing of the banks on 30th 
June 1973. The work was awarded to the next lowest tenae­
rers, viz , 'CE' for Group 38 and 'SA' for Group 39, whose 
offers, also however, were not free from technical deficiencies, 
the cost iliffcrC'lltial over the lcwest offer being Rs. 92 lakhs. 

10. The following otht>t J:foin t.<: were noticed : 

(i ) While the Administntion maintained a Design 
organisation consisting of three Gaz~tted officen, 
and 56 o ther staff, the design work forming part of 
the contracts for both the groups, was entrusted 
(1974) to contractors at varying rates of R s. 3850 
and Rs. 3 172 per TKM. The paymen! was to be 
made in 10 instalments, the first instalment soon 
after issue of the letter of acceptance, the subse­
quent 8 instalments every two months thereafter and 
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the final instalment on completion of the work 
based on final acceptance of designs and 
drawings. While 90 per cent of the 2mount ell.II.. 

on this account (Rs. 22.14 lakbs) was paid by July 
1975 to both the contractors, the physical progress 
of the design work done by 'CB' and 'SA' was only 
2.15 per-c..cnt and 1.37 per cent respectively. The 
amounts paid were thus far in advance without r~ · 

fcrence to the physical progress of the work, and 
constituted an unintended benefit to the contractors. 
There was also delay of 10 to 13 months in comv­
leting the design work by 'CE'. 

The Administration stated (August 1981) that 
execution of the work had been delayed on account 
of non-availability of adequate funds and, some ot 
tl1e yards being still under re-modelling, the comp­
letion of design and drawings as per the tender 
offer was not insisted upon. ' 

(ii) Instalment payments for k cal administrat ion charges 
as provid:;d in th~ agreement with 'CE' were also 
made without ·l inking therewith the physical pro­
gress of the work. While the actual p?.yments to 
the firm during April 1974-June 1976 amounted 
to Rs. 53 .10 lakhs, i.e. 90 per cent of the total 
(Rs. 59 lakhs) due under the contract, ~he physical 
progress of the work was only about 30 pe-r cent. 
The Administration stated (August 1981) that as 
the establishment charges were in the m1ture of a 
fixed charr,-e, not related to the quant:i1m of work 
executed in field, these were not linked with tb~ 

progress of work. 

(ill) The contract with 'SA' provided for a lumpsum 
advance (interest free) of Rs. 30 lakh!.. the firsr 
instalment of Rs. 15 lakhs being payable within 
fifteen days from the date of signing the agreement 
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and the balance six months later. The advance was 
recoverable progressively from on-account bills but 
no time limit for completing the recov':!ry was pres­
cribed. The recovery of the advance paid in March 
and October 1974 was actually spread over a period 
of six years till March 1980, resulting in unintended 
financial accommodation to tbe contractor. 

(iv) As per the agreement, a lumpsum amount of 
Rs. 10,000 was payable to 'SA' for each case of 
theft or attempted theft at the site of work, subject 
to a maximum of Rs. 3.20 Jakbs. For 23 cases of 
thefts/attempted thefts upto January 1981, the con­
tractor was paid R s. 1.80 Jakhs without reference 
to the extent of damage;' loss nnd compensation 
therefor received, if any, from the insurance com­
panies. The Administration c;tated (Jannary 1982) 
that the contract had stipulated such payments irres­
pective of the contractors' claim under the insurance 
policy and the extent of loss . 

(v) The agreements stipulated completion of the work 
by the :;ontractors within 30 months from the da1e 
of issue of the Jetter of acceptance and payment of 
compensation to them for extensions in completion 
period beyond 36 months for delays attributable to 
the Administration. The compensation payable to 
'CE' was to be at ra tes to be settled mutually sub­
ject to a ceiling of 7t per cent over ~nd above the 
rates for the unfinished work. In the : ase of 'SA', 
there was no such ceiling on the rates to be mutually 
settled. However, on the contract being extended 
beyond 36 months, 'CE' was paid compensation on 
the same ba;;is as ap'plicable to 'SA' on grounds of 
equity, resulting m an additional pflyment of 
R s. 11.38 lakhs. 
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VI. Fabrication of steel structures 

11. For fabrication aod galvanisation of steel structures, 
the o:tiers received against tender enquiry (June 1?73) were valid 
upto 27th November 1973, whkh was got extended to end of 
March 1974. On the Administration asking (February 1974) 
for further extension upto May 1974, the lowest tenderer 'P' 
extended the vaLdity of its oITer unconditionally, while the second 
lowest tenderer 'T' (a Government Undertaking) introduced a 
price variation clause fo r increase in the price of furnace oil. 
The lowest offer was, however, rejected by the Administration 
on grounds of lack of experience of the fiJro to undertake work 
of such magnitude and the next higher offer was accepted on 
30th May 197 4. T he delay of about a year in finalisation of 
tenders, leading to the price variation clause, involved an extra 
expenditure of Rs. 1.05 lakhs. The Administration attributed 
(August 1981) the delay in finalisation of the tenders to avail­
ability of restricted funds requiJing rephasing of the activities. 

V il. Payment. of penal ty !o APSEB 

12. (a) For tract ion purposes, the Administrntion has been 
drawing high tension power from the APSEB at six points, against 
agreements entered into between December 1979 and January 
1981, for demands rangi ng between 3500 KVA and 6000 KVA on 
the electrified track between Vijayawada-Gudur. The maximum 
demand recorded at four points during April 1980 to March 1981 , 
however, exceeded the contracted demand due to it not having 
been assessed correctly, necessitating payment of Rs. 3.83 Jakhs 
as penalty to the APSEB. The Administration got the maximum 
demand revised to higher levels subsequently on different dates 
between April l 980 and April 1981. 

