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CHAPTER I 

INTRODUCilON 
Setting up of the Rail Tariff Enquiry Committee 

1.01 The structure of rates for transport of goods 
by rail was last reviewed in 1955-57 by the Freight 
Structure Enquiry Committee (1955-57). Moreover, 
no special enquiry has ever been made by an indepen
dent body in respect of passenger fares or the rates 
for other coaching traffic. In view of the far reaching 
changes that have taken place in the country's econo~y 
in the past, and also the changes that are expected m 
the years to come, there was public demand for a 
fresh examination of fare and freight rates structure 
for carriage of traffic by rail .. The Public .Accounts 
Committee as well as the Railway Convention Com
mittee had emphasised the need for rationalising the 
fare and freight structure having due regard to the 
cost of service. In view of these circumstances, the 
Government of India set up a R!!il Tariff Enquiry 
Committee (RTEC) under Resolution No. ERB-1/ 
77/21/70 dated 19-9-~977 (copy at!ached·. as 
Annexure I-1). It conststed of the followmg :-

Dr. H. K. Paranjape Chairman 
Shri K. T. Mirchandani Member 
Shri V. K. Sthanunatban Member 

Shri Vinod Pal was appointed as the Secretary of 
the Committee. 

Terms of Reference 

1.02 The terms of reference of ,the Committee laid 
down in the Government Resolutions are given 
below:-

(a) To examine the structure of fares, rates and 
other charges for public traffic carried by 

·passenger trains and/or goods trains, in all 
its aspects, and ancillary and incidental 
matters such as packing conditions and 
booking and delivery of, and payment for, 

(b) 

(c) 

(d) 

(e) 

traffic: · 

To examine the structure of fares, rates and 
other charges for post office mails and mili
tary traffic carried by passenger trains and/or 
goods trains, as also anciUary and incidental 
matters; 

To enmine any other cognate matters that 
may be referred to the Committee by the 
Ministry of Railways ; and 

To recommend the modifications which 
should be made bearing in mind, among 
other relevant considerations the interests of 
the common man, the requirements of deve
loping economy, and the , importance of 
making the Railways financially viable- and 
the poo;sibility of increased efficiency ; and 

Any other matters connected with the 
rationalisation and simplification of t~e 

Staffing 

freight and fare structure on the Indian 
Railways and any other incidental matters 
relating thereto. 

1.03 The Chairman, the two Members and tb:;, 
Secretary joined the Committee on 19-9-1977, 
16-1-1978, 1-1-1978 and 17-9-1977 respectively. 
Details regarding the sanctioning of other posts and 
the dates when officials joined the RTEC are given in 
Annexure 1.2. 

Office Accommodation 

, 1.04 To start with, some accommodation was 
temporarily provided to the Committee in Rail Bhawan. 
However, as adequate accommodation was not avail
able in Rail Bha wan, the Prime Minister's Office allot
ted office accommodation for. the RTEC in Vigyan 
Bhawan Annexe. This accommodation consisted of 
two halls. The work of partitioning and furnishing 
was completed by 31st March, 1978, and the office of 
the RTEC started functioning from its own office from 
1-4-1978. , 

1.05 The Prime Minister's Office · has, however, 
recently informed the Committee that the office 
accommodation in Vigyan Bhawan Annexe bas to be 
vacated before the end of 1978 as this accommodation 
is needed for hosting a UNIDO Conference in 1980. 
Alternative office accommodation has been allotted to 
the Committee in the new NDMC building in the Khan 
Market Commercial Compl'ex. Arrangements are 
being made by the Committee in coordination with the 
Railway Board, Northern Railway and the Directorate 
of Estates for shifting the office of the Committee to 
this location after suitable partitioning is provided. 

Delegation of Powers 

1.06 The Chairman, RTEC, was delegated the 
powers of General Manager of a Zonal Railway in 
respect of matters relevant to the functioning of the 
Committee. Powers relating to assigning contracts 
for consultancy work was, however, not delegated, the 
Committee being assured that the matter can be dealt 
with expeditiously, with understanding and cooperation. 
The Committee did not, therefore, press the matter 
further. · 

Notification in Press and issue of letters 

1.07 A notification was given in all leading news
papers in the country during October, 1977, calling 
for suggestions on the terms of reference of the Com
mittee from individuals, as well as various trade 
interests. In addition more than 4,000 letters were 
addressed to the fo11owing :-

1. Members of Parliament ; 
2. Chambers of Commerce ; 
3. Passenger Associations ; 



4. Public s~ctor Undertakings ; 

5. Major Private Sector Undertakings ; 
6. Central Ministries ; 

7. State Governments; 

8. Universities ; and 
9. Memb~r:i of the National/Zonal Railway Users' 

Consultative Committees. 

1.08 610 ·replies have been received so far, which 
have been scrutinised by the Committee. A copy of 
the press notification and copies of the letters addressed 
to various groups as indicated above are given in 
Annexure I.3. 

Questionnaires to the General Managers and the 
Railway Board 

1.09 A questionnaire on passenger fares with parti
cular reference to the aspects to be covered in the 
Interim Report •Jvas sent to the Zonal Railways on 
9th June, 1978. A copy of the questionnaire is at 
Annexure I.4. A questionnaire on freight traffic was 
sent to the General Managers on 28th June, 1978. 
A copy of this questionnaire is given at Annexure 1.5. 

1.10 In additicn to above, a questionnaire on siding 
was sent to about 2,000 siding owners through the 
respective Divisional Superintendents· in July, 1978. 
A copy of the questionnaire is attached at Annexure 
1.6. 

Discussions with Government Officials and Rail Users 

1.11 The Chairman and Members have held 
preliminary discussions with the following :-

(i) General Managers and Heads of concerned 
Departments of all the Zonal Railways. 

(ii) Chief Secretary and other Secretaries con
cerned of Maharashtra, Gujarat, Rajasthan, 
West Bengal, Tamil Nadu, Andhra Pra
desh, Karnataka and Jammu and Kashmir. 

(iii) Important Chambers of Commerce and 
Passenger Associations at Bombay, 
Ahmedabad, Baroda, Pune, Hyderabad, 
Madras, Bangalore, Mysore, Cochin, 
Erode, Coimbatore, Salem, Madurai, Siva
kasi, Tiruchirapalli, Teni, Virudhu
nagar, Calcutta, Lucknow, Kanpur, Jaipur, 
Amritsar and Jullu'ndar. 

Collection of Relevant Literature 

1.12 A special attempt has been made to bring 
together as much of the relevant literature including 
various reports as possible. 

1.13 Letters were written to various Indian 
Embassies/High Commissions requesting them to 
procure relevant literature. Letters were also written 
to the Railways of a number of countries for procur
ing relevant information and literature. Useful litera-
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ture has since been received about the following 
countries 

1. Canada 
2. United States o"f America 
3. West Germany 
4. France 
5. Japan 
6. Australia 
7. Sweden 
8. Kenya 
9. United Kingdom. 

In addition, we have also received useful literature 
from Union Internationale Des Chemins De FER 
(UIC), Paris. Arrangements have been made to get 
the relevant portions of the literature in French, 
German and Japanese translated into English. Efforts 
to secure further information about railways in other 
countries are continuing. 

Surveys and Studies 

1.14 There are several areas where detailed surveys 
and studies have to be carried out by the Committee. 
For example, it is necessary that reliable data are 
available to indicate the socio-economic profile of 
the passengers, their travel habits at present and in 
the past, their likely reaction to possible changes in 
fares and facilities, the purpose for which they under
take journeys by rail, etc. Similarly, it is necessary to 
know similar particulars in respect of passengers who 
are travelling on railway concessions so that an exami
nation of these concessions can be made. 

1.15 In the Resolution setting up the Committee, 
the statement of the Railway Convention Committee 
about the need for rationalising freight and fare struc
tures o·n the basis o'f traffic costing studies and bring
ing. charges in closer alignment with costs has been 
emphasised. The existing costing system on' the rail
ways is based on fully distributed zonewise average 
costs. Information regarding variation in costs due 
to factors such as density of traffic on a particular 
section, grad!ents, speeds etc. is not available. Also 
particulars of variation in costs for traffic carried in 
train loads, wagon loads or smalls, or according to 
the nature of the commodity, are not available. The 
Committee finds that suitable studies and surveys 
are necessary to supplement the studies and data 
already available so as to have reliable inform::ttioh 
on these and other related aspects. 

1.16 Having regard to what is mentioned above, 
the Comm'ittee proposes to organise surveys and 
studies either with its ow'n resources. or through 
suitable Consultants. Particulars of such survevs and 
studies are briefly given below :- · 

(a) Survev of Season Tik t>f f-T nldf'r<: 

A ~urvev of Season Ticket Holders, both suburban 
and non-suhurb::m. wa~ org:mised hv the Committee 
during Au.!!Ust. 1978. Details of this survey will he 
given in a· sep:uate report. However, the rna in 



results of this :;urvey are given in Chapter VII. More 
than 32,000 passengers at about 2,310 stations were 
i nte rv i ·~wed Juring this survey mainly with a view to 
determining the socio-economic profile of the passen
gers purchasing Season Tickets, and their travd 
habits. 

( b) Survey of passengers travelling 011 Single Journey 
Tickets on Suburban Sections 

Du ring September, 1978, another survey was orga
n i~d to find out particulars in respect of passengers 
travelling on Single Journey Tickets on the Suburban 
Sect ions. Details in regard to this have also been 
given in Chapter VII. 

( c ) Sun•ey of Non-suburban passengers 

The Committee is proposing to organise a sample 
survey of non-suburban passengers travelling by va
rious types of passenger trains. This survey will have 
to be on a much bigger scale than the two survevs 
mentioned earlier. · 

(d) Survey of passengers travelling on . concessions 

The Committee also proposes to conduct a survey 
of passengers traveUing on concessions to study the 
u-;efulness and desirability of such concessions. 

( e ) Commodity Studies 

Commodity studies in respect of major commodities, 
such :1s Coal, Iron ore, Foodgrains, Iron and Steel, 
Cement, Sugar, Fertilisers, POL are being conducted 
hy the Committee with a view to finding out their 
t.ransportation characteristics, the costs of transporta
tiOn, and the possible effects of Jreight variation on 
the economy. · 

(f) Other Studies 

In addition, the Committee's staff is undertaking 
a number of studies using available data about India 
and other countries including data about the expected 
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future role of the Railways, and various types of 
detailed cost analyses. 

Main contents of the interim report 

1.17 In para 8 of the Government Resolution . 
setting up the Ccmmittee, it has been mentioned that 
the Committee may submit interim reports as may be 
considered necessary and as desired by the Govern
ment. It was sugg~sted by the Ministry of Railways 
that the Committee may submit an interim report re
lating to the problems about passenger services. The 
background of the interim report and the particulars 
of the aspects covered in the same have been given in 
Chapter III, namely, "Approach to the Interim 
Report". Briefly, the subjects covered in tl>Js Report 
are 

(a) The financial situation of the Railways. 
(b) The approach to the Interim Report. 
(c) Proposals relating to Freight Traffic. 
(d) History of Passenger Fares. 
(e) Emerging Metropolitan Transport situation. 
(f} Passenger Profile-an Interim View. 
(g) Proposal relating to Passe·nger Fares. 
(h) Proposals for Other Coaching Traffic. 
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CHAPTER II 

THE FINANCIAL POSmON OF INDIAN RAILWAYS-AN INTERIM REVIEW 

Return Expected on Capital-at-charge upto 1924 

2.01 Most of the Railways built in India were 
originally constructed and operated by private Sterling 
companies. The Government, however, was actively 
associated · with Railway construction. As the first 
two companies formed iri the U.K. in 1845 and 1846 
could not collect sufficient capital on their own, the 
Government ~ecided to give guarantee of 5% return 
on the capital. The Government also decided to 
make land available free of charge. This system of . 
guarantee resulted in extravagance by the Railway 
companies;* therefore, the Government decided to 
change this policy. 

2.02 While the buJk of the Railway system in the 
country came to be the property of the Government 
after 1907, the purchase was only formal and fresh 
arrangements were arrived at with the companies to 
run the Railways on beha1f of the State. The 
Acworth Committee (1920-21) recommended that the 
State should take over the Railways for direct State 
management as and when the contracts fell due. The 
ownership and management of the major private 
companies was gradually taken over by the Government 
during the period 1925-1944. 

2.03 In the initial development of the Railways in 
India, a guaranteed return of between 4.5% to 5% 
on capital investment was considered necessary to 
attract sufficient capital for this purpose. 

Return Expected After 1924 

2.04 Initially the Railway Finances formed part of 
the General Finances of the Government. These 
Finances were separated from the General Finances 
from 1924-25, mainly ''to relieve the General budget 
~om th~ violen~ fluctuations caused by the 
mcorpora~on therem of the railway estimates and to 
ena~le railways to carry o~t a continuous railway 
policy based on t~~ necessity of making a definite 
return to general r~venues, on the money expended 
by the State on railways ... "** The objectives of 
separation ·were explained by the then Commerce 
Member as follows : 

" . . . we want to introduce a system of 
finance which, ~bile maintaining unimpaired 
the ~ntrol of this House and while ensuring 
to general revenues a fair return· from their 

Railway property, will be more suited to 
the needs of a vast commercial undertaking. 
Finally, and most important of all, we want 
to establish a principle. It is right and 
proper that the tax-payer, the State, should 
get a fair and - stable return from the 
money it has spent on its Railways; 
but if you go further, if you take from 
the Railways more than that fair 
return, then you are indulging in a 
concealed way in one of the most vicious 
forms of taxation, namely a tax on 
transportation. One of the objects we have 
most at heart in putting these proposals 
before this House is to establish that 
principle"*** 

2.05 The return on the capital to be paid by the 
Railways and other ancillary matters were to f>e 
decided by _the Legislature on the recommendatioe1s 
of what came to be known as the Railway Convention 
Committee to be appointed by the Legislature from 
time to time. The returns expected from the 
Railways have been fixed in this manner, starting 
from 1924. 

2.06 The Separation Convention of 1924 laid 
down that the contribution by the Railways to the 
General Finances should be based on the Capital-at
charge and the working results of commercial lines. 
The Railway Convention Committee recommended this 
contribution at -one per cent on the Capital-at-charge 
of commercial lines plus 1/Sth of any surplus profits 
of commercial lines remaining after payment of this 
fiXed return, subject to certain conditions. This 
contribution was over and above the interest charges 
on the loan capital obtained by the Railways. During 
the period 1924-25 to 1942-43, total contributions 
accordingly paid by the Railways inclusive of interest 
charges ranged from 4.3 per cent to 4.9 per cent of 
the capital-at-charge, the average for the period being 
4.6 per cent per annum. 

2.07 During the war, the 1924 convention was 
suspended with effect from 1st April, 1943 and the 
Railways' surplus was allocated to the General 
Revenues on an ad hoc basis each year. This 
continued till 1949-50. The Railways could earn 
substantial profits during the years 1943-44 to 
1945-46 and contributed between 7.4 per cent to 

* See "Official Report submitted to the House of Commons in ts72-73'' q~oted in "Indian Railways-tOO years;; (New Delhi) . 
1953, Page 21. 

•• Resolution on the separation of railway from general finances, "Railway Convention Committee, 1943", Railway Department. 
Government of India, P. 22. 

••• Indian Railway Administration and Finance, An Introduction, 1976, Ministry of Railways. Gm.-emment of India . Para 702. 

4 



8.5 per cent of the capital-at-charge to the General 
Revenues, including interest charges. For the 
rcmainmg years, • the total contributions paid by th.;o 
Railways ranged from 4.1 per cent to 4.9 per cent of 
the capital-at-charge. 

2.08 The next Railway Convention Commiaee 
appointed in 1949 recommended a fixed dividend of 
four per cent per annum on the capital-at-charge 
excluding capital invested in unremunerative strategic 
linis. The contribution was inclusive of interest 
charges which had been indicated separately upto 
1949-50. The rate of dividend of four per cent was 
decided on the basis of the average rate of Government 
borrowings, which was estimated at 3.20% at that 
time. The surplus after payment of dividend was to 
be allocated to different Railway Funds. 

2.09 The fixed rate of dividend and the base on 
which this rate was to be calculated changed froin 
time to time. The rate of dividend was changed to 
4.25 per cent ·with effect from 1961-62, and to 
4.50 per cent from 1963-64. From 1964-65, the 
rate of dividend was fixed at 4.5 per cent on the capital 
invested upto the year 1963-64 and 6 per cent ori-the 
capital invested in subsequent years. From 1966 .. 67 
the rate of dividend on the capital invested upto 
1963-64 was enhanced to 5.5 per cent.** This rate 
has continued; to date. However, the amount of 
capital on which no dividend or dividend at a lower 
rate had to be paid changed from time to time. The 
capital qualifying for exemption (rom payments of 
dividend increased from a little over 4 per cent of 
the total capital-at-charge in 1960-61 to about 20%; 
of the capital-at-charge in 1976-77. At present such 
capital includes capital expenditure on 
(a) unremunerative branch lines (b) North-EJst 
Frontier Railway (c) element of··' over-capitalisation 
(d) 50% of capital outlay on work in progress 
(e) capital outlay on new lines and certain other 
miscellaneous items. 

2.10 Thus, since 1950-51, the contributions to be 
!Paid by Railways to the General Revenues were 
;determined at a fixed rate on tl1e capital-at-charge 
afte-r adjustments intended to give certain concessions 
to the Railways. The fixed rate was generally 
determined on the basis of the average interest rate 
on Government borrowings, but was kept a little 
higher than the average rate. 

2.11 The possible alternatives to a fixed dividend, 
\'i::.; (a) reimbursement of bare interest plus a fixed 
per cent on th.: capital-at-charge plus a share in 
excess surplus, or (b) payment of bare interest plus 
incom;: tax on the profits, were considered but rejected 
PY successive Convention Committees. 
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Expected Return from New Projects 

2.12 In the early years of the development of the 
Rrulways, it was expected that a project, after meeting 
the cost of operation, repairs and maintenance, 
depreciation and interest charges should generate a 
'fair' margin of profit. In 1937, the Wedgewood 
Committee made a critical comment that the capital 
expenditure on the Railways had been on. too lavish 
a scale. Following this, a net return of at least 10% 
was prescribed. t The Railway · Convention 
Committee of 1949 recommended a return of 
4.25 per cent on the basis of a dividend rate of 4% 
at that time. This was reviewed by the Railway 
Convention Committee ( 1954), which raised it to 5%. 
Currently a net return of 6.75% on investment is 
considered appropriate. Alternatively, a return of 
10% by Discounted Cash Flow method is taken as 
adequate to justify a new Project. 

The Performance of Central Government Public Sector 
Enterprises 

2.13 It may be of inter~st to look at the performance 
of the public sector enterprises in the recent past. 
As at the end of 1976-77, there were 145 public 
sector undertakings:!: under the control of the Central 
Government with an investment amounting to 
Rs. 11,097 crores. Information on performance of 
the operating enterprises for the last five years is 
presented in Annexure 11-1. The profitability ratios 
of these enterprises are shown below:-

Profitability 
ratio 

1972-73 1973-74 1974-75 1975-76 1976-77 

I. Gross profits 
(before interest 
and tax) as % 
of capital emp-
loyed 5.1 

2. Net profits 
after tax as % 
of paid-up ca-
pital 0.6 

5.2 

1.9 

8.4 7.6 9.7 

4.9 2.9 4.6 

2.14 Taken together, these undertakings earned a 
return of 9.7% on the total capital employed before 
payment of interest during 1976-77. The return 
earned by enterprises producing goods amounted to 
9% ~n capit~l employed, and that by enterprises 
rendenng services amounted to 10.8%. The rate of 
return on ~apital ~mployed earned by different groups 
of enterpnses vaned from 1% to 26% in the case 
of ·those producing goods and ranoed from 5% to 
13% in the case of enterprises PrOducing services 
(See Table 11-1). 

-·-·- ·- ··------------ -------···· ------· ----- ··-·- ·----···-
• [\eluding 1947-48. 

•• The incre:tse of one per cent was in lieu of the tax on passenger fares. 

t See ''Memoranda for the Railway Convention Committee, 1954" by Financial Commissioner for Railways, P. 65. 

~· Dat:t relate to corporate enterprises under the Bureau of Public Enterprises and exclude banking and insurance companies 
~s w;:ll a> departmentally run commercial enterprises,. 



TABLB ll-1 

&Me of r~tU/'11 Nrnnl by Catral Go~111116ttl Pllblic Ealerprise 
. ;, lht! 1976-77 

----·· -----------
1. Enterprises produci_n& goods Gross profit to 

capital emf· 
Joyed 1976-71 % 

------·- . ----~----
Steel 
Miocrals cl Mcl.ll& other'th~l coal 
Coal 
Petroleum . 
Chemicals & Pbannaoeuticals 
Heavy Engineering 
Medium & Ligflt ~eerins 
TransportatiOn eq;{ipmcnt 
Consumer goods 
Asro-based products • 

ToTAL 

II. Enterprises rendering services 

Trading & Marketing Services 

Transportation Services 

CQotracts & Construction . 

Industrial Development & Technical Consul-
tancy Servia=s 

Smalllnd.ustries Development 

Touri$t Servia=s 

Financial Servic.es 

m. All Enterprises . 

ToTAL 

5 .9 
4.1 
1.0 

26.1 
. 1.1 
14 . 5 
15.0 
8.6 
7 : 1 
1.0 

9.0 

i j ) 

8.3 

10.3 

6.3 

5.4 

8.5 

5.2 

10.8 

~.7 

Source : Performance of Central Government Public Enter
prises, Highlights, 1976-77, Bureau of Public Enter
prises, New Delhi. 

Return expected from State Electricity BOt.W~ 

6 

2.15 The return which is considered reasonable and 
justified for ordinary commercial enterprises may not 
be considered relevant for a public utility concern, 
especially one like the Railways where the capital to 
output ratio i5 very high. The financial objectives set 
for State Electricity Boards (SEBs) may be considered 
more relevant in this respect. The Electricity (Supply) 
Act, 1948, which . provided for the constitution of 
SEBs, indicates in a general way the financial returns 
expected from the SEBs. Under the Act, SEBs are 
expected to earn a reasonable surplus after meeting 
all the expenses. The level of surplus to be generated 
has however been left to be determined by the indi
vidual State Governments. A Working Group on 
Price Policy set up by the Planning Coiilm.ission in 
1962 suggested a return of 12% on the capital em
ployed in the SEBs. In 1964, the Venkataraman 
Committee appointed to review the working of the 
SEBs suggested a return of 11%, consisting of 6% 
by way of interest, 1.5% as electricity duty, 0..5% for 
contribution to g~neral reserves and a net surplus of 
3%. For purposes of granting loans to SEBs, the 
World Bank had stipulated a return of 9.5% on 
aveTage capital employed. 

2.16 It may be interesting to note that the financial 
perform.IUlce of the SEBs has not been satisfactory. 
AI at the end of 1974-75, the unpaid interest accrued 
over the years amounted to Rs. 338 crores. Tite 
analysis of the financial results of the SEBs for the 
year 1975-76 n:vealed that, after meeting the interest 
liability amounting to Rs.. 297 crores, the net ddicit 
from the working of the 18 SEBs amounted to 
Rs. 122 crores (surplus of Rs. 7 cro~ by three SEBs 
and deficit of Rs. 129 crores by the others). After 
allowing for interest on other loans, the net surplus ef 
all the 18 SEBs amounted to Rs. 56 crores, giving a 
return of 1.3% on the total Government loans of 
Rs. 4179 crores. · 

f'inancial Performance of Major Foreign Railways 

2.17 The differing accounting practices, the fact that 
foreign railways undertake a number of activities 
besides railway transport, and other such factors make 
a comparison of financial performance of different 
railways rather difficult. It may be useful neverfbeles:s 
to have some idea about the financial working of major 
foreign railways. Information regarding the net surplus 
(deficit) of the major foreign railway systems during 
the year 1975, before provision for national incom(! 
taxes but after interest payments, is given in Table 11-2. 

TABLE ll-2 

Financial Performance of Major Foreign Railways 
(FiJures in million U.S. S) 

------ · 
I. Privately owned systems: 

1. U.S. Class I Railroa$: 
Excluding Amtrak 
Including Amtrak 

2. Canadian Pacific Ltd. 

Net 
income• 
0018) as 
reported 

317 
(36) 

333 
II. Government owned systems : 

3. South African Railways . (141) 

<\, Calladiao National Rlys . (168) 

5. British Railways 11 

6. Italian State Railways (1,188) 

7. French National Railways (265) 

8. Japanese National Rlys (3,027) 

9. German Federal Railways (1,665) 
---·· ' • Net Surplus 

Subsi
dies inc
luded in 
income 

Net 
income• 
(loss) 
excluding 
subsidies 

--- ----

152 165 
157 (193) 

70 263 

30 (171) 

269 (437) 

829 (818) 
1,2.52 (2,440) 

3,Jl1 (3,376) 

649 (3,676) 
2,386 (,4051) 

Source: "A Survey of Railroads of selected iodusuial coun
tries", prepared by Union PacificRailroad Company, 
September 1977, Paae ix.. 

2.18 It will be observed that even after taking inro 
account government subsidies, only two railway systems 
were able to earn net surplus, while a third system 
earned only a nominal surplus during 1975 . All other 
systems incurred losses ranging from $ 36 million to 
oyer $ 3,000 million. After excluding government 
subsidies, only two rail road systems have generated 
net surpluses while the deticit suffered by other systems 
varied from $ 171 million to more than $ 4 billion. 
Apart from subs;dies duectly included in incom~. 
certain systems received grants. Inclusive of all such 
, ubsidies, it is interesting to note that subsidies range-d 
from around 3% of the total revenue to over oO%. 

-



. 2.19 Compared to the financial pcrformance of these 
foreign rail systems, performance of the Indian railways 
cannot be consiJC:Ced un:.ati!.factory. However, certain 
important points may have to be kept in mind in 
attempting l>uch a comparison. All of these foreign 
rail systems are in advanced developed counrties. • 
In view of the in:portant developments of road trans
port, and especially personalised automobile transport, 
railways have ce-ased in these countries to be the majf1r 
carriers of pcoplo! and freight. 

2.20 The :.ituation is different in a country like 
!ndia wllerc, Ju.:: to its vast size, the stage of dcvclotr 
ment and resource constraints, railways continue to 
be the most important means of transport and will 
probably so continue for quite some time. The losses 
suffered by mo::.t of the foreign railway systems are 
mainly due to considerable unde-r-utilisation of the 
assets created m the past. In India, the position is 
quite dilfcrcnt. lbe problems here relate to shortage 
of transport facilities resulting in over-crowding in 
pa~senger trains and inadequate availability of wagons 
for goods traffic. Therefore, it may not be inapprc
priate to expect reasonable profits from railway 
operations here. It is therefore not unreasonable. to 
expect that th.! railways should be in a position .to 
generate a surplus to provide funds for further 
expansion. 

Expected Rate of Return from ]{aitways 

2.21 The Government of India (Ministry of 
Finance) has i.;sned 'Guidelines for price fixation' in 
September, 1976. The Guidelines recommended that 
''the rate of return in general should be calculated on 
net worth of a company (e.g. Share capital plus free 
reserves) rather than total capital employed". The 
guidelines r.;!commendcd that the rale of return should 
consist of two components :-

(a) basic nunimum which would be uruform as 
between industries, and 

(b) an additional variable component which may 
IJe varic.d from industry to industry depending 
on differences with respect to factors such as 
risk, priority, growth prospects, need for 
internal generation of funds, degree of obso
lescence of capital stocks and capital structure 
including reserves. The guidelines recom
mended that "the basic minimum compontnt 
of the rate of return may be equal to the 
going rate on bank deposits of five years' 
duration." 

The Draft Shth Plan has suggested that the "return 
from invc~tments in Central and State Enterprises ..... . 
. . . . .. . . . ~hould ........ be raised by economics and price 
aJjustmcnts to a post-tax. level of abouto.._10%"**. The 
Railways do not pay any taxes. It n~ therefore be 
a· ~umed that they may be expected at feast to aim at 
a net return of 10% on capital, before payment CJf 

dividend. 

1 

Financial Performance of the Indian Railways in the 
past 

2.22 The financial performance of a commerci'll 
enterprises can be looked at from many angles and a 
number of ratios have been devised to focus attention 
on particular asp·::cts of the working of an enterprise. 
But for an over-all assessment of a commercial unit, 
the commonly used indicator is gross profits (before 
interest and taxes) in relation to total capital employed. 

2.23 Capital employed comprises of shareholders' 
capital, accummulated reserves and loans. In the ca<:e 
of Railways however, there are certain difficulties in 
precisely working out this indicator. While the capital
at-charge of the Railways represent loans advanced by 
the General Revenues towards Railways' capital 
expenditure, no precise estimate of the Railways' own 
contribution towards such expenditure can be prepared 
in view of the accounting practices followed. Alter
natively, capital employed equals net fixed assets plus 
working capital. The value of fixed assets in the 
Railways however is not shown either at historical 
cost or at replacement cost ; their values represent ·the 
original cost of asset plus any improvements when 
subsequently replaced. The inflationary . element in 
the case of replacements is charged against D.R.F. 
and does not become reflected in the fixed asset values. 
The amount of Government capital-at-charge approxi
mately corresponds . to what would normally be 
regarded as the value of net fixed assets: Estimates of 
working capital cannot, however, be prepared in the 
case of Railways. These limitations have to be kep~ 
in view in assessing the Railways' financial performanc··~. 

2.24 The data relating to the financial performance 
of the Railways for the period 1950-51 to 1976-77 
are presented in Annexure II-3. It will be observed 
from this annexure that the gross surplus earned by 
the Railways before providing for dividend to General 
Revenues, (i.e., the "net revenue receipts" in the 
terminology used in the Railway Accounts) as a pro
portion of the capital-at-charge varied between 4.2 per 
cent to 7.3 per cent during the period 1950-51 to 
1965-66 and between 1.4 per cent to 4.8 per ct:nt 
during' the period 1966-67 to 1975-76. During 
1976-77, this ratio improved to 6.5 per cent. Related· 
to investment, i.e, the value oi assets in the Railways' 
Block Account, the gross surplus earned ranged between 
1.2 per cent to 6. 9 per cent during the period 1950-51 
to 1976·77. This rate was less than 3%. for three 
years, between 3 to 4 per cent for nine years, between 
4 and 5 per cent for nine years and between 5 and 
6 per cent for five years. In 1951-52, the highest rate 
at 6.9 per cent was achieved. 

2.25 After meeting the dividend liability, the Rail
ways were able to earn a surplus in all the years during 
the period 1950-51 to 1965-66. The position changed 
from the year 1966-67 wherefrom, except for three 
years, the Railways incurred losses for all the years 
upto 1976· 77. The cumulative position pf the surpluses 

-- ---- --· ----- . -
• Some data about a few railway systems in developing countries are given in Annexure-II-2. But most of these are 

sr.ull mainly new, and cannot be compared to Indian Rlys. The systems more comparable in terms of magnitude and 
conti1;uing growth are the Soviet & Chinese on~.--s. We have not yet succeeded in obtaining really comparable data about 
the wurking of these. ,.. 

•• Draft Five Year Plan, 1978-83, Planning Commission, Govt. of India, para 1.53, page 8. 



earned by the Railways during the period 1950-51 to 
1976-77 is indicated below :-

1950-51 to 1965-66 
1966-67 to 1976-77 
Net surplus 

Surplus (Rs. in crores) 

324.57 
. (-) 269.78 (deficit) 

. 54.79 

2.26 Due to the unsati<;factory position of their 
finances, the Railw~ys had to resort to temporary loans 
from the General Revenues from time to time to pay 
for their dividend liability. These are indicated 
below:-· 

(Rs. in crorcs) 

1969-70 9 
1970-71 25 

1973-74 100 

1974-75 183 

1975-76 152 
1976-77 147 

As at the end of 31st March, 1977, the outstandmg 
loans on this account amounted to Rs. 309 crores. 

2.27 The Railways are expected to meet the 
expenditure (of a capital nature) on specified items 
like passenger amenities, staff welfare and unremu
nerative operating improvements out of a specially 
constituted Development Fund. The contributions to 
the Fund are mal~e by the Railways from their retained 
surplus after meeting the dividend liability. In view 
of the unsatisfactory financial position, the Railways 
have had to obtain temporary loans from the General 
Revenues to meet this obligation also. The outstand
ing liability of such loans as en the end of 31st March, 
1977, amounted toRs. 153 crores. 

2.28 The fina11cial performance of the Railways 
thus does not shew a very satisfactory picture. The 
return on investment (before payment of dividend) 
has never exceeded 7% in the past (except in 
1977-78), and in most years it was lower. Even thi-; 
performance has to be judged in the context of 
inadequate provisions on account of depreciation and 
pensionary liabilities. 
Depreciation Reserve Fund 

2.29 Upto 1924, the expenditure on renewals and 
replacements was charged directly to revenue. A 
regular depreciation reserve fund (DRF) was consti
tuted from 1st April, 1924. This was one of thz 
proposals relating to the separation of Railway 
Finances from General Revenues. However, no pro
vision was then made for arr~ars of depreciation in 
respect of the assets then in existence.* 

2.30 The method of determining annual contn
but.ions to the DRF and also the procedure for charging 
replacement expLnditure change-d from time to time. 
The contribution to DRF is recommended by th~ 
Railway Convention Committee on the basis of 
expected renewals and replacements falling due, the 
financial position of the Railways and other relevant 
considerations. The full cost of replacement including 
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inflationary and improvement clemc·nts is charged to 
DRF since 1950-51. However, the improvement 
clement in the replaced assets is adJcd to the value of 
as~ets as given ;_n the Railways' Dlock Accounts but 
not to the Capital-at-charge::. The position relating to 
the evolution of the DRF and the manner of allocation 
of replacement C'.p;:nditurc as it exists from ti;-,1~ t.::> 
time is presented in a tabuhlr form in Annexure IJ-4. 
The DRF of the Railways cannot be considered a,; a 
depreciation funJ in the full sense of the term, cspecial!v 
since 1950-51. In effect, from 1950-51 the DRF r<; 
only a renewal reserve fund, the annual contributio11 
to it being decid~d on the basis of renewal rcquirementc; 
and the availabiltty of funds, etc., and not on the basi<; 
of th-: depreciation accrued on wasting assets over 
their expected service lives. 