(b) The power factor of the R ailway's installations at three 
sub-station · having ranged between 0.76 and 0.84 as against 0.85 
stipulated in APSEB's tariff. the Administration had to pay fur­
ther penalty amounting to Rs. 1.69 lakhs between September 
1980 and 'March 198 J . 

-.... 
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The Administration stated (August 1981) that agreements 
with the APSEB had to be entered into before the electric supply 
could materialise and the sudden change over from steam/diesel 
traction to electric traction for both goods and passenger /express 
services resulted in the difference between the assessed and the 
actual demands. As the section was saturated and most of the 
trains were diesel-hauled, the requirements of electricity could 
have been coordinated and assessed more realistically with re­
ference to tbe available data regarding the number of trains, load 
to be hauled, etc. 

13. Summing up 

(a) Foot by foot survey (cost : Rs. 6.37 lakhs) for elec­
trification between Madras and Vijayawada had been conducted 
in 1967 but the project was sanctioned only in September 1972, 
inv~lving delay of 5 years necessitating a re-:;urvey (cost not 
booked separately) between 1973 and 1976 for updating the 
data. 

(b) After tbe work had been taken up (October l 972) by 
South Central Railway, bifurcation (October 1973) of the 
Project by the Ministry of Railways (R ailway Board) into two 
sections for execution by separate organisations on South Central 
and Southern R ailways, resulted in increased staff cost ( esti­
mated at Rs. 51 lakhs in 1973) . 

( c) The VGRE project originally scheduled for completion 
by March 1976 was completed in November 1980, the delay 
of more than four years being attributed to bifurcation of the 
project, paucity of funds, delayed procurement of materials and 
their diversion to other Railways etc. 

(d) There was lack of proper planning and execu tion of the 
project involving closer spacing of overhead transmission masts 
and electrical sub-stations thereby increasing the project cost by 
Rs. 168 lakhs and Rs. 32.24 lakhs respectively. provision o[ 

S/ 40 C & AG/ 81 .-13. 
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invertors (cost: Rs. 11.04 lakhs) which were ultimately decided 
to be discontinued due to their poor performance and abandan­
ment of the second entry for a locoshed (cost: Rs. 0. 93 lakh) . 

( e) Premature energisation of sub-stations, involving avoid­
able operating and maintenance cost (Rs. 3.19 lakhs' per annum). 

{f) Award and performance of contract suffered from vari-
ous defects/deficiencies e.g. rejection of lowest tender for not ) 
being accompanied by earnest money and delay in finalisation 
of tender involving extra cost of Rs. 92 lakhs and 1.05 lakhs ~ 

respectively, design work (cost: Rs. 26 lakhs) entrusted to con-
tractors while a design organisation existed on the project, extra 
contractual payment of compensation (Rs. 11.38 lakhs), etc. 

(g) The cost of the project (as booked upto September 
1981) exceeded the estimated (revised ) cost: (Rs. 3819 lakhs) 
by Rs. 380 lakhs {on Southern Railway portion also, the cost­
Rs. 2298 Jakhs upto March 1981-had exceeded the revised 
estimated cost by Rs. 209 lakhs). The cost increase coupled 
with increase in APSEB's tariff rate and non-materialisation ot 
the anticipated traffic was likely to vitiate the expected return 
on investment on the project. 

(h) Incorrect assessment of the demand for power supply 
and non maintenance of the power factor at the required level 
led to payment of penalty (Rs. 3.83 lakhs and Rs. 1.69 lakhs 
respectively) to APSEB. 

22. Western Railway-Award of handling contracts to the same 
firm on a single tender basis. 

Handling contracts at important transhipment points are 
generally awarded for a period of 3 years after inviting open 
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tenders. In J une 1975, the R ail\ ay Boa1d, with a view to im­
proving the performance of handling contracts al !ran.shipment 
points and preventing frequent termination thereof due to increase 
in costs etc., directed that the hanclliog agreements should pro­
vide, inter alia, a variation clause for variation of rates, based 
on the movement of the consumer price index of a nearby 
city. 

On the Western Railway at Sabarmati (a major tranship­
ment point near Ahmedabad) , the Railway Aclrnio.istration de­
cided (January 1978) that for the contract period March 1978 
to March 1981, fresh tenders need not be called as such action 
might lead to increase in rates and bring in new contractors not 
having sufficient capability and that the existing handling contract 
with firm 'A ' which bad been handling the work efficiently from 
March 1975 to February 1978 be ex tended, by holding nego­
tiations, for another term upto March 1981. 

Accordingly, the existing contract wi th fi rm 'A' at l21 pe·r cent 
over the schedule of rates was extended afier negotiations for a 
period of 3 years from March 1978 to March 1981 with no 
increase in rates but with a variation clause for adjustment of 
rates with reference to consumer price index keeping in view 
the Railway Board's instructions of June 1975, as against the 
firm 'A's offer for fixed contract with a 10 per cent increase in 
existing rates. 

In September 1980, firm 'A ' raised a demand for increa e in 
rates on the ground that there was constant rise in prices and 
in the expenditure on recruitment of labour and its maintenance. 
However , from 1978-79, the lranshipment tra ffi c at Snbarmati 
declined from a monthly average of 14,080 wagon in 1978-79 
to l 2.637 in 1979-80 (and fur ther to 9,217 in 1980-81) owing 
to gradual conversion of the adjacent MG section Viramgam­
Hapa into BG and cJosure of the nearby tran hipment point al 
Viramgam, handled by another contractor ju t 65 km away, in 
S/ 40 C & AG/ 81.-14. 
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June 1980 . While these developments were likely to contribute 
to easier availability of competent contractors in the area during 
1980-8 I, the desirability of inviting fre h tender~ to le t the 
market o n the expiry of the contra';'.t period, due in March 198 1. 
was not con idercd. Instead. negotiations were held ( October 
1980) with firm ' A·. whid 1 demanded a rate of 390 per cent 
above the sc11edule o[ rates as against the then ( O cto ber 1980) 
existing cont ract rate of '175.5 per ::r nt above tbc chedulc of 
ra tes. The increase ( 78 !1E:r cent ) in rates wa agreed to by the 
Railway Admi nistration alo ngwith tl1e varia tion clause for further 
adjustment o f price with reference to the con umcr price index 
ancl the 11and ling contract was renewed for a period of 3 years 
from January 1981 wi th the approval of the Mini. try of Rai lways 
(R ailway Board ) in December 1980. 

.. -
T he following point need consideration in thi. ca~e : 

The Railway, on it. own, h ad introduced a price var ia t ion 
clause in the handling contract at Sabarmati linking 
the rate to the movement in the con urner price 
index. Yer. and without testing the market de pite 
likely favo1~rablc conditions due to decline in the 
tra nshipment trnffic at Sabarmati :rnc~ closure of 
nearby .tran hipmenl point a t Viramgarn ( 65 km 
away) , tbe Admini tration accepted . ror the ub e­
quen t 3 year . a ba ic rate which ~va 78 per cent 
above the th~n exi. ting rate 1 arrived :it after taking 
into account the consumer price index in October 
J 980) , together wi th a further price var iat ion clau e. 

23. Recoveril!!I nt lhe in~fancc of A udit 

During the year 1980-8 1. 'Rs. 142. 79 lakhs were recovered 
or noted for recovery at the instance of Audit. As a result ot 
further review made hy the R ailway. of these aml .;irni lar ca e 

y. 
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Rs. 3.97 lakhs more were noted for recovery. The cases in­
cluded herein do not include cases commented upon specifically 
in the current year's Audit Repor t. 

NEW DELHf (A. R. SHIR ALI) 

1982 Deputy CompfJ'oller and Auditor 

Daled *tad ~ General of India & 
--... .Mfj~ 19d Additional D<!puty Comp'lroller and 

i C....rra lf()f - A11ditor General of India ( Railways) 

Countersigned 

NEW DELHI (G IA'! PRAK SH ) 

J982 
Dated tu~ - -

19
camptrofler and Auditor Ge11eral of !Tldia: 

l~ ~~'~\5.-t -~-Bia 
il '°"tra 1 !04 



ANNEXURE l 

[cf. Para J .9 (iv)) 

Some specific cases of non observance of the prescribed pru­
cedures for passenger reservation noticed by Audit in a test check 
are detailed below : 

Central Railway 

(a) At Bombay VT station, the reservations of seats/berths 
originally made for certain parties were transferred (April/May 
1981) in favour of olher parties who had not even been wait­
listed, on the authority of CRJ/ACO. 

(b) A proper record of the messages received uom out­
stations seeking reservations in the trains originating from 
Bombay VT station had not been maintained (April 1981 to 
June 1981 ) at the station . 

(c) A return journey quota of 10 berths has been allocated 
for passengers travelling to H owrah in train No. 59Dn Gitanjali 
Express starting from Bombay VT. On a number of occasions 
(March/June 1981 ) , though reply messages from Howrah re­
garding reservation against the return journey quota had not 
been received . the re"ervations had not hecn given to wait listed 
passengers; instead the berths were left vacant in reservation 
charts to be allotted by the conductors to pa sengers , whether 
waitlisted or not. waiting on platform or t ravelling in the train . 

Northeast Frontier Raifway -
(a) o quoin in lir<> l e1n<>. at ilchar ha<; been provided in 

4Dn ( ssam 1ail) nnd 158Dn (Ti11S'.1kia Mail) trains even 
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though there was a long w;iiling list of J. st class passengers for 
travelling by these train., \'i7. 50 and 40 respectively in March 
198 1. 

(b) At Aizol agency, the quota al lotted in train No. I 2Dn 
(.Barakvalley) wa. util ised only to the extent of 25--39 J=ler cent 
in 1st class (March/June 1981) ; similarly the quota of 9 berths 
in II class three tier in train No. 202Dn(biweekly express) was 
utilised to the extent of 32 to 55 per cent only <luring the same 
period; the quota set aside in AC two t i~r in train No. 158Dn, 
Tiusukia Mail was uLilised lo the extent of 20-22 per cent only 
(January and April 1981). 

Southern Railway 

(a) The outstation quotas for train No. 131Up Mangalore­
Nizamuddin Jayaoti Janata Express were not being utilised fully 
(March 1981 to June 1981) vidc details below : 

Mangalore Statioll 

A quota of 12 seats allotted for Jhansi was utilised fully on 
two days in March, four days in April, five days in May and 
fourteen days in June 1981 and on the remaining days. it was 
only partially utilised. 

Quota of 2 berths alJottcd lo Defeoce wa 11ot uti li ed by 
Defence personnel during March 1981 to June J 981. 

Cochi11 Harbour Terminus 

A quota of 3 berth& for Vijayawada wa fully u ti li ~ed only 
on 5, JO, 12 and 19 days in March , April , May and June 1981: 
on the remaining days the quota was only partially utilised. 

Hm11k11/n111 J11 . a11rl A lu•a\'<' . 1atio11 

Quotas of 32 and 6 ber ths from Ernakulam and J\lwaye 
station for R enigunta station were not fullv util ised on any 
occasion during March to June 198 I . 
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Pa/ghat 111. 