2.31 The position relating to contributions to and 
withdrawals from the DRF since 1950-51 is indicated 
below:-

TABLE Il-3 
Contributions to a11d withdrawsa/.1 from DRF, 1951-77 

(Rs. crores) 

Year 

1950-51 
1951-56 
1956-61 
1961-66 
1966-69 
1969-74 
1974-77 
Total 
(1951-77) 

Contribution to 
DRF 

Total Annual 
average 

33.59 
184.57 36.89 
241.28 48.26 
393.40 78.68 
306.03 102.01 
571.79 114.36 
403.61 134.54 

2100.68 80.80 
------~-~-

Withdrawal> from 
DRF 

Total .c\.nnual 
average 

26.63 
206.49 41.30 
320.42 64.08 
360.30 72.06 
253.90 8-!.63 
494.07 98.81 
362.31 120.77 

1997.49 76.83 
---

It will be observed from the above that the contributior• 
more or less matched the withdrawals during the period 
from 1951-52 onwards. 

Adequacy of provision for depreciation 

2.32 The question regarding the appropriate method 
of providing for depreciation was looked at by a 
Working Group on Depreciation (1975) appointed by 
the Ministry of Railways. This Group provided three · 
optional methods. Government's decision was to 
adopt a system which provides for calculation of 
depreciation ba:;d on repl<u:ement costs, caL:ulated O:l 

the basis of origi:lal asset cost ; plus a factor ior 
inflation and technological improvements. 

2.33 During the Fifth Five Year Plan, an amount 
of Rs. 650 crores was credited to the DRF. AccorJing 
to the projections made by the Ministry of Railways 
(Railway Board), the requirements of funds for repbce
ments during the Sixth Plan period would be ;.:.; 
under:-

(Rs. in cwre-;) 
(i) For meeting the current replacements . . lClY.) 

(ii) For meeting the current replacements as also 
overtakin!! the arrears in replacements dOfing 
the Sixth Plan period itself l63J 

------- --------------------------------------
• As the Financial Commissioner of Railways in his Memorandum to the R:>ilway Convention Committee, 19-D. h:\d 
put it, "it is very difficult to calcul::ttc with any t0ler8hle accuracy the am0unt of arre:-tr d-:preciation on Lt Arril, t';)::-l on 
account of the assets which were then in existence". He has rr~clc rough estintates on v:trious btses whi..;h IlL'.' 1:>: ,.,_ lmi .:J 
)Jtcr. Report of the Railway Convention Committee (1943), Government of India, 1947, rr- 148-149. 



The provision for DRF made in the Sixth Plan amounts 
to Rs. 1050 cron.s as mentioned in .(i) above. This 
compares favourably with the previous five years when 
appropriation to DRF was placed at Rs. 650 crores. 
It is clear however that in spite of the higher provision 
made in the Sixth Plan, there would still be arrears of 
about Rs. 600 crorcs in providing for depreciation at 
the end of the Sixth Plan. The provision for deprecia
tion in the Seventh Plan will therefore have to be 
considerably stepped up, over and above the allocation 
proposed to be made in the Sixth Plan. The Expert 
Group on Capital Structur~ on Indian Railways, 
which reported recently (October, 1978) has also lai:i 
stress on the imperative need for stepping up the 
allocation to DRF to enable the Railways to overtake 
arrears in replacements as mentioned above. • 

Overaged Assets 

2.34 The arrears of contribution to the Depreciation 
Fund is bound to be one of the constraints in replace
ment of physical asscts as and when due. The result 
of such delayed replacement would be that averaged 
assetc; would continue to be in service. Some estimates 
by various officicl groups in respect of different types 
of assets are indicated in the following paragraphs so 
as to give a more vivid picture of the results · of 
inade-quate provision for depreciation. · 

Rolling Stock ' 

2.35 As at the end of March 31, 1977, about f1% 
of the steam locomotives and 2% of electric loco
motives were averaged, in refation to the stock in 
oo:ervice. About 7% of coaches, 1 per cent of EMUs 
and 8% of wag0ns (in vehicle units) were also 
reported to be averaged in relation to those in service. 

2.36 The draft report of the Working Group on 
Railwavs' Five Year Plan for 197&-83 shows the 
need-base-d requirement of the Roliing Stock, taking 
into account backlog of arrears :-

A~set 

Coaches 
EMUs 
Wagons (in term~ of 4 wheelers) 
Power packs of locomotives . 

Need-based 
replacement(Nos.) 

5815 
302 

64025 
671 

2.37 The Railways' draft plan suggested a total 
outlay of Rs. 1864 crores for the Rolling Stock, 
Rs. 1192 crores for addilions and Rs. 672 crores for 
replacements, and this was on a modified scale taking 
into account capacity constraints as well as paucity 
()f funds. The Planning Ccmmis<ion has, however, 
approved an outlay only of a smaller amount. Thus 
the arrears of averaged rolling stcck are likely to b~ 
carried forward to the next plan. 

Track Renewal 

2.38 The Report of the Working Group on 
Railways' Five Year Plan, 1978-83, observes that 
--·- - --------- -------
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a backlog of around 5500 Kms. of primary track 
renewals bas accumulated so far. On account of 
limited availability of funds, the work on track renewal 
has been progressively declining as indicated below :-

Plan 

Second Five Year Plan (1956-61) • 
Third Five Year Plan (1961-66) . 
Inter Plan Period (1966-69) . 
Fourth Five Year Plan (1969-74) . 
Fifth Five Year Plan (1974-79) 

(In Kilometres) 
--------·--

- Annual Average 
length renewed in 
terms of complete 

renewals 

Primary, Secondary 

1900 
2600 
1700 
1300 
950 

530 
620 
500 
316 
290 

Source: Draft Report of the Working Group on Railways Five 
Year Plan, P.113. 

2.39 On the basis of a track length of a little over 
one lakh Kms., and taking into account the safety 
aspect, the growth of traffic, age-cum-condition and 
econoniic service life of various components, the 
Working Group ba8 assessed that the required level 
of average primary track · renewals should be 
1900 Kms. per annum and of secondary renewals 
900 Kms. per annum during the next five years. F-Or 
the plan, the Working Group suggested a programme 
of primary renewals of 12,100 Kms. and secondary 
renewals of 6100 Kms. It estimated the fund 
requirements for this programme at Rs. 560 crores 
after taking into account the value of released 
materials. As against this, the Planning Commission 
has approved only a smaller outlay for track renewals 
during the next Plan. 

Workshop equipment and machinery 
2.40 Most of the workshops attending to the repairs 

and maintenance of the rolling stock of the Indian 
Railways, inherited from individual State Company 
railways in the distant past, arc equipped with obsolete 
and averaged machinery and tools. The Working 
Group on "Workshop modernisation project, phase I 
1978-81," in its report prepared in December 1977, 
observed that manufacturing and maintenance 
capability of the workshops and sheds bas been 
seriously undermined due to a backlog in the 
replacement of averaged and obsolete equipment. It 
is observed from the Report that the percentage of 
averaged machinery and plant in the repair workshops 
increased from 46.7% in 1952 to 57.8% in 1973. 
On the basis of a detailed machinewise census, it has 
been estimated that 77% of such machinery and plant 
in Mechanical workshops, 53% in production Units 
and 46% in Loco Sheds and sicklines would be due 
for replacement by 1978-79. The Study has assessed 
that the funds required to meet the arrears in 
replacement as well as replacement fallincr due in the 
next five years, at 1976-77 Prices, are Rs~ 300 crores. 
In the next Five Year Plan, as against a total provision 
of R~. 429 crores for Workshops & ~beds and 
Mach~nery & PI~nt. as· suggested by the Railways, the 
Planmng CommiSSIOn has only agreed to a smaller 
outlay. 

."Report 0f the Expert Group on the Capital Structure oflndian Railways-October 1976", Ministry of Railways, pp. 31-32~ 



Method of Providing for Depreciation 

2.41 It is also necessary to examine whether the 
basis of providing for depreciation in the past-on 
original cost and life of assets initially and on 
estimated renewal requirements subsequently-is 
appropriate, apart from the shortfalls even on the 
basis adopted in the past. Commercial organisations 
generally follow the straight line method on original 
cost of assets. the Income Tax Act in the country, 
however, allows depreciation only on the basis ot 
written down value. But the allowances are liberal. 
Further, additional provisions arc allowed under the 
concessions such as the development rebate earlier 
and the ·investment allowance at present. These 
provisions, as also the building up of free reserves to 
the extent possible, are attempted to be used by 
business organisations to enable them to replace their 
ageing assets without too much reliance on outside 
funds. This is even more important in an age of 
rapid obsolescence on the one hand and continuous 
inflation on tbe other. 

2.42 The Railways, as a commercial organisation, 
possess certain pe'CUliar characteristics. Railway is a 
more or less permanent entity and is an important 
infra-structure in the economic life of the country. 
The physical life of the major railway assets is much 
longer compared to the life of the assets of most other 
commercial organisations. It aif;ars that of the total 
assets of the Indian Railways ifi 197 6-7?, excluding 
land, some 42% represented track (including about 
10% as formation which is non-wasting), 11% other 
structural engineering works, 42% rolling stock, and 
5% other equipment. Obsolcscen,;e is likely to affect 
these different categories, in this descending order, 
'other equipment' being more liable to it than all the 
other categories. In view of this, obsolescence is less 
important in thinking of depreciation on the railways 
than in other commercial organisations though whether 
it should be treated as of really little importance in an 
age of rapid changes in prices of basic inputs such as 
labour and fuel is a matter which requires further 
thought. In any c;ase, it is specially necessary to allow 
for price inflation* . The phyc;ical life of most railway 
assets is assumed at 40/45 years for the PU!POSe of 
depreCiation. The rate cf inflation in India in the 
last forty years has been approximately over 7 per 
cent per annum@. In view of these special points, 
it may perhaps be appropriate for the Railways to 
follow dcteciation on replacement cost basis. It may 
perhaps 'also be necessary to calculate depreciation 
liability on accrual basis rather than on the basis of 
renewal requirements. On sound accounting 
principles, it may be claimed that it is necessary to 
charge to the working expenses a reasonably accurate 
estimate of the wear and tear of the assets in existence. 
While this principle was not found unacceptable by 
the Railway Convention Committee of 1949 and al~o 
the subsequent Committees. it was thought that the 
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heavy accumulations for the · past may require 
contributions on this basis at such a high level as to 
strain the Railway finances considerably. It was also 
felt that due to . changes made in the allocation of 
capital expenditure from time to time, inclusion of 
intangible assets at the time of acquisition of company
owned railway, and such other reasons, the capital 
account as it has grown historically cannot be taken 
as a base for assessing the realistic rcquireml!nts of 
depreciation. It was, therdore, decided to determine 
the contributions to the DRF on the basis of expected 
renewals over a period of five years. The Railways 
were required to pay only a fixed dividend to the 
General Revenues and · it was expected that th.--: 
Railways could strengthen the balances in the DRF 
by the surplus left with them after meeting the dividend 
liability. The earlier analysis suggests that this has 
not happened, especially in the fast decade or more. 
We shall have to examine these questions in greater 
detail in our Final Report. 

Contribution to Pension Fund 

2.43 The pension scheme was introduced in the 
Railways in 1957 and all the staff appointed 
subsequently are compulsorily pensionable. The staff 
who were in service on that date have been giYen the 
option to come over to pensionary scheme, and many 
have done so. At the end of 1976-77, over 10 lakhs 
employees were pensionable. 

2.44 Upto 1964, pension payments were currently 
charged in the year in which the payments were made 
as in the case of oth>!r Government Departments. 
However, the coming over of a large number of 
existing staff belonging to various age groups to the 
pension scheme was expected to give rise to widely 
fluctuating expenditure from year to year. Therefore, 
in 19f;4, a pension fund was set up to reflect not only 
the amount actually paid as pension each year bJ t 
also the potential cumulative liability for the pension 
benefits earned by each year of service so as to avoid 
the inconvenience of a fluctuating burden. On the 
basis of actuarial calculations taking the number of 
sta1f into account, it was calculated that sum of 
Rs. 30 crores paid each year to the fund from then 
on would just suffice to finance and fully :over the 
pension of 10 lakhs railway employees, taking this 
number as opting for . pension. Against this, the 
actual contributions upto 1976-77 amounted to an 
average of only about Rs. 15 crores. (Even if the 
interest earned on the balance in the fund is taken 
into account, the total average annual accretion to the 
fond was only about Rs. 23 crores). Thus, the 
amount contributed to the fund ha~ been less than 
originally anticipated. Besides. the emoluments 
qualifying for pension have gradually increased due 
to improvements in the scales of pay of employees 
and with the pension scheme having also been 
liberalised. In view of this, the annual contribution 
to the fund should obviously have been larger than 

-------- --- - - - ---- -- --- - .. ----- -----·-·---·-
•rt i ~. interesting to note: i.n thi~ context _rh~t the Bombay_ Electr.ic S~pply and Tr!lnsport Undertaki11g, one of our well-mana~ed public 

utilities. makes a proviSion for deprec1at•on on the bas1s of h•~toncal cosh or 1ts fket and related assets plus 50~~ for taking care l>f 
the inflationary factor. 

@Based on Index Numbers of wholesale Prices. 



that originally anticipat.-:d. We have no precise data 
as to the amount of arrc;~rs in contribution. But in 
the light of the foregoing, this is likely to be a goodly 
amount. We have ask.:d the Railway Board to give 
us an estimate as these arrears would have to be 
taken into account when examining the question of 
what the Railways should earn in the future. 

2.45 While judging the true financial position of 
the Railways, _it has been found necessary to take 
account of short-faJis in the provisions on account 
of depreciation, pensionary benefits etc. It may also 
be necessary to·· consider certain other aspects of the 
Railways' working in this . respect. The Railways 
have to incur considerable expenses or forego certain 
revenues on account of certain "social burdens" 
imposed on them due to the fact that it is a public 
enterprise, departmentally administered. A private 
commercial organisation, even if it h a public utility 
concern, will not undertake such expenditure or forego 
such revenues. Any c~aminatioll of the Railways' 
financial position, therefore, has to take into account 
the impact of these social burdens on the Railways' 
finances. In pursuance of the recommendationS of 
the Railway Convention Committees of 1973, · the 
Railway Board has appointed a "High Level 
Committee on Social Burdens". The report of this 
Committee is awaited. 

lntemal generation of funds 

2.46 A commercial organisation is ,expected to 
generate sufficient surplus not merely to provide a 
reasonable return on the capital but also to provide 
funds for a reasonable part of its .expansicm. Due to 
the vast size of the country, the low level of income, 
and various other factors, railways will continue to 
be the main ·carriers in the country for a long time 
to come. With the increase in population and 
standards of living, the demand for railway services · 
is likely to increase. In view of the shortage of 
resources to meet the development needs of the 
country, it is necessary that the Railways should 
generate sufficient surplus to contribute to a reasonable 
extent to their expansion programmes as the general 
exchequer may not be in a position to bear a very 
large burden. This is especially so as the Railways 
are not only the oldest but also the single largest 
enterprise in the public sector; and, if it does not 
generate a surplus for financing at least a significant 
part of its development, it may be difficult to finance 
such devclopmenCin an adcqua~e measure. 

2.47 Information on the contr:butions made by the 
Railways from internal generation of funds in relation 
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to their plan expenditure in the past arc presented in 
Table 11-4 below :-

TAIL! 11-4 

Actual contributions made by Railways durinr different Plans 
(Rs. in crores) 

----- ··----------- -~·--- -------
Period 

First Plan (1955-56) 
Second Plan (1956-61) 

Third Plan (1961-66) . 

Inter Plan (1966-69) . 

Fourth Plan (1969-74) 

Fifth Plan (1974-77 

Total 
Capital 
Expendi-
ture 

422 
1044 

1686 

763 

1421 

1073 

Total Percent 
internal 
cash 
generation 
by 
Railways 

284 67.3 
397 38.0 

635 37.7 

317 41.5 

555 39.1 

386 36.0 
---·--

Source: Explanatory Memorandum on the Railway Budget, 
1978-79, Appendix X, PP. 62, 63. 

2.48 We also understand that, as is not uncommon 
in such cases, there ··1s a large gap between what the 
Working Group on the Draft Plan for the Railways 
(1978-83) suggested as desirable outlay, what the 
Ministry of Railways thought would be appropriate, 
and what was finally allocated by the Planning 
Commission in the Draft Sixth Plan. , In the Planning 
process, such gaps are to be found in all sectors. It 
is not, however, improbable that, even where the 
Railways consider certain outlays as essential for 
meeting the targets which they are expected to fulfil, 
resource constraint might have compelled the Planning 
Commission to_ agree only to smaller outlays. Of 
course, with the' Railway finances being treated as a 
part of the overall governmental finances for planning 
purposes, even if Railways had been able to generate 
more surpluses, whether the Planning Commission 
would have permitted larger outlay is a matter which 
remains uncertain. However, the possibility that the 
Railways would be able to secure a larg~r par.t of 
what they consider necessary would be much improved 
if the Railways' financial position were better and 
they were in a position to finance a larger outlay from 
their internal resources than they have been able to 
do in the recent past*. We shall have to examine 
this whole question further when we look at the future 
economic viability of the Railways and the rating 
policy with a view to ensuring future development of 
the Railways. 

Operational Efficiency 

2.49 The Railways have detailed statistical data 
giving indices of performance and efficiency indicators 

- -- --------------------- --··-------------------- ----------
•In this conntection. it is interesting to note that the Mini~ter for Railways has recently pointed out that the allocation for new lines 
had b...-en declining from Plan to Plan. •·Expenditure on laying new lines in the different Five Year Plan'! was in First Plan-Rs. 
17.54 crores (new line-; laid. 629 kilome~res). Second Plan-Rs. 77.02 crores (1252 Kms.), Third Plan-R~. 211.21 crores (1802 
Kms.). Interim Plan-1966-69 Rs. 56.20 crores (763 Km.) Fourth Plan-1969-74 R~. 66.69 crores (601 Km.) and Fifth Plan-
97. 20 crores (660 Km.) For the Sixth Plan (1979-84), the Railways had asked for an (allotment of Rs. 308 d>res for construction 
of new lines. The Planning Commission, however, agrc;.cd to allot only Rs. 120 crores, he said-Finance Express Nowmber 2. 
1978. 

S/49 RB/78-3 



to reflect utilisation and productivity aspects of the 
developed capacity in major areas of operation. We 
have not yet studied these aspects in detail. Some of 
the accepted statistical indices for judging operating 
efficiency are given in Annexure II-5 for the period 
from 1950-51 to 1976-77. It will be seen from this 
that, prima facie, tl\ere has been an improving trend 
in the utilisation of the resources such as track, wagons 
and locomotives. Some of this improvement can,· no 
doubt, be ascribed to measures of modernisation such 
as introduction of high capacity wagons and 
dieselisation and electrification. However, some indices 
like, for example, wagon turnround show an adverse 
trend. There may also be areas in which operational 
efficiency can be further improved. These will have 
to be examined further before any conclusions can be 
reached. · 

Level of fares and freight rates 

2.50 The reasons for the unsatisfactory financial 
performance of the Railways may be either that the 
fares and freight rates were not increased in the past 
in line with the. increase in the operating expenses of 
the Railways, or that the costs have increased 
disproportionately, or. both. 

2.51 The analytical study brought out by the 
Economic Unit 'of the Railways in October, 1975 
on "'Productivity Trends in the Indian Railways" 
covering the per_!od 1960-61 to 1972-73 highlights 

. the fact that the profitability of the Railways 
· deteriorated to a considerable. extent, especially after 
1965-66, in spite of improved operational efficiency 
mainly because increases in the fares and freight rates 
lagged considerably behind the increases in the price 
level of major inputs required by the Railways. It 
has been estimated in the Study that the operating 
surplus at constant prices ( 1972-73) would have 
increased by 360 per cent during 1960-61 to 1972-73, 
as against an increase of only 161 per cent at current 
prices, which highlights the deterioration in the 
profitability due to fares and freight rates not keeping 
pace with rise in prices between 1960-61 and 1972-73. 
The profitability position of the Railways would hav~ 
improved considerably, if fares and freight rates would 
have increased in line with price increases. 
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2.52 Extending the study further, the Corpo~at~ 
Plan of the Railways csti;n&tcs that fares and fwghL 
rates in 1975-76 were only about 67% of what they 
were in 1960-61, when adjusted for price changes, 
i.e., registering an annual reduction of 2.5 per cent 
as against an estimated annual average increase in 
productivity of :he order of 2%. **This has resulted 
in a massive transfer of real income from the 
Railways to the users, and consequently in considerable 
deterioration in the Railways' financial position. 

2.53 Annexure 11-6 gives data on charges in 
average earnings per passenger kilometre and per 
tonne kilometre for specified years during 19 50-51 
to 1976-77 in relation to increases in the prices of 
major inputs of Railways a·nd other relevant commo
dities. 

2.54 During the period 1950-51 to 1976-77, the 
average earnings by the Railways per passenger kilo
metre increased by about 134%. The average earn
ing per tonne km. showed an increase of 180% 
during this period. As against this, the prices of 
major inputs showed a substantial increase. The 
average cost per Railway employee increased by 
400%, the index number of wholesale prices of coal 
by 370% and that for mineral oils by 443%. The 
index number of wholesale prices for iron and steel 
and ferro-alloys showed an increase of 479%, that 
for transport equipment registered an increase of 
243% and that for machinery and machine tools of 
280% during this period. Even the prices of food
grains showed an increase of 197% which is higher 
than the increase in the Railway 'fares and freight 
rates. The general ind:::x number of wholesale rriccs 
for all commodities registered an increase of 272% 
and the cost of living index number (working class) 
increased by 262% during this period. It will thus 
be seen that in relation to the increases observed in 
the pric~s of the major inputs of the Railways as well 
as certain other important commodities, the increase in 
Railway fares and freight rates were at a consider
ably lower level. It is interesting to note that the 
gap between increases in the general price Jevel and 
the Railway fares and freights started wide'ning rapidly 
since 1965-66, and it is since then that the Railwavs 
started showing deficits. -

-- ... ------------------------- ----·· ------ ----·-

•A study of Productivity Trend'> in the Indian Railways, 1960-61 to 1972-73. Economic Unit, October, 1975 P.V. 9 (Mimegraphed). 
•Indian Railways Corporate Plan, 1976, p. 55. 



CHAPTER ill 

THE APPROACH TO THE INIERIM REPORT 

. 3.01 !t was obvious to Lhe Commi~tee at its very 
mc~puon that the work: entrusted to it was such that 
ll was oillicuu to comp1ete it satisfactorily even within 
the pcnod ot two years prescribed in the Government 
Resomtion appomtmg the Comm..ittee. W1Lh all the 
diliicwtics regaroing the joining time of Members, 
sancuomng ot staJl and their actual posting, and the 
other ddays which have become almost unavoidable 
in the functioning of governmental organisations, it 
was even more ditticult to think: or completing a subs
tantive part of the studies and submitnng an interim 
report on the basis of such studies in a short time~ 
"!he Committee in effect started functioning only from 
about Marcl1, 1 ns. The Government (Ministry of 
Railways) Resolution (No. ERB-I/77 /21/70 dated 
19th Sept~mber, 1977) suggests that the Co~ttee 
may think in terms of an interim report. It was 
sp.:cia!ly suggest::d to the Committee• that an Interim 
Report may b;; submitted by October, 1978 relating 
to the problems about passenger services. On exami
nation of the problem, it was observed that to deal 
with the overall question of passenger fares, a number 
of studies had to be undertaken and completed. No 
data about railway passengers of ditferent types, 
tr:1vclling by different trains, in different classes, in 
different parts of the country and at different seasons 
of the year have ever been collected. We have there
foro:: no information about the socio-economic profile 
of the passenger, or of the price and income elasti
c;tics. Moreover, data about the costing of passen
/!CT services, as at present available from the Railway 
Board, arc inadequate to answer··' some important 
questions which the Committee thinks relevant. With 
the brgc element of joint costs involved in the pro
vision of passen,ger and goods services, any isolated 
examination of passenger fares would also have been 
inappropriate. It was therefore, decided by the Com
mittee that it would not be possible to deal with the 
who!:.! question of passenger fares in the interim 
re~ ) 

3.02 At the same time, it was apparent that a 
number of urgent issues which the Committee had to 
examine could not be kept pending till the_whole work 
which the Committee was undertaking was completed. 
The budgetary pof>ijon of the Railways bas worsened 
during th~ currl!nt )Car and some changes in the 
tariff structure and rates would be unavoidable even 
to meet the cxp:;cted deficits. While it is not the 
re~ponsibility of the Committee to examine the possi
hle deficits for the current year and to suggest ways 
and means to meet such deficits, the Committee can
not overlook the fact that changes in the tariff rates 
would be unavoidable to meet the worsening financial 
position of the Railways and that. as 'far as. possible, 
- --------------- ---- -------

these changes should be such as ~ould not go against 
the overau approach to the rationalisation of tarilf 
structure which the Committee woUld be recommend
ing. For this reason, it was thought necessary that 
tn~ Committee should submit an interim report giving 
some recommendations which would enable Railways 
to meet their current ways and means ¢.fficulties. 

3.03- The other and even more important conside
r a Jon wruch weighed with the Committee was that 
its examination or the tariff structure, even on the 
basis of the inadequate data that it has upto now 
been able to collect, suggested the existence of certain 
obvious anomalies which, in any case, needed to be 
corrected. A systematic examination of these anoma
lies showed that removal of such anomalies would not 
only be rational but that it would also be in keeping 
with the overall approach which the Committee would 
be recommending finally to the. Government. It was 
therefore thought appropriate that the Committee 
should concentrate on a few such anomalies and make 
recommendations for their removai through an interim 
report. 

3.04 The main criterion which the Committee has 
adopted in deciding on the items to be included in 
the Interim Reports that these items should be 
such as show an obvious and patent anomaly as 
compared to the overall structure of railway tariff 
rates and the price trends in the country as a whole. 
Moreover, they should also be found to be such that 
the interim recommendations should not have to be 
reversed when the Committee makes its final recom
mendations on the basis o'f more detailed studies. To 
the extent possible, they should also have some signi
ficant impact on the revenues of Railways.. It will 
be observed that the selection of items included in 
this Report, by and large, satisfied this criteria. 

3.05 While we expect in our final Report to go into 
the whole question of the future of the Railways and 
the role that they would be expected to play, some 
brief comments on $is poi"nt are necessary as an 
introduction to the Interim Report. Though the . 
Railways were inipally set up in this country as early 
as the fifti~s of the nineteenth century, and a very 
substantial part of the country was covered by rail
ways by the time of Independence, the railway deve
lopment i"n India has been far less intensiv€{ as com
pared to the different countries in Europe and 
America. The data given in Table IIT-1 would show 
that. in terms of a comparison between the length of 
railway track and the land area, India compares poor
ly With developed countries like the U.K., the U.S.A., 
Sweden, France, Germany, and Japan. Its position 

•o.o. Letter No. ERB-177/15/3 dated 10-5-73 from the Railway Board. 
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is better than that of the U.S.S.R., and also China; 
buL in the former, there is a large prop~rtion of spar
sely populated landmass. In terms of railway track 
kilometerage per millon of population, India comes 
out poorly in comparison not only with developed 
countries but even with developing countries like 
Mexico, Malaysia, Algeria, Zambta; and Egypt. (See 
Table Ill-1 at page 14). ·Even a more significant 
point in this connectiqn is that the addition to railway 
track has been quite small as a proportion of the 
total railway track in the thirty years since Indepen
dence*. Even such development as has. taken place 
has been mostly connected with particular projects 
such as steel plants. 

3.06 Railway had practically a monopoly for 
modern transport, clearly upto the twenties of this 
century and to' a comQaratively lesser degree even 
upto the time of the Second' World War. Compared 
to this, road tra'nsport has come to play an increasing 
role in the period since Independence. The data 
given in Table lll-2 {page 14) would indicate how 
the proportion of total traffic carried has been chang
ing in favour of roads in recent years. 

TABU! 111-1 

Railway development in selected countries 

- •. --------------------
CoWl try Per 

capital 
income in 
us 
dollars 

(1976) 

Railway Route-Kms
Kms-1975 

Per 
million 

of 
popula
tion. 

(1976) 

Per 
10,000 
sq.Km. 
of land 
areas. 

(1976) 

---.,-------------------------
(1) (2) (3) (4) 

---.,-------------------------
U.K. 
U.S.A. 
Sweden 
Canada 
France 
Germany, FR(W) 
Germany DR(E) . 
Japan 
U.S.S.R. 
Mexico 
Malaysia 
Al&eria 
Zambia 
Ghana 
Egypt 
China 
Pakistan 
India 

• 

Sri Lanka • 
Burma 
------------

3530 
6995 
8044 
7340 
5860 
6451 
N.A. 
4478 
2380 
1130 
718 
291 
391 
394 
263 
300 
179 

~ 136 
214 

74-

324 
2506 
1473 
3076 
658 
468 
849 
187 
539 
399 
148 
228 
228 
92 

118 
.41 
76 
99 

116 
100 

749 
591 
2J5 

77 
638 

1180 
1345 
569 

62 
126 

55 

17 
16 
41 
45 
38 
70 

204 
246 

47 
-----· ---~----. ----
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TABLE 111-2 

Estimated Relative Shure of Ruil uml Ruud in Guuds und 
Passenger Traffic 

Year 

1950-51 
1960-61 
1965-66 
1968-69 
1973-74 
1976-77 

1950-51 
1960-61 
1965-66 
1968-69 
~973-74 

1976-77 
-----···· 

Railways Road 
Transport 

Goods Traffic 
(Billion Tonne Kms.) 

44 6 
88 35 

117 55 

125 64 
122 67 
157 76 

Passenger Traffic 
(Billion Pass. Kms.) 

67 23 
78 57 
96 62 

107 153 
. 136 211 

164 261 
------ --- --- - --- --

Pcrccnlanc 
Share., 

Railways Road 

88 
72 
68 
66 
65 
67 

74 
58 
61 
41 
39 
39 

Trans
port 

12 
28 

32 
34 
35 
33 

26 

42 
39 
59 

61 
61 

Source : Draft Five Year Plan 1978-83, Vol. Ill, Page 202. 
(Government of india, Planrung ComDliSSIOD) 

It may be noted that data about road transport, 
as they are normally collected, are very apprOJumate. 
)t appears likely that the publlshea data unaere.sumate 
the uatr.c carried by road. 

3.07 The role that the Railways would be expected 
to p1ay m tilt: commg years m meellllg tne overall 
transport reqwrements or the national economy is a 
SUbjCCL wrucn IS bemg dealt With by the Commmee 
spectally appoimed by the .Planning Commission to go 
mto tms q uestwn and we expect to benefit from thelf 
recommendations bdore finallsing our recommenda
tions. It is, however, clear that the Railways will 
be called upon to provide far more total traffic in the 
coming years and It will have to carry this additional 
traffic more efficiently. The Railways will be expect
ed to concentrate more on long distance, medium 
distance and bulk traffic leaving short distance and 
smalls traffic mainly for road transport, and with the 
increasing emphasis on rural and decentralised deve
lopment, road transport will have a larger share of the 
increasing traffic in the coming years. Even then 
there is no doubt that considerable additions to track 
as well as rolling stock and other 'facilities will be 
necessary if the Railways are to carry their proper 
share and play their proper role in the economic 
development of the country. 

3.08 A look at the railway m:1p of the country 
would show that there are substantial areas where 
there are few railway lines and where there is no rail
head available even within a distance of 150 or 

--------------· ·------~-~~--~ -

•since 1948-49, only about six thousand Kms. \\ere added to the thekl route kilometres of about 55 thousand. 



200 kilometres. The Railways continue to receive 
many demands, especially from the less developed 
areas . and regions of the country, tor the setting up 
ot railway lines as it is rightly thought that.., urJcss 
rail transport is available, a region is bound to sutter 
because of t~e heavy cost of transporting bulk com
mod.IUcs which are essential for econonuc growth or 
industrial development,, such as coal, iron and steel, 
cement, POL products and chemicals. The lack of 
railway facilities is bound to affect the supply and 
prices even of essential consumer articles such as 
foodgrains and salt. 
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3.09 The lack of a railhead within a reasonable 
distance in any region cannot but adversely atlect the 
marketing of the produce of the region, especially if 
it IS of bulk commodities, and this 1s bound to attect 
aJvcrscly the exploitation of local resources, the crea
tion ot employment opportunities and the general 
economic growth of the region. Inadequate rolling 
stock, signalling and other facilities can also--through 
slow movement of goods traffic-have a very adverse 
impact on the natton."ll economy because, without 
such essential infrastructure, the efficient operation of 
other sectors is adversely affected. Either their ope
rations will be held up, or they will have to pay .high 
rates for carrying essential trailic by trucks. A high 
inventory buitd-up also becomes necessary in coildi
tions of unreliable or inadequate transport. All this 
leads to the conclusion that considerable investment 
for the purpose o'f improving the existing railway 
facilities is necessary; the exact nature and priorities 
of such works will of course be dependent upon the 
whole plan of economic development and its nature, 
and the rate of growth in the country as a whole and 
for ditkrcnt regions. 

3.1 0 Another area in which the demar1d for extra 
1ailway facilities is being acutely Jelt: is that of mass 
transport of commuters in most of the rapid
ly growing urban agglomerates, including indus
trial clusters, in the country. We already have subur
ban transport systems in the three metropolitan areas 
of Bombay, Calcutta and Madras. It is well known. 
that the services provided by the Railways in these 
three areas, even though they have already expanded 
considerably as compared to the situation at the time 
of Independence, have proved to be grossly inade
quate to meet the rapidly increasing number o'f com
muters. The result has been that the problem, espe
cially in peak hours, has .assumed gigantic propor
tions, and many times this leads to outbursts of dis
satisfaction, frequently creating law and order prob
lems, and also situations which lead to destruction of 
railway property resulting from the anger of com
muters. As we point out later, there are other areas 
of the countrv which have also shown increases in 
population and where clusters are gradually getting 
formed around a central township, with growth of 
commuter tra/lic. Even here the facilities provided, 
though there has been an attempt to· increase them 
in the l:lst decade or so, have proved in many cases 
to be grossly inadequate. 