The quotas of 1 l and 7 berths for Nagpur and Vijayawada 
were utilised fuUy for a maximum of 19 and 2 L days only in 
any month dur ing March to June 1981. 

(b) In April and May 1981 , 29 pecial trains were run bet­
ween Madras Ccntral/ Egmorc and T rivaudrum ( 11 trains). 
Bombay ( 6 trains), Bangalore City (6 tra in ) , ivlangalore ( I 
train) and Tiruoelveli (5 trains ). Nine of these 29 tra ins were 
run wi th less Urnn 50 per cent occupancy. Jn oue special train 
from Maogalorc, occupancy was only 10 per cent in first class 
and 14 per cent in s~cond cla. . Such :ra ins also generally ran 
to irregular timings (upto 9 hours 50 minutes for New Delhi­
Madra special trains reaching Madras 0 11 19 Ju ne 1981) . 

(c) The pre cribed procedure in regard to attnchmeut of 
extra coaches was not followed at tbe three major reservation 
centre , viz. Madras Central, fadras Egmore and Bangalore 
City. In the months of December 1980, January J 981, May 
1981 aod June 198 1 (middle of June 1981) the number of 
passengers in the waiting Ji t justified the attachment of addi­
tional coaches hut no ~1dd !tional coach was attached. 

South Eastern Railway 

(a) T he outstation quota of berths/scats in . econd clas for 
19Up/20Dn Konark Expre. s during March to .T unc 1981 wcr<! 
not fully ntili . ecl as mentioned below : 

C11ttack 

Quotas or t 7. 66. 10 and 10 berths for Aombay \IT 
Sccunderrihad. \'ijnyawada and Rajahmundry rc~p::-cl i \'c ly were 
utilised to the extent nf '.20 to 37 per cent only. 

• 
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Bhubaneshwar 

Quotas of 17, l 02, 10 and 40 berths for Dombay VT, 
Secundcrabad, Rajahmundry and Waltair respectively were uti­
lised to the extent of 36.32 to 53.06 per cent only. 

( b) Of the messages despatched by Esplanade Mansion 
re ervation office, Calcutta to outstations for confirmation of 
return. journey reservations during March 1981 to June 1981, 
replies/confirmations were received to the extent of 48 to 57 
per ceut only. Similarly, this reservation office had not sent 
replies to 73 to 77 per cent o( the messages received from out­
stations for confirmation of reservation during the same period. 

(c) 14 summer special tra in were 1un during May 1978, 
these ran late ranging from 4 to 14-40 hours. 6 summer special 
trains were run during May and June 1979, these ran late ranging 
from 5 hours to 17 hours. 

We.Hern Railway 

A quota of 2 bvrths in ~C'co ncl class AC 2 '.icr, provided in 
18 LDn. Sarvoclaya Express at Ujjain Station. WlJ!: not being uti­
lised fully as seen from test review of two months March and 
June 1981. Similar was the position of the utilisation oE the 
quota of 4 berths provided in I 82lJp Sarvo<layn ExprC' s at 
Mathura Jn. 



ANNEXURE II 

[cf. Para 1.4(ii) (c)] 

Details of allotment and worldng of AC coaches on some 
of the Zonal Railways noticed by Audit. 

Central Railway 

A loss of Rs. 76.90 lakbs was sustained in 1978-79 in run­
ning of AC Coaches on five pairs of mail and express trains. 

South Eastern Railway 

Losses of Rs. 41 and 56 lakhs were worked out in the run­
ning of AC Coaches during 1978-79 and 1979-80 respectively; 
further, against the requirement of 20 AC coaches as assessed 
by the Railway Administration as on l st November 1980, the 
actual stock was 25. 

Western Railway 

Against the requirement of 12 AC coaches for rnnning the 
services, the actual holding was 29; of this, ten bad been allotted 
from out of ICF built coaches after 1974. 

196 

J 

-



y 

...... 

ANNEXURE DI 

[cf Para 1.6(b)] 

Statement showing loss of Electrical and Mechanical filt ir.gs of coaches 

(Rupees in lakh) 

Railway 1978-79 1979-80 1980-8 

Central 0.64 8.51 3 .85 
-. Eastern 11.38 17.62 29.98 

Northern 37.34 48. 90 51 .20 

Sou them 7.65 6.25 6.08 

South Central 27.40 23 .71 46 .05 

South Eastern 14,44 13.08 86.51 

Western 2. 51 8.15 13 .29 

/' Total 101 . 36 126.22 236.96 

.. 
1~7 



ANNBXURE IV 

[(cf Para J . 7 (viii)] 

State111e11t sliowi11g lto/di11g and utilisatio11 of Oilier Coaclti11g Vehicles 011 l11dla11 Railways 

Year Central Eastern Northern Northeast Southern South South Western All 

Frontier Central Eastern Railways• 

1980-81 Holding (in 
units) 338 396 438 67 348 186 356 366 2496• 

Vehicle Km per vehi-
cle day 110 169 68 51 238 125 216 321 148 ....... 

\D 
00 

1974-75 Holding (in 
units) 357 301 420 52 269 158 385 392 2334 

Vehicle Km per vehi· 
cle day 76 262 69 12 239 200 152 302 146 

•Excludes the position of North Eastern Railway which held only one vehicle in 1980-81. 