3.11 Realising the difficulties which were develop
ing, the Government undertook: studies especially to 
examine how best planned action could be taken to 

meet the evolving transport: situation in these areas. 
One of the principal lactors which made it difficult 
for Government and the Planning Commission to 
sanction the carrying out of the recommendations in 
these studies has been the inadequacy of finance. As 
pointed out in the previous Chapter, the Railway 
plan outlays have not only been smaller than what 
the Railways considered desirable, but they have also 
been declining in relation to other sectors. While the 
relative priorities as decided by the Planning Com
mission must have had something to do with this, 
the fact that the Railway showed poor financial 
results and they were unable to provide any signi
ficant proportion of the resources required for further 
development, would certainly have influenced these 
declining allocations. The peculiarities of fare struc
ture especially in the metropolitan areas, which we 
shall discuss in detail later in this Report implied that 
investments for expanding the facilities in these areas 
were not expected to be economically worthwhile in 
the sense of providing an appropriate net return. 
Such unremunerative developments had to be :financ
ed from the Development Fund of the Railways which 
itself has bee·n depleted due to railway revenues not 
keeping up with costs. The inadequacy of Railway: 
revenues or the Railways inability to earn adequate 
surpluses, has resulted not only in inadequate develop
ment but also, as indicated in the previous Chapter, 
in inadequate maintenance, the continued use of over
aged stock and facilities and therefore poor service 
and frequent breakdowns and difficulties. It .is apparent 
that the vicious circle of a tariff structure resulting in 
inadequate financial provision for maintenance, replace
ment and development which in turn makes rationalisa
tion of tariffs difficult of public acceptance, needs to be 
broken as early as possible if the situation especially 
in the growing m;!tropolitan areas, is not to go out of 
control. We also feel that the fact that the Railways 
have not been able to make certain essential replace
ments is not a sign of healthy :financial management. 
It is well known that even the renewal of railway 
track is, in arrears to the extent of five years and this 
is mainly because of !!te inadequacy of financial re
sources. We do not think that such a situation should 
be permitted to continue. It is therefQre essential that 
the financial position of the Railways should be im
proved as early as possible. 

3.12 It is true that the improvement of the 
financial position on the railways need not necessarily 
mean an increase in fares, freights and other charges. 
Under our terms of reference, we have been asked 
to look at these bearing in mind "among other rele
vant considerations, the interests of the common man, 
the requirements of developing eco"nomy", "and the 
possibility of increased operating efficiency" as well 
as ''the importance of making the railways financially 
viable". It has also been made clear that the Com
mittee should bear i"n mind the necessity for enforc
in_g measures to improve operational efficiency o'f the 
railways since the "cost plus" approach alone may 
lead to the economy being over-burdened with an 
excessively high freight and fare structure. It is 
thus obvious that the Conunittee ca"nn.ot take a simp
listic view and suggest an increase in fares and 
freights merely with a view to improving the financial 



pos1t10n of the railways. The Committee is certainly 
gtving attenuon to these various aspects and is 
exalllllling the· questioils whether there is much scope 
for cost-reduction and improving the operational clfi
cicncy; but there is obviously a limit to the Commit
t.!e"s examination of this vast subject. There are 
other aspect:;; which als.o have to be kept in view 
such as, capital restructuring if this is necessary, and 
also the question whether the railways should be sub
sidised to the extent that they carry what have come 
to be called "social burdens" of various types. Both 
these questions are of great importance in terms of 
the finanCial and economic viability of the railways 
and we shall have to give attention to them before 
we finalise our recommendations. The question whe
ther transport facilities as an infrastructure input o'f 
the national economy should Ilecessarily carry the 
whole burden of the costs or they should be subsidised 
in general or in particular segme'nts, in view of the 
total social benefit that their operation may result in, 
is also a question to which the Committee will have 
to give attention. There are a n~mber of examples 
in the world where railway operations have been sub
sidised in various ways. Capital has been restruc
tured, a significant proportion of the capital burden 
has been reduced through write-off, and subsidies have 
been provided for the whole system and also for 
particular parts of the system, the most 'notable being 
metropolitan transport. · 

3.13 We are collecting data on these various 
matters and also carrying out studies. The Govern
ment have also appointed special Working Groups to 
go into these matters. An Expert Group appointed 
by the Ministry of Railways on the "Capital Stru~ture 
on the Indian Railways" has recently submitted its 
report. A number of important aspects of railway 
finances have been examined by this Group and re
commendations made which can have a far-reaching 
impact. .We do not know what view the Government 
will take about some of these recommendations and 
it wilf be useful for us to wait for the Governments 
decisions on these recommendations so as to under
stand the Government's approacl} to these matters. 
This will e'nable us to make our recommendations on 
a firmer basis. The Group .on the "Social Burdens" 
is still to complete its work. As mentioned earlier, 
the Transport Policy Committee appointed by the 
Planning Commission is also expected to finalise its 
report in the next few months. The analysis prepar .. 
ed by these Committees and the recommendations 
made by them as well as the Government's decisions 
on these will be of great use to us in making our final 
recommendations. It should therefore be made clear 
that, in this Interim Report, we cannot but take only 
a restricted and limited view of the overall problem 
of railway finance. 

3.14 It seems to us, however, that we can ~afely 
make certain assumptions. The most important of 
these is that it is highly unlikely that the Government 
or the Planning Commission will be willing to provide 
for Iarae outlays for railw~y development from the 
aenerat' exchequer, leave alone larg:! subsidies to meet 
the current expenditure of the railways. e<>pccially 
when railways constitute on~ of the largest investments 
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of the Government of India. While there may be a 
good case for particular segments of railway systems 
being subsidised, and while there may even be a better 
case for a substantial part of new investments for 
railway development being financed from non-railway 
sources, it ~ears to us prima facie clear that large
scale investtnentS in proj~cts which would not be 
economically viable for a long time are unlikely to be 
favoured by the Planning Commission or J)y the 
Government of India as a whole. This would be 
even more so if such investments are largely to be 
made for improving commuter facilities in metropolitan 
areas n;tainly confined Lo o;;pme regions of the country. 
The increasing emphasis on rural development and 
the growing feeling that rural areas have been 
neglected, is likely to strengthen this tendency. The 
implication is ·that, if certain essential developments 
in the railway system are to take place, and at least 
adequate provision made to maintain the system and 
its operating efficiency intact, an early improvement 
in the financial position of the railways is unavoidable. 

3.15 In the immediate future, this involves a hard 
look at such elements in the tariff structure as are 
anomalous in character. Our examination of the tariff 
structure has suggested to us that there are such 
pockets of obvious anomaly and it is only on these 
that we have mainly concentrated our attention in this 
Interim Report. It should, therefore, be clear that 
what we are suggesting in this report is what we think 
to be the very minimum that must be done if at least 
the very essential developme:-~t and proper maintenance 
of the railway system are not to be jeopardised. 
Regarding certain other aspects of coaching tariff 
such as parcels and related matters, we have made a 
few recommendations not because they will have any 
majot financial impact but because our study of these 
shows that these are changes which obviously need to 
be carried out, and our recommendations, therefore, 
would be in keeping with our overall approach to 
these matters. 

3.16 We are aware that some of our 
recommendations are likely to arouse protests from 
the concerned sections of people. Our recommen
dations about season ticket fares are one of the most 
important parts of our Interim Report and these are 
likely to create some dissatisfaction among the 
commuters in the metropoliran areas. We would like 
to stress the point that the position has been allowed 
to drift for too long a period and it is time to bring 
this drift to an end. As we shall show further, some 
of the concessions that are being provided by the 
Indian Railways are such as ar~ not to bl! found any
where else in the world. While it is true that we are 
a poor country, and a large number of the commut~rs 
belong to low income groups, we shall show that the 
burdon we propose to put on them is not likely in 
most cases to be intolerably high. What is even 
more important, we do not see how, unkss' such 
rationalisation of the fare structure is carried ouJ:. the 
essential investments for improvement,;; of the services 
can be carried out. It is our view that investm.:nts 
of short gestation which will provide speedy relief to 
the metropolitan commuters have urgently to be taken 
up and carried out. The sen.·icing of l'>uch 



investments, however, essentially requires a certain ' 
rationalisation of the fare structure. We strongly 
uroe on the Government to treat our recommendations 
in e. this respect as a package. It would be highly 
unfair if only the rationalisation of the fare structure 
is carried out without simultaneous and vigorous 
action for carrying out important projects of short 
gestation period which will give relief by way of 
improved services within the next two to three years. 
Leaving aside the wider question of whether 
metropolitan transport should be subsidised, and if 
so by whom and to what extent, we assume that the 
creation of a surplus in the metropolitan transport 
system should enable an investmen~ of at least ten 
times that amount being undertaken annually. If 
projects of this magnitude are taken up and carried 
out speedily, the railway organisation will have to be 
geared up to the task. Fortunately, there is eriough 
technical competence available with the Railways to 
undertake and carry oa: such projects; all that would 
have to be ensured is that the organisation and 
procedures are streamlined to speed up the implemen
tation. The country also does not at pre,sent 
face the two critical shortages which have 
made it difficult in the past• to undertake large-scale 
investments at short notice, viz. those ln food and 
foreign exchange. It should not, therefore, be 
difficult to undertake and rapidly execute major 
schemes which will involve civil works and also the 
use of critical materials such as iron and steel, cement 
and various types of rolling stock and electrical items. 
If there are short-term inadequacies from the supply 
sources that have been developed in the country, it 
should be possible to arrange {or imports of the 
shortage items, care being taketi to see, especially 
about rolling stock or electrical items, that they do 
not create future probl.!ms o~ multiplicity of types and 
resultant ~ifficulties · about maintenance and spare 
parts. With the present foreign exchange situation, 
It should not be difficult to secure permission to import 
where necessary. Such short term imports need not 
be taken to be against the long term policy of 
developing indigenous sources of supply. The 
favourable foreign exchange position provides us with 
a very useful degree of flexibility in this matter. If 
necessary, with the rationalisation in fare structure 
which we are suggesting as an interim measure, the 
development progress on the suburban railway systems 
and other short gestation railway programmes can 
also be shown as viable proje<."ts for support by 
international financial institutions. 

3.17 The other recommendations which we are 
making tegarding passenger fares and freioht rates arc 
mainly with a view to removing what ;e think are 
~mnecessary exemJ?tions or anomalies in· the changes 
m these rates which have been made from time to 
time. It is our view, as would be explained in the 
later Chapter~, that the impact of the proposed changes 
would be mmor as far as the ordinary people are 
concerned. At the same time, fh~ implementation 
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of these recommendations would make a significant 
difference to the economic viability of the railway 
systems. They would also make railway pas1<enger 
fares comparable to the bus fares. As a matter of 
fact, even after such rationalisation, in most parts of 
the country, the second class railway passenger fares, 
even for short distances, would continue to be some
what lower than the fares charged by bus transport 
corporations run by State Governments or local 
authorities. It is universally accepted that short 
distance transport is best carried hy automobile 
vehicles. In some of the discussions that we had with 
the State Governments, we have even received 
complaints that the Railways are attracting traffic 
from bus transport by charging unduly low fares for 
short distances. We do not think that this is prgper. 
While leaving the_ examination of the overall fare 
structure for a later date, we have thought it appro
priate that some obvious anomalies in this respect 
should be removed. The same holds true about the 
recommendations_ made about the freight structure. 
Certain commodities were exempted from certain 
supplementary charges levied from time to time. 
Our examination shows that in most such cases the 
exemptions are DDt justified and their removal will 
not have any significant and adverse impact on the 
well-being of the common man. W c cannot also 
lose sight of the proposition that hidden subsidies 
should be avoided as far as possible, and further that 
undue subsidies can cre:1te distortions in locational 
and residential patterns which are both unhealthy and 
a permanent burden on the economy. 

3.18 Our recommendations have been made 
keeping the welfare of the poorest section of the 
community in view. It is well known that in the 
income and wealth structure that exists in India today, 
there is a very Jargt: section, about 40% (some 
people even py~ it as high as 60%) of the population 
which is below the poverty line.' All our efforts havt: 
to be aimed at improving, however, slightly, the 
position of this section. This requires that certam 
esse~tial developme_nt~ in the national economy are 
earned out. 'I1ie railways have to play their own 
role in this overall development. This is likely lo 
involve some extension of the railway system so as 
to facilitate the development of economically back
ward regions and attending to the needs of the 
common railway _travcll:!r. Ensuring rapid and 
guaranteed transport of bulk commodities is also 
essential tor the smooth functioning of the nat1onal 
economy on which depend the well being of the 
common man, and the possibilities of his securing 
st~a~y employ'!lent. Therefo!e, providing at least a 
mm1mum basts for financmg essential railway 
de~el'?pmen~ is in our view a matter of high priority. 
This ts an Important reason why we have thought it 
fit to make some recommendations in this Interim 
Report which wffi . improve . the · overall financial 
position of. the Railways and thus make it possible 
for such railway developments to be undertaken in the 
near future. 



CHAPTER IV 

PROPOSALS RELATING TO FREIGHT TRAFFIC 

4.01 We will need'some more time to complete the 
studies we have initiated and to examine in depth the 
various issues covered in our terms of reference. We 
would, however, like to make some interim proposals 
which, in our opinion, will not require to be reversed 
on account of-anything we may say in the final report. 

4.02 We find that in 1974 Government imposed 
additional levies by way of supplementary charges on 
all traffic with the exception of grains and pulses, salt 
NOC, gur, jaggery, shakkar and certain edible oils. 
In 1975 rates for grains and pulses were revised incor-

. porating the supplementary charges also. In 1976, 
however, when further supplementary charges were 
levied, grains and pulses, salt NOC, gur, jaggery, 
shakkar and certain edible oils and, in addition, vii 
seeds and chemical manures were exempted from this 
levy. · 

4.03 When Railways must now raise additional 
revenues, the first thing to which attention should be 
given is the exemption from the levy of supplementary 
charges in respect of these commodities. From the 
information published by the Ministry of Railways 
(Indian Railways Year Book 1976-77, pp. 82-83), it 
appears that the estimated loss on the carriage of these 
exempted commodities in 1976-77 was as f9llows :-

Foodgrains 

Salt for edible use 

Our, shakkar &jaggery 

Edible Oils . 

Oil seeds 

(Rs. Corres) 

22.43 

6.91 

2.23 

0.81 

0.85 

We have also seen certain profitability studies conducted 
by the Railways. Without going into the details which 
we shall do later, these studies also indicate that the 
Railways are carrying these commodities at a significant 
loss. In respect of chemical manures, the position 
appears to be somewhat mixed. On certain sections 
and for certain leads, the present, calculation shows 
that the Railways make losses while elsewhere they 
make a profit. On a review of the whole situation. we 
think that the exemptions granted in 1974 and 1976 
can be removed. 

4.04 We are making this suggestion, because the 
conditions obtaining in the country now with regard 
to availability of commoclities like foodgrains is different 
from what it was at the time these exemptions were 
given. While, previously, there was scarcity of food_. 
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grains and there were a number of restrictions in th;:: 
movement of foodgrains between zones, States etc., 
the position has changed for the better now. The pw
duction of foodgrains has improved considerably and, 
in 1977-78 it ha-; reache-d an all-time record level of 
125 million tonnes. During the current year also, th~ 

progress of rainfall has been satisfactory. It has al"o 
been estimated that the recent floods may not seriously 
affect food produ.::tion and the current year may aJso 
achieve the tarc:eted level of 126 million tonnes. As 
a result, the procurement of foodgrains has consi-
derably improved and the position of stocks of food-

grains with the Central and State Governments is 
satisfactory . The stocks increased from a lever of 18 
million tonnes in 1975-76 to around 21 million tonnes 
by the end of 1976-77. Foodgrains are now easily 
available all ov:::r the country. 

4.05 In statements IV-1(a) and IV-1(b), we have 
given some data regarding the wholesale and retail 
prices of these commodities and the possible incidence 
of the removal of the e~emption from the supplementary 
charge as compared to these prices. The data about 
wh.olesale prices of . the . commodities are not quite 
satisfactory. The srtuat10n about data regardin(Y the 
retail prices is even worse. Therefore, the fi~res 
given in these tables have to be treated mainly as 
indicating the orders of magnitude rather than uie 
precise incidence that would result. Whatever the-;e 
lir:Utations, the data show that, as compared to th'! 
pnce per kg., whether at the who!esale or the retail 
level, the increase in freight charges which will result 
from the removal of exemption would be ne~YlicribJ'!. 
The only exception to this statement would ~ -=- salt 
NOC where the freight increase. esoeciallv re!!ardincr 
the cheapest variety of salt, would be quite large aS 
compared to the wholesale price of salt per kg. The 
data given in .the -;tatement IV-2 however show that 
the price changes in respect of most of th~se commo
dities ir;t the period between 197 4 when the exemptions 
wen~ ~ven . and ':low have hardly any relationship to 
the mc1de!lce ~h1ch the removal_ of exemptions ca.., 
ha~e. It IS qUI.te clear t)'tat the factors responsible for 
ma1or changes m the pnces of these commodities are 
Quite. different. from the cha.nges in freight charges. 
The mcreases In most cases 10 the wholesale prices arc 
much larger than the percentage increase that would 
take p~ace as a re::;ult of the e'Xemption being removed. 
Even m respect of salt, the increase in the wholesale 
prices has been cf the order of about 37% and in 
re.tail prices in rural ~reas of the order of 34% even 
Without any change 10 the freight charges. Ther! 
ap~ars, there!ore, to be little relationship between th~ 
frerght exemptions grante-d and the price chanc:e!' which 
the consumer~ ~av~ to face. A summarv gtven in 
T~ble IV-1 w1ll md1cate how sma 1I the freight incre3 se 
will be as compared to the total price per k~. at th~ 
wholesale and retail level. -



TABLE No .. IV-I 

-------- ---·----- - ----
Commodity Freight Whole~ale Rural< 

increao;e price per· Retail 
per Kg. kg. price per 
for aver- kg. 
age lead (March, 

1978). 

Paise Paise Paise 
--··--

1. Foodgrains 
Rice 0.5 140 to 250 168 to 243 
Wheat 0.5 106 to 185 152 
Jowar 0.5 85 to 156 117 

2. Pulses 
MoongDhall 0.7 353 to 370 376 
Gram Dhall 0.7 220 to 322 292 

3. Gur/Jaggery 2A. 82 to 190 154, 

4. Salt 2.4· 8 to 25 35. 

S. Oil seeds 1.0 130 to 460 

6. Edible Oils 
Groundnut Oil 3.9 660 to 778 821 

Mustard Oil . 3.9' 500. to• 1000 100&*. 
Hydcogena ted Oil 5.4 850 to 940 1 ()(}6.1' 

7. Chemiral Mllnllres 
Urea/Ammonium 

144. tQ 234 BS~"" Phosphate 0~8. 

Ammonium Sulphate 0.6 42 to 85-
- .. - ... ·------

• Feb. '78 

•• Urea (controlled price) 

4.06 In regard to the common man's consumption 
of the items coming under foodgrain, oilseeds, edible 
oils, salt, jaggery etc., it is seen frqm the National 
Sample Survey data ( 1973-74) that out of: a 1 total 
consumer expenJiture per capita per munth (in rural 
areas) of Rs. 53.01, the total expenditure on these 
items is Rs. 29.37: The freight element in the above,. 
based on the average lead of traffic, is Rs. l.29 at 
present raw.~ which works out to 4.4%. If the sup
plementary charges are impose-d, the increase in freight 
element will be only of the order of 2 paise, equivalent 
to 0.1%. The incidence in r.espect• of- consullli:D: 
expenditure in urban areas is also. similar. Two, state.
rncnts IV-3( a) and lV-3 (b) are. enclosed giving detaiLs.. 
of per capita consumer e-xpenditure (Rural and Urban)';, 
the quantity of consumption. and the incidence 0~ 
freight element 0:1 the present basis, and on the basis 
of the freight with supplementary charges. It w1!1 be 
see-n that tbc increase is very smarr and, the common 
man's budget will hardly be affected by the increase. 
in the freight charges. 

S/49 RB/78-4 
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4..07. At present, prices of the three nitrogenous 
fertilizers, ammonium sulphate, urea and calcium. 
ammonium · nitrate;. are.: statutorily: contrplled1 The 
prices include equated: freighli element. also-. On 
potassic fertilizers, a sche.me of subsidy is in operation 
to compeosat~ the. producers for increases in the cos.t 
of:production, under certain:c.onditions. It is, thereforp, 
felt· that any. incua5e in- transport charges may not 
directly, ·affect the retail prices of chemical fertilizers 
but may, add to either. the distribution costs of producers 
or sub&i<!y. by; the,·Gov.e,rnment. The increase in the 
freight fOJ; ·the avenlge.: lead of fertilizers on account of 
the supplementary. charge will be ·only Rs. 8.48 per 
tpnne for those coming und,er Division 'A' and Rs. 6;QO 
per. tonne for- tho.o;e. coming. under_ Division.. 'B.: [State
ment IV;.l (a)]. The-increase in freight incidence will 
vary only from 0.4% to 1.4%. 

4.08 In , a situation of scarcity, even.. a marginal 
rise in prices rna y be taken advantage of by_ trade.rs · to 
put an unreasonable additional burden on the consu
mers. In such a situation; the effective increase ln 
prices at the consumer level is likely to get consjckrably 
accentuated in re·la.tion, to the initial · increase.. How.: 
ever, in view of the comfortable stock gosition. of:'fpod
grains and their easy availability, a marginal increase 
in the transport costs is not likely to result in more 
than proportionate increase in the consumer. p_dCC$. 
It will not,.. therefore.. be unreasonable.: tQ.- eJq:tectJ that 
the effect of increase in transport charges •. ma.y. not be 
exploited by the traders to pass on an unjustified burden 
to·the consumers. ' . : 

4.09 It is no doubt true that between 10 · and• H 
million tonne:\ of foodgrai11s are distributed throu&I'J 
the public distribution system and this is subsidised by 
the Government. The subsidy for the year 1978-79 
was placed at apout Rs. 456 crores in the 1978-7fJ 
budget. With the r.ecent in~rease in the r.e.tentiort 
prices of cereals, the annual subsidy may increase by 
Rs. 52 crores, the total subsidy being about Rs. 500 
crores. Though the increase-- in transport> cost- on~ the·· 
quantities distributed by the public distribution system 
will get added to the Government subsidy, the increased 
freight burden for 11 million tonnes of foodgrains 
will be only of the order of Rs. 5.75 crores, constituting 
only a small proportion. of t®. total'. 

4.10 Th~ proposal to remove these exCI)lptiona I\133; 
bring to the Railways additional revenue of. the. or.dep. 
of. Rs. 25 .5.4 crores at the level of trAffic io. 19.7~ 77 ;. 
This is a substantial amount and can be obtained with-· 
out. any real hardship to the common man. Hence we· 
recommeQd that the. exemptions in.· the- levy. of: 
supplementary charges given in 1974 and"19,76·ma~ b¢;; 
withdrawn. · · . 
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STATEMENT IV-l(a) 

DETAILS OF FREIG'HT INCREASE PER KG AND THE INCIDENCE OF FREIGHT ON WHOLESALE PRICES OF 
COMMODmES IN THE EVENT OF WITHDRAWAL OF EXEMPTION FROM.THE LEVY OF SUPPLEMENTARY 

CHARGES 
------- ·-··-- -------

Average Freight per tonne for Increase 
lead the average lead in freight 

· KMs. perKO 

S. Commodity 
No. 

Wholesale Incidence of freight Percen· 
Price range · on the price of com- tage 
per tonne modity increase 

Remarks 

At the At the for the in incidence 
existing proposed Av.lead 
rate (i.e. rate (t.e. 
excluding including 

Supp. Supp. 
charge) charge) 

At the 
existing 

rate 

At the 
proposed 

rate 

--·-··· ·- --:---------- ------·· ------------------
1 2.- 3 4 s 6 7 8 9 10 ---------------- -----------

Gr111n & Pulst!s Divn. A. 

1. Moong dhall· 
2. M ussoor dhall 
3. Toor dhall 
4. Gram dhall 
s. Oorid dhall 

Grai11 & Pulsf!s D;.,; B . 
. 6. Rice (Fine) 
7. Rice (Medium) 

· 8. Rice (Coarse) 
9. Wheat (Mexican) 

10. Wheat (Traditional) 

11. Jowar 
12. Bajra 
13. Maize· 

14. Gur/Jaggery 

IS. Shakkar 

16. Salt (Common) 

Oil seeds 

J7. Groundnut isced 
18. Mustard seed 
19. Gi.ngelly seed 
20. Cotton seed 
21. Cocoanut Kernel· 

Edible Oih 
22. Hydrogenated Oil 
23; Groundnut Oil 
24. Mustard Oil 
25. Gingelly Oil 
26. Cottonseed Oil 
27. Cocoanut Oil 

1340 .. .. 
•• .. 

817 .. 

" 
" .. 
877 

" •• 
1192 

.. 
1421 

1238 .. 
•• 
•• 
" 

1552 
1473 

.. .. 
ChemiCill Manures Divn. A. 
28. Ammonium Phosphate 1013 
29. Urea , 
30. Calcium Ammonium 

Nitrate 
Clzemic:ol Manure! Divn. B. 
31. Ammonium Sulphate 787 
32. Muriate of Potash •• 

Rs. P. Rs. P. Paise Rs. 

75 90 .. .. .. .. 
52 30 .. 

" .. 
" 

S2 30 

" 
" 

71 60 

.. 
68 90 

99 10 

.. .. 
"· 

159 00 
113 00 .. 

" 
" 

84 80 .. .. 

60 00 

•• 

82 49 

" 
" .. .. 

57 53 

" 

" 
" .. 

57 53 

" ,; 

96 09 

" 

92 46 

109. 01 

" 
" 
•• .. 

213 40 
151 65 

" 
" .. 
" 

93 28 

" 
" 

66 00 . . .. " 

0.7 .. .. .. 
" 

o.s 
" 

" 
" 

o.s 
" 
" 
2.4 

.. 
2.4 

1.0 .. 
.. 
•• 

S.4 
3.9 
... .. 
" 

0.8 .. 
" 

0.6 

.. 

3525-3700 
2900-3300 
3400-4360 
2200-3215 
2850-3550 

1850-2500 
1542 

1400-2060 
1070-1320 
1060~1850 

850-1560 
900-1290 

1050-1400 

820-1900 

900-1200 

77.50-} 
253.40 

2050-3600 
2050-3700 
3700-4600 
1300-1800 
6975-7200 

8500-9400 
6600-7785 
5000-10000 
7700-10700 
6200-6800 
7700-10500 

1625-2340 
1435 
945 

850 
715 
422 

% 

2.2 to 2.1 2.3 to 2.2 0.1 
2.6 to 2.3 2.8 to 2.5 0.2 
2.2 to 1.7 2.4 to 1.9 0.2 
3.5 to 2.4 3.7 to 2.6 0.2 
2.7 to 2.1 2.9 to 2.3 0.2 

2.8 to 2.1 3.1 to 2.3 0.3 to 0.2 
3.4 3.7 0.3 

3.7 to 2.5 4.1 to 2.8 0.4 to 0.3 
4.9 to 4.0 5.4 to 4.4 0.5 to 0.4 
4.9 to 2.8 5.4 to 3.1 0.5 to 0.3 

6.2 to 3.4 6.8 to 3.7 0.6 to 0.3 
5.8 to 4.0 6.4 to 4.5 0.6 to 0.4 
S.O to 3.7 5.5 to 4.1 0.5 to 0.4 

8.7 to 3.8 11.7 to 5.1 3.0 to 1.3 

8.0 to 6.0 10. 7to 8.0 2. 7 to 2.0 

88.9 to 27.2 119. 3 to 30.4 to 9.3 
36.5 

4.8 to 2.8 
4.8 to2.7 
2.7to2.2 
7.6to S.S 
1.4 

1.9 to 1.7 
1.7 to 1.5 
2.3 to 1.1 
1.5 to 1.1 
1.8 to 1.7 
1.5 to 1.1 

5.3 to 3.1 
5.3 to 2.9 
2.9 to 2.4 
8.4to 6.1 
1.6 to 1.5 

2.5 to 2.3 
2.3 to 1.9 
3.0to 1.5 
2.0 to 1.4 
2.4to2.2 
2.1 to 1.4 

0.5 to 0.3 
0.5 to 0.2 

0.2 
0.8 to 0.6 
0.2 to0.1 

0.6 
0.5 to 0.4 
0.7to0.4 
0.5 to0.3 
0.6 to 0.5 
0.6 to 0.3 

5.2 to 3.6 5. 7 to 4.0 0.5 to 0.4 
5.9 6.5 0.6 
9.0 9.9 0.9 

7.0 
8.4 

14.2 

7.8 
9.2 

15.6 

0.8 
0.8 
1.4 

ll 

As per ''Whole
sale prices in 
India" for 
March, 1978 . 

As per "Bulle
tin of Agricul
tural Prices" 
dated 8-9-78. 

As per "Agri
cultural situa
tion in India" 
for July, 1978. 
As per "Agri
cultural situa
tion in India" 
for July, 1978 
As per "\Vho
lesale Prices 
in India" for 
March 1978. 
As per "Busi
ness Standard" 
of 15-9-78. 
As per "Whole 

sale Prices in 
India" for 
March 1978. 

" 

As per "Whole 
sale Prices in 
India" for 
March 1978. 

.. 33. Single Super Phosphate •• 
~-------------- - --·-·-·- ----· -----
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STATEMENT IV-l(b) 

DETAILS OF FREIGHT INCREASE PER KG AND THE INCIDENCE OF FREIGHT ON RETAIL PRICES OF COMMODITIES 
IN THE EVENT OF WITHDRAWAL OF EXEMPTION FROM THE LEVY OF SUPPLEMENTARY CHARGE 

---·-· 
s. Commodity Average Freight per tonne for the Increase Retail Incidence of freight on ;t>ercenta$0 
No. leadKMs. average lead in freight prices the prices of commodity mcrease m 

per KG for per tonne incidence 
At the At the the At the At the 

existing proposed avoeragc existing proposed 
rate (/.e. rate (U •• lead rate rate 

excl. incl. 
supplementary supplementary 

charge) charge) 
··-··----

1 2 3 4 s 6 7 8 9 10 

-- -------
Rs. P. R. P. ·Paise Rs. % % % 

Grain & Pu/sea Divn. A. 

1. Moong dhall 1340 75.90 82.49 0.7 3760 2.0 2.2 0.2 

2. M ussoor dhall " " " .. 4230 1.8 2.0 0.~ 

3. Toor dhall .. " .. " 
4590 1.7 1.8 0.1 

4. Gram dhall .. " '' .. 2920 2.6 2.8 0.2 

5. Oorid dhall .. .. .. .. 3740 2.0 2.2 0.2 

Grain & Pulses Div. B. 

6. Rice (Fine) 877 52.30 57.53 o.s 2430 2.2 2.4 0.2 

7. Rice (Medium) .. .. " " 
1890 2.8 3.0 0.2 

8. Rice (Coarse) " 
,, 

" " 
1680 3.1 3.4 0.3 

9. Wheat (Coarse) .. " " " 
1520 3.4 3.8 0.4 

10. Jowar (Coarse) .. .. .. " 
1170 4.5 4.!) 0.4 

11. Bajra (Coarse) " .. .. .. 1270 4.1. 4.S 0.4 

12. Maize (Coarse) .. " 
1290 4.1 4.S 0.4 .. " 

13. Gur/Jaggery 1192 71.60 96.09 2.4 1540 4.6 6.2 1.6 

14. Salt (Common) 1421 68.90 92.46 2.4 350 19.7 26.4 6.7 
·' 

Edible Oils 

15. Hydrogenated Oil 1552 159.00 213.40 5.4 10060 1.6 2.1 0.# 

16. Groundnut Oil 1473 113.00 151.6S 3.9 8210 1.4 1.8 tU 

17. Mustard Oil •• 10080 1.1 1.5 !l.4 
" .. " 

18. Gingelly Oil " 
10120 1.1 1.S 0.4 

" .. " 
19. Cocoanut Oil " " 

14490 0.8 1.0 0.2 
" " ----

NoTE:- Retail Prices given in Column 7 arc as per Monthly Abstract of Statistic' Vol. 31-No. 7 for the month of July, 1978. 



· STAiEMENT' tV-2 

·WHOLESALE & RETAIL ·PRICE CHANGES BETWEEN 1974 & 19711 

I. Index Nos. of Wholesale Prices, base 1970-71 = 100 

----- ·--__________ .. __ -- ----------" ------- ---- -------- -------·--·-·· -----------------
Item 1973-74 1977-78 /~increase 

over 1973-74 
------# ---------

1. Rice 140.2 162.0 15.6 

2. Wheat 108.2 156.5 44.6 

3. Jowar 151.2 157.4 4.1 

4. Bajra 165.5 169.1 2.2 

5. Total cereals 134.8 ·161.3 19.7 

6. Pulses 176.9 215.2 21.7 

7. Gur 206.4 197.8 -4.2 

8. Edible Oils 147.9 175.9 18.9 

9. Oil Seeds 157.6 183.5 16.4 

10. Salt 110.8 151.4 36.6 

11. Fertilisers (Nitrogenous, Phosphatic & Potassic) 113.9 177.4 55.8 
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STATEMENT IV~3(a) 

ALL INDIA 'RURAL 

CONSUMER EXPENDITURE PER PERSON FOR A PERIOD OF 30 DAYS BY BROAD GROUPS OF ITEMS AND THE 
ELEMENT OF RAILWAY FREIGHT CHARGE INVOLVED 

--------- --------· --
S. No. Commodity 

----. --·-- -· -----
Percnaita 
eon5.ittTer 
Expenditure 
(all classes) 

Rs. P. 