> ,, 
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ANNEXURE Y 

[(cf Para 1.8(i)] 

Name of the Date/month Train No. Class No. of No.of 
Railway chl'cked passengers persons 

wait- surren-
listed dering 

•' 
per day tickets 

per day 

·-- South Central January 1981 54 Madras 1st 71 30 - Express 

January 1981· 32 Bombay I sl 30 9 
Express 

January 1981 21 Dakshin lsl 49 23 
Express 

Western June 1981 t 81 Sarvo- IJnd 283 112 
daya Express 

; 
: 

., 
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ANNEXUR E VI 

(cf Para 1.9) 

Dl;tails of number of tourist agencies, value of tickets/coupons sold by them 
and Lhc amount or commission paid to them onilndian Railways 

(In lakhs of rupees) 

SI. Railway No. of Value of tickets/ Commission paid ' ~ 
No. tourist coupons sold by to them 

agencies them 
----1979-80 1980-81 1979-80 1980-81' 

1 . Centra l 14 60 .01 77 .20 l. 71 2.27 

2. Eastern 5 6 .75 7 .38 0 .25 0 .28 

3. Northern t7 59 .93 83 .00 2.57 3 .68 

4. Southern 9 54 .28 73 .84 2.32 3 .07' 

S. South Central 12.91 13 .33 0 .31 0 .32 

6. South Eastern 5 8. 95 9 .57 0 .29 0 .31 
.l 

7. Western 13 153 .64 172.-45 7 .47 8.00 • 
Total 356 .47 436 .77 14.92 17. 93' 

----- -
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ANNBxuRE YU.Hi) 
[(cf Para 1.1 O (i)] 

. ' 

Particulars of Mail/Express trai11s whose percentage of occupatio11 is l 00 per cent and above. 

Section 

Main line 
Ludhiana-Ambala Cantt. 
Tundla Jn.- Kanpur 
Mughalsarai-Lucknow via 

Fa ii.a bad 
Allahabad-Rai Blreli 

Dahod-Ratlam 
·Ratlam-Dahod 
Surat· Vadodara 

Madras Central-Mangalore 
B1ngalore-Jollarpettai 

Tiruchirapalli-Erode 

Train 
No. 

172Dn 
104Dn 

135Up 
357Up 

25Dn 
26Up 
29Dn 

lDo 
313Da 

31Dn 

Station where 
census taken 

Ambala Cantt. 
Tundla Jn. 

Faizabad 
Partapgarb 

Ratlam 
Ratlam 
Surat 
Bharuch 

Madras Central 
Jolarpettai 
Bangalore City 
Erode 
Karur 
Trichy 

Percentage of occupation 

AC 1st llAC II 

ll ordinary 

Reserved Unreserv· 
ed 

No~thern Railway-April 1980 
100 
100 

100 
100 

100 100 100 
100 100 105 

115 
100 

198 
158 

Western Railway-October t 980 
100 100 127 
100 100 111 
100 103 

103 
Southern Railway-May 1980 

68 100 
40 100 
53 
66 
66 

100 91 

100 131 
100 63 
100 148 
100 140 
100 214 
100 165 

IV 
0 -



ANNEXURE VII(2) 

(cf Para LlO(i) 

Statement showing particulars of Ma ilfExprtssfPassenger trains whcse per­
centage occupatic;n is less than JOO per cent 

SI. Section 
No. 

2 

Train No. Station where 
census taken 

3 4 

Percentage 
occupation 

1st Second 

5 6 

NORTHERN RArLWAY MAY 81 CENSUS 

(a) Main line 

1. Ludhiana-Amritsar 377Up Ludhiana 34 
Jullundur 7 
Amritsar 4 

2. K alka-Ambala 2UK Ka lka 
Ambala 

(b) Branch line 

3. Amritsar-Atari 5AA Amrilc;ar 
Atari 

4. Khcmkaran-Amritsar 9AK Kh ... mkaran 
Tarantaran 
Amritsar 

NORTHEA~T FRONTIER RAILWAY MAY SI- CENSUS 

(a) Main Line 

5. N ew Bongaigaon-M:i ldti 166Dn N ew Bongaigaon 
Town New Cccch Behar 

6. N..:w Jalpa iguri-Ncw 51Up N ew Cocch Behar 6 .67 
Bongaigaon New Bongaigaon 33 .3'.l 

(b) Branc~ line 

7. Haldiba ri-New Jalpaiguri 96Dn Ha ldibari -
Jalpai~uri r3.33 

8. Singhab:1d-Malda Town 73Up . Singhabad 
Bulbul Chandi 
Maida Court 
Old Maida 
Maida Tov .. 1"1 

202 . . 

20 
3<J 
18 

26 

21 
2t 

6 
,J3 
.18 

71 .36 
86.92 

59 .79 
65 .42 

47 
48 .75 

9 
I J 
3 
1 
t 

--
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" 
l 2 3 4 5 6 

N ORTH EASTERN RAILWAY MAY 198t- CENSUS 

(a) Main Linc 

9. S:imas1ipur-Muzaffarpur 92Dn Muzaffarpur 73 
(BG) 20Dn Muzaffarpur 42 85 

513 Up Samastipur 10 
5J4Dn Muzaffarpur 32 
J53Dn Muzaffarpur 57 

" 
WESTERN RAILWAY OCTOBER 1980- C.ENSUS 

(a) Main Line 

~ 10. Valsad-Bombay Central 26Up Valsad 56 42 
(Pashchim) 

28Up Bombay Central 23 34 
172Up Bombay Cmtral 42 23 

} J. Surat-Vadodara 131Dn Surat 33 96 
Vadodara 20 44 

(b) Branch Line 

}2. Bombay Central-Valsad 39Dn Bombay Central 14 36 
41 Dn Bombay Central 54 68 
45Dn Bombay Centra l 8 36 

, ;.._ J 3. Surat-Vadodara 49Dn Surat 87 
..... Bharuch 22 72 

14. Khargoda-Vinngam 72Up Viramgam 20 60 
Khargoda 14 

I • 

r 
r 'I 
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ANNEXURE vm 1 
(cf Para 2.rrn 

D..:tails of BG and MG sections on Indian Railways where diesel ra il cars 
were in opcrat on. 

Railway No. of Section in which Length Remarks (Deta ils 
cars deployed of sec- whether alternative 
(authorised ti on passenger service 

.t stock whe- (Kms) available either by 
ther in rai I or by bus) 
operation ; :-if no t, since 
when) 

2 3 4 5 

BG 

Ccntral 2 Not in use 

(Discon-
tinued in 
] 974-75) 

)o 

Northern J 1 Jullundur City- 58 1. Alternative 
(t9n-78) Nawashahar Doaba passenger service by 

,,. -Jullundur City- 52 rail as well as by 
Lohian .Khas State Road Trans-
Jullundur City- 42 port Corporation 
Tandaurmar available. 

Jullundur City- 79 2. 11 ca r& were 
Amritsa r transferred to 
Amritsar- 136 South Central Rail-
Ludhiana way for use during 
Ludhiana- 57 1978-79. 
Jullundur City ) 

South 27 Kakinada-Samalkot 16 1. Alternative 
Central Gudivada- 36 passenger service by ;-

Machilipatnam rail as we!l as by 
R:ijahmundry- 22 bus by State Road 
Nidadavolu Transport Cor-

poration avai lable. 

204 
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- (I) (2) (3) (4) (5) 

Nidadavolu- 47 2. Eleven rail cars 
Bhimavaram were transferred 
Bhimanvaram- from Northern 
Narasapur 33 Railway in 1978-79. 

Viiayawada-Gudivada 43 8 
Oogole-Chirala 49 

Tadepallegudem-
Nidadavolu 

20 

Rajahmundry- 50 .. Samalkot 

MG 

North 20 Kanpur Central- 27 Alternative 
Eastern Brahmavart passenger service by 

Kanpur Anwargaoj- 74 rail available iJ1 
Lucknow all sections except 
Sitapur-Paliakalan 137 in small sub-sec-
Lucknow-Sitapur 89 tioo of 8.04 Kms. 

of Kanpur-Brah-
mavarL But bus 
service run by 
State Road Trans-
port Corporation 
available in a ll 
cases. 

Southern 10 Mysore-Naojangud 26 Alternative 
Tiruchchirapalli- 37 passenger service 
Maoaparai by rail as \\ell as 

by bus run by 
State Road Trans--
port Corporation 
available. 

( • western J7• Sihor-Palitana 27 Alternative passen-
ger service by rail 
as well as by bus 

""\ available. Includes 
two inspection cars. 
•Jncluding trailers 
Diesel Rail C'lr 
Service inoperative 
from September 
1980. 
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ANNEXURE IX 

(Ref : Para 4. 7) 

Year Steam Diesel Electric 

G.T.K.M. locomotive G.T.K.M. locomotive G.T.K.M. locomotive 
(P+ G) on line (P+ G) on line (P+G) on line 

1969-70 103.853 5927 JOI . I I 675 57.377 513 

1973-74 79.319 5275 121.92 1118 58.840 645 

1976-77 72.290 5019 166.29 1370 93 .494 796- • 
1977-78 69 .484 4888 179.46 1460 98.503 852 

1978-79 57.087 4828 185.06 1575 92.561 899 

1979-80 50.352 4697 196.90 1671 90.638 929 

1980-81 43 .372 4532 205. 10 1798 92.492 988 

GTKM : Gross tonne kilometre in billions 

Locomotives : in numbers 
.A 

P : Passenger 

G : Goods ,..: 
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Year 

(1) 

(Passenger) 

1976-77 
1977-78 
1978-79 
1979-80 
1980-81 

(Goods) 

1976-77 
1977-78 
1978-79 
1979-80 
1980-81 

(Passenger) 

1976-77 
1977-78 
1978-79 
1979-80 
1980-81 

(Goods) 

1976-77 
1977-78 
1978-79 
1979-80 
1980-81 

In 
train 
Engine 

(2) 

13.81 
13.46 
11. 55 
11.36 
1I .30 

12.06 
12.28 
12.42 
12.88 
12.96 

13.99 
13 .73 
13.J4 
13.27 

12.57 
12.64 
11 .57 
11.54 

D eten- Shunt-
tions ing etc. 

Avail- Not Engine Kilometre 
able for avail- per day per day 

and services use able for per loco (Tar- ~ 
use motive get) Fcb­

in use ruary 79 
idling in 
sheds 

(Figures in hours) 

(3) (4) (5) 

Central Railway 

4.53 
5.30 
7.34 
7.61 
8.35 

4.59 
4.71 
4.41 
4.18 
4.61 

0.66 19.00 
0.43 19. 19 
0.41 19.30 
0. 39 19.36 
0.35 20.00 

1.44 
1.07 
1.02 
1.08 
0 .72 

18.09 
18.06 
17.85 
18.14 
18.29 

Southern 'Railway 

5.37 0.20 J9.56 
5.31 0.26 19.30 
5.47 0.24 18.85 
5.27 0.22 18.76 

5.61 
5.55 
6.18 
6.24 

(not availab le) 

1.0 19.58 
J. 16 19.35 
1.11 18.86 
0.97 18.75 

(not available) 

(6) 

5.00 
4. 81 
3.70 
4.64 
4.00 

5.91 
5.94 
6. 15 
5.86 
5 .71 

4.44 
4.70 
5.15 
5.24 

4.42 
4.65 
5.14 
5.25 

(7a) 

978 
1010 
744 
755 
718 

430 
416 
352 
345 
341 

78J 
817 
771 
769 

344 
321 
293 
286 

(7b) 

430 
430 

373 
373 

S/ 40 C & AG/ 81.-1 5. 