Element of Freight charge · 
(with percentage in brackets) for average lead 

At the present level At the proposed level 

Rs. P. (%) Rs. P. 
--------------------------------------------- -----------

<YJ ,. 
1 

1. Rice and products 

2. Wheat and products 

3. Jowar and products 

4. Bajra and products 

S. Maize and products 

6. Ragi and products 
7. ·Barley and products 

2 

8. Small Millets & Products 
9. Cereal substitutes 

10. Gram and products 

11. Pulses and products 

12. Edible Oils 

13. Salt 

14. Sugar 

TOTAL 

--- ----- -----· --------· 
TOTAL CoNSUMER ExPENDITURE 

--.-------------------

3 

12 46 

4 90 

2 06 

1 34 

1 10 

0 62 1 
0 32 }. 
0 20 J 
0 38 

0 25 

1 99 

1 99 

0 09 

1 67 

29 37 

53 01 

4 ~ 6 

0 46 

0 24 
013 

0 08 

0 06 

0-08 

001 

0 OS 

0 OS 

0 08 

0 OS 

1 29 

(3.7) 0 ·46 

(4.9) ·o 24 
(6.3) 0 13 

(5.9) 0 08 

(5.4). 0 06 

(5.3) 

(4.0) 

(2.5) 

(2.5) 

. (88;8) 

{3.0) 

(4.4) 

0 08 

0 01 

0 OS 

o·os 
·o 10 

' 
0 05 

1 31 

(3;,7) 

(4;-9) 

(6.3) 

(5.9) 

(5.4) 

(5.3) 

(4.0) 

(2:5) 

(2.5) 

(111.1) 

(3.0) 

(4.5) 

NoTE :-Figures of Per Capita Expenditure given above pertain to a Sample Survey conducted by the National Sample Survey 
Organisation, for the period October 173-June 174. 
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STATEMENT IV-3 (b) 

ALL INDIA URBAN 

CONSUMER EXPENDITURE PER PERSON FOR A PERIOD OF 30 DAYS BY BROADGROUPSOFJTEMS AND THE 
ELEMENT OF RAILWAY FREIGHT CHARGE INVOLVED 

- ·- -----··--------·-· ---
S. No. Commodi.ty . Per Capita Element or Freisht charge 

Consumer (with percentage in brackets} ror average lead 
Expenditure 
(all classes) At the present level At the proposed level 

Rs. P. Rs. P. (%) Rs. P. (%) 

---- ··------·-- ·- ---- ·---
1 2 3 4 s 6 7 

--
1. Rice and products 10 56 0 39 (3.7) 0 39 (3.7) 
2. Wheat and products 6 30 0 31 (4.9) 0 31 (4.9) 
3. Jowar and products 1 18 0 07 (5.9) 0 07 (5.9) 
4. Bajra and products 0 51 0 03 (5.3) 0 03 (5.3) 
S. Maize and products 0 19 0 01 . (5.3) 0 01 (5.3) 
6. Ragi and products 0 161 

0 02 7. Barley and products • 0 07 > (5.9) 0 02 (5.9) 
8. Small Millets & products 000 
9. Cereal substitutes 0 llJ 

10. Gram and products 
11. Pulses and products 

0 12} 
2 36 

0 08 (3.2) 008 (3.2) 

12. Edible Oils • 3 70 009 (2.4) 0 09 (2.7) 
13. Salt . 0 08 0 07 (87.5) 009 (112.5) 
14. Sugar 223 007 (3.0) 0 07 (3.0) 

TOTAL 27 72 1 14 (4.1) 1 16 (4.2) 
···~- ------

TOTAL CoNStJMEJt EXPENDITURE 70 77 

Non :-Figures of Per Capita Expenditure given above pertain to a Sample Survey conducted by the National Sample 
Survey Organisation, for the period October' 73-June '74. 



CHAPTER V 

HISTORY OF PASSENGER TICKET FARES 
1948-1978-SO.ME ASPECTS 

Basis of Single Journey Passenger Fares 

5.01 After Independence; the passenger fares on 
the Indian Railways were standardised with effect from 
1st April, 1948 as indicated below. The subsequent 
changes which were brought about with effect from 
1st January, 1949, 1st December, 1949 and 1st April, 
1951 have also been indicated. 

Class 
Pies ·per mile per passenger 

from from from from 
1-4-48 1-1-49 1-12-49 1-4-51 

--------------------
Air-conditioned 36 36 30 30 
First Class 30 24 24 27 
SecondCiass :16 16 14 ·16 
Inter Class (Mail) 9 9 9 .101 
Inter Class (Ordy) 71 71 71 9 
Third Class (M/Exp) 5 5 5 6 
Third Class (Ordy) 4 4 4 5 
----
It will be seen that the rates increased in proportion 
to the distance. There was no taper in the rates, i.e. 
the rate per kilometre did not decline with the increase 
in the distance. 

5.02 On 1st April, 1955, the original First class was 
abolished and the former Second and Inter classes 
were redesignated as First and SecQnd classes respecti
vely. On 1st April, 1974, the then Second class was 
also abolished and the former Third class designated 
as Second class. At present we have Air-conditioned 
class, First class, A.C. Chair Car and Second class 
(Mail/Express and Ordinary). The existing First 
class is, basically similar to what was known as Second 
class up to 1955, and the existing Second class is what 
was known as Third class till 1974. · In the .Interim 
Report we are dealing mainly with the existing First 
and Second classes. The historical background of 
single journey passenger fares discussed in the 
paragraphs below will therefore refer only· to these 
classes. 

5.03 With effect from 1st April, 1955, the bases of 
fares were made telescopic by slightly raising the fares 
upto 150 miles and lowering them beyond 300 mile5. 
The fare basis for journeys in Third class (ordinary) 
upto 50 miles (80 Kms.) was, however, left untouched. 
The new fare bases were as under :-

1st April, 1955 

T~t C1ass 
111 Class (Mail/Express) 
111 (Ordy) 
Ill (Ordy) upto 50 miles 

Pies per mile per passenger 

J-150 151-300 Over 300 
miles miles miles 

18 
6! 
St 
5 

16 
6 
5 

]5 
5 

41 

----------------

5.04 Subsequent Changes 

15th September, 1957 : 

A tax on passenger fares was levied under the 
Railway Passenger Fares Tax Act with effect from 
15th September, 1957. The proceeds of this tax are 
payable to the States. Journeys upto 15 miles were 
exempted from the tax; from 16 miles to 30 miles the 
tax was 5% of the fare ; from 31 miles to 500 miles, 
it was 15% of the fare, and beyond that it was 
10% of the fare. 

1st April, 1960 : 

5.05 With the adoption of the metric system, the 
basis of passenger fares were. converted into metric 
units. The result was as indicated below :-

Class of accommodation Paise per Km per Passenger 

1 to 250 +251- +500 
Kms. 500 Kms and 

above 
··-------·- .... ----~~ 

1st Class 5. 86 
lli(MailjExpress) 2.04 
lli (Ordy.) Class . 1. 71 
ill (Ordy.) Class (upto 80 Kms) 1.64 
--·--··---

5.18 
1.95 
1.62 

4.84 
1.62 
1.4 

The passenger fare tax introduced from 15th Septem
ber, 195.7 was to be charged in addition. 

1st April, 1961 : 
5.06 The passenger fare tax was merged in the 

passenger fares. However, after merger, the payment 
of Rs. 12.50 crores per annum was to be made to. 
the general revenues for disbursement to State Gov
ernments. This was subsequently raised to the present 
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level of 16.25 crores per annum. · 

1st July, 1962: 

5.07 The bases of passenger fares ··were 'revised 
effecting an increase of about 15% in First· Class 
and· 10% in Third class. Revised bases were as 
under :-

Class Paise per kilometre per passenger 

1-250 +251- +501.....,. +800 
kms. 500 800 kms. 

kms. kms. and 
above 

First Class . 7.7 7.0 6.3 5.9 
Third Class Mail/ 2.60 2.45 2.10 1.85 
Exp .. 
Third Class (Ordy.) 2.15 2.05 1.80 1.70 
Third Class (Ordy.) 

upto 50kms. 1.90 
·---------------------



1st April, 1965 : 

5.08 The fares were again increased. The in
crease was 10% upto 1000 kms. in the First class, 
and upto 800 kms. in Third class. Beyond these 
distances the increase in fares, per ticket, was 
Rs. 6.75 for the First class and Rs. 1.90 for III 
Oass (Mail/Express)' and Rs. 1.60 for Third class 
(Ordy). However, the increase in Third Class 
(Ordinary) upto 50 kms. was very small-1 to 5 
paise per ticket. · 

15th Jun~, 1967 : 
5.09 The following increases 

from 15th· June 1967 ! 

Class 

First Class . 

Distance 

1-1500Kms. 
Beyond 1500 Kms. 

Third (Mail/Exp.) 1-1500 Kms. 
1501 Kms. and 
beyond. 

Third (Ordy.) Upto 500 Kms. 
Over 500 Kms. 

Third (Ordy). 1-50 Kms. 

1st April, 1968 : 

were again made 

Increase over the 
earlier fare 

15% 
A flat increase of 
Rs. 15.50 per ticket. 
Minimum fare for 
travel by Mail/Ex
press Rs. 5. 
12!% 
A flat increase of 
Rs. 4.20 per ticket. 
7!% 
A flat increase of 
Rs. 0. 85 paise per 
ticket. 
Minimum fair rais
ed to 15 paise. No 
change in fare for 
8, 9 and 12 Kms. 
For other distances 
between 6 to 47 
Kms. the increase 
varied from 2 to 5 
paise and for 48 
to 50 Kms. it was 
10 paise. 

5.10 Fares for 1st class, Illrd class (Mail/Exp) 
and. lllrd class ( Ordy) were increased by 5 paise 
where the fare earlie!' chargeable was upto Rs. 5, 
by 10 paise where it was between. Rs. 5 and 
Rs. 15, and by 25 paise where it was more than 
Rs. 15. 

1st April, 1970 : 
5.11 The bases of passenger fares for all classes 

except the Third class were revised afresh. The 
revision in the First Oass was as follows :-

Basis for charge (in paise) 
------------------------ Mini- Roun-

mum ding 
Class 1-100 Plus Plus Plus 

kms. 101 601 1601 
fare off 

rule 
per km. to to kms. 

600 1600 & 
kms. kms. above 
per 5 per 5 per 10 
km. km. km. 

First 12 48 38 60 Rs. 6 Next 
for higher 
Mail/ multi-
Express pie 
Re.1 of 50 
for paise 
Ordi-
nary 
trains. 
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There was no change in Third Class fares. 

lst July, 1971 : 

5. 1 2 Increase in fares per ticket from 1st July 
1971 are indicated below :-

Class 1-15 16-30 31-50 51-100 101- 201- 501- Abo-

First 

Third 
(Mail/ 
Exp.) 

Third 
(Ordy.) 

kms kms kms kms 200 500 1000 ve 
kms kms kms 1000 

kms 
----· ·-----

Rs. Rs. Rs. Rs. Rs. Rs. Rs. 

No 0.50 0.50 4.00 1.00 2.00 2.50 3.50 
change 

-do- 0.15 0.20 0.25 0.25 0.50 0.75 1.00 

-do- 0.05 0.10 0.15 0.20 0.25 0.25 0.25 
--~-------

15th November, 1971 

5.13 With effect from this date, a tax on passen
ger fares was levied at the rate of 5 per cent of the 
fare on all tickets costing Re. 1 or more. The pro
ceeds from this tax were to be credited to the State 
Governments; 

15th. April, 1972 : 

5.14 There was no increase in fares 'for Third 
class. However, the basic fares for other classes 
were increased. The increase in the First class fare 
per ti<;ket was. as follows :-

a ass 1-19 20-50 51-100 101- 201- 501- 1001- Be-
kms kms kms 200 500 1000 1500 yond 

kms kms kms kms 1500 
kms 

Rs. Rs. Rs. Rs. Rs. Rs. Rs. Rs. 

First 0.50 1.00 1.00 1.50 2.00 3.00 4.00 5.00 
-- .. ----

The peassenger tax of 5% levied from 15th 
November, 1971. was to be charged in addition. 

1st. April, 1973 : 

5.15 With effect from this date, the 5% tax on 
passenger fares was withdrawn a·nd basic fares for 
classes other than the Third class were increased by 
1 0% . In respect of the Third class, there was no 
increase for ~he first 20 kms; beyond 20 kms., 
Third class fares (inclusive of passenger tax) were 
marginally increased subject to a maximum increase 
o'f 25 paise per ticket for Third class (Ordy) and 
95 paise per ticket for Third class (Mail/Express). 
For the first time, a system of levying_ supplemen
tary charge in respect of reserved accommodation 
on trains classified as ''Superfast" was introduced. 
This carge was fixed at Rs. 5 for I class. and 
Rs. 1.50 for III class. It was introduced initially 
on 8 pairs of trains. The Jist has been increased 
subsequently from time to time. 



lst April, 1974 : 
5.16 As mentioned earlier, the former Second 

class was abolished from this date and the former 
Third class redesignated as Second class. The fares 
for all classes were increased. . The particulars of 
increases for First class and Second class are given 
below :-
First Class : 

------- ----·----
Distance (Kms.) 

---1-25 • 

26-49. 
50-80. 
81-250 
251-500 
501-800 
801-1000 
1001-1500 
1501-2000 

Beyond 2000. -=---=-
Second Class (Mail/Express) 

Distance (Kms.) 

• .-.-s-. --------------:
t9-2o . 
21-23 
24-27. 
28-49. 
S0-80. 
81-100 
101-250 
251-500 
501-800 
801-1000 
1001-1500 
1501-2000 
2001-2500 
2501-3000 
Beyond 3000 
-
Second Class Ordinary : 
Distance (kms.) 

.• 

.·• 

-.-:~--

26-49. 
50-80. 
81-100 
101-250 
251-500 
501-800 
801-1000 
1001-1500 
Beyond 1500 

------- -----

S/49 RB/18-5 

In- . 
crease 
per . 
ticket (Rs.) 

1.50 
2.50 
3.50 
4.50 
5.50 
6.50. 
8.50 

10.50 
1~.50 

15,50 

(Reviseil 
nomen
clature 
of old 
Ill class) 

Increase 
per 

ticket (Rs.) 

0.25 
0.30 
0.35 
0.40 
0.45 
0.50 
0.65 
0.90 

.1.25 
2.00 
3.00 
4.00 
s.oo 
6.00 
7.00 
8.00 

Increase} 
per 

ticket 
(Rs.) 

o.os 
0.10 
0.25 
0.35 
o.so 
0.60 
0.70 
0.80 
0.90 
1.00 
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15th September, 1974 : 

5.17 The passenger fares were again increased 
·with effect from this date. The increase in respect · 
of First class and Second class was as follows :-
---------------------·--

Class 

First • 

Second (Mail/Exp.) 

Second (Ordy) 

1st April, 1978 : 

Distance 

All distances 

1-250kms. 
Beyond 250 kms. 

1-25. 

hi crease 
331% 

25% 
20% 
No 
chage 

26-250 kms. 25% 
Beyond 250 kms. 20% 

5.18 With effect from 1st April 1978. the supple
mentary charge for superfast trains was reduced 
from Rs. 1.50 to Re. 1.00 in· case· of II class. State
ment V -1 gives a comparative position of single 
journey fares as on 1st April, 1951 and at present 
for certain representative distances, -

Suburban Season Ticket Fares : 

5.19 Suburban season ticket fares on Indian 
Railways are applicable to suburban ,services run in 
the cities a'nd suburbs of Bombay, Ca'lcutta and 
Madras. Prior to 1948, the season ticket , fares 
varied not only betWeen these cities but a.Iso within 
the cities of Bombay and Ca'lcutta, each Railway 
having its own fares. Even after standardisation of 
the single journey fares from 1st January 1948, the 
differences in suburban season ticket fares in these 
areas were allowed to continue. Only an overa'll 
increase of 50 per cent in First class, 25 per cent 
in the II Class and 12!% in the III Class was 
brought about in all the season ticket fares. This 
was · done because it was felt that, . with the large 
differences in the suburban season ticket rates · as 
among the three areas, any attempt at standardisa
tion would not be possible without raising the fares 
in some areas substantia'lly and thus causi'ng undue 
hardship to the city workers. 

1st January 1949 : 

5.20 With the introduction of three classes of 
passenger accommodation genera'lly on all Indian 
Railways from 1st January 1949, it was decided to 
have only two classes of accommodation on suburban 
trains, viz., First class and Third class. A uni
form scale of First class season ticket fares was in
troduced for all the three suburban areas of Ca'lcutta, 
Bombay and Madras as under :-

1-2 miles 
Plus 3-4 miles 

Plus S-6 miles 

Plus 7-9 miles • 

Plus 1~12 miles. 

Plus 13 miles and over 

16 _pies per mfte x 24 

-do- x 21 

-do- x 18 

-do-

-do-

-do-

X lS 

X 12 

x9 --- - ------·----- ------



5.21 As can ~ seen from the above, the number 
of single journeys were related to 16 pies per mile
a fare basis which was applicable .to the. Second 
class-rather than 24 pies per mile applicable to 
the First class. 

5.22 It was subsequently decided that General 
Manaaers at their discretion may provide up to a 
m~um of three classes of accommodation on 
suburban trains to suit local requirements in each area. 
Charges for Second class (Special)-later on desig
nated as Second class-a.'nd Second class (Ordy)
later on designated as Inter.:.Class-wherever intro
duced, were also standardised on all the railway~ from 
1st April 1950. They were to be calculated m !he 
same manner as the First class but on the followmg 
basis :-

Second class 
Inter-class 

12 pies per mite 
• 9 pies per mile 

5.23 It should be noted· that the actual single 
journey fares for these classes as they stood on 
1st January 1949 and on 1st April 1950 were as 
follows :-
Class 

Second 
Inter (Mail/Express) 
Inter (Ordy.) 

Single Journey fare 
(Pies per mile) 

1-1-1949 1-4-1950 
16 14 

9 9 
7l 7l 

5.24 In response to the Railway Board's decision 
to have upto three classes of accommodatio·n on 
suburban trains according to local conditions, the 
railways introduced the. following classes .-
Calcutta 
Bombay 
Madras 

First, Inter, Third 
. First, Third 
. Second,lnte~ Third 

5.25 The season ticket fares as applicable to the 
then First and Second classes and the equated num
ber of single journeys as per the actual single journey 
fares as on 1st April, 1950 are given in Table No. 
V -1 for select~d distances :-

Table No. V-1 
FIRST ClASS: 

Mile. M.S.T. fare No. of Single Jour 
neys covered by 

Rs.-As-Ps MST (Single Jour• 
ney fare @ 24 pies 
per mile) 

s 9-0-0 14.4 
10 15-4-0 12.2 
IS 17-0-0 10.4 

20 23-4-0 9.3 

25 27-0-0 8.6 

30 30-12-0 8.2 

35 33-7-4 7.9 

40 38-4-0 7.7 

4~ 42-0-0 7.5 

50 45-12-0 7.3 . 
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SECOND CLASS : 

-----
Mile M.S.T. fare No. of Single Jow-- neys covered by 

M.S.T. (Single 
Rs.-As-Pies Jouyney fare @ 14 

pies per mile) 

-·---
5 . 6-12-0 18.5 

10 11-7-0 15.7 

15 14-10-0 13.4 

20 17-7-0 12.0 

25 20-4-0 11.1 

30 . 23-1-0 10.5 

35 . . 25-14-0 10.1 

40 . 28-11-0 9.8 

4S 31-8·0 9.6 

50 . 34-5-0 9.4 

Ncu.- MST fares above have been worked out on the bases 
indicated in para 5. 20 and 5. 22. 

5.26 Thus, in fixing the fares for Fir~t and Second 
classes, a double concession was given-a low rate 
per mile and a tapering number of single journeys as 
compared to 50 single journeys which a season ticket 
holder was normally expected to undertake. In the 
case of the Inter-class, however, the single journey 
fare applicable to Inter-class (Mail/Express) was 
retained as the single journey basis and a concession 
was given only by way of tapering the number of 
single journeys with increasing distance. 

' 5.27 The questio·n of introducing uniform fares for 
Third class suburban season tickets was also con
sidered on different occasions, but the decision was 
deferred on account of the fact that any attempt at 
standardisation might have involved considerable en
hancement of fares in certain areas-although it con
tinued to be felt that, as a matter of policy, the Third 
class suburban season ticket fares should also, in the 
long run, be uniform on all the railways. What was 
actually done during 1952 and 1953 was that uniform 
fares were introduced for Railways in particular 
suburban areas as follows :-

1-11-1952 : 

Third Class Calcutta Area (from 1-11-1952) 

1-3 miles 

Plus 4---8 miles 

• 4.5 pies per mile x 30 

Plus 9-20 miles . 

Plus 21-60 miles. 

3. 0 pies -do-

2. S pies -do-

l. 75 pies -do-

Plug 61-90 miles. . . 1.5 pies -de-
Minimum Fare Rs. 1-10-0 



1st March, 1953 
Third aass 
1-2 miles 

Plus 3-4 miles 

Plus 5-6 miles 

Plus 7-8 miles 

Plus 9-10 miles 

Plus 11-12 miles 

Plus ll miles & over 

Minimum Fare Rs.l-8-0 
Third aass . 

1-3 miles . 

Plus 4-6 miles • 

Plus 7-10 miles . 

. 

~ 

Bombay Area (from 1-3-1953) 

4.5 pies per mile x 30 

4.0 pies -do-

3.5 pies -do-

3.0 pies -do-

2.5 pies -do-

2.0 pies -do-

1.5 pies -do-

Madras Area (from 1-7-1953) 
4. 75 pies per mile x 30 

4.25 pies -do-

• 2.50pies -do-

Plus 11 miles & Beyond . 2.25 pies 
Minimum Flm Rs.l-10-0 

-do-

5.28 The basis of the single journey fare was S pies 
per mile for Third class (Ordy) .from 1st April, 1951 
irrespective o'f the distance. However, for reducing 
the incidence on commuters coming from long~r di,s
tances, a taper was provided in the fare basis for 
calculating the season ticket fares while keeping the 
multiple of 30 constant. The fare bases for season 
tickets were kept different for the three cities because 
the objective was merely to simplify the basis for 
calculating the season ticket fares without either subs
tantially raising the general level of fares in any city, 
or permitting reductions in the existing, revenues. The 
season ticket fares which emerged as a result o'f these 
changes, and the equivalent number of single journeys 
as per the actual single jour'ney faces then prevalent 
are given in Table No. V-2 for some selected dis
tances :-

TABLE No. V-2 

Bombay Calcutta Madras 

MST No. of MST No. of MST No. of 
fare Single fare Single fare 'Single 

Journeys Journeys Journeys 
covered covered covered 
by by by 

MST MST MST 
Mile Rs-As-Ps fare Rs-As-Ps fare Rs-As-Ps fare 

··-·-··---
5 3-4-0 24.6 3-1-0 23.4 3-9-0 27.3 

10 5-8-0 21.0 5-4-0 20.1 5-13-0 22.2 

IS 6-13-0 17.4 7-3-0 18.4 7-9-0 19.3 

20 8-0-0 15.3 9-2-0 17.6 9-5-0 17.8 

2S 9-2-0 14.0 10-8-0 16.1 11-1-0 16.9 

30 10-5-0 13.0 11-14-0 15.2 12-13-0 16.4 

35 11-8-0 12.6 13-4-0 14.5 14-9-Q 15.9 

40 12-11-0 12.1 14-10-0 14.0 

45 13-13-0 11.8 16-0-0 13.6 

50 15-0-0- 11.5 17-6-0 13.3 
------ -------·-
NoTE.-MST fares above have been worked out on the basis 

indicated in para 5.27. 
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5.29 No mcrease in the cost of suburban season 
tickets was effected when the bases of passenger fares 
were revised from 1st April 1951, and agam from 
1st April 1955. The season tickets wefe also exempt
ed when a passenger fare tax was levied from 15th 
September 1957. 

5.30 The former First class was abolished on 
1st April 1955, and the former Second class and 
Inter-class were redesignated as First and Second 
classes respectively. However, the prevalent First 
class season ticket fares were continued for the First 
class in Bombay and · Calcutta. In Madras, where 
former First class accommodation was not provided 
on suburban trains, the Second class fares were allow
ed to be charged for the redesignated First class. 
Thus, after 1st April 1955, a higher season ticket fare 
for the redesignated First class prevailed in Bombay 
and Calcutta as compared to . Madras. This anomaly 
was rectified only in October 1969, when First class 
season ticket fares were brought on par in all the 
three cities. 

1st April, 1960 : 

5.31 From 1st April, 1960, the fares were convert
ed into metric units with slight adjustments to en
sure that .the Railway Revenues remained more or 
less at the same level. 

1st July, 1962 : 

5.32 Consequent on the revision of passenger fares 
with effect from 1st July 1962, it was decided that .an 
ad /we increase of 5 per cent should be made in the 
then existing fares for season tickets, with rounding 
off to the next higher five paise_ 

1st April, 1965 : 

5.33 With effect from 1st April 1965, small ad
justments were made in the season ticket fares at 
Bombay, Calcutta and Madras, with a view to reduc
ing the discrepancy that existed then· between the 
season ticket fares in the different areas :-

1. Third class 

An increase of 10%, subject to a maximum in
crease of 50 paise per monthly season ticket 
was made in the suburban areas of Bombay 
and Calcutta, so as to bring them Closer to 
the fares in the Madras area. 

2. First class 

An increase of 10% was made in the season 
ticket fares in the Madras area, the maximum 
increase being Rs. 2.90 per ticket. 

3. The minimum charge for a -monthly season ticket 
was fixed at Rs. 4:50 in the case of the First class and 
Rs. 2.00 in the case ·of the Third class. 

15th June, 1967 : 

5.34 With effect from 15th June 1967, the season 
ticket fares for the First and Second classes in the 
suburban areas were enhanced by 10% on .an ad hoc 



basis, subject to ·a maximum increase of Re. 1 per 
season ticket in the case of the Third class.. Fares of 
season tickets issued to stuJents at concess10nal rates 
were not increased. 

1st April, 1968 : 
· 5.35 With effect from 1st April, 1968, fares for 

monthly season tickets were increased by 25 paise 
in the case of the Third class and Re. 1 in the case 
of the First class. 

1st Octo}?er, 1969 : 

5.36 The bases of 'fares were revised from 1st 
October, 1969 for the First Class, and made uniform
ly applicable to all the three cities, thus . removffi:g 
the anomaly introduced in 1955. The revised basxs 
was as under :-

Distance range in Kins 

1-10 

. Plus 11-20 

Plus 21-SO 

Plus over SO 

Minimum fare Rs. 8 per season ticket. 

Fare 
rate per 
K.m. 

Rs.P 

1.50 

0.90 

0.70 

o.ss 

This basis was adopted only for the First class. 
No change was made in the fares of Third class season 
tickets which continued to remain on the earlier 
basis. 

1st April, 1970 : 

5.37 The fares for First class season tickets were 
again· revised from 1st April, 1970 as under :-

Distance range in Kins 

1-10 

Plus 11-20 

Plus 21-SO 

Plus over 50 

Minimum fare Rs. 9/-

Basis 
per Km. 
in (Rs.) 

1.60 

0.90 

0.70 

o.ss 

The rounding off was done to the next higher 
multiple of 50 paise for tickets below Rs. 10 and to 
the next higher rupee for tickets above Rs. 10. 

There was no change in the Third class Season 
Ticket fare. A proposal for revision was made in 
the budget; but it was withdrawn a'fter discussion in 

:Parliament. However, minimum fares were fixed 
for student season tickets for the first time as 
follows :- · q 
Class Monthly Quar-

· terly 

.· I · Rs.4 Rs.lO 

m Rs.2 Rs. 5 

30 

15th November, 1971 : 

5.38 With effect from 15th November, 1971, a 
tax on passenger fares at the rate of 5% of the 
'fare on all tickets costing Re. 1 or more was levied. 
This applied also to season tickets; but where the 
single journey ticket fare for the pair of stations to 
which the season ticket applied was less than Re. 1 
the 5% tax was not levied. As the single journey 
fare upto 36 Kms. was less than Re. 1, travel upto 
this distance-both on card tickets as well as season 
tickets-was thus exempted . from the levy of the 
tax. 

15th. April, 1972 : 

5.39 With a view to introducing some measure of 
uniformity as between the Bombay and Calcutta 
areas, and the Madras area, the Third class season 
ticket fares in the Bombay and Calcutta areas were 
increased, subject to a maximum increase of Rs. 2.15 
per ticket for the Bombay area and Rs. 1.15 per ticket 
for the Calcutta area. · 

5.40 Besides, an ad hoc increase was made in the 
First class season ticket fares from 15th April, 1972 
as indicated· below :-

Existing.season ticket fare (excluding tax) Increase per Season 
Ticket 

1. Upto Rs. 10 

2. More than Rs. 10 but upto Rs. 20 

3. More than Rs. 20 but upto Rs. 30 

4. More than Rs. 30 but upto Rs. 40 

5. More than Rs. 40 . 

Rs. P. 

1.00 

1.50 

2.00 

2.50 

4.00 

However, in the case of lll class season tickets, no 
such increase was made. 

1st April. 1973 : 

5.41 With effect from 1st April, 1973, another 
ad hoc increase in the season ticket fares for the First 
class was made ranging from Re. 1 to Rs. 9 depend
ing on the fare. The increase. was as under :-

Existing fare excluding tax 

Upto Rs. 10 . 

More than Rs. 10 but upto Rs. 15 

More than Rs .. 15 

More than Rs. 20 

More than Rs. 30 

More than Rs. 40 

More than Rs. SO 

More than Rs. 60 

More than Rs. 70 

More than Rs. 80 

Increase 
per 
season 
ticket 

Rs. p 

1.00 

1..50 

2.00 

3.00 

4.00 

s.oo 
6.00 

7.00 

8.00 

9.00 



In the case of III Class season ticket fares, a fiat 
increase of 50 paise for tickets costing above Rs 5 
(inclusive of tax) was made. The passenger tax. of 
5%, introduced from 15th November 1971. was 
withdrawn from 1st April, 1973. 

lst January, 1974 : 
5.42 An accident compensation surcharge was in

troduced from 1st January, 1974 at the rate of 
Rs. 1.50 for First class and 25 paise for Second 
class monthly season tickets. The extra charge on 
quarterly season tickets was three times that on 
monthly season tickets. 

15th September, 1974 

5.43 With effect from 15th September, 1974 the 
Flrst class season ticket fares were increased by 
33~%. However, no· increase was made in (what 
was ·now called) .the Second class season ticket fares. 
Present Position : 

5.44 The maximum distance upto which season 
tickets are issued on the suburban sections m:e as 
follows :-

BombAy area Central Railway 121 Ktns. 
Western Railway 60 Kms. 

Calcutt area Eastern Railway 144 Kms. 
S. E. Railway 92 Kms. 

Madras area Southern Raii\WY 64 Kms. 

5.45 The existing Monthly Season Ticket Fares 
for selected distances in Bombay, Calcutta and 
Madras areas are given in Table No. V-3(a) and 
(b). 

Kms 

1 
2 
3 
4 
5 

10 
15 
20 
25 
30 
35 
40 
45 
50 
60 
70 
80 
90 
100 
110 
120 
130 
140 
144 

TABLE No. V-3(a) 
First Class M.S.T. Fares--;- Suburban 

------
M.S.T. Fare (Appli
cable uniformly to 
Bombay, Calcutta 

and Madras 

: l 
l 

• J 

----------

17.00 

28.00 
37.00 
42.00 
49.00 
53.50 
59.00 
64.00 
70.00 
74.00 
83.50 
90.00 
99.50 

107.50 
115.50 
123.50 
131.50 
138.00 
146.00 
149.00 

,. 
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TABLB No. V-3(b) 

Second Class M.S.T. Fares-Suburban 
---- ---Kms Bombay . Calcutta Madl::as · ---1 2.70 2.70 

2 2.70 2.70 2.70 
3 2.70- 2.70 2.70 
4 '3.15 3.15 3.15 
5 3.90 3.90 3.90 

10 6.40 6.40 6.40 
15 7.75 1.15. 7. 15 
20 9.00. 9.00 9.00 
25 10.20 10.20 10.65' 
30 11.40 11.40 11.95 
35 12.50 .· 12.50 13:10 
40 14.30 14.30 14.30 
45 15.45 15.45 15.45 
5() .16.80 11.05 11.05 
60 18.30 19.35 19.35 
70 ·19.90 21.15 
80 21.40 22.95 
90 23.00 . 24.15 

100 ·24.55 26.50 
110 26.10 28.15 
120 27.90 29.90 
130 31.35 ' 
140 33.00 
144 33.60 

A statement showing the relationship between the 
charges for season tickets and. single journey fares in 
respect of Bombay. is- given in· Table Nos. V-4(a) 
and (b) :-

.Km 

. 5 . 
10 
15 
20 
25 
30 
35 
40 
45 
50 
60 
70 
80 
90 

100 

. TABLB_No. V~a) 

First Class 
. ' ' 

Single M.S.T. No. of Paise Paise Paise 
journey fare · single per per per 
fare journey · Km · Km Km 

Rs.P. Rs.P 
5.50 17.00 
7.00 28.00 
7.00 37.00 
9.50 42.00 
9.50 49.00 

13.50 53.50 
13.50 59.00 
15.00 64.00 
15.00 70.00 
17.50 74.00 
20.00 83.50 
21.50 90.00 
24.00 99.50 
27.00 107.50 
28.00 115.50 . 

fares for · .. for · for 
single . M.S. T. QST 
journey (assu- (assu-

3.1 
4.0 
5.3 
4.4 
5.2 
4.0 
4.4. 
4.3 
4.7 
4.2 
4.2 
4.2 
4.1 
4.0 
4.1 

ticket ming ming 

110.0 
70.0 
46.6 
47.5 
38.0 
45.0 
38.5 
37.5 
33.3 
35.0 
33.3 
30.7 
30.0 
30.0 
28.0 

50 150 
single . single . 
jour- . jour-
neys neys 

a a 
month) quar

ter) 

6.8 S.1 
5.6 4.~ 
4.9 4.1 
4.2 3.5 
3.9 3.3 
3.6 3.0 
3.4 2.8 
3.2 2.7 
3.1 2.6 
3.0 2.5 
2.8 2.3 
2.6 2.1 
2.5 2.1 
2.4 2.0 
2.3 1.9 



TABLE No. V-4 (b) 

SECOND CLASS 

- Fare per Km. Sing!~ M.S.T. No. of Fare Fare per 
journey fare single per Km. for Km.for 
fare journey Km. for MST QST 

fares single (assum- (ass urn-
t"overe4 journey ing 50 ing 150 
bv ticket single single 
MsT.. (in journeys journeys 

paise) a month) a month) 
(in paise) 

---· 
Rs. P. Rs.P. 