ANNBXtlRE X 

(Ref. : Para 4.12) 

B.G. D iesel Locomotives 

In D eteu- Shunt- Avai l- Not Engine Eugine 
~.vail K ilo- Kilo­
ablc metre metre 
for per day per day 
USC per (Targ~t 

train lions ing etc. able for 
E ngine and services_ use 

idiling 
in 
sheds 

(2) (3) 

(Passenger) 

11.7 0.6 
12.3 0.7 
12.7 0.7 
8.8 2.2 
8.9 1.9 

(Goods) 

12.7 
11.6 
12.1 
12.9 
13.0 

0.9 
0.7 
0.8 
0.7 
6. 3 

(Figures in hours) 

(4) (5) (6) 

Eastern Railway 

0.2 12 .5 11.5 
0.2 13.2 10.8 
0. 1 13.5 10.5 
0.6 11.06 12.4 
0.3 11. 1 12.9 

1.4 
0.8 
0.8 
0. 8 
0 .3 

15.0 
13 .1 
13.7 
14.4 
19.6 

9.0 
10.9 
10.3 
9.6 
4.4 

loco- Febr­
motive uary 
in use 1979) 

(7a) 

1105 
1208 
576 
538 
5111-

524 
525 
327 
352 
323 

(7b) 

320 
320 

South Eastern Railway 

(Passenger) 

12.2 7.4 
13 .5 6. 2 
12.3 6.5 
11.9 7.0 
13.9 4.4 

(Goods) 

7. 1 7. 1 
7.2 6 .8 
7.2 7 .5 
7.2 8.0 
7 .0 7 .7 

0. 4 20 .0 
0.5 20.2 
0.2 19.0 
0 .2 19.l 
0.4 18. 7 

3.2 
3.7 
3 .5 
3.2 
3.9 
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17.4 
17.7 
18.2 
18.4 
18.6 

4.0 
3.8 
5.0 
4.9 
3 .5 

6.6. 
6.3 
5.8 
5 .6 
5.5 

596 
685 
653 
652 
651 

369 
368 
334 
307 
283 

400 
400 

In Dtt<ln- Shuut­
train tions ing ~le, 
Engine and services 

Ava il- Not 
able for avail-
u se able 

Engine Engine 
K ile - K ilo­
metre metru 
per day per day 
per (Target 
loco- Febr­
mot ive ua ry 

(2) 

idiJing 
Ill 
sheds 

(3) 

(Passenger) 

11. 63 8.08 
11.50 8.29 
11 .24 8.16 
11.91 7.54 
11 .80 7 .60 

(Goods) 

12.29 
13 .23 
12.30 
11.56 
12.92 

6.22 
5.59 
6.20 
6.97 
6.87 

(Passenger) 

12. 60 6.50 
1I.59 8. 63 
12 .12 9 .26 
12.44 8 .95 
12.86 8.59 

(Goods) 

12.87 
13. 14 
13.04 
12.90 
12.97 

5.05 
4.65 
4. 94 
4.70 
4.74 

(Figures in hours) 

(4) (5) 

for 
use 

(6) 

Norlhern Railway 

0 .16 
0.21 
0. 26 
0 .16 
0.18 

1.01 
0.89 
1.07 
0.75 
0 .81 

19. 87 
20.00 
19.66 
19.61 
19. 58 

19.52 
19. 71 
19.57 
19.28 
20 .63 

4.13 
4.00 
4.34 
4.39 
4.42 

4.48 
4.29 
4.43 
4 .72 
3.40 

Western Railway 

0. 61 19 .71 
0.33 20.55 
0.05 21.43 
0.03 21 .42 
0.02 21 .47 

0.90 
0.72 
0.65 
1.04 
1.16 

18.82 
18.51 
J8.63 
18. 64 
18 .87 

4.29 
3.45 
2.57 
2.58 
2.53 

5 .18 
5.49 
5.37 
5.36 
5.13 

1979) 

(7a) (7b) 

606 
617 
597 
593 
535 

348 
336 
329 
316 
318 

782 
81 l 
716 
742 
740 

441 
329 
306 
31 1 
353 

450 
450 

400 
400 
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A EXURE X I 

(Ref : Pam 4.22(<l) 

Year Num ber Shed in- Number kilometres 
ofloeos effective of engine per engine 
homed percentage failures fai lures 

(lakhs) 

(I ) (2) (3) (4) (5) 
\ ---

.Har, i 
·-- 1976-77 ll S 26.7 JOO 0 . 6J 

1977-78 120 24.1 96 0 .69 
1978-79 120 26.4 J09 0 . 73 
1979-80 122 .IJ. 7 12 1 0.82 
1980-81 120 13 . J 93 0 .93 

Howrah and Burdwan 

1°976-77 61 10.3 29 0.89 
1977-78 64 10.2 2 1 l.1 8 
1978-79 66 11. I 19 1. 12 
1979-80 67 10. 5 2 1 1.11 
1980-81 9 1 12.3 2t 0 . 85 

f. Bondamunda 

1976-77 63 13 .4 48 J.08 
J 977-78 76 12.4 128 0 .37 
1978-79 87 13 .0 105 0 .47 
1979-80 93 13.9 158 0 .3.1 
1980-81 100 14.6 2 19 0.21 

Waltair 

1976-77 J28 21.9 316 0 .58 
I 977-78 137 22.6 600 0.25 
1978-79 138 21.0 516 0 .28 
1979-80 132 16. 7 500 0 .28 

{" 
1980-81 130 14 .7 432 0.31 

Ratlam 

... 1976-77 J38 21.0 175 0 .88 
1977-78 137 20.5 160 0.98 
1978-79 144 11.9 183 0 .82 
1979-80 149 12 .8 155 1.02 
1980-81 15-0 12.0 152 l.16 
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'( 

(1) (2) (3) (4) • (S) 
~ 

Mughalsarai • 
1976-77 72 14 .6 58 I. 75 
1977-78 72 13 .0 66 1.36 
1 978-79 72 14, 0 82 1.1 5 
1979-80 72 16 .9 120 0 .85 
1980-81 70 15 .6 68 1. 17 

Tughlakabad 

1976-77 105 9.4 97 1. 14 
1977-78 110 11.5 . 114 1 .26 t 1978-79 110 11 .6 98 1 .45 
1979-80 110 JO. 8 110 1 .33 
1980-81 11 0 11 .6 98 1. 45 ;; 

E rode 

1976-77 89 J 3.4 155 1 .42 
1977-78 98 13 .5 95 I .93 
1978-79 JI 1 14.5 86 1.68 
1979-80 . 118 14.7 109 1.44 
1980-81 120 13.0 80 2 .00 



' > 

ANNEXURE xn 

(Ref : Para 4.37) 

(i) Railway lin~s in the coal and steel belts nf Chandrapura 
Complex connect 4 major coal wasberies and lie between the 
main electrified sections on the Eastern and the Sou!h Eastern 
Railways (electrified in II and III plan periods. Their 
electrification is expected to eliminate the existing constraints in 
the movement of wagons caused due to cban,ge of traction within· 
short distances of the dtstination. Yet, electrificati.on of tbese­
lines at a cost of Rs. 14.55 crores was taken up in 1980-81 only_ 

(ii) While the Bombay-Ahmedabad section was energised in 
stages from March 1973 to November 1975, the electrification 
of Ahmedabad-Saba.rmati and Ahmedabad-Asarva sections,. 
though originally included in the Virar-Sabannati Electrification­
Project, was not carried out. Meanwhile, the point loads between 
Sabannati and Bombay Vadodara side have to be c'etained in 
the busy Ahmedab,ad yard for change of power, thereby affecting 
the movement of traffic. On an average 3.5 trains per day in 
each dfrecti.on (to and from Sabarmati) are so ctetained involving 
2 hours 13 minutes per train as against 55 minutes prior to 
electrification. Similarly, block loads for Sabarmati from/to 
Ratlam side are worked with diesel power involving haulage of 
diesel trains on electrified sections. 

(iii) On Bhusaval-lgatpuri and Bhusaval-Manmad sections. 
which were energised by 31st March 1969, 1318 tn~fos in 1979 
and 784 in 1980 were run with diesel power. 

(iv) The entire section between Madras and Vijayawada had 
been electrified by December 1980. According to the records. 
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of the Administration, on an average 5.90 locomotive'> were avail­
able as spares. (The 'spares' are engines not actually worked 
during 24 hours on any one day from mid-night to mid-night) 
during the period January 1981 . Nevertheless, a total of about 
44,67,58 (in thousands) GTKMs were done with die<;:![ traction 
during the same period (January 1981 to May 1981) due to 
shortage of crew. Diesel traction being costlier than electric 
traction, this involved extra expenditure of Rs. 11.5 lakhs on 
fuel costs. 



• • ANNEXURE xm 
(Refer para 4 . 4 J ) 

{All Gauges) 

\ 
Year Quantity of coal Cost Traffic 

million tonnes Rs. Crores (GTKM million) 

i Steam Traction 

~ 
1969-70 15 .22 102 .55 191834 - 1973-74 12.69 92.31 143836 
'1976-77 12 . I 8 136.90 140907 
1977-78 12 .29 136.35 135914 
1978-79 J I .63 l 34 .19 116442 
1979-80 11 .39 169 .32 106156 
l 980-81 l l .09 187 .5 1 94806 

Diesel Traction 

Yl!ar Qty. of HSD oil Cost Traffic 
kilolitre Rs. Crores GTKM millic n 

1969-70 536301 45 .12 127983 
.;. 1973-74 681006 57 .45 157826 

1976-77 846654 106.40 21304-0 
. ...,. 1977-78 945660 118.49 228536 - 1978-79 952621 120.46 235632 

'1979-80 980742 140.00 248932 
1980-81 1093252 214 .44 259697 

Electric Traction 

Year Units KWH Cost Traffic carried 
million Rs. crorcs (GTKM million) 

' • 1969-70 1'013.5 10.48 63020 ., 1973-74 977 .2 14. 22 64621 
1976-77 1447 .0 33 .09 102551 
1977-78 1543 .0 36.24 108429 
'1978-79 1513 .o 41.32 102225 

... '1979-80 1574 .0 49 .90 99985 
1980 81 164 0. 3 60.45 102003 ,.. 

213 



ANNEXURE XlY 
[cf Para 5.5(4)] 

Showing total number of wagons received under senders weight i11voices and 
number of wagons weighed as per weiglrme11t advices received in Traffic Accounts. 

Office iR 1980-81 

s. Name of the Total no. of No. of wagons 
No. Railway wagons received weighed as per 

under senders advice received 
weight invoices in Accounts 

Office 

1. Central• 12567 2983 

2. Eastern 39216 2743 

3. Northern 93626 9462 

4. North Eastern 35140 5378 

5. Northeast Frontier 19598 930 

6. Southern 42168 802 

7. South Central 6393 

8. South Eastern 14946 2285 

9. Western 252083 8867 

•Data relate to local traffic only. 
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Percentage 

23.73-

6 .99 · 

10.1 

15.3 

4 .7 

1.9· 

15. 28 

3 .5 

~ 

' ' ,. 