5 0.30 ~.90 13.0 6.0 1.5 1.3 

10 0.40 6.40 16.0 4.0 1.3 1.1 

IS o.so 7.75 15.5 3.3 1.0 0.9 

.20 0.65 9.00 13.8 3.2 0.9 0.8 

2S 0.85 10.20 12.0 3.4 0.8 0.6 

30 1.25 11.40 9.1 4.1 0.7 0.6 

35 1.45 12.50 8.6 4.1 0.7 0.6 

40 1.65 14.30 8.6 4.1 0.7 0.6 

45 1.75 15.45 8.8 3.8 0.7 0.6 

so 2.00 16.80 . -8.4 4.0 0.7 0.6 

60 2.75 '18.30 '6.7 4.5 0.6 0.5 

70 3.15 19.90 6.3 4.5 0.6 0.5 

80 3.45 21.40 6.2 4.3 o.s 0.4 

90 3.80 23.00 6.1 4.2 o.s 0.4 

100 4.05 24.55 6.1 4.0 0.5 0.4 
---- --·-

The position .in Calcutta and Madras is not very 
different. 

Non-Suburban Season Ticket FareS : 

ls~ _Ja_nuary, 19,48 : 

5.46 The 'Practice of issuing season tickets (and, 
sometimes, other kinds of concession tickets) pre
vailed on various Indian railways even . before Inde
pendence; But the basis and conditions varted as 
among different railway systems, and the distances 
varied from 30 to 100 miles. With effect from 
1st January 1948, the basis of Season Ticket Fares 
for all classes over the non-suburban sections were 
fixed as equivalent to 24 single journey mail fares. 

5.47 However, when the passenger fares were re
vised in ·1951· and 1955, no change was made in 
Season ticket 'fares. This in effect reduced the num
ber of equivalent single journeys below the originally 
stipulated number of 24. Again when a passenger 
fare tax was levied in 1957, season tickets were 
exempted. 

1st April, 1960 : 

5.48 From 1st April 1960, the fares were con
verted into metric units with slight adjustments to 
ensure that the Railway Revenues remained mQre or 
less at the same level. The fares calculated on the 
basis of fares in force were merely converted and notifi
ed in terms of decimal coinage. As already discussed 

earlier, after 1955 there were only three classes of 
accommodation on non-suburban sections viz. I, II 
and III. Second class was abolished in 197 4 and 
III class redesignated as II Class which is the position 
obtaining at present. Subsequent discussion of non
suburban season ticket fares is confined to First a'nd 
Third class (Second class from 1st April, 1974 
onwards).. 

1st July, 1962 : 

5.49 With effect from 1st July, 1962, season ticket 
fares were increased by 5% and rounded off to the 
next ~igher 5 paise in the case of I, II and III classes. 

5.50 Although passenger fares were revised with 
effect from 1st April, 1965, no change was made in 
the season ticket fares. 

1st April, 1966 : 

5.51 With effect from 1st April, 1966, a downward 
adjustment was made in the season ticket fares in non
suburban areas ali indicated below :-

1. First Class Monthly Season Ticket Fares 

·.(a) No change in the then existing fares upto 
20 Kms. 

-(b) The fare for the block of 21 and 22 Kms. 
was fixed at Rs. 26. The fares for subse
quent distances were calculated by addina 
Rs. 1.50 for every block of additional 2 Kms: 
The decrease in fares ranged between 
Rs. 4.25 at 30 Kms. and Rs. 12.10 at 
so Kms. 

2. Third Class ltfonthly Season Ticket Fares 

(a) No change upto 20 Kms. 

(b) The fate for the block of 21 and 22 Kms. 
was fixed at Rs. 9.00. The fares for subse-
quent distances were calculated by addina 
60 paise for every block of additional 2 Kms~ 
The decrease in fares ranged between 
Rs. 1.20 at 30 Kms. and Rs. 3.90 at 50 Kms. 

15th June, 1967 : 

5.52 With effect from 15th June, 1967 the Season 
Ticket fares were increased by 10% fdr distances 
upto 14 Km.s., subject to the condition that the revised 
season ticket farec; at no distance exceeded the season 
ticket fares in the Madras Suburban area as revised 
from 15th June, 1967. No change, however was 
made in the Student Season Ticket fares. ' 

1st April, 1968 : 

5.53 With effect from 1st April, 1968, I Class and 
III Class monthly season ticket fares were increased 
by Rs. 11 and 25 paise respectively. The increase was 
also effected in the case of season tickets issued to 
students. 

1st October, 1969 : 

5.54 As a result of a detailed study on the subJect 
by an Officer on Special Duty (Freight Structure), the 



basis of the charge for First Class Season Tickets was 
revised from 1st October, 1969 as under :-

Km.<~. Per Km. 
Rs. P. 

1-10 1.50 

+ 11-20 1.10 

+ 21-50 0.80 

+ over so 0.75 

The minium charge was Rs. 8/- per adult season ticket. 
Rs. 4/· per child season ticket. 

Tho following rounding off was introduced. 

Farell below Rs. 10/· To the nearest 50 Paise. 

Fares a hove Rs. 10/- To the nearest rupee. 

No change was made in the m class Season Ticket Fares. ---------·-----------
1st April, 1970 : . 

5.55 With effect from 1st April, 1970, the basis of 
charge for I class season tickets was further revised as 
under:-

Kms. I Class per Km. 
Rs. P. 

1-10 1.60 
Plus 11-20 L 10 
Plus 21-50 0.80· 
Plus over 50 0. 75 

The minimum ch?.rge W3S : Rs. 9.00 per adult season ticket. 
Rs. 4. SO per child season. ticket. 

The following rounding off rule was introduc:d: 

Fares below Rs. 10/- To the next higher 50 Paise. 

Fares above Rs. 10/- To the next higher rupee. 

5.56 A proposal for a revision in the ill class fare 
had been made i.:t the budget ; but it was later with
drawn after discussion in the Parliament. No change 
was therefore made in the III Class Season ticket fares. 
However, season tickets issued to students at conces
sional rates were now subjected to the · following 
minimum charges :-

1 Class-Rs. 4/- monthly, Rs. 10/- quarterly. 

Ill Class-Rs. 2/- monthly, Rs. Sf· quarterly. 

15th November, 1971 : 

5.57 With effect from 15th November, 1971, a 
passenger tax on I and Ill Oass Season ticket fares 
was levied as under :-

Rate of tax 

(i) Where value of the season ticket was less · 
than Re. I/· • . . . . . Nil 

(ii) Where the value of the season ticket was one · 
rupee or , .. ore . . . . . S~~ of the 

value. 

\Vhen the season ticket for travel by any class was for 

.33 

a journey bctwecn two places in respect of which the ,.. 
fare for a single journey ticket of the same class was 
less. than one rupee, no tax was payable. 

15th April, 1972 : 

5.58 With effect from 15th April, 1972, I and III· 
Oass season ticket fares were increased as under .-

Firs.t Class ill Class 

El<isting Fare 
(excluding tax) 

Increase Existing fare 
per Sea- (excludmgta.'() 

son 
Ticket 

Increase 
per sea· 

son 
ticket 

Rs.'P; 
t. Upto Rs. 10/- 1.00 1. UptoRs.S/~ 

Rs. P •.. 
0.25: 

z. More than. Rs. 10/
but upto Rs. 20/-

3. More tmn Rs. 20/
but uptu R:s. 30/-

4. More than Rs. 30/
but upto Rs. 40/-:-

S. More than Rs. 40/-

1. so z. More than R!!: 57-
but upto Rs...lO/· · 

2.00 3. More than Rs. lOj-
. but"uptoRs..lS/-

2.50 4. More than Rs.15/-

3.00-

/( S% Pa~senger T81t was levied in addition. 

1st April;.l973· :. 

0:50"· 

0.7S 

1.00 

5.59 With effect from 1st April, 1973, the season 
ticket fares were further increased as- under :-

· l Cll!ss Season ticket f::~res : · Increase pee· seasoa_ 
(excluding tax) ticket. 

Rs. P. 

Upto Rs. 10/- 1.00 

More than R'l. 10/· but upto Rs; 15/•· 1.50 .. Rs. 15/- . .. Rs. 20[- 2.ro 

" 
Rs. 20/- " Rs. 30/- 3.00 .. Rs. 30/- " Rs. 40/- 4.00 .. Rs. 40/- " 

· Rs. soi~ s.oo: .. R'l. SO/· .. Rs. 60/- 6.00. 

.. R&. 60/- .. Rs. 70/- 7.00 .. Rs. 70/•· .. Rs. 80j- 8.00 .. Rs. 80/~ ... 9.00 

Ill Class Season. Ticket Fares. 

The Third class monthly season tieket fares inclusive 
of the 5% passenger tax le.vied from. 15th November. 
1971 were increased by 50 paise per ticket where the 
fare was more than Rs~ 5. . . 

The 5% passenger tax levied from' 15th· November, 
1971 was withdrawn. from. lst April~. 1973 .for both 
classes. · · 

1st January, 1974 : 

5.60 With effect from 1st January, 1974~ an accident 
compensation surcharge as under was. levied on s~on 
ticket fares :- · · 

Monthly Season Ticket 

lli Class 

I Class 

Rate of extra charge 

25 paise. 

Rs. 1. SO paiSe. · 

<?n. quarterly season tickets,, the extra charge was three 
times that of on Monthly Season Tickets. 



1st April, 197 4 : 

5.61 With effect from 1st April, 1974, the ~omen
clature of the then Third class was changed to Second 
Oass'. Howe'Ver, no changes were made in the fares. 

15th September, 1974 : 

5.62 With effect from 15th September, 1974, tho 
First Class season ticket fares, including compensation 
surcharge of Rs. 1.50, were increased by 33.11.3%. The 
rounding-off was done to the next 50 paiSe. There 
was no change in the season ticket fares for II Class. 

Maximum Distance for Issue of Season Tickets 

5.63 With effect from 1st April, 1951; the issue of 
non-suburban S<;ason Tickets was restricted to only 
80 Kms. except in sections where this facility was 
already available . for longer distances. The · same 
position holds good today. A list of such sections, 
where non-suburban season tickets are available for 
distances beyond 80 Kms., is given in Annexure V-1. 

. 5.64 The. present monthly season ticket fares for 
F'rrst and Second class on non-suburban sections, the 
equivalent nnmber of single journeys for selected dis~ 
tances and other relevant information are given in 
Table Nos. V-5(a) and (b). 

TARlE No. V-5(a) 

FIRST CLASS-NON·SUBURBAN 

Km. Single M.S.T. No. of Fare Fare per; 
Journey Fare Single per Km. for, 
Fare Jour- Km. · M.S.T. 

neys for (:!ssum-
covered Single ing SO 
bv Journey single 
MST ticket journeys 
fare a month 

Fare per 
Km. for 
Q.S.T. 

• (assum-' 
ing ISO 
single 
journeys 
a quart 

Rs. P. Rs. P. (In Paise) (In PRise) 

s 
10 

JS 

20 

25 

30 

35 

5.50 

7.00 

7.00 

9.50 

9.50 

13.50 

13.50 

17.00 

28.00 

3~.00 

45.00 

52.00 

57.50 

64.00 

40 15.00 70.00 

45 15.00 75.50 

so 17.50 82.00 

60 20.00 94.00 

70 21.50 103.50 

. so 24.00 115.50 

3.1 

4.0 

S.4 

4.7 

5.5 

4.3 

4.7 

4.7 

S.3 

4.7 

4.7 

4.8 

4.8 

110.0 6.8 5.7 

70.0 5.6 4.7 

46.7 S.l 4.2 

47.5 4.5 3.8 

,38.0 4.2 3.S 

45.0 3.8 3.2 

38.6 3.7 3.0 

37.5 3.5 ?.9 

31.3 3.4 2.8 

3S.O 3.3 2.7 

33.3 3.1 2.6 

30.7 3.0 2.5 

30.0 2.9 2.4 
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TAiiLB Nu. V-S(b) 

SECOND CLASS-NON-SUBURBAN 

MKm. Single M.S.T. No. of Fare Fare per Fare per 
journey fare single per Km. for Km.for 
fare journey Km. M.S.T. Q.S.T. 

fares for (assum- (as~um· 
covered single ingSO ing 150 
by journey single single 
M.S.T. ticket journeys journeys 

a month a quarter. 

R!. P. Rs. P. In In In 
Paise Paise Pai'le 

s 0.30 3.90 13.0 6.0 1.7 1.3 
10 0.45 6.45 14.3 . 4.5 1.3 1.1 
15 0.55 8.60 15.6 3.7 1.1 1.0 
20 0.75 10.20 13.6 3.8 1.0 0.9 
25 0.90 11.9S 13.2 3.6 0.9 0.8 
30 1.30 13.1S 10.1 4.3 0.9 0.7 
3S 1.65 14.95 9.0 4.7 0.8 0.7 
40 1.80 16.90 9.4 4.5 0.8 0.7 
45 1.95 19.05 9.8 4.3 0.8 0.7 
so 2.25 20.3S 9.0 4.S 0.8 0.7 
60 2.75 23.60 8.6 4.6 0.8 0.7 
70 3.15 26.6S 8.5 4.5 0.8' 0.6 
80 3.45 29.80 8.6 4.3 0.7 0.6 

Concessional Season Tickets for Studems 

5.65 Extent of concession : At the time of Indepen
dence, on ·suburban sections, student MSTs were being 
issued by charging half the adult season ticket fare 
applicable to the general public for season tickets in 
Bombay and Madras, and 2/3rd the public rate in 
Calcutta. · On non-suburban sections, most of the 
Railways were giving this facility with 50% concession 
while Assam Railway, Bengal-Nagpur Railway and 
East Indian Railway were giving a concession of 33% 
(charging 2/3rd the public season ticket fare) . A few 
Railways like Oudh-Tirhut Railway did not extend 
this facility at all. No further concession was being 
given to students who were under 12 years of age 
except in case of Nizam State Railway which was 
charging 1/4th the public rate for students under 12. 

No change has been made in the extent of concession 
on student season tickets in any of the suburban areas, 
and the position today is the same as was prevalent in 
1947. Regarding non-suburban sections, from 1st 
April, 1954, 1he student season tickets were made 
chargeable at half the normal season ticket fare. Al~o. 
students under 12 years of age. were to be charge}l 
only 1/4th the normal season ticket fare. However. 
from 1st August, 1972, the extra concession to students 
under 12 years of age was discontinued. The position 
as it stands at present is that on non-suburban sections 
throughout Indian Railways students of recognised 
educational institutions are issued monthly season 
tickets at half the rates applicable to the general public. 

Age Limit : At the time of Independence, different 
upper age limits were in vogue for eligibility for students' 
concessional season ticket. For example, on South 
Indian and Bengal-N agpur Railways, the age limit 
was 24; in Mysore State Railway it was 21 ; in the 
G.I.P. and B.B. and C.l. Railways, it was 18 years. 
There was no age limit on the East Indian Railway and 
the Nizam State Railway. · 

In 1949, an upper age limit of 24 years was fixed 
for issue of student season tickets on both suburban 
and non-suburban sections throughout Indian Rail
ways. This age limit was raised to 25 years in 195 S. 



The position at present is that concessional season 
ti~.:kets to stuJ~nts can be availed by students of 
rccognis~o.-d edu~ational institutions upto the age of 
25 years except in the case of the following categories 
where no age limit is applicable :-

( 1) Lady students ; 

(2) Students of-

( a) Engineering ln<..titutes/Colleges. 
(b) Medical Colleges. 
(c) Law Colleges. 
(d) Dental Colleges. 
(c) Tata Institute of Social Sciences, Bombay. 
(f) Bombay Labour Institute (Government of 

Maharashtra) . 
(g) Vct~rinary Colleges. 

( 3) Articled Clerks attached to practising 
Chartered Accountant for obtaining practical 
education. 

Quarterly Seasoil Tickets 

5.66 At the tiwe of Independence, Quarterly Season 
Tickets at 21 limes the Monthly Season Tickets wei~ 
being issued on most of the Railways. When the 
position was assessed by lhe Railway Board in 1956, 
it was noticed that this facility existed on all the rail
ways except Eastern, Northern, North Eastern 
(Muzaffarpur and Lucknow regions) and South Eastern 
Railways. The issue of Quarterly Season Tickets was 
made uniform on all Indian Railways at 2! times the 
Monthly Scaso11 Ticket rate from 1st April, 1956. 
The same position continues at present. 

SOME SPECIAL FEATllRES .· 
5.67 The history of the passenger ticket fares in 

some of its aspects as narrated in the earlier pages 
brin(Ts out a few ooints which are of significance from 
the point of vi.:\v of the c?Cami?ation w~ ~re making 
of the fare structure and rates m the lntenm Report. 
Some features to which attention may be specialty 
drawn are as follows :-

5.68 (i) A number of increases in single journey , 
fares have taken place from time to time, probably 
according to revenue requirements, with some attention 
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to socio-economic objectives, and Parliamentary and 
public opinion. Changes have been made in classt.s 
of accommodation from time to time with a view to 
reducing the number of classes. However, starting 
from five classes of accommodation in 1948, viz., Air
conditioned, First class, Second class, Inter class and: 
Third class, we today have four classes, viz., A.C. I 
class, First class, AC Chair Car, and Second class. 
If is true that not all classes of accommodation· are 
available on all the· trains. The· AC Chair Car is 
confined to· a few trains. On the other hand, w~ have 
AC (two-tier) sleepers on some trains, the fare for 
them being equal to the First class fare. One cannot 
therefore say that the position regarding class~s of 
accommodation is very different now as compared to 
what it was in 1948 with one exception. Second class 
(what used to be called Third class earlier) accommo
dation at present. in some trains is much better, with 
better facilities such as cushioned seats and berths, . 
sleeping accommodation, and other amenitie5 as com
pared to the position · in · 1948. We shall ' deal with 
these developments and their implications in the Final · 
Report. 

5.69 The changes in fares made from time to time, 
almost from year. to year, show· no clear pattern. 
However, two trends appear somewhat clearly in the 
changes made. Firstly, while in 1948, the fares for 
each class of accommodation increased in proportion 
to the distance travelled by a passenger, tapering 
according. to uistance was introduced in 1955, and 
this tapering has become a permanent and important 
feature of passenger fares. Secondly, while passenger 
fares have Increased, the increase has not been uniform 
for different classes and at different distances. This 
is partly the result of varying degrees of tapering, and 
partly the result of increases in fares made from time 
to time, which varied from class to class. Not onlv 
is there a specially low fare table maintained for SecondJ 
class (Ordinary) accommodation up. to the, first 
50 kilometres-and these fares . have been exempted 
from some of the increases that have been effected 
from time to time-but the other increases have also. 
many times been of a progressive character in that the 
net result is that the fare increases have been larger 
for the higher classes of accommodation. Table No. 
V-6 brings out this point clearly. 

TABLB No. V-6 

--·-- -· ···-·-·----···· 
---··~--------

Distance in Kms. 

50 
100 
200 
500 

1000 
1500 
~000 
3000 
4000 
5000 
-----·-

S/49 RB/78-6 

COMPARISON OF BASIC FARES FOR DIFFERENT CLASSES 
1948 AND 1978 

-------------- -·- -
FARE IN 1978 - ----·--------·-· 

--~- --~-- ----------. - -----~----- -- ····--·--SECOND CLASS AIR FIRST ClASS AIR 
CONDmONED CONDITIONED Ordinary Maii/Exp. ·cHAIR-CAR CLASS 

Fare Index Fare Index Fare Index Fare Index Fare Index 
. ------ --------- ---- ----·----. ----------------Rs. P. Rs. P. Rs. P. Rs. P. Rs. P. 

2.25 100 3.25 144 11.00 488 17.50 777 36.00 1600 4.05 100 5.65• 139 17.00 419 28.00 691 53.00 1309 7.75 100 10.25 132 24.50 316 43.00 555 76.00 981 
16.75 100 22.50 134 48.00 287 88.00 525 160.00 955 
29.00 100 40.45 139 78.50 271 153.50 529 300.00 1034 
39.55 100 55.25 139 105.50 267 215.00 544 452.00 1143 49.80 100 68.15 137 128.00 257 265.50 533 563.00 1131 
70.20 100 93.00 132 171.00 243 357.50 509 728.00 1037. 
90.60 100 116.40 128 210.50 232 445.50 491 893.00 965 

111.00 100 138.60 124 250.00 225 533.00 480 1058.00 953 -- ----------- -- ------------- -···--· 
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FARE BASIS IN 1948 
"---- ------

aass 

ill (Ordinary) 
ill (Mail/EXpress) 
Inter (Ordinary) • 
Inter (Mail/EXPress) 
Second •. 
First • 
Air-conditioned 

----"- ----------------

." 

Fare Basis 
(Pies per mile) 

4 
5 
7i 
9 
16 
30 
36 

Index 

100 
125 
188 
225 
400 
750 
900 ------------------,"-" _______ " ______ _ 

5.70 (ii) As- regards suburban season ticket fares, to between seven and fourteen r.ingle journeys-varying 
a degree of uniformity has been brought about in the according to distances-and the Second class season 
three suburban sections of Bombay, Calcutta and ticket holder bt:tween eight and sixteen single journeys, 
Madras, in that only two classes of accommodation are at present he pays at a fare equivalent to between 
now provided, viz., First and Second classes, and the three and five single journeys in the case of the First 
differences in tha Second class season ticket fares class and betwe~n six to thirteen single journeys in th~ 
among the three areas, which were considerable at the case of the Second class monthly season ticket. The 
time of Independence, have been narrowed down. The effective fare paid per kilometre by a season ticket 
Frrst class season ticket fares are the same for all the holder is therefore very much lower than that paid by 
three suburban areas. There is also uniformity regard- an ordinary card ticket holder. The difference in the 
ing the basis of the charges for quarterly season tickets, fare per kilometre is as high as ten to fifteen times as 
which are at the rate of 2! times the monthly season between a card ticket holder and a season ticket holder, 
ticket fares, and also regarding the concession given a passenger holding a quarterly season ticket obtaining 
to students which is at the rate of 50%. (As a result a still larger concession as compared to a person hold-
of an increase effected in 1967 not being imposed on ing a monthly season ticket. 
students' season fares, the effective ·concession is a 
little higher) . 5.72 (iii) A comparison between the non-suburban 

season ticket fares in 1948 as compared to 1978 shows 
5.71 The main. change which is noticeable in the a similar disparity except that the difference becomes 

suburban season ticket fares in these thirty years is more striking in view of the fact that in 1948 the 
that, while the single journey fares at various distances basis of season ticket fares for all classes in non-subur-
and, in the case of the Second class, at di&tances ban sections was 24 single journey Mail fares. In 
beyond 50 kilometres have significantly increased, the 1978, a Second class season ticket holder pays for a 
increases in season ticket fares have not kept pace monthly season ticket a fare equal to that for eight 
with these increases. The result is that the effective to fifteen single journeys, and a First class season 
concession granted to season ticket holders has increased ticket holder pays a fare equal to between three and 
considerably as compared to the position as it existed five single journeys. The difference between the fare 
iii 1950 for the then Seco'nd class (present First class) per kilometre as between card ticket holders and season 
and in 1953 for the then Third class (present Second ticket holder is similarly very large, varying between 
class). The comparative position is brought out in ·five to nine or ten times dependin~ on the class and 
Statement V-2. Thus, for a monthly season ticket, also whether the season ticket holder buys a monthly 
while the First class ticket holder paid a fare equivalent ticket or a quarterly ticket. 

STATEMENT V-1 . 
A STATEMENT SHOWING COMPARATIVE SINGLE JOURNEY FARES FOR SELECTED DISTANCES IN 

. 1951 AND 1978 ---
1 2 3 4 5 ---------

Distance in Existing Old llnd %increase Existing 
Kms. IOass class fares in col. llndclass 

fares as on as on 2 over col. 3 fares Mail/ 
1-11-1978 1-4-1951 Exp. as on 

1-11-1978 

Rs. P. Rs. P. Rs. P. 
5 5.50 0.26 2115 0.65 

10 7.00 0.52 1346 0.90 
15 7.00 0.78 897 1.05 
20 9.50 1.04 913 1.45 
30 13.50 1.56 865 2.30 
40 15.00 2.08 721 2.75 
50 17.50 2.60 673 3.25 
80 24.00 4.15 577 4.70 

100 28.00 5.20 538 5.65 
200 43.00 _,.. ~ 10.40 413 10.25 
500 88.00 , .....,.. 26.00 388 22.50 

1000 153.50 52.00 295 40.45 
2000 265.50 104.00 255 68.15 
3000 357.50 156.00 229 93.00 

6 7 

Old lllrd %increase 
class fares incol. 5 
(Maii/Exp.) overcol 6 
as on 
1-4-1951 

Rs. P. 
0.10 650 
0.20 450 
0.29 362 
0.39 372 
0.59 390 
0.78 353 
0.98 332 
1.56 301 
1.95 290 
3.90 263 
9.75 231 

19.50- 207 
39.00 175 
58.50 159 

8 

Existing 
lind class 
ordinary 
fares as on 
1-11-1978 

Rs. P. 
0.30 
0.40 
0.50 
0.65 
1.25 
1.65 
2.00 
3.45 
4.05 
7.75 

16.75 
29.00 
49.80 
70.20 

9 

Oldillrd 
clsss 
(ordinary) 
fares as on 
1-4-1951 

Rs. P. 
0.08 
0.16 
0.2-J 
0.33 
0.49 
0.65 
0.81 
1.30 
1.63 
3.25 
8.13 

16.25 
32 . .'10 
43.75 

10 

~~increase 
in col. 8 
over col. 9 

375 
250 
208 
197 
255 
2.54 
2-t7 
265 
243 
23~ 
206 
173 
15J 
1~ 



Miles (Kms.) 

5 (8) 
10 (16) 
15 (24) 
20 (32) 
25 (40) 
30 (48) 
40 (64) 
so (80) 
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STATEMENT V-2(a) 

COMPARATIVE STATEMENT OF CONCESSION IN MST FARES 
FIRST CLASS SUBURBAN 

1951 

MSTFare Equivalent number MST Fare 
of single journeys 

Rs. A. P. Rs. P. 
6-12-0 18.5 23.50 

11- 7-0 15.7 38.00 
14- 10-0 13.4 46.00 
17- 7-0 12.0 56.00 
20- 4-0 11.1 64.00 
23- 1-0 10.5 73.00 
28-11-0 9.8 86.00 
34- S-0 9.4 . 99.50 

1978 

Equivalent number 
of single journeys 

4.3 
4.8 
4.8 
4.2 
4.3 
4.6 
4.3 
4.2 

-----. . .. ----------------------
NoTE : The present First Class was known as Second Class in 1951. Hence MST fares shown above for 1951 were those which were appli

cable to the then Second Class. 

1953 

STATEMENT V-2(b) 

SECOND CLASS SUBURBAN 

BOMBAY 

1978 

CALCUTTA 

1953 1978 
----- ---------------------------------------

Miles(Kms) 

s (8) 
10 (16) 
15 (24) 
20 (32) 
25 (40) 
30 (48) 
35 (56) 
40 (64) 
so (80) 

Miles (Kms.) 

5 (S) 

10 (16) 
15 (24) 
:!0 (32) 
25 (40) 

30 (48) 
35 (56) 

MSTFare 

Rs. A. P. 

3--4-0 
S-8-0 

6-13-0 
8-0-0 
9-2-0 

10-5-0 
11-8-0 

12-11-0 
15-0-0 

No. of MST Fare No. of MST Fare 
single 
journeys 
covered by 
MSTfarc 

single 
journeys 
covered by 
MSTfare 

Rs. P. Rs. A.P. 

' 24.6 4.65 13.3 3-1-0 
21.0 7.75 12.9 S--4-0 
17.4 9.75 12.2 7-3-0 
15.3 11.80 8.4 9-2-0 
14.0 14.30 8.7 10-8-0 
13.0 16.25 9.0 11-14-0 
12.6 11.SS 6.5 13--4-0 
12.1 18.85 6.4 14-10-0 
u.s 21.40 6.2 17-6-0 

MADRAS 

1953 

MSTFare No. of single jour-
neys covered by 
MSTFare 

Rs. A. P. 

3- 9-0 27.3 
s- 13-0 22.2 
7- 9-0 19.3 
9...:. S-0 17.8 

11- 1-0 16.9 
12- 13-0 16.4 
14- 9-0 15.9 

No. of MST Fare No. of 
single 
journeys 
covered by 
MSTfare 

single 
journeys 
covered by 
MSTfarc 

Rs. P. 

23.4 4.65 13.3 
20.1 7.75 12.9 
18.4 9,75 I 12.2 
17.6 11.80 8.4 
16.1 . 14.30 : 8.7 
15.2 16.25 9.0 
14.5 18.25 6.8 
14.0 19.95 6.8 
13.3 22.95 6.7 

1978 

MSTFare No. of single jour-
neys covered by 
MSTFare 

Rs. P. 

4.65 13.3 
7.75 12.9 
9.75 - 12.2 

12.35 8..8 
14.30 8.7. 
16.25 9.0 
18.25 6.8 --·-----

No~~ The present Second Cla~s was known as Third ci~s~ in 1953. Hence, 1953 MST fares shown above were those which were applica• 
ble to the then Third Class. 



CHAPTER Vl 
EMERGING METROPOLITAN TRANSPORT SITUATIO~ 

6.01 Even though it is generally assumed that rail
ways arc more suited for long distance rather than 
short distance transport, it is well-known that the pro
vision of suitable facilities for mass transit in large 
urban conglomerations is far more effectively done 
through railway systems--either above ground or 
undenrround-than through other means oi transport 
whichc usually ·operate as complementary !O the railway 
systems. 

6.02 With the grO\yth of urbanisation in India, a 
demand for subw·ban railway facilities arose, and such 
facilities began to be provided by the Railways in 
Calcutta, Bombay and Madras even before the Second 
World War. The two railway systems located ·in 
Bombay, viz., the GIP (now called· Central) and the 
BBCI (now ca1led Western) Railway~, organised 
suburban electric trains from 1925 and 1928 respec
tively. Similar iacilities were provided in Madras from 
1931. In the Calcutta area, while suburban train 
services were provided by the railway systems working 
there, these were run with conventional stock and 
steam traction. It was only in 1957 that electric 
multiple units began to be run on the suburban sections 
in Calcutta. 

6.03 Urbanisation obtained a further impetus in the 
period of the Second World War and even a greater ' 
impetus in the period since Independence. Urban 
population as a proportion of the total population 
increased from 17% in 1951 to 18% in 1961 and to 
almost 20% in 1971 ; and this increasing proportion 
was . out of a total population which grew from 
361 millions in 1951 to 548 millions in 1971. More
over, just as th~r~ was a degree of unevenness in the 
growth of industrialisation , in different regions of the 
country, there was also. an unevenness in the growth 
of urbanisation. Thus, the urban population consti
tuted a much larger proportion of the total in States 
like Maharashtra, West Bengal, Gujarat and Tamil 
N adu as compared to other States. A further 
peculiarity of the growth of urbanisation in India has 
been that the largest urban conglomarations have grown 
much faster as compared to other urban areas. Large 
population centres have grown very fast as compared 
to others. To mention a few examples, the Greater 
Bombay area has had a population growth of 40% 
between 1951 and 1961 and almost 44% between 
1961 and 1971. Some other areas which have under
gone marked increase in ·the same period have had 
decennial rates of growth as follows :-

1951-61 1961-71 

(percent increase) 
Abq1edabad 37 . 38 
Anansol. 78 43 
Bangalore 48 43 
Bhopal • 118 76 
Calcutta 25 22 

----
Dclh~ 64 S.J 

Dhanbad 173 116 

Indore . 27 45 

Jaipur 39 52 

Kanpur 37 31 
Madras. 22 43 
Pune 24 43 
Surat 29 64 

Trivandrum 28 71 

ValfOdara (Baroda) 43 57 
Vijayawada . 43 47 
Vishkapatnam 6S 71 

6.04 Moreover, the growth of some of these areas 
as centres of industry, trade, education and adminis
tration has resu!ted in a consideraole growth of 
commuter traffic to anJ from these urban centres, and 
there has been an increasing demand on the railway 
system to provide facilities for carrying such commuter 
traffic at suitable hours. The growth in the number of 
commuters; as well as the number of persons who hold 
season tickets in the suburban as well as non-suburban 
sections which we would refer to later, provide some 
idea of the increasing demand which the Railways are 
called upon to meet for carrying such traffic. Till! 
demand outside the cities where proper commuter 
suburban services have already been provided might 
have been even greater if the railway system and 
facilities could have been developed to meet the 
inc~easing traffic requirements. A prominent example 
of such a situation is De·Ihi. The railways have been 
hard put to meet this d~mand. In-suilici~nt line capa
city and rolling stock have been the main constraints1 
but in some cases terminal facilities have also been the 
limiting factor. 

~s 

6.05 In the terminology used in the railwavs 
'suburban' traffic includes only the passengC'r traffic In 
and around the metropolitan areas of Bombay, Calcutt.l 
~d Madras. Some. idea of the present position regard
Ing commuter services provided by the railways in 
these areas can be had from the- statistics tTiven in 
Sta_tement YI-1 at the end of this chapter. The Jocal 
trams run m and around certain other lartte cities, a~ 
for exampl'e Delhi, to carry the commuters to and from 
the nearby satellite towns are treated as non-submban. 
Sep~rate statistics of such local services are not readjJv 
avai~able. All the suburban tratlk in Bombay area i~-; 
earned by electric multiple unit trains but a small 
proportion of traffic in Calcutta (about 6 t;O ) , and in 
Madras (~bout 20%) is carried by Joco-haulcd trains. 
The. ~ata m Statement VI-1 indicate how. ev~n in the 
traditional suburban service areas of Bomb:tv. l\bdras 
and Calcutta, the availability of railwav facilities h 1s 

fallen short of the increasing traffic. Thus. in t!1c 
Bombay area, while the p:-~sseng:~'r kill)mdr(·s on 1111.' 



·suburban section show more than a three-fold increase 
between 1960-ol and 1976-77, the vehicle kilometres 
show only about a 100% increase, though the carrying 
capacity has probably increased somewhat more as a 
result of the use of wider coaches. In the Calcutta 
area, the passeng::r kilometres on the EMU trains show 
an eight-fold increase while the EMU vehiclo! kilometres 
:;how a less than seven-fold increase. It has been stated 
that in Bombay, during the peak period, a nine-car 
electric multiple unit train, with a marked carrying 
capacity of 1750, actually carries over 3500 passengers. 
The result is extreme discomfort for the commuters 
and a number of accidents as a result of travelling on 
foot-boards. T!l~ situation on. the Southern Railway 
appears to be (e!;s unsatisfactory. Thus the facilitic3 
for commuter sc.-viccs for Bombay, Calcutta and 
Madras seem to be inadequate and there is also room 
for improvement in the· existing services. 

Importance of sanctioning additional schemes 

6.06 We are aware that the Railway Board arc 
conscious of the situation and are taking stcP.s to 
augment the capacity besides improving the exi~ting 
services. The following paragraphs give an idea of 
the schemes investigated to increase the capacity im 
the long term (Paras 6.16-6.20) and short term 
(Paras 6.21 to 6.41) as advised to us by the zonal 
railways. Most of the latter, that is schemes with• 
relatively short gestation periods, have already been 
sanctioned and are in progress. Some more such 
schem~s are apparently, however, still under 
consideration. 

6.07 It is outside the scope of .our investigation to 
comment on the need or desirability of any particular 
scheme. In any case we are in no position to judg~ 
whether any of the suggested schemes is possible and 
desirable, wh~ther it can be• undertaken and completed 
in the period of two to three years and, in case of 
necessity of choice, which should be preferred over 
others. However, we should like to emphasise the 
need for early improvement in the suburban services 
in Bombay, Calcutta and Madras, in the context of 
our proposals for substantial increase in the commuter 
fares and to point out that the zonal railways concern
ed ap~ar to thi:1k that execution of the short-term 
schemes mentioned earlier would give considerable 
relief to thdr commuters. 

6.08 Increase in the suburban fares directly increas~s 
the co5t of living for those who use the railways to 
get to their place of work. In view of this, and human 
nature being wh3t it is, users expect immediate valu~ 
for money. Th~re is. therefore, some opinion that 
at least large in.:rcasc in fares should be made only at 
the same time as services arc improved. We cannot 
however delay adiustment in fares tin the s~rvices 1re 
actually improv~d as these services are already incurring 
huge losses. The immediate increase in fares suggested 
by us i'i rca!Jy in the nature of 'catrhing up' with tl1e 
infbtiL)ll in the past when the fares were not increased 
in line ''it h the rice in costs. The proposed in ere a~ 
will therefore re:-t1ly onlv reco\'C'f the grNmd lost in the 
earlier years wh~.:n fares were artificially held down 
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against the trend in costs. However, we do think that 
urgent steps should be taken to improve the services 
as early as possible so as to improve the railways~ 
image. 

6.09 The improvements in the cash flow resulting 
from the implementation of the recommendations made 
by us in this interim report should make it possible for 
the Planning Commission and the Ministry of Finance 
to give the railways adequat.e funds to undertake 
schemes of the type and magnitude of the ::.hort-term 
schemes mentioned earlier. It would be ideal if the 
funds required for such schemes are provided to the 
railways outside their plan, so that they can execute 
the schemes without having to give up, or curtail th~ 
scope of, any other. scheme required for i.mproveme!lt 
of rail transport whtch are already a part of the Ratl
way Plan. It may be mentioned here that the amounts 
required for construction of underground railways are 
already treated as outside the Railway Plan although 
the work is carried out by the railways. What is 
required is an extension of this principle to the improve
ment of the existing suburban services. Moreover, 
improvement in the profitability of the suburban 
services may even make it possible to make available 
much larger investment funds for their growth if 
necessary by resorting to borrowing from sources lik<~ 
the World Bank. 

Planning for Commuter Transport in Metropolitan 
Areas 

6.10 Taking into account the increasing growth of 
metropolitan areas and their transport requirements, 
a number of studies were undertaken by the Railways 
as well as other concerned public authorities to 
examine how best to meet the growing needs of 
commuters. Later, this work was specially looked 
after by the Planning Commission which constituted 
Metropolitan Transport Teams to report on the 
prospects ·for meeting the developing transport 
requirements of Bombay, Calcutta, Madras and Delhi. 
Subsequently, special Teams for such studies were 
set up by the Ministry of Railways which finally took 
the form of Metropolitan Transport Projects (MTP~ 
at Bombay, Calcutta, Madras and Delhi for the 
planning and 1.-!Xecution of projects for these areas. 
The question whether the projecto; for mass transit 
would be organised under special Mass Transit 
Authorities,. or in some other way, has remained 
undecided. The Railways have been handling the 
actual work, but this is treated as outside the 
Railway budget and Railway finance. While it was 
initially thought that considerable addition to transport 
facilities will be made through these projects and a 
provision of Rs. 200 crores was made in the Draft 
Fifth Five Year Pian for tile MTPS, this allocation was 
reduced to Rs. 50 crores when the Plan 'was finalised 
in 1976. For the Sixth Five Year Pian, the Ministry 
of Railways had asked for an outlay of Rs. 348 crores 
for the MTPs, but the Planning Commission has 11pto 
now decided to allot only Rs. 125 crores for these 
Projects. Some information about the existing 
situation and future proposals for each of the major 
areas is given in the following paragraphs. 



6.11 Existing Situation 

Bombay 
At present commuter traffic in Bombay and its 

suburbs is served by the under-mentioned five 
suburban railway corridors of the Western and Central 
Railways:-

Western Railway 
(i) A pair of lines from Borivli to Churchgate 

designated as Local lines. 
(ii) A pair of lines between Virar and Church

gate . designated as Through lines. 

Central Railway 
(iii) A pair of lines between Bombay VT and 

Kalyan designated as Local line. 
(iv) A pair of lines bc:;tween Bombay VT and 

Kalyan designated as Through lines 
(Suburban sections extend upto Kasara on 
the North-east ghat section· and upto Karjat 
on South-east ghat sectipn). 

( v) A pair of Jines known as Harbour Branch 
between Bombay VT and Chembur with a 
chord line from Raoli Junction to Bandra 
and a single line from Chembur to 
Mankhurd. 

Calcutta 
6.12 Most of the suburban traffic in Calcutta area 

is c!lrried on the Eastern Railway on the followihg 
Sections: 

Name of the Section 

Sealdah-Bagula (Electrified upto Ranaghat) 
Ranaghat-Krishnager City (Electrified) 
Ranaghat-Bongaon (non-electrified) 
Bongaon-Barasat Jn. (Electrified) . 
Barasat-Hasanabad (non-electrified) 
Barasat-Dum Dum (Electrified) 
Dum Dum-Dankuni (Electrified) . 
Kalinarayanpur-Shantipur (Electrified) 
Sealdah-Diamond Harbour (Electrified) . 
Ballygunje-Budge Budge (Electrified) 
Sonar pur-Canning (Electrified) 
Baruipur-Lakshrnikantpur (Electrified) 
Howrah-Katwa (Electrified upto Bandel) 
Bandel-Burdwan (Electrified). 
Burdwan-Bally (Electrified) . 

Distance 
in Kms. 

93 
26 
34 
54 
52 
16 
15 
16 
60 
20 
29 
37 

144 
55 
86 

Tarakeshwar-Sheoraphuli (Electrified) 35 
Bandel-Naihati (Electrified) . 9 

On the South Eastern Railway the suburban section 
extends from Howrah to Balichak, a distance of 
92 kms. 

6.13 Unlike the suburban systems of the Central 
and Western Railways which go right upto the Central 
Business iDistrict of Bombay, the Railway systems in 
Calcutta terminate at Howrah on the one side and 
Sealdah on the other, both of which lie on the 
periphery of the Central llusiness District In view 
of this, the distancr:s within the city area have to b~ 
cov.:rcd by the commutl!rs by other modes of transport 
or on foot. 
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Madras 

6.14 The suburban traffic on the Southern Railway 
is carried on the-following sections :-

1. Madras Central to Trivellore • -BG 42Kms. 

2. Madras Beach to Tambaram and 
Chengalpattu. • -MG 60Kms. 

3. Madras Beach-Royapw·am to 
Gummidipundi . . -BG -47 Kms. 

The Madras Beach to Tambaram section carries 
the bulk of the~commut~r traffic. This section is 
electrified and the trains are run with EMU stock. 
Conventional stock is used on other sections. 

Delhi 

6.15 Railway services catering to the requirements 
of commuters coming to Delhi are treated as non
suburban services and they are operated with 
conventional stock. However, a large number of 
commuters come to Delhi not only by shuttle services 
provided for their use but also by many other inter
city trains including long distance trains. The sections 
which carry such commuter traffic are : 

1. Meerut-Ghaziabad-DelhifNew Delhi. 
2. Sonipat-DelhifNew Delhi. 
3. Palwai-B.:tllabgarh-Faridabad-New Delhi/ 

Delhi. 
4. Rohtak-DelhifNew Delhi. 
5. Rewari-Gurgaon-Delhi (MG). 

In addition to the above, a Parikrama Rail Service 
was introduced in 1975 on the Ring Railway starting 
from Nizam-ud-din, covering Safdarjang-Patel Nagar
Dayabasti-New Delhi, and back to Nizam-ud-din, the 
total distance covered being 36 Kms. There are four 
pairs of trains operating on this service. 

Proposals and Studies for the Future 

Bombay 

6.16 The following two project reports have been 
submitted by the MTP (Railways), Bombay :-

(a) 6th Corridor 

This envisages additional lines from Raoli Junction 
to Fort Market (10.2 Kms.), Bandra to Goregaon 
(12.24 Kms.), and Kurla to Bhandup (11.72 Kms.). 
Th~ cost of the project at 1974 price level was 
estimated at about Rs. 160 crores and the construction 
period is estimated to be about five years. 

(b) 7th Corridor 

The proposed 7th Corridor compris.;s the 
following:-

(i) Kolaba to Bandra (underground) 
(ii) Bandra to Kurla {elevated) 

(iii) A spur to Air Port {elevated) 

17.38 Kms. 
4.90 Kms. 
4.11 Kms. 

This corridor was estimlteJ to ~ ... ·~t about R~. 45U 
crorcs at the 1974 price kvcl and the p.?rk)ll of 
construction at about 12 years. 



Apart from these additional corridors, Central and 
Western Railways have worked out 'Optimisation 
Schemes' for their existing suburban systems. Thrt>e 
phases of the Central Railway's Optimisation Schemes 
envisaging 5, 4 and 3 minutes services are estimated 
to cost (including rolling stock) about Rs. 28, 50 and 
76 crores respectively. According to the Western 
Railway, the two phases of their Optimisation Scheine 
are likely to cost Rs. 37 and 50 crores respectively. 
First phases of these optimisation schemes are already 
under execution both on the Central and Western 
Railways. (See also paras 6.24 to 6.28). 

Calcutta 

6.17 The MTP (Railways), Calcutta, has submitted 
proposals for providing a Rapid Transit System in 
Calcutta in the following phases : 

(I) Phase I Dum Dum to Tollygunge 16:4 Kms. 

(ii) Phase II Extension of Dum Dum- 8.1 J<;ms. 
Tolly~unge 

(iii) Phase Ill Salt Lake City to Ramrajtala 17.1 Kms. 

Phase I has been sanctioned at an estimated cost of 
about Rs. 250 crores and the work is in progress. It 
is doubtful whether Phase I can be completed within 
the next five years. 

Madras 

6.18 The following three projects for Madras have 
been mentioned in the draft Sixth five Year Plan of 
the Railway- ·· 

(i) Optimisation of Metre Gauge Sub-

Estimated Cost 
(Apprx.) 

urban system Rs. 12 crores. 

(ii) Optimisation of Board Guage Sub-
urban system . Rs. 84 crores. 

(iii) Rapid Transit System Line along the 
North-South Eastern Corridor . Rs. 155 crores. 

Delhi ··: 

6.19 Initial reports of MTP (Railways), Delhi, 
submitted in 1975, envisaged a Mass Rapid Transit 
System (MRTS) costing about Rs. 870 crores i!l 
five phases to he complete in 25 years. It cor.sistt:d 
of 97 Kms. of surface corridors and 36 Kms. of two 
underground transversals intersecting each other at the 
Central Secretariat. This scheme was very ambitious 
and, in view of the growing problems of commuter 
traffic in Delhi, the Ministry of Works and Housing 
set up a Working Group in 1976 in consultation with 
the Planning Commission to prepare a short term 
package programme for developing integrated road 
and rail commuter services. In pursu-ance of the 
recommendations of this Group, the MTP(R), Delhi 
has prepart>d project reports for electrified commuter 
~ervices as follows :-
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(Figures in Crores of Rs.) 

(i) Delhi Urban Area 

(ii) Delhi/New Delhi-Sonipat 
Section • 

(iii) Delhi/New Delhi-Ghazaiabad 
Section . 

(iv) New Delhi-Ballabhgarb Section 

Cost of 
project 
(including 
Rolling 
stock}. 

22.65 

18.67 

22.07 

13.00 

76.39 

Cost of 
Rolling 
stock. 

--
7.37 

5.79 

5.26 

5.00 

23.42 

6.20 The above information will indicate that th~ 
projects s~udied a_nd worked out hav~ been . such as 
involve heavy capttal costs, long gestatiOn penods and 
a number of operational difficulties. The result has 
been tliat, even though thinking about this development 
began iif the early ~ixties, ~ttl~ progress h~s been 
achieved up-to-now m sanct10nmg and carrymg out 
the suggested projects. 

Early improvement in Suburban Services 

6.21 As has been indicated above, there i~ 
intolerable overcrowding in the suburb~n services at 
Bombay, Calcutta and Madras. So rar as Delhi is 
concerned, the Ra1lways have not developed EMU 
services here like in other metropolitan areas and the 
commutt:rs are seriously over-crowding not Clnly . the 
meagre shuttle services but also other long distance 
trains. Frequent complaints are made by rail users 
in all such areas, ventilating their hardships either 
individually or through Passenger Associations. The 
utilisation of suburban services has already reached a 
saturation level and any further pressure on them is 
likely to cause serious repercussions. Improvement 
in services in the near future will be all the more 
necessary in view of the rationalisation of suburban 
fares envisaged by the Committee. 

6.22 The Committee had, therefore, in its question
naire to the General Managers of various Zonal 
Railways asked them to indicate as to what 
inplifs are required to improve train services to. 
commuters in metropolitan areas as also in and 
around big towns Where suburban like situations are 
developing. The Committee also held dlscussicins in 
this connection withtne General Managers of Eastern, 
South Easter;t. Central. Western and Southern Railways 
and also with the Chief Administrative Officers of 
MTP/Del~i anc!, B_ombav and G.M./MTP, Calcutta 
and Chief Engmcer/MTP, Madras. A brief 
desc!ipti<?n of the requirements of improving suburban 
services m the near future based on this information 
is given below :-

Bombay 

Metropolitan Transport Project (Railways) Bombay 

6.23 As the prospects for availability of funds for 
the execution of. the 6th Corridor (Cost Rs. 160 
crores at 1974 pnce level) appeared bleak, the Chief 



Administrative Officer, MTP (Railways) /Bombay has 
submitted a smaflcr scheme costing about Rs. 25 
crores to the Railway Board and this is un?cr 
consiJcration. This scheme includes the followmg 
works which will ultimately fit in the 6th corridor 
plan-

Estimated 
cost in 
Crores of 

Rs. 

(a) An additional pair of lines between Bandra 
and Andheri · · . . . . . . 17. 57 

(b) A rail flyover at Raoli Junction . 4. 30 

(c) Certain ancillary facilities on the Harbour 
Branch of the Central Railway to increase its 
capacity to 16 trains per hour 3. 37 

6.24 A rail flyover at Bandra is already under 
construction as a part of the 6th Corridor. The MTP 
has calculated that, with the implementation of the 
above scheme, it will be possible to run additional 
trains per hour during peak periods as follows :-

(a) Between Andheri and Bombay 

(b) Between Bandra and Bombay VT . 

(c) Between Mankhurd and Bombay VT 

8 

2 

2 

It has been estimated by the MTP tha: these works 
could be carried out in a period of four years subject 
to the availability of funds. 

Central Railway 

6.25 The Central Railway has suggested the 
following schemes to be taken up and completed 
urgently to relieve overcrowding. 

6.26 Completion of the first phase of Central ' 
Railway's Optimisation Scheme referred to earlier, for 
providing a 5 minute service during the peak hour
this phase has already been sanctioned by the 
Ministry of Railways. Works pertaining to this phase 
are in hand ~lnd funds totalling Rs. 4. 70 crores have 
been made available to the Railway upto 1978-79 
out of a total requirem~nt of Rs. 10.20 crores for this 
phase. The Railway has sugg;ested that funds to the 
extent of Rs. 5".50 crores to complete this phase 
should be made available during 1979-80. When 
works for tfiis phase arc completed (in about two 
years) and additional EMU stock for this phase is 
available, the Railway would be able to increase the 
peak hour trains from the present level of 72 trains 
ln the morning peak and 81 trains in the evening peak 
to 102 trains in each of the peak periods. 

6.27 The Central Railway has emphasised that one 
of the pre-requisites for bringing 102 trains into 
Bombay VT station in the morning is the provision 
of double discharge platforms and some other 
improvements at VT suburbar. station to avoid. 
cone:estion at that station and on the adjoining road$. 
This work has been approved by the Ministry of 
Railways at a cost of Rs. 3.56 crores, but the 
Railway is not able to execute it under the intense 
traffic conditions obtaining at VT. This work can 
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be taken in hand only by shifting some of th~ local 
trains to VT main line platform3 during th..: p\.'r:oJ 
of construction. The Railway has, therefore, i·ltcr
linked this work with their schl:mc for providing a 
new terminal for long distJnco! passenger tr:.~in-> at 
Carnac Bridge Goods Depot by shifting the freight 
traffic of thi~ dc:pot to BPT Ra1lway. 1 his 
arrangement has apparently already been agreed upon 

, by all concerned. The cost of the first phase works 
at Carnac Bridge comprising minimum facilities 
necessary for undertaking the work of double discharge 
platforms at VT may be i11 the region of Rs. 5 crores. 

6.28 The doubling of track between Chcmbur and 
Mankhurd at an estimated cost of Rs. 52 lakhs has 
already been sanctioned but the Railway is not able 
to execute this scheme due to encroachments on railway 
land by hutment dwellers. The Ra;lway is pursuing 
this with the State Government and the Bombay 
Municipal Corporation so as to get the encroachments 
removed without further delay. Once the double 
track is available between Chembur and Ma!tkhurd 
it will be possible to extend to Mankhurd some trains 
at present terminating at Chembur. 

6.29 It will be seen that the requirement of funds 
for schemes iilclicated in the preceding paragraphs 
adds upto Rs. 14.58 crores as under:-

Balance of works of first phase Optimisation 
Scheme ' 

Double discharge Platforms at VT 

Rs. in Crores 

5.50 

3.56 

Minimum facilities necessary at Carnac Bridge 
to start the work shown above. 5.00 

Doubling of track between Chembur and 
Mankhurd 0.52 

TOTAL 14.58 

The Central Railway have calculated that the 
holdiiig oiEMU rakes for providing 5 minute service 
after completion of the :;tbove works will have to be 
increased to 85 as against 71 rakes at present. 

Western Railway 

6.30 The Western Railwav has indicated that the 
first phase of their optimisation scheme (already 
referred to) of suburban services so as to p-roYide a 
headway of about four minutes on each of the two 
Corridors into Churchgate is in hand. This scheme 
envisages the running of 87 trains during the pe:~k 
period against the present 80. Most of the civil 
engineering works in connection with this !'chcm~ 
have been completed and the remaining (!'i~n~llin~ 
~nd electrical) works can also t-e cornpktl."d t-y 193 I 
If funds are made available as fo1lows :-

1979-80 

1980-81 
R>. 6 .:r<>rc'. 

Rs. 9 cwres. 

R3.)5 cr0res. 



The above amounts include ~- 14.5 lakhs in foreign 
exchange for signalling works. 

Calcutta Area 

Eastern Railway 

6.31 The followj,n_g works for improving suburban 
services have already been approved and some are in 
progress.· 

(i) Provision of 3rd line bet\\<een 
Dankuni &. Chandanpur 
urdtr Phase l. (It will be 
extended upto Shaktigarh 
und·~r Phase ll) . : 

(ii) Additional facilities at Burd 
v.an Yard 

(ii1) Rasulpur--Provision of up 
& On. Loops 

(iv) Provision of tokenless block 
workin~t between Sheora
phuli and Tarakeshwar 

(v) 5cldah-Raising of platform 
No. 8 (ext~:nded rortion) 
and si!Plalling facilities for 
all movements of P.F. No.8 

(vi) Budge Budge--Extension 
of platform and line . 

(1•/i) Diamond Harbour-Exten
sion of Dock of platform and 
addl. platform to deal with 
3 coach rakes 

( 1·iii) Kalyani township-Provi-
siol1 of rail link between 
Kalyani and Kaiyani town
ship . 

TOTAl. 

~E,itin~ated 
obtm 
!akhs ofRs. 

506.27 

45.26 

2Y.01 

15.01 

1.62 

4.25 

Tentative -
target date 
01 
completion. 

31-3-1981 

31-3-1981 

31-12-1981 

31-12-19&1 

31-12-1978 

30-6-1979 

2.98 30-6-1979 

.·• 
76.00 31-12-1978 

680.04 

The following works are also stated by the ~ailway 
to be necessary to improve the suburban services and 
are therefore bdng planned : 

Estimated 
cost in 
Lakhs ofRs. 

(i) Doubting of Dum Dum Jn.-
Oarac;at 777 

(ii) Opening of crossing statio_ns 
at Bagrapara, AgradWJp, 
IJehuta, Bhandertikur;, Bd
arbat Mathurapur Ror.d, 
DhapDhapi&Bahirlhand. 177 

Iii•) Provision of 3 ad~itional 
rlatform and extens.on of 
platform No. 1 at Howrah 100 

TotAL 1054 

6.32 At present eight car, six car and fou! car 
EMU rakes are being worked on the _Eastern Railway. 
It has been suggested by the Ra1lw~y that early 
improvement in the suburban services could. be 
achieved by augmenting t~1e ~~ad of rake_s. to eight , 
cars each. With the avatlab1llty of reqUI~Ite EMU 
stock, 12 car rakes could be subsequently mtroduced 
S/49 RB/78-7 
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to clear peak hour traffic provide<! that the necessary 
facilities ~y way of extension of platforms etc. ar~: 
provided where necessary. 

6.33 To deal with the 1978-79 level of traffic with 
nine car rakes, the Railway has estimated. its 
requirements at 952 EMU coaches (328 MC plus 
624 TC) against its present holding of ,794 coaches 
(292 MC plus 592 TC). So it is claimed to be. 
already short of 158 EMU coaches. For running 
12 car rakes, the Railway has estimated its additional 
requirements at 740 EMU coaches (191 MC plus 
549 TC). Lengths of platforms would have to be 
extended at 142 stations at a cost of about Rs. 250 
lakhs. Besides this, expansion of car sheds and 
provision of stabling-cum-maintenance facilities would 
have to be made, the cost of which has not been 
worked out by the R~ilway so far. No strengthening 
of overhead equipment will be necessary but the 
transformer capacity will have to be enhanced at some 
points. It· has been advocated by the Railway that 
as the augmentation of rakes to eight or nine cars 
each can be implemented within a reasonably short 
period, it should be done on priority·. Introduction 
of 12 car rakes can follow later. 

Circular Railway for Calcutta 

6.34 The Government of West Bengal has been 
suggesting to the Ministry of Railways that a circular 
rai!way should be provided around Calcutta. Though 
the Ministry of Railways has clarified that, after a 
lot of study and consultations with the Soviet 
Consultants, the construction of an underground 
railway from Dum Dum to Tollygunge passing through 
the Central Business District was sanctioned and 
taken up for constn1ction and it was, therefore, 
desirable to concentrate on completing this sanctioned 
project so that it could be opened for public use as 
soo~ as possible, the Government o~ West Bengal 
col!-tmues to support the case for a crrcular railway. 
It 1s argued by the State Government that the circular 
railway is all the more necessary during the construc
tion period of the underground railway. The stand 
of the Ministry of Railways is, however, that the 
already sanctioned MTP project for the Calcutta Tube 
Railway must be progressed as fast as possible and 
that, if other p_rojects like the Cir~ular Railwty are 
taken up at this stage, they are likely to result in 
diversion of available funds from the MTP project 
thereby resulting in retardation of its progress. It is 
thus apparently the resource constraint which stands 
In the way of this project being taken up. 

South Eastern Railway 

6.35 The quantum of suburban traffic on the South 
Eastern Railway is comparatively smaUer. The 
foUowing measures are stated to· be necessary to 
augment suburban services on the South Eastern 
Railway: 

(a) Additional Terminal facility at Howrah. 

(b) Additional EMU stock. 
(c) A new car shed at Panskura or Macheda. 



South Eastern Railway is planning to increase the 
load per rake to nine coaches as against eight at 
present by adding one trailer to each rake. We ~ave 
received no estimate of the additional funds required 
for this purpose, except that the new car shed may 
cost about Rs. 4 crores. 

Southern Raz1way 
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6.36 The Southern Railway bas stated in the 
discussions with the Committee that the following 
works are required to meet the commuter requirements 
of Madras for _a period of five years or so. 

(i) · Optimisation of metre gauge system between 
Madras Beach and Tambaram to be ta!.:en up in two 
stages, the first stage from Madras Beach to Guindy 
by 1981 at a cost of Rs. 9.25 crores increasing the 
train density during the peak hour to 12 from the 
present ten and the total number of services from 
the present 256 to 316 per day to_ cater to a total 
of 5.26 lakh commuter trips by 1981 as against 
3.17 lakbs in 1975-76. 

(ii) On the broad gauge system, suburban locals 
which are run between Madras Central/Madras Beach 
and Trivellore on the south west line and Madras 
Central/Madras Beach and Gummidipundi on the 
north east line with conventional coaches and are 
hauled by steam locos/diesel shunters, are able to 
cater for only 90,000 commuter trips (1977-78). · 
With the proposed electrification of these lines by 
September, 1979, and introduction of EMU trains 
( 42 four-car Units by 1980), the situation wo1!Id 
improve considerably. Thour..h the electrification is 
a sanctioned work, certain additional works are 
necessary to cater to the running of the suburban 
trains to cater to the traffic projections for 1981 as 
under:- · -

(a) proVIsion of a third line between 
Villivakkam and Trivellore costing Rs. 19.7 
crores; 

(b) to bring EMU suburban trains into Madras 
Beach station to provide easy interchange 
between Broad Gauge . and Metre Gauge, 
the existing metre gauge line between 
Madras Beach and Royapuram will have to 
be converted i~to a mixed gauge including 
electrification-and remodelling of Royapuram 
yard at a cost of Rs. 49 lakhs; · 

(c) provision of a third line between Korukkupet 
· and Ennore at a cost of Rs. 15.8 crores; 

(d) with the electrification of the suburban 
sections on the broad guage, the present 
terminal facilities at Madras Central have to 
be enlamed to deal with the E~IU suburban 
traffic. ·For this purpose, a new suburban 
terminal is being planned on the west of 
Buckingham Canal in the Moore Market 
area. Land acquisition to t!te extent of 
Rs. 2. 7 crores has already been approved 
hy the Railway Board and terminal 
facilitk., at a cost of Rs. 1.4 crores are 

approved for inclusion in the Final Works 
Programme of 1979-80. This will facilitate 
isolation of the suburban EMU traffic from 
the main line trains which will be dealt wilh 
in the existing Madras Central terminal. 
The acquisition is already in progress and 
it is expected that these works will be 
completed in stages in two years' time. 

6.37 These proposals are likely to cost Rs. 45.24 
crores including cost of rolling stock as under : 

(Rs. in lakhs) 
·---Cost of Cost of Total 

Civil, Rolling 
Signall- stock 
ing & 
General 
Electrical 
works 

Optimisation of M.G. system 
from Madras Beach to 
Gunidy . 515 350 925 

Provision of third line between 
Villivakkam and Trivellore 960 )010 1970 

Provision of third line between 
Korukkupet and Ennore 440 ll40 1580 

Conversion of Metre Gauge 
into mixed gauge between 
Madras Beach and Roya-
puram and remodelling of 
Royapuram yard 49 49 

2024 2500 4524 

Delhi Area 

6.38 The growth of the Delhi Urban Area has been 
much faster than that of other cities. Its population 
has increased from about seven Iakbs in 1941 to over 
50 lakbs at present. However, no proper intra urban 
mass rapid transport system has been developed for 
the Delhi Area so far. The bus services are grossly 
inadequate. Large number of commuters come from 
nearby towns and villages to work in Delhi by an in
adequate number of buses and trains. Although a few 
shuttle train services have been provided for these 
commuters, they also use practicaiiy all the long dis
tan.ce t:ains ha':ing convenient timings, thus causing 
senous mconvemcnce to long distance passengers. Not 
only this, extra halts have also bad to be provided on 
a number of long distance trains for the benefit of 
such commuters. Prevision of a proper Rapid Transit 
system for the Delhi Area is thus said to be Ian~ 
overdue and action in this respect has to be taken 
urgently. 

6.39 As it will be difficult at present to muster 
resources _for the _original and ambitious project d 
Mass Rapid Transit system now probably costing over 
a th9usand cror~s of rupees, th~ ~ffP (Railway~). 
Delhi, has s~bmttt~ the followmg projects to the 
Government mvolvmg comparatively modest outfly.;;, 

(i) Electrified Rail Commuter Services (Surface) ,·.., 
Delhi Urban Area. · 

6.40 This will cover the present circular route wiL'-1 
ex_tension t? Shakurbasti and Tughlakab:td. A t~n 
mmute service could be provided during pe!!k p.:rilxl-.; 



either with six-car or nine--car EMU rakes ( AC). The 
cost of the project is estimated at Rs. 22.65 crores 
with six-car rakes. 

( ii) Electrified Rail Commuter Services between 
Delhi/New Delhi and ring towns. 

6.41 Th.! development of ring towns to relieve popu
lation pressure on Delhi has not had much success so 
far due to the absence of propcr rapid transit facilities. 
The working group set up by the Ministry of Works 
and Housing in consultation with the Planning Com
mission recommended the provisioi). of electrified rail 
commuter services on the sections given below. M"(P 
(Railways) has estimated the costs of these projects 
as follows:-

(i) New Delhi/Delhi-Ghaziabad 
(ii) New Delhi/Delhi-Sonipat 

I 

(iii) New Delhi-Faridabad
Ballabhgarh . 

Requirements of EMU stock 

Length in Estimated 
Km. cost 

41 

43 

36 

including 
Rolling 
stock in 
crores of Rs. 

·~2.07 

18.67 

13.00 

6.42 It may be mentioned that an important 
constraint in improving the suburban services is 
inadequacy of EMU stock. For early improvement 
of these services, it will be necessary to go in for pro
curement of additional EMU stock on priority basis. 
The requiremenB of such stock as have been roughly 
assessed by thl! v.uious railways soncerned as brought 
out during discussions with the Committee are given 
below:-
6.43 1500 Volts De EMU stock (Broad Gauge) 

Motor Trailer Total 
Coaches Coaches 

--- -----·-- -·------
Central Railway 

Western Railway 

TOTAL 

99 

26 

125 
- --·----- -------

198 

65 

263 

297 

91 

388 

The Railway Board submitted a. proposal for procure
ment of 404 DC EMU coaches for the 6th Plan. 
However, as against this, only 342 coaches have been 
approvt.:d by the Planning Commission of which 114 
are motor and 228 trailer coaches. Orders for 239 
DC EMU coa;;hes (81 motor and 158) trailer have 
already been placed on Messrs. Jessops. The ~upply 
is to be completed by March, 1982. 52 elcctnc sets 
for these units including traction motors and other 
ancillaries are to be supplieJ by the BHEL and 29 sets 
arc b,·in" imported through global tenders. Keeping 
in view the rcquirc.:ments given by the Railways, pro
vision of more additional DC EMU stock would appear 
to be necessary. 

6.44 25 KV AC EMU stock (Broad Gauge) 

AC EMU sto.::k (BG) is at present being used 'in 
Calcutta area on the Eastern and South Eastern Rail
ways. The Eastern Railway have during discussion 

with the Committee indicated that 158 additional 
coaches are required early to improve the existing 
services. If, however, the Eastern Railway's proposal 
to introduce 12 car rakes for reducing overcrowding 
is to be rmplemeuted then their additional requirements 
would be 740 coaches of which 191 would be motor 
and 549 trailer coaches. · 

' Tne South Eastern Railway would also be requiring 
additional coaches to improve their services but they 
have not indicated to the Colllillittee their actual 
additional requirements. , 

On the Southern Railway 42-four car units of EMU 
coaches would be required by 1980 in connection with 
electrification of BG suburban sections. It was under
stood during the discussions with the Southern Railway• 
that sanction has already been accorded for 42-four 
car units and arrangements are being made for procuring 
the same by 1980. · 

If suburban services with EMU stock . are to be 
introduced in Delhi area and the ring towns~ then 
11-six car and 15-nine car rakes will be required for 
running these services as indicated by the· MTP /Delhi. 

6.45 It is understood that for the 6th Plan oniy 
448 AC EMU (BG) coaches including 160 motor 
and 288 trailcr coaches have been approved by the 
Planning Commission. It would ap~ar from the 
requirements given by the Railways as indicated above, 
that this provision may not be adequate. . 

6.46 AC coaches are being manufactured at the 
Integral Coach Factory, Madras, and the average 
capacity is 120 coaches per year. Probably, this could 
be increased by adjusting other programmes. If there 
are difficulties in increasing the production and if there 
are any constraints in indigenous procurement· of 
components such as traction motors from the BHEL, 
then imports may be necessary to meet the immediate 
additional requirements. · 

25 KV A .C. EMU stock-Metre Gauge 

6.4 7 Metre Gauge EMU stock is being used on the 
Metre Gauge suburban section of the Southern Railway 
between Madras Beach and · Tambaram. From the 
discussions which the Committee had with the Southern 
Railway it would appear that the position with regard 
to metre gauge EMU stock, both in regard to replace
ment of the existing stock as well as additional require
ments in connection with the optimisation proposals, 
is somewhat difficult. The Southern Railway, at 
present has 43 EMU four-car units i:o.anufactured in 
1966-67 by I.C.F., but provided with ele'Ctric traction 
motors, transformers, switchgear and other electrical 
equipment of Nichimen, imported from Japan. From 
1970 onwards, attempts have been made to manu
facture metre gauge motor coaches by procuring 
traction motors and other equipment from Nichimen. 
Due to tight foreign exchange position at that time, 
this was not possible and hence there is a backlog of 
motor coach requirements. Additional mctre gauge 
EMUs sanctioned since 1971-72 in the Annual Rolling 
Stock Programmes have not been procured. The 
main difficulty has been with regard to the manufacture 
of traction motors and other electrical equipment. In 
view of the small quantities required for metre gauge, 
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there has not 'b.;en sufficknt response from the variou:; 
indigenous production units and manufacturers. To 
relieve the overcrowding on the metre gauge suburban 
section, it is considered necessary by the Railways that 
the 14 four-car units already sanctioned are procured 
urgently, if necessary, by. resorting to import of tho! 
equipments. There will be the same problem in the 
case of the 18 additic'mal metre gauge EMU four-car 
units contemplated during the Sixth Plan period 
including the. reqnirements for optimisation in the 
first stage. lt is understood that in the Sixth Plan, 
only 20 four-car units have been approved by the 
Planning Commission. · 

Requirement of Funds 

6.48 To summarise the requirements of funds 
(exclusive of cost of EMU stock requ!fed) for works 
to be carried out for early improvement of suburban 
services as indi:ated by the Railways and the MTPs 
during the discussions with the Committee are as 
follows :-· :} 

M.T.P., Bombay . Rs. 25 crores 
Central Railway . • Rs. 15 crores 
Western Railway . Rs. 15 crores 
Eastern Railway Rs. 17 crores 
South Eastern Railway Rs. 4 crores 
Southern Railway . · Rs. 21 crores 

ToTAL Rs. 97 crores 

In addition to the above, if the proposals submitted by 
the MTP, Delhi, for introducing EMU services in 
Delhi area ang the ring towns are accepted, then 
additional Rs. 53 crores would be required for the 
same. 

6.49 Besides, funds will be required for providing 
additional EMU stock to the extent necessary as indi
cated earlier. Also the railways concerned will have 
to develop proper holding and maintenance facilities 
for the additional EMU stock on priority basis. 

Development of facilities on "Non-suburban" sectio•ts 

. 6.50 As mentioned earlier, the demands for 
commuter train facilities are increasingly developing 
in a number of other areas. Some idea about where 
such demands are increasing is provided by the data 
about increase in urbanisation, especially the growth 
in the population of some major cities and also by the 
data about the gJ uwth in the issue of non-suburban 
season tickets which are found -to be concentrated in 
large numbers of particular sections. The section 
which appears to have the largest number of such 
tickets is that between Bombay and Pune. Some other 
clustcrs where an increasing number of such tickets 
are being issued are as follows :-

1. Ahmedabad-Surat-Baroda-Anand-N avsan. 
2. Ajmer and surroundings. 
3. Amritsar-Jullundur-Ludhiana. 
4. Delhi and surroundings. 
5. Hyderabad-Secunderabad. 
6. Indore and surroundings. 

7. Kanpur-Lucknow. 
8. Madurai acd surroundings. 
9. Ernakulam. 

6.51 To cater to the increasing traffic of commuters 
between Pune and Lonavla, already one EMU rake 
has been provided. To cater to the needs of th2 large 
number of commuters between Pune and Bombay, 
facilities are provided by reserving 1 t coaches of the 
Second class and one coach of th.: First class in the 
Deccan Queen which runs at §uitable timings between 
Pune and Bombay. In addition, there is the recently 
introduced double-decker all second class Sinhagad 
Express which goes from Pune to Bombay at timings 
suitable for offic.::-goers in the morning. The return 
timing of this train is however not suitable for office
goers. Between Bombay and Surat, there is a similar 
train with suitable timings, viz. the Flying Rance. In 
the Cal'cutta area, there are trains such as the Coalfield 
Express, the Black Diamond Express, the Asansoi
Howrah Express, the Ispat Express, and the Rourkel~ 
Express, which .:ater to the increasing number of 
commuters coming from medium distances on the non
suburban sections in this region. Sirnil~ly 16 pairs 
of daily shuttle trains . are being run to cater to the 
needs of commuters coming to Delhi from nearby 
towns. In the Secunderabad and Hyderabad area, 
24 pairs of daily local trains are worked on the metr~ 
gauge sections between Medchal and Secunderabad and 
rJmda Nagar and Secunderabad for the use of com
muters. Three oairs of shuttle trains cater to th:! 
needs of the commuters between Kanpur and Lucknow 
on the Broad Gauge section. There are two pairs uf 
similar trains on the metre gauge section between these 
two places. Shuttle services are similarly running 
between Madurai and Dindigul, Virudhunagar and 
Manmadurai and between Ernakulam and Kottayam, 
Alwaye and Cochin. Increasing demand for similar 
facilities is growing in other areas and sections. 

6.52 The demand for commuter train facilities h. 
to some extent, related to the very low season ticket 
fares which have prevailed for a long period. This is 
actually resulting in diversion of short distance traffic 
to the railways which can be more economically cater~d 
to by bus transport. To the extent that some rationali
sation of fares will distribute traffic as between these 
two modes of transport on a more economical basi.>. 
this should be welcome. However, where the nu1nlx:r 
of commuters wanting to reach a central business area 
is large, rail servic..:!--either through El\fUs or throucll 
diesel multiple units- may provide far better facilities. 
It is necessary that areas where such facilitks need t0 
be _P~ovi?ed are located early and steps taken in 
anticipatiOn to cater to such growing needs. The bck 
of such anticipation and pre-plannin(Y is alreadv resultin'! 
in the insistance on the use of long distance· trains bv 
comnn~ters_ who also demand halts at suitable points. 
and th~s disturbs. the punctuality and requirements uf 
long distance trams. If the halts are denied or th~ 
commuters are not permitted to travd bv these train~. 
this leads to public dissatisfaction and diilicult Jaw and 
order problems. with potential difficulties f~~r the 
security of r~ilway property and personnd. h i:O> 

therefore obvious that programmes for rc\-iewini! such 
requirements and planning for them in a,:hance nc.:d 
to be taken in h:md urgently and works for m.~tin; 



such requirements sanctioned and taken up in good 
time. A major difficulty in doing this upto now has 
been the comparatively poor financial situation of the 
Railways due t..> which it has not been possible to 
think of bold programmes of this kind in anticipation 
of demand and requirements. This further indicates 
the importance ;)f bringing about some rationalisation 
of the fare structure, especially regarding season tickets, 
both to ensure a more rational allocation of passengers 
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between road and rail, and also to make such railway · 
projects financially viable. Unless the fare structure 
is rationalised, not only would it be difficult for Rail.: 
ways to demand necessary funds from the General 
Exchequer for the development of such projects, but 
it may even be s:1id that further development of 
services-without rationalisation of fares-wo11ld 
increase the lossc:; that are already being sustained on 
such services. 

STATEMENT NO. Vl-1 

GROWTH OF SUDURBAN TRAFFIC AND TRAFFIC FACILITIES 

(Electric Multiple Unit Trains) 

·--- ---- ---·-
Particulars 1960-61 1965-66 1970-71 ___ .. ___ 

~ ... -----· ---- -----------
I. 1 Population 

(In '000) 
Bombay 
Index No. 
(1960-61 =100) 
Calcutta 
Index No. 
(1960-61 =100) . 
Madras 

: 
Index No. 
(1960-61 = 100) . 
JL Number of Passengers carried 
Central Railway 
Western Railway 
TOTAL BoMBAY . 
Index No. 
(1960-61 =100) 
Eastern Railway 
S.E. Railway 
TOTAL CALCUTT A 
Index No. 
(1960-61=100) . ,. 
Southern Railway 
TOTAL-Madras 
Index No. 
(1960-61=100) . 
III. Passenger Krus. 
Central Railway 
Western Railway 
TOTAL BoMBAY . 
Index No. 
(1960-61 =100) 
Eastern Railway 
S.E. Railway 
TOTAL CALCUTTA 
Index No. 
(1960-61=100) . 
Southern Railway 
TOTAL--MADRAS 
Index No. 
(1960-61 =100) . 
IV. Vehicle Kms. 
Central Railway 
Western Railway 
ToTAL BoMBAY . 
Index No. 
(1960-61 =100) . 
Eastern Railway 
S.E. Railway 
TOTAL CALCUTT A 
Index No. 
(1960-61=100) . 
Southern Railway 
ToTAL-MADRAS 
Index No. 
(1960-61=100) . 

*1951 cencus figure relating to urban agglomeration only. 
(ri' 1961 census figure rdating to urban agglomeration only. ,. 
·£Relate to midyear annual extimate for 1978. 

4152* 

100 
5737* 

100 
1729* 

100 

221.81. 
236.15' 
457.96 

100 
54.79 

54.79 

100 

45.80 

100 

3048.58 
3370.48 
6419.06 

too 
1251.13 

1251.13 

100 

484.34 

100 

80.30 
70.69 

150.99 

100 
28.56 

28.56 

100 

17.95 

100 

5971@ 

144 
7031@ 

123 
2469@ 

143 

369.26 482.98 
356.32 432.64 
725.58 915.62 

158 200 
69.60 152.80 

25.39 
69.60 '178.19 

127 325 

61.87 79.42 

135. 173 

5345.64 8252.24 
4830.22 6871.14 

10175.86 15123.38 . 

159 236 
1660.03 3408.21 

670.34 
1660.03 4078.55 

133 326 

710.08 1045.21 

147 216 

126.96 123.33 
88.66 97.02 

215.62 220.35 

143 146 
28.47 91.81 

25.63 
28.47 117.44 

99.7 411 

21.16 33.35 

118 186 

&Pa~>engcr> travelling over two or more Railways are considered as having made two or more journeys. 

(Figures in million) 
----

1975-76 1976-77 
-----

7867£ 

189 
8191£ 

143 
3236£ 

187 

651.18& 687.00& 
584.98& 651.57& 
1236.16& 1338.57& 

270 292 
305.50& 347.82& 
53.34& 62.27& 

358.84& 410.09& 

655 748 

108.19& 121.90& 

236 266 

11644.59 12902.50 
9787.38 10979.77 

21431.97 23882.27 

334 372 
7393.32 8410.61 
1328.44 1630.93 
8721.76 10041.54 

697 803 

1533.08 1724.10 

317 356 

155.48 164.98 
119.32 136.09 
274.80 301.07 

182 199 
162.78 161.22 
33.04 35.53 

195.82 196.75 

'686 689 

36.10 37.54 

201 209 



CHAPTER VII 

PASSENGER PROFILE-AN INTERil\l '\1EW 

7.01 As indicated earlier, the Committee found 
that the only data about the Socio-economic conditions 
and preferences of the railway passenger available 
with the Rail\\'ays was based on an survey 
commissioned on suburban passengers (see para 
below). Data about numbers travelling by different 
classes etc., are available but no information about 
the profile of passengers travelling on different sections 
and on different types of trains, in different classes, 
their problems etc. is available. The Committee 
considered it necessary to fill up this gap through 
specially organized surveys. As it was decided to 
concentrate attention on certain types · of passenger 
fares in the Interim Report, certain passencrer sur\'eys 
were organised in August and Septembe;_ 1978 fol" 
the purpose of obtaining data about the season ticket 
holder both on suburban and non-suburban sections 
and the card ticket liolacr on the suburban sections. 
A m~re detailed report on these surveys will·be 
submitted separately. For the purpose of this Report 
only some salient features of the survey and th~ 
immediately available conclusions arising therefrom 
are included _in this chapter. It is possible that in 
some cases the statistical trends highlighted by our 
survey may not be in full conformity with those shown 
by the statistics published by the Railways, as the 
latter are based on a much wider coverage and as 
pr~sently available, relate to earlier years. How~ver, 
this aspect has been kept in view by us while arriving 
at conclusions and making our recommendation.c;. 

Profile of the Season Ticket holder 
7.02 The Railways had got a survey made of the 

Suburban commuters with the cooperation of the 
Indian Institute of Management, Ahmedabad in 
1975-76. The Committee studied the report of this 
survey which was assigned to them with a view to 
answering the following questions : , 

"(i) ~ich categories of persons/companies 
enJOY ,the benefits of low rated freight traffic 
and suburban services ? 

(ii) What is the qua!ltum of the benefits enjoyed 
by them? 

(iii) To what extent do these subsidized rates 
contribute to the economic benefits of th~ 
country·? 

(iv) Is the present subsidy desirable 1 

(v) Can the ~ulfilment of this social obligation 
be shured by some other agency ? 

(vi) Can such intangibl:! social benefits from 
low rated suburban season tickets as relief 
from air pollution, housing, and milk distri
bution problem be evaluated ?"' 
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For the purpose of developing a socio-economic 
profile of the season ticket holders commuting in 
suburban trains, the Institute conducted a survey in 
1975 in Bombay, Calcutta and Madras. The 
results of the survey were made available in the form 
of a report to the Government submitted in 1976. 
We have examined the results of this survey and 
have made such use of it as we found appropriate. 

7.03 In view of the. fact that the Committee decided 
to deal with the whole question of season ticket fares 
in this Interim Report, and not merely that of season 
ticket fares in the suburban areas, it was decided that 
our survey should bring within its SBope all season 
ticket holders, suburban as well as non-suburban. It 
was also necessary to have an all-India covera(Te for 
this purpose so as to ensure that the picture em~rging 
from the survey should be such as would enable the 
Committee to draw conclusions and make recommen
dations for the country as a whole. It was also 
thought that the sample should be so drawn as to 
be as r~presentative · of the entire survey population 
as possible. The method of sampling was worked 
out in consultation with the Central Statistical 
Organisation. 

7.04 Da~a were initially collect~d about the issue 
of season t~ckets as compared to the total number of 
passengers. m the suburoan and non-suburban sections 
of the Railways. The figures for the last 10 years 
are given in Table No. VII-1. 

TABLE No. vu-1 

NUMBER OF SEASON TICKET HOLDERS IN 
RELATION TO TOTAL TRAFFIC 

A. Suburban 

---------- ·----
I. Total Passengers originating* 

Bombay. • • • 

Calcutta 

Madras. 

TOTAL • 

II. Passenger.f origi11ating* 
St'ason Ticket Holders 

·Bombay. 

Calcutla 

Madias . 

TOTAL • 

1968-69 

720 
qoo) 

27S 
(100) 

8::! 
{100) 

1077 
(100) 

5~5 
(I WI 

liu 
(I (\H 

5-J 
{100) 

755 
(10:11 

(Figures in millions) 

1976-77 

1217 
(169) 

43S 
(158) 

150 
(1&3) 

ISO~ 
(167) 

914 
OJ~! 

.ot).o 

(17.:) 

Jno1 

(19t>) 

u::J 
(175) 

1977-78 
(Provisio-

nal) 

IJ~~ 
(194) 

451 
(16-j.) 

ISS 
(189) 

19~8 
(179) 

8"1'9 
(1~3) 

Jlo 
(I SOl 

I0S 
(::~10) 

Ull 
\187) 



· ill. Season ticket holders as 
% of Toral Suburban 
Originating Panengers 

-----------
(A. II as percentage 
of A.l.) 

----------------
1968-69 1976-77 1977-78 

----------·--·- ------------·---

Bombay. 72.9 75.1 74.7 

Calcutta 64.0 69.7 70.1 

Madras. 65.8 70.7 69.7 

TOTAL • 70.1 73.4 73.2 

B. Non-Suburban 
1968-69 1976-77 1977-78 

I. Total Passengers originat-
1575 ing 1129 1498 

(100) (133) (140) 

ll. Passengers originating on 
Season Tickets 125 365 380 

(100) (292) (304) 

III. B. II as %of B.I. 11.1 24.2 24.1 

NoTE: Figures in brackets give index with 1968-69=100. 

SouRCE : Supplements to Indian Railways Annual Report 
on Accounts, Stati,tical Statements. 

These data show that the proportion of season 
ticket holders among the railway passengers as a 
whole has been increasing both in the suburban and 
the non-suburban areas. 1be recent increase in the 
non-suburban areas is specially .• marked, indicating 
that a new pattern of commuting'is developing. Th!s 
fact supported the approach that the survey should 
also bring within its scope the growing population of 
non-suburban season tickt!t holders. 

7.05 Data obtained from different Railways about 
the issue of season tickets in July 1977 and January 
1978 showed that, in all, there were 355 suburban 
stations and about 3,150 non-suburban stations from 
where season tickets were being issued. Thus, season 
tickets were being issued from practically half the 
total number of railway stations in the country. I!: 
was, however, found that the number of stations from 
where the issue of non-suburban season tickets was 
substantial, i.e., more than 150 per month, was only 
656. The remaining stations issued a much smaller 
number of season tickets. In working out the sample 
design, these characteristics of the different stations 
were taken into account. It was decided that the 
o;;urvcy would cover all suburban stations, i.e., all 
stations in the Bombay, Calcutta and Madras areas 
s:rvcd by the suburban trains. /dl the stations on 
non-suburhan sections where the issue of season tickets 
exceeded 150 per mon~h were also covered. From 
the remaininj! stations numbering 2,494 a random 
sample of I ,299 was chosen. The coverage of the 
stations is indicated by Table No. VII-2. 

•Each monthly se1~on tickd is equ:!tcd to 50 single journeys. ' 

TABLE vu-2 

NUMBER OF STATIONS COVERED BY THE SURVEY 

- ---··---· -----
Railway Suburban 

Central 52 

Eastern 200 

Northern 

North Eastern 

Northeast Frontier 

Southern so 

South Central 

South Eastern 25 

Western 28 

ToTAL .355 

Non-Suburban 

Where 
issue of 
season 
tickets 
was less 
than or 
equal to 
150 per 
month. 

82 

123 

245 

105 

47 

232 

121 

54 

290 

1299 

Where 
issue of 
season . 
tickets 
was· 
more than 
150 per 
month 

64 

58 

162 

30 

3 

118 

68 

13 

140 

656 

To tar 

198 

381 

407 

135 

50 

400 

189 

92 

458 

2310 

7.06 In selecting the sample it was decided that on 
each day when the Survey was to be conducted, one 
person out of five purchasing season tickets on . non
suburban stations, and one out of ten on suburban 
stations, should be interviewed. The Survey was 
conducted in the month of August 1978 and three 
dates were randomly chosen for the conduct of the 
Survey, making sure that one of the days falls within 
the first ten days of the month, another in the second 
ten days and the third in the third ten days. The 
survey was conducted through a questionnaire which 
was to be filled in by investigators through in~erview
ing the selected season ticket holders. A copy of 
the form used for the Survey will be found in 
Annexure VII-1. The investigating staff were selected 
from among railway employees made available by 
different Zonal Railways. These staff were given 
special written instructions about the purposes and 
methodology for conducting the Survey. The 
Committee's own staff also visited different zones to 
educate the investigating staff and also to keep watch 
on the progress of the survey. The forms were 
processed by the Committee':; office and the analysis 
conducted with the help of the Computer Centre of 
the Northern Railway. 

7.07, The results of the Survey are given in the 
various Statements (Nos. VII-1 to 9) which are 
included at the end of this chapter. Some of the 



salient features which are indicated by the Survey 
and which are important from the point of view of 
the Terms of Reference of the Committee are explained 
hereafter. 

The Suburban Season Ticket holder 

7.08 It was observed (See Statement Vli-1A) that 
of the total number df season ticket holders only about 
7% held first class season tickets, the remainder 
holding secopd class season tickets. Of .the first . cl~ss 
season ticket holders, an overwhelmmg maJOrlty 
(93%) was accounted (or in the Bombay area, the 
number of suc1i ticket holders in Calcutta and Madras 
being negligible. In the Calcutta area at least, this 
may be due to the fact that, as the Committee observed, 
there was llardly any difference in the facilities available 
to the first class passenger as compared to one in the 
second class, the cushions etc. in most cases having 
been removed. It was also understood that preventing 
passengers not holding first c1ass tickets from tr~velli~g 
in first class cannot always be ensured especmlly m 
the Calcutta area. This may account for the fact 
that only a small number of persons buy first c1ass 
season tickets in that area. The small proportion of 
first class season ticket-holders in the Madras area is 
likely to ~ related more to the general economic 
conditions in Madras and also to the fact that there 
is less overcrowding in the suburban train sections in 
Madras as compared to Bombay a'nd Calcutta. 

7.09 Of the total population of suburban season 
ticket-holders, the overwhelming proportion comes 
from persons engaged in Industrial and Commercial 
Establishments, workers in such establishments 
constituting 28% of the second class season ticket
holders, clerks over 9%, and officers. and supervisors 
about 6%. There is a certain difference among the 
three areas in this respect, workers constituting over 
34% and clerks over 9% of the second Class season 
ticket-holders in the Bombay area, as compared to 
only about 14% workers and somewhat over 8% 
clerks in the Calcutta area, and about 18% workers 
and slightly above 10% clerks in the Madras area. 

7.10 Government employees constitute about one 
quarter of the total second class season ticket-holders 
in the suburban sections, but the proportion of these 
to the total is much smaller in the Bombay area 
(about 18%) as compared to the Calcutta area 
(37%) and Madras area (34% ). Thus, Government 
personnel constitute a much larger proportion of the 
suburban Second Class season ticket holders in 
Calcutta and Madras as compared to Bombay where 
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Calcutta where the termini bring the commuters to 
the periphery of the Central business area. 

7.11 The "self-employed" taken together constitute 
about 17% of the total second class season ticket 
holders, and about 22% of the first class season 
ticket holders. The overwhelming majority of these 
consist of persons who described themselves as 
engaged in business, the second largest category being 
that of professionals. Hawkers constitute a smaJl 
proportion (2.68%) of second class season ticket
holders, the remaining categories like artisans and 
farmers constituting a negligible proportion. The 
distribution of the self-employed among the three 
areas shows that their proportion is much larger in 
Calcutta (almost 20%) out of which over 13% 
described themselves as engaged in business, though 

, they travel by second class. Among the second c1ao;s 
season· ticket holders, the proportion of so-called 
businessmen is much smaller in Bombay and Madras. 
It is interesting to note that out of the few first class 
season ticket holders in Calcutta, over 28% are those 
who described themselves as businessmen. 

7.12 Students constitute a significant category of 
the season ticket holders, accounting for almost 7% 
of the second class, and (interestingly) over 13% of 
the first class season ticket holders. Their proportion 
varies somewhat from area to area but the 
predominance of first class season ticket holde.rs in 
the student category is even more pronounced in 
Bombay, with 14% of the first class season ticket 
holders belonging to the studen~ category as compared 
to 6% among the second class. There is no such 
predominance in Calcutta, while in Madras the 
students' proportion is about the same when compared 
to the totals of first class and second class season 
ticket holders. 

7.13 Among the small number of first class season 
ticket holders, apart from students, the main eleme'nts 
c.onsist of employees in industrial/commercial estab
lishments (about 42% ) , and businessmen (over 
15% ) . Among those employed in industrial/ com
mercial establishments, officers and supervisors consti
tute th~ la~gest numbers. In the Bombay area, the 
proportion ts even more heavily weighted among this 
class o! s~son t~cket holders in favour of those emp
loyed tn mdustnal and commercial establishments. 
the number of those engaged i'n business being about 
the same, while the proportion of Government emp
loyees is smaller. In the Calcutta area, of the small 
number of first class season ticket holders. the vast 
majority consist of Government offic1als. businessmen 
and those employed in i'ndustria1 and commercial 
establishments. 

the proportion of those in industrial and c;ommercial 7.14 To summarise, the Survey shows that in the 
establishments is much larger. This is probably three suburban areas, the largest proportion of second 
related to both the residential distribution of cla~o; ~eason ~icket holders c~mes 'from those emoloy-
populatiori in the three areas and also the nature of ed m mdustnal and commerctal establishments (about 
the suburban services. As has already been 43% ); Government employees constitute the 'next 
mentioned, while the suburban services in Bombay largest category f24%) while self-employed consti-
operate both in the industrial and business area, , tute only some 17%, teachers who mitzht be <livided 
their termini bringing commuters ri,ght to the heart between Governme·nt and private establishments 
of the central business district , this is not so in account for about 2.4% and student for about 7%. • 

•Ji1this-COi.illeCtion. the foll mving tab le from the survey conducte(fbyiiM would be Interesting.· :-:-· ···----·- -
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DISTRIBUTION OF PASSENGERS IN SUBURBAN RAILWAYS 
--·--~-------- -------------- ---- ·------- - - ---------

Percentage of Suburban Passengers 

Railways Students Self Govt. Employees 
employed employees of private Total 

companies 
& others 

----------- -------- ·--- ------
Bombay 
Central Railway 8.25 22.50 23.73 45.52 100.00 
Western Railway 8.91 19.49 18.14 53.46 100.00 

TOTAL 8.56 21.06 21.06 49.53 100.00 

Calcutta 
Eatsern Railway 12.19 19.46 33.31 35.04 100.00 
South Eastern Railway 11.15 25.58 34.31 28.96 100.00 

·-
TOTAL 12.05 20.34 33.46 34.15 100.00 

Madras 
Southern Railway •) 7.63 11.40 38.48 42.49 100.00 

TOTAL • 10.08 18.71 30.74 40.47 100.00 

SoURCE : A Study of Commuter Profile and Subsidised Rate of Season Tickets in Suburban Railways, Indian .Institute of Management, 
Ahmedabad, 1976, Page 16. 

7.15 Data were also collected about the age dis
tribution of season ticket holders (see statement 
VII-2). For the purpose of the Interim Report, the 
age-wise distribution of various season ticket holders 
is not of much relevance. It is, however, interesting 
to note that of the student season ticket holders the 
largest proportion is in the age group o'f 12 and 21, 
as children below the age of 12 in any case obtain 
in their season ticket fares a concession equivalent to 
that obtained ·oy students. It is somewhat important 
to note, however, that almost l/5th of those who 
obtain student season tickets, whi'ch carry over 50% 
concession in tho: fare belong to the age-group of 
above 2 t. The proportion varies from 24% in the 
Calcutta area to between 17 and 18% in the Bombay 
and Madras areas. The information collected by us 
does not permit a further age-distribution to ascertain 
how many of these student season ticket holders above 
the age of 21 are in the age-group below 25. With 
the very large element of concession, however, it is not 
unlikely that quite a large number of senior adults, 
registered as part-time students, earning an income 
and belonging to another professional category might 
be enjoying this concession. ' 

7.16 While an ~ttempt was made to obtain infor
mation about the income of the season ticket holders 
by putting a question to them about it, as is well 
known. the reliability of information given by res
pondents to questions regarding income is always 
somewhat doubtful. We had taken care to ask ques
tions only in terms of broad categories and the maxi
mum category was put at over Rs. 1,000, thus indicat
ing that we were not interested in knowing the exact 
income speciallv of the higher income groups. Even 
then, the reliability of these data remains somewhat 
doubtful. Thus. we find from the Survey (see state
ment VIJ-3A) that somewhat over 3% of the first 
cla~s season ticket holders show their income to be 

below Rs. 250 per month and· another iO% season 
'· ticket holders show their income to be between 

Rs. 251 and Rs. 500. While it is not impossible that 
people with low Incomes would buy first class season 
tickets, specially for short distances, and also because 
the season tickets are priced low, there can be reason
able doubt whether at least some of these cases do 
not reveal that the data given about incomes are 
understated. Even then, about 39% of the first class 
season ticket holders have incomes between Rs. 501 
and Rs. 1,000 and about 32% above Rs. 1,000. It 
may be mentioned that about 14% of the first class 
season ticket holders show their incomes to be nil~ 
these probably represe'nt students, who, as shown 
earlier, constitutes a significant percentage of the first 
class season ticket holders. 

7.17 Among the second class season ticket holdersi 
leaving aside the 8% with no incomes who probably 
represent students and also the unemployed, abo11t 
20% give their incomes as below Rs. 250 per month, 
and about 46% as between Rs. 251 and Rs. 500. 
It is interesting ~hat the!iie proportions are about equal 
in the Bombay and Calcutta areas, while in the Madras 
area, the proportion of those with incomes below 
Rs. 250 per month is almost 30%, while the propor
tion of those with incomes between Rs. 251 and 
Rs. 500 is only about 33%. The proportion who show 
their incomes to be between Rs. 50 l and Rs. 1,000 
is about 22% :md variation as among the three areas 
is not very large, that in Bombav being less than 21% 
while that in both Calcutta and Madras being about 
24%. The prOJX>rtion of those who show their incomes 
as b~ing over Rs. 1,000 is small with not much varia
tion among· the different areas, it being around 3%. *; 
As is well known, at the present level of fares, a 
quarterly sea;;on ticket costing on1v 2! . times the 
monthlv season ticket is verv much cheaper. · One 
finds that, (see Statement VII·4) in spite of this. the 
proportion of those who buy quarterly tickets is much - ---·--·--- -·--·---------

*Jn this c~nnection, date data obtained in the ear1ie~ S~rvey conducted- bY th~·ii-M~-Ah~dab~d; ls interesting~; ;basis of ~om~;;:i: 
son. It IS found that the results are not very dJssJmJiar. 

S.'49 RB/78-8 
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smaller as compared to those who buy monthly tickets. student community that one finds a preponderance uf 
Taking all the first class season ticket holders, only those who buy quarterly season tickets as compared 
about -25% in the non-student category buy quarterly to those who buy monthly season tickets (6% of 
season tickets while 65% buy monthly season tickets'. quarterly as against about 2% monthly among the first 
Among the second class season ticket holders, only class season ticket holders and over 1 % and 
about 6% buy quarterly season tickets while almost 0.3% among the second class season ticket borders 
88% buy monthly season tickets. It is only in the respectively). 

INCOME-WISE DISTRIBUTION OF SEASON TICKET HOLDING 
. SUBURBAN PASSENGERS (I.I.M. SURVEY) 

-··---
Income Range~· Percentage of total suburban passengers 

Bombay Calcutta Madras 

First Second First Second First Second 
aass a ass a ass Class a ass a ass 
%to %to· %to %to %to %to 
*otal total total total total total 

•-+·---
Upto250 5.7 27.1 1.9 31.3 

251-500 . 17.1. 60.4 22.9 ' 42.4 12.9 39.0 

501-1000 38.5 . 26.4 17.1 ·15.2· 23.9 19.6 

Over1000 32.2 5.5 45.7 3.3 48.4 2.6 

Students 12.2 7.7 8.6 12.0 12.9 1.5 

TOTAL 100.0 100.0 100.0 100.0 100.0 100.0 

SoURCE : A study of CommuterS Profile and Subsidised Rate of Season Tickets in Suburban Railways, Indian Institute of Management 
· Ahmedabad, 1976. · . · 

That it is only those who Can afford to spare the amount 
required for quarterly season ticket who benefit from 
the concession given in the quarterly fare is indicated 
by the fact (see Statement VII-4B) that, among 'the 
first class season ticket holders, apart from the students 
whose family income we did not ascertain, it is the 
top two income groups who account for about 86% 
of the total quarterly season ticket holders. Among 
the second class season ticket holders, on a similaT 
basis after excluding students, the proportion of those 
whose incomes exceed Rs. 500 constitute almost half 
of the total quarterly season ticket holders. , This is 
also confirmed by the .data (see Statement VII-4B) 
which show that, among the first class season ticket 
holder, those whose income exceeds Rs. 1,000 consti
tute ~ rd while those with income below that limit 
constitute 66% of the monthly season ticket holders. 
of whom some 46% have incomes between P..s. 500 
and Rs. 1,000 -p.m.. Among the, second class season 
ticket holders, those who purchase monthl~ season 
tickets show an absolute preponderance (about 75%) 
of those with incomes less than Rs. 500. In any case. 
the proportion of those who buy quarterly season tickets 
is very small as compared to the total number of season 
ticket holders. · 

7.18 It is curious to note (see Statement VII-5) 
that 85% of the suburban season ticket holders are 
males and only· about 13% females; ·the variation 
among the three areas sho'Ys that the propo~·tion ~f 
females is somewhat lower m Calcutta and htgher 1t1 

Madras. 

7.19 A very interesting point that comes out from 
the Survey results is (see Statement VII-6) that, in 
all the suburban areas, there is a morning peak bouT 
with the bulk of the traffic moving between 6.00 hours 
and 10.00 hours ; and the evening peak hours traffic 
is spread between 17.00 hours and 20.00 hours. The 
traffic in all the three areas is predominantly in one 
direction in the morning peak hours ~ in the opposite 
direction in the evening peak hours. Thus, the im
pression that this pattern is changing, and that the 
traffic is increasingly moving equally in both the 
directions, is not substantiated by the Survey. The 
distribution of passengers at different hours also indi
cates why there is much over-crowding in the suburban 
trains at certain hours though the overall relationship 
between passenger capacity and the number of passen
gers does not reflect such a crushed and over-crowded 
situation.* 

7.20 One of the most important points which we 
learnt from the Survey (see Statement VII-7A) is that 
an overwhelming proportion of season ticket holders 
use their season tickets for making six or more trips 
per week. Among the first class season ticket holders. 
about 64% make six trips a week and about 21% 
make seven or more trips. Among the second class 
season ticket· holders, almost 59% make 6 trips a 
week and almost 25% make seven or more trips. The 
proportion who make only 2 to 5 trips is between 9 
~nd 10%, both among the first and second chss season 
ticket holders. Thus. the overwhelminrr majority ()f 
the season ticket holders perform ov;r 50 sinrrle 
journeys per month with the use of the season ticke't. 

· ·- •'For th~ Co~mitte~·;-;~tdies ~~costs on suburb~;;;;;tion-;,-estim~t;·of average ~~;p~nc~ -;;f the ~b~r~an trains were rrera~ on · 
the basis of vehicle kilometres of traffic trains and the average capacities (including !ltanding capacity) or motCir C("'aChe!! and trail("'r 
coaches on the different Zones for the year 1976-77. The avet'3ge occupancy in the Rom bay area works out the about 8~ o/ in the 
calcutta area to about 50% and in the Madras area to about 42 ~~. o• 



7.21 An analysis of the reasons (see Statement 
Vll-8) why the season ticket holders prefer. railways 
over other m.odc:s of transport shows that about YJrd 
prefer railways because no alternative mode is avail
able, except m .Madras where other reasons such as 
the railways being the cheaper mode and helping to 
reach in time appear to have a greater weighL When 
it comes to suggestions for the Improvement in train 
serv1ces' (see Statement Vll-9 ), the main improvement 
desired appears to be an increase in the frequency of 
uams. uther inlprovements such as fast trains and 
reduced over-crowding appear to receive equal but 
lesser importance, while it appears that the number of 
those who find that the timings of the trains are 
inconvenient is not very large. 

Non-Suburban Season Ticket Holders 

7.22 It may be noted that among the non-suburban 
season ticket nolders (see Statement VII -1 B) the total 
proportion of Lhose who buy first class season tickets 
1S very much smaller than that among the suburban 
season ticket holders. Among the first class season 
ticket holders, the largest proportion is that of business
men, about 29% ; Government employees consutute 
about 23%, employees from commercial and industrial 
establishments about 21% and self-employed profes
sionals about 11 %. Among the second class season 
ticket holders, Government servants specially of the 

·class Ill category constitute the single largest proportion 
(21%) and all categories of Government employee-s 
together account for about 33%. Employees ot 
commercial and industrial establishments account for 
23% and self-employed persons for 22%. The single 
largest category among the self-employed consists of 
those who describe themselves as businessmen (13% ). 
It is interesting to note that, unlike in the suburban 
sections, a very small proportioh of students buy first 
class season tickets, their proportion constituting about 
5% of the first class season ticket holders. It is also 
interesting that as compared to the suburban sections, 
students constitute a much larger proportion (about 
12% ) of the second class season ticket holders on the 
non-suburban sections. 

7.23 In the non-suburban sections, the number c.f 
student season ticket holders in the age group above 21 
(See Statement VII-2) constitutes over 1/5th of the 
total student season ticket holders. It is not clear 
how many of these would be full time students and 
how many would be part time students, engaged in 
some other income-earning occupation, but also 
registered as students in educational institutions. · 

7.24 Among the non-suburban season ticket holders, 
the income categories (see Statement VII-3B) show 
that, among the first class season ticket holders, over 
41% have incomes exceeding Rs. 1,000 per month, 
over 28% between Rs. 500 and Rs. 1,000 per month, 
about 16% be-tween Rs. 251 and Rs.' 500 per month, 
while almost 7%, though they have first class season 
tickets, have stated that their incomes · are below 
Rs. 250 per month. Among the seco'nd class season 
ticket holders, about 22% have stated their income as 
being below Rs. 250 per montlT, about 43% between 
Rs. 251 and Rs. 500 per month, anJ about 19% 
between Rs. 501 and Rs. 1,000 per month, less"'than 
3% stating their incomes to be above Rs. 1 ,000. Over 
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6% of the first class season ticket holders and. about 
13~o of the second class season ticketbolders . have 
stated that they have no income ; these probably 
represent mainly the students and perhaps the 
unemployed. 

7.25 ln the case of the non-suburban sections, the 
proportion of those who buy quarterly season tickets 
lSee Statement Vll-4A) is not very dmerent from that. 
on the suburban lioections. . The ditference is mainly in 
the student categories where, . unlike in th~ suburban 
sections~ the proportion of those who buy quarterly 
season tickets aud those who· buy . monthly' season 
tickets is about lhe same. in their respective categories. 

· 7.26. It is curious that,. among the season ticket 
hofders on the non-suburban sections, the proportion 
of male passenger,., is even higher (91% of the total) 
than that on the suburban ~ections where it is 85%. 

7.27 As regards the tinlings when the season tick.L.1. 
.holders commence their jour!J.eys (see Statement VII-
6A), the data indicate that most of these are commuters 
so that a very large proportion commence their journeys 
between 6.00 brs.-8.00 brs., and practically aa over
whelming number'·have commenced their journeys 
before 9.00 hrs, in the ,morning.. The traffic is more 
spread out over the remaining hours, the only other 
peak being between 17.00 to 19.00 brs. This perhaps 
indicates the longer, distances that the non-suburban 
season ticket holders. have to. travet. It is also likely 
that the trains used,. not being EMUs, .·are . slower. 
Moreover, these data combine information about a 
.large number of sections • spread all over the country 
and, therefore, are not likely to indicate . a. specific 
pattern, as are shown by data regarding particular 
areas like Bombay, Calcutta and Madras. 
• i 

• , , ' : • I . ' , j ~ 

7.28 ; It is interesting to note (see Statement VII-7B) 
that the proportion of those who make six or more 
trips is somewhat less among the non-suburban season 

·ticket holders as compared to those on the suburban 
sections. The reason probably is that the non-suburban 
season ticket holders constitute a very mixed bag, 
some of them traversing much longer ·distances and 
·by slower trains, thus·· making it difficult for· them to 
make daily trips. Partial analysis of the· Survey data 
shows; that! the . average! lead of a suburban season 
ticket holder. in the first class is 21 Kms. while that 

· in the .n cl~s ·is 75 Kms. · Among the second class 
' season ticket holders, the difference in average 'lead 
:is less, the lead being 23 Kms. in suburban and 38 Kms. 
. in non-suburban sections. Even then, as many as 
43% · of the first class season ticket holders and 
51% of the second class season· ticket holders make 
six trips in a week and about 12% of the first class 
and about 17% of the second class season tickP.t 
holders make 7 or more trips per week. Thus, over 
2/3rd o'f the second class season ticket holders make 
more than 50 single journeys per month. Of the first 
class season ticket holders about 55% perform over 
50 single journeys. It is also interesting that about 
34% of the first class season ticket holders and 
17% of the second class season ticket holders make 
between 2 and 5 trips. This proportion is much larger 
than the comparable proportiOns on the suburban 
sections. This also confirms the hypothesis mentioned 
earlier that, in this category, we have probably persons 



who are travelling longer distances and by slower trains. 
It is also pos!iiblc that the cheapness of · the season 
ticket enables persons to buy season tickets even though 
they are not daily commuters as they find it cheaper 
to t>uy the season ticket than to pay single fares every 
time they perform a journey. 

7.29 The reajons fOr preferring railways over other 
modes of transport (See state1nent VII-8) are morl! 
important in the -case of non-suburban sections. Hct>! 
it is quite clear that, as compa~ed to suburban sections 
the -cheapness of railways is far more important than 
any other single factor. That no alternatiVe transport 
is available is ;1 reason given only by 20% of the 
respondents as compared to 33% on the suburban 
sections. · 

7.30 Regarding the improvement in train services 
(See statement VII-9), the single most important 
emphasis is on more convenient train timings. The 
next emphasis IS on mcrease in the frequency of trains. 
The speed of trains and reduced overcrowding appear 
to bother the non-suburban season ticket holders !east: 

Card Ticket Holders on Suburban Sections 1 

7.31 In ord.!r to understand the overall situation on 
the suburban sections, a survey was also conducted 
on the throe suburban sections of Bombay. Calcutta 
and Madras among the card ticket holders who travel 
on the suburban trains. 1be attempt was to bring 
within the scope of the survey approximately tO% <>f 
those who purchase card titkets for suburbaa journeys. 
Two <lays in ~ptember, 1978, on each suburban 
section were chosen, one of them being a Sunday. The 
$urvey was confined mainly to two aspects-

(a) the reason why the person was travelling with 
the use of a card ticket instead of buying a 
season ticket ; and 

Cb) the txofession of the passenger in broad 
categories. 

The other arrangements for the Survey where largely 
similar to those tor the Survey conducted for season 
ticket holders. except that lthe Card Ticket Holder's 
Survey was co.niined to the three metropolitan areas. , 

7.32 The respense to this Suivey was not as satis..,. 
factory as the earlier one. The data available howeve.Q 
show {see Stat~ment VII-10) that in the overwhelming 
majority of caS4.."'!>, both on a week day and on Sunday, 
the reason for making a journey with the use of a card 
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tickct-ir.ttead of a season ticket-is that the particular 
journey is not a regular journey performed by the 
individual. The other most important reason is that 
the intending passenger was a visitor to the city and 
therefore the question of his buying a season ticket 
did not arise. The third most important reason was 
that the intending ,passenger normally uses some other 
means of transport. An important reason why we 
wanted to examine this point was whether the failure 
to buy a season ticket was in a large number of cases 
dtre to the ponrty of the individual-his inability to 
invest the amount required for buying a season ticket, 
however cheap the season tkket may be. It appears 
that this reason was responsible only for about 10% 
among those who were undertaking journeys on card 
tickets. The prc.!Jortion of those who indicated thi'i 
reason . is somewhat higher in Calcutta and somewhat 
lower in Bombay and Madras. 

7.33 Among those who perform journeys on the 
basis of card tickets (See Statement VII-11), the 
largest proporlion came from those who were employ;!d 
in either private or Government service. The next 
largest category was that of self-employed persons. It 
is significant that their proportion among the card 
ticket passengers is larger than that among season 
ticket holders. This may indicate that their place of 
·work is less certain and therefore they buy card tickets 
for performing the journey. The proportion of un
employed among the card ticket holders is significant 
(about 18% ) . This suggests that the more important 
reason for their travelling on a card ticket is that their 
place of potential employment being uncertain, there 
was no basis on which they could buy season tickets. 
as the direction and destination of their journeys was 
·uncertain. 

7.34 One of the surprising features of the data 
received through this Survey is that as Iaroe a 
proportion as awund 10% (around 13-14% ixi' Cal
cutta) of those travelling on card tickets consist of 
students. The reason why they travel on card tickets 
T~t?er .than on. se-ason tickets is not ~lear. The possi~ 
?iltty IS that these represent casual Journeys and no~ 
Journeys from home to educational institutions. 

7.3? Another. interesting f~ture of the data provided 
by this Survey 1& that there ts not mm:h difference 

· between the week day and Sunday travelling. The 
number of ~ar~ tickets issued also does not appear \0 
vary very stgruficantly. The reasons for buvino card 
tickets and the distribution of passenom ~ono 
d!ffe!ent professions also does not appe:r to vary 
stgmficantly. 



ss 
STATEMENT Vll-l(A) 

DISTRIBUTION OF SEASON TiCKET HOLDERS BY' PROFESSION..:....SUBURBAN 

Profession 

A. Covt. Employees · ' 
(i) Class I&: II 

(ii) Class Ill 
(iii) Class IV. 

B. lnd./Com. Estt. 
(i) Officers • 

(ii) Supervisors 
(iii) Clerks • 

· (iv) Workers 

C. Self-Employed .. 
(i) Professionals • 
(ii) Businessmen 

(iii) Hawker • 
(iv) Farmers 
(v) Artisans 

D. Teachers 

E. Students 

F. Others. 

G. Total • 

H. Class wise percent of total 

. -------·---~-..... -·~- -- _.,....__ __ 
Bombay Calcutta Madras Total 

SuburbaJJ 
First Second First Second First Second 

(Per cent) 

10.24 . 2.46 
5.84 9.74 
0.62 5.52 

17.25 2.07 
13.40 4.04 
7.70 . 9.64 

. 4.67 34.64" 

4.88 3.36 
. 15.53 7.57 

1.03 2.91 
0.07 . 0.29 

. 0.21 . 2.15 . 

1.65 . 1.61. 

14.02 6.49. 

. 2.89 . 7.51 

100= ·100= 
1455 13653 

9.63 90.37 
~ 

(Per cent) 

22.86 
14.29 

11.42 
5.71 
2.86 

. 2.86 

2.86 
28.57 

. 5.71 

. 2.86 

100-
35 

0.69 

. 3.73 
27.76 

5.93 

1.22 
3.33 
8.63 

13.97 

2.31 
13.33 
2.57 
0.84 

. 0.84 

4.47 

7.01 

. 4.07 

·100= 
5011 

99.31 

First Second 
(Per cent) 

.20.83 
8.33. 

1.39 

22.22 
6.95 
9.71. 

. 1.39 

5.56 
8.33 

1.39 

1.39. 

8.33 

4.17 

100= 
72 

3.78 

. 4.0!? 
21.86 

7.96 

2.45 
4.42 

'10.41 
17.78 

. 2.45 
6.82 
1.25 
0.44 

. 2.45 . 

. 2.56 

8.78 

6.22 

.(Per cent). 

"·' . J 

ll.Ql ;. . 2.94 
6.15 ' J5.24 
0.64 5.84 

•. l ~ .• • . ' ' .•.• '· t . '_t 

. ;,• . '\: 

17.3.5 ·, •. 89 
12.93 . " 3.9 

. 7.68 9.46 
4.'48 . : \ 28.05 

4.87 3.02 
.'15~49 '· ,,. 8.91 

'0.96 I. <i:'2,68 

0.06 ,, " . 1.86 
O.Z6r.~. 1. 0.44 

. 1. 7.3. ' 2.39 

.13.51• h·'. 6-83 

. 2.88 ~.55 

· 100= 100= · · lOO= 
. .18,34 j 1, J ~~?62 ; , ~535 
96.22 7.07 92.93 



Profession 

A. Gort. Employees 

(i) Class I &.II 

(ii) Class III 

(iii) Clas.S IV . 

B. Incl./Com. &tt. 

(i) Officers • 

(ii) Supervisors 

(iii) Clerks • 

· (i~>) Workers 

C. Self-Employed 

(i) Professionals 

(ii) Businessmen 

(iii) Hawker 

(iv) Farmer 

(v) Artisan 

D. Teachers 

E. Students 

F. Others 

G. Total . 

H. Classwise percent of total 
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STATEMENT VD-l(B) 

PASSENGER PROFILE SURVEY-SEASON TICKET HOLDERS 

TOTAL-NON~UBURBAN 

First Class 

(Percentage) 

10.21 

8.84 

4.08 

8.84 

4.08 
. 2.72 

5.44 

10.89 
28.57 

1.36 
1.36 

2.72 
4.76 

6.13 

100=147 
1.46 

Second Class 

4.44 

21.54 

6.68 

1.02 

1.89 

5.93 
. 13.93 

2.90 

13.46 

2.73 
1.54 

1.47 

4.01 

12.20 

6.26 

100=9~87 

98.54 
-----



Age Group 

Below 12 

Bet. 12-15 

Bet.1S-21 

Bet.21~ 

Age not given 

TOTAL 

57 

' STA.TEMI!NT Vll-2 

AGE-WISE DISTRIBUTION OF STIIDENT SEASON TICKEr HOLDERS, 

BOMBAY , 
(Suburbun) 

~.,age 

1.74 

8.41 

72.17 

17.68 

100===345 

CALCUTTA 
(Suburban) 

~.,age 

1.35 

6.08 . l 

' 68.24 -
23.6S: 1 

\. 0.68 -

100=148. 

MADRAS TOTAL 
(Suburban) (Suburban) 

~.,age ~.,age 

7.69 2.20 

13,46 ~.26 

61.54 70,09 

17.31 19.27 . 

·- . 6.18 . 

100=52 l00=545 

TOTAL: 
(Non-

Suburban) 
~.,age 

1.33 

,7.9,7. 

. 68.a 

V•' 22.42 

0.17 

100.;,602' 
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STATtMUIT VII-3A 

JNCOM&WISE DISTRIBUTION OF SEASON TICKET HOLDERS-SUBURBAN 

Incoltle Group . ' BOM8AY CALCU'ITA MADRAS TOTAL 
SUBURBAN SUBURBAN SUBURBAN SUBURBAN 

First Second First Second First Second First Second 

(Percent) (Percent) (Percent) (Percent) 

I. Nil 14.51 ' 8.84 I 2,86 7.29 8.33 9.82 14.02 8.5-' 

2. Upto250 3.30 19.83 16.86 8.33 . 29.33 ' 3.46 19.95 

3. 251-500 ' ' 10.45 46.68 17.14 48.91 6.94 33.48 10.44 46.05 

~· 501-1000 ; . 39.59 " 20.79 54.29 23.97 23.62 23.88 39.18 21.84 

5. Over 1000 . . 31.34 3.46 2S.71 2.35 52.78 2.89 32.20 3.14 

6. Not&hown . 0.75 0.40 0.62 0.60 0.70 0.47 

TOTAL 100= 100= 100= 100= 100= 100= 100= 100= 
1455 13653 35 5011 72 1834 1562 20498 



Income Group 

1. Nil 

2. lJpto 250 

3.. 251-500 

4. 501-1000 

3. Over 1000 

6. Not shown . . 

TOTAL 

.S9 

. STATEMENT VII-3D 

INCOME-WISE DISTRIBUTION OF SEASON TICKET HOLDERS 
NON-SUBUR8AN 

l. 

100-147 

Fiist Second 
(Per .ce~t) . 

6.11 - U.90 .. 
'. .. • 

6.80 21.78 
•. 

16.33 43_.07 
r 

27.89 ·18.9~ 

41.SO ., - 2 .. 8.t 

1.36 . 0.4& 

·- 100=9887 

---------------------------------------------------------~-----------------

S/49 RB 178-9 
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STATEMENT vtt..:.... 

CLASSWISE DISTRIBUTION OF THE TYPE OF SEASON TICKET 

Bombay Calcutta Madras 
Type ot Season Ticket Suburban Suburban Suburban 

First Second First Second First Second . • --
1._ ~on-Student Monthly Season Ticket 64.26 88.S1 8S.11 8S.61 83.33 88.71 

\0 

2. Non-Student Quarterly Season Ticket 26.32 6.S6 14.29 3.71 15.28 6.98 
\ . '~ 1. ,· 

3. Student Monthly Season Ticket 1.86 0.34 2.80 1.39 " 0.33 

4. · Student Quarterly Season· Ticket 6.46 1.30 0.16 2.4S 

5. ·Non-Student Vendon 1.10. .3.29. 7.72 l.S3 

6.-ToTAL • 100 100 100 100 100 100 
=14S5 =13653 =35 a SOil =72 =1834 

., 

Total 
Suburban 

First Second 

6S.63 87.81 

2S.54 ~.90 

1.79 0.94 

6.02 ,1.13 

1.02 4.22 

100 100 
=1562 =20498 



STATEMENT VII-:-4A 

CLASS WISE DISTRIBUTION OF THE TYPE OF SEASON UCKET i 

Type of Season Ticket 

1. Non Student Monthly Season Ticket 

2. Non-Student Quarterly Season Ticket 

3. Student Mon~hly Season Ticket 

4. Student Quarterly Season Ticket 

S; Non-Student Vendors 

6. ToTAL 

--------

Total Non-Suburban 
First 

67.35 

27.21 

2.04 

2.04 

1.36 

100 
=147 

Second. 

83.55 

6.51 

2.82 
• 11-

3.21 
~ ' - •' "I ~ 

3.8 
; 

.. :•},;[ 100' 

..... 9887 .. 
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STATEMENT Vll~B 

CLASSWISE, INCOMEWISE DISTRIBUTION OF THE TYPE OF SEASON TICKET 

Monthly Season Ticket Income Group Quarta-ly Season Ticket Income group 

First Class Second Class First Class Second Class 

Student Non- Student Non- Student Non- Student Non-
Student Student Student Student 

Nil. 91.38 1.39 90.66 2.53 94.77 2.05 90.55 2.64 

Upto 250 3.45 4.56 3.78 21.85 1.75 2.04 9.61 

251-500 . 13.18 1.49 49.89 1.31 8.19 2.30 39.21 

501-1000 1.72 46.48 0.89 22.41 1.96 40.64 0.51 39.96 

OYer 1000 33.99 3.08 0.65 46.49 0.26 8.11 

Not showu 3.45 0:40 3.18 0.24 1.31 0.88 4.34 0.47 

TOTAL 100.00 100.00 100.00 100.00 100.00 100.00 100.00 100.00 
=-58 =1009 =1006 =18039 =153 =342 =392 =1061 

NOTI!.-Students are those who have called themselves as students sunder the professional category. 



STA'nlMB'NT VII-S 

SEXWiSE DISTRIBUTION OF SEASON TICKET HOLDERS, 

Bombay Calcutta Madras Total Total non.;_ 
Suburban _Suburban Subruban Subarbun Suburban 

_%age_ . %age_-· :Y.,age %age :Y.,age 

I. Male Passengers . 83.92 88.96 84.00 85.07 91.10 

2. Female Passengers 13.91 10.01 14.00 13.07 7.67 , .. 
3. Sex not &fven 2.17 1.03 2.00 1.86 . 1.23 

4. TOTAL 100.00 100.00 100.00 100.00 100.00 

=15108 =5046 =1906 =22060 -10034 
-- -----------·- -----------·-----------------:---:--
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STATEMllNT VII-6- .. 

PERIODS WHEN TRAINS ARE USED-PERCENTAGE TO TOTAL NUMBER OF PASSENGERS IN 24 HRS. IN EACH 
DIRECIION-CLASSWISE-DIRECTIONWISE -SUBURBAN 

Time (Hours) Bombay Calcutta 

UP ON UP ON 

I II I II I II II 

6-8 17.96 25.71 5.87 10.59 2.08 10.70 14.58 21.11 

8-9 25.32 19.42 6.08 7.13 . 8.33 9.22 20.83 19.72 

9-10 23.02 14.18 3.71 4.01 12.50 6.71 22.92 16 84 

10--11 8.78· 6.57 2.23 2.53 2.08 3.27 12.50 5.61 

11-16 I 5.67 18.49 7.29 8.47 2.08 5.03 4.17 6.41 

16-17 3.11 4.67 7.97 9.87 7.19 6.25 4.27 

17-18 4.59 5.82 19.18 15.53 18.75 18.14 6.25 7.96 

18-19 5.20 5.46 18.77 16.32 20.84 16.86 2.08 7.48 

19-20 2.63 3.71 15.87 11.76 14.59 10.08 4.17 4.93 

20-22 1.89 3.22 10.26 9.08 16.67 9.68 4.17 3.99 

22-06 1.08 2.56 2.43 4.29 2.08 2.54 2.08 1.16 

Not given 0.74 0.64 0.34 0.43 0.58 0.52 

TOTAL 100= 100- 100= 100= 100= 100= 100= 100-

1481 13653 1481 13653 48 5011 48 5011 

STATEMENT VII-6 

PERIODS WHEN TRAINS ARE USED-PERCENTAGE TO TOTAL NUMBER OF PASSENGERS IN 24 HRS. IN EACH 
DIRECIION-CLASSWISE-DIRECTIONWISE-SUBURBAN 

Time (Hours) Madras Total-Suburban 

UP ON UP ON 

I II I II I II I II 

6-8 q.ll 25.46 3.95 11.67 17.45 22.02 6.04 13.31 

8-9 25.00 22.85 6.58 8.51 24.80 17.21 6.54 10.34 

9-10 32.89 17.39 3.95 5.07 23.18 12.64 4.30 7.23 
10--11 9.21 3.22 1.47 8.60 5.45 2.43 3.19 

11-16 1.32 3.00 1.32 5.34 5.36 6.86 6.92 7.67 

16-17 4.03 5.26 6.82 2.87 5.22 7.79 8.:1 

17-18 7.89 8.94 32.89 17.39 5.17 9.13 19.43 13.8 

18-19 2.63 6.38 23.69 19.52 5.55 8.36 18.51 1 t .4~ 

19-20 2.63 3.33 7.89 13.58 2.98 5.23 15.14 10.24 

20--22 2.89 11.84 8.62 2.24 4.76 10.16 7.7 

22-06 1.32 2.13 2.63 1. 74 1.12 2.52 2.43 3.~9 

Not given 0.38 0.27 0.68 0.60 0.31 0.~ 

ToTAL 100= 100= 100= 100= 100= 100= 100= 100= 
76 1834 76 1834 1605 20535 1605 20535 
---··- -------- -------- ----
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STATEMENT VII~A) 

PERIODS WHEN TRAINS ARE USED-PERCENTAGE TO TOTAL NUMBER OF PASSENGERS ur24 HRS. IN EACH 
DIRECTION-CLASSWISE-DIRECI10NWISE-NON-SUBURBAN- -

Time (Hours) 

6-8 

8-9 

9-10 

l0-11 

11-16 

16-17 

17-18 

18-19 

19-20 

20-22 

22-06 

Not given 

ToTAL 

'· ','I 

,. 

·r 

. 
·'· 

. ;:;• 

. ,.., ... 

·'- .:· 

, ... ' 

Total Non-Suburban 

UP ON 

I .... ··--- ··- 11--·-·· ·---1-----·· -· .u. ·--

24.58 25.63 18.44 22.16 
!. \: ~~ {;J t"·•-.u7 

14.53 15.13 11.17 13.63 
..... "o~ 

11.73 5.86 ·s.59 · '5.9Z 

2.23. 2.28 ·1. liS~ ~' ' ' : f :"95-
1.68 5.72 4.47 "' 6.02 

. . ! ·\ :~ -~· J. 

6.15 4.71 5.58 6.01 
11:11--- -u.Is· - n-:4o--·-u:·rr-

9.50 10.69 15.08 12.32 

7.26 7.54 8.38 8.89 

3.90 5.27 8.94 5.81 

1.12 3.11 1.68 2.78 

6.15 0.91 S.S9 0.84 

100= 100= 100= '100= 
179 9887 179 9887 
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STATEMENT Vli-7A 

DISTRmlJTION OF SEASON TICKET HOLDERS BY CLASSES AND NUMBER OF TRIPS MADE 
------

Number of trips Bombay Calcutta Madras Total 
Suburban Suburban Suburban Suburban 

%age r..age %age ~.,age 

' 1st 2nd 1st 2nd 1st 2nd ht 2nd 

One S.87 6.S2 14.71 12.47 2.78 1.26 S.92 7 . .53 

Two to five 8.90 7.S1 8.82 13.40 23.61 10.23 9 . .58 9.19 

Six • 64.94 60.20 S8.82 .57. 71 4.5.83 SI.S6 63.92 58.79 

Scvan &: more 20.29 25.77 17.6.5 16.42 27.78 36.9S 20 . .58 :24..49 

,/ 
TOTAL 100.00 100.00 100.00 100.00 100.00 100.00 100.00 100.00 

~ • t, 

=1449 =13.568 =34 =4970 =72 =1827 =lSSS =20402 



STATEMENT Vll--:-7B. 

DISTRffiUTION OF SEASON TICKET HOLDERS BY CLASSES AND NUMBER OF TRIPS MADE 

Number of trips 

One 

Two to five 

Six . 

Seven and more 

TOTAL 
-----·· . --- ---

\ . I ' I ; r . ; < 

. . ~ 

. I 

J.i' 

Total Non-Suburban 
Percentage 

First 

10.96 

.34.25 

43:15 . 

11.64 

.... • ... .J.i._...,__ 

Second 

14.11 

17,29 

·51.22 

'17;38 

100.00=146 100.00=9816 
----------------- ---
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STATDfENT VII-8 

DISTRIBUTION OF SEASON TICKET HOLDERS BY REASONS FOR PREFERRING RAILWAYS OVER OTHER MODES 
OF TRANSPORT 

Reasons for Preference 

1. No alternative transport available 

2. Railways are cheaper 

3. Railways help. to reach in time 

4. Railways are cheaper and help to reach in 
time . 

S. Preference not disclosed . 

TOTAL 

Bombay 
Suburban 

Per cent 

3S.33 
23.74 

16.18 

23.0S 
1.70 

100= 
15108 

Calcutta 
Suburban 

Per cent 

33.37 
20.06 

13.46 

32.36 
0.1S 

100= 
S046 

Madras Total Total Non-
Suburban Suburban Suburban 

Per cent Per cent Percent 

17.31 33.33 20.74 
28.80 23.33 3S .. 46 
20.99 1S.91 12.09 

32.43 2S.99 31.22 
0.47 1.38 0.49 

100= 100= 100=-
1906 22060 10034 

---------------------~----~----------------------------~~----~==--
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STATEMENT VU-9 

DISTRIBUTION OF SEASON TICKET HOLDERS SHOWING PREFERENCE FOR. IMPROVEMENT 
IN TRAIN SERVICES 

•.. 
Preference 

I. Frequency increase 

2. Faster Trains 

3. Less over-cro~ding . 

4. Convenient . 
Timings 

5. No Suggestion 

TOTAL • 

Bombay 
Suburban 

Percent 

36.08 
25.40 

24.67 

11.52 

1.33 

100= 
15108 

Calcutta 
Suburban 

Per cent 

45.40 
11.95 

22.24 

19.24 

1.17 

100= 
5046 

Madras 
Su.curban 

Percent 

58.00 
17.00 

16.00 

9-.00· 

100= 
1906 

Total 
Suburban 

Percent 

40.12 
21.55. 

23.32. 

13'. 19 

1.22 

100= 
22060 

Total Non-
Suburban 

Per cent 

29,76 
15.25 

2().24 

33.68 

1.07 

100= 
10034 
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ist'ATEMENT VII-10 

REASONS FOR PURCHASE OF SUBURBAN CARD TICKETS' 
(In Percentage) 

Bombay Area Calcutta Area Madras Area Total Suburban 

Working Sunday Working Sunday Working Sunday Working Sunday 
Day Day Day Day 

---------~---- ------
1. An outside visitor to city 16.24 15.46 21.52 26.05 20.83 20.77 18.04 18.87 

2. Normally goes by some other transport 14.46 14.34 14.81 13.29 14.35 13.67 14.53 13.98 
3. Today"s visit is not a regular one 47.35 49.34 40.85 40.71 43.47 46.47 45.34 46.76 

AI. Cannot afford the month's fare at a time . 9.59 8.71 12.65 10.52 7.42 - 7.79 10.06 9.04 
S. Other reasons 12.36 12.15 10.17 9.43 13.92 11.29 12.03 11.35 

6. Total 100 100 100 100 100 100 100 100 
=46036 =48452 -17014 =20196 =8481 =10823 =71531 =79471 

-------
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STATEMENT VII-II 

PROFESSIONWISE DISTRIBUTION OF SUBURBAN CARD TICKET HOLDERS 

On Percentage) 
---------

Bombay Area Calcutta Area Madras Area Total Suburban 

Working Sunday Working Sunday Working Sunday Working Sunday 
Day Day Day Day 

--------------~-----·-----··--- --·--·-=--------......:.. . 
I. Service 43.86 44.46 33.54 . 36.64 41.32 42.49 41.10 42.20 

2. Self-Employed 30.04 29.12 31.76 29.67 29.71 28.04 30.41 29.11 

3. Unemployed 16.78 17.08 20.36 20.29 18.22 18.88 17.81 18.14 

4. Student 9.32 9.35 14.34 13.40 10.75 .10.58 10.68 10.55 

5. Total . 100 100 100 100 100 100 100 100 

=46036 =48452 =17014 =20196 =8481 =10823 =71531 =79471 



CHAPTER VIII 

PROPOSED CHANGES IN PASSENGER FARES 

First Class concess(ons 

8.01 As indicated earlier, the whole question of the 
structure of far.'!s for different classes of accommoda· 
tion on the Railways, their relative and absolute levels 
and other aspecrs are proposed to be examined only 
in our later .Rcpcrt. It appears to us however that a 
prime facie case tor ensuring that the revenue position 
of Railways is improved has been established as a 
result of even our Interim Report studies. The Rail·· 
ways offer a , number of concessions to passengers.• 
We shall examine the rationale of these concessions and 
their impact on the Railway revenues in detail later. 
There are few sections on the Indian Railways where 
traffic has to be specially attracted through the grant 
of concessions. The only exception to this statement 
might be what have been called the uneconomic branch 
lines. The whole question relating to them will be 
examined later. Otherwise, for most part of the year, 
the situation especially on the main routes of the 
railway system is that passengers find it difficult tot 
secure accommodation at short notice and without 
overcrowding. In the holiday seasons and even over 
weekends, people have to travel in discotrifort because 
of overcrowded lrains, even though Railways make 
serious effort to mitigate passenger hardships by 
running extra trains. It appears to us therefore that 
there is little reason for traffic to be attracted by Rail
ways by grant of concessions. The justification for 
concessions will, therefore, have to be sought in othtr 
directions. Thi:; aspect we shall take up later. A 
simple conclusion however is possible even without any 
special study-no concession needs to be given to 
passengers who are in a position to travel by a class 
higher than the Second class. While there may be 
some justification for grant of concessions in the case 
of Second class passengers, there is no special reason 
for the Railways to grant a concession to anyone who 
is able to afford to pay a higher fare so as to travel 
more comfortably. In any case, the concession that 
is being granted at present is limited in the case of 
the First class to 15% , except that, in the case of hill 
concession tickets, it is 25% . No concession is 
given to persons who are travelling in AC I class or 
AC Chair-car. 1 he concession available to the First 
class passenger is, however, also available in the newly 
introduced two-tler AC sleeper. It is our view that 
there is no reason for the Railways to grant this benefit 
to a class of persons who are able to afford to travel 
by a class high.::r than the Second class. We therefme 
recommend that, in future, no concessions of any kind 
in fares, including hill travel concessions, should be 
admissible to passengers travelling by a class other than 
the Second class. 

Season ticket fares 

8 02 We haw already explained in Chapter V how 
the ~ystem of suburban and non-suburban season ticket 
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fares has evolveu, and the changes that have occurred 
during the last lhirty years. We have also indicated 
how, as a result of the changes made from time to time 
in single journey fares and the decision not to apply 
such changes in most cases to season ticket fares, there 
has been a gradual erosion in the basis on which season 
tickets are issued so that t.he degree of concession on 
them has steadily increased. It is also curious that 
the degree of concession is larger in the case of First 
class season tickd holders as compated to the Second 
class season ticket holders, partly of course because 
the single journey ticket fares in the case of the First 
class have increased even below 50 kilometres, while 
those for Second class for distances upto 50 kilometre:; 
have been largely exempted from increases effected 
from time to time. 

8.03 The result of these concessions has been that 
there has bz:en a steady increase in the losses suffered 
by suburban ~ections of the Railways over the years. 
The fo11owing table shows how the losses for the three 
suburban sections taken together have increased from 
a little less than Rs. 9 crores in 1966-67 to almost 
Rs. 25 crores in 1976-77. 

' TABLE No. VTII-1 

LOSSES ON SUBURBAN SERVICES 

(In crores of Rupees) 
Year ;Bombay Calcutta Madras Total 

- ---·---- -------- ---- --------
1966-67 0.79 6.83 0.95 8.57 
1967-68 1.72 6.55 1.06 9.3 
1968-69 2.06 4.82 1.37 8.25 
1969-70 2.17 7.37 1.51 11.05 
1970-71 1.01 9.35 1.19 11.55 

1971-72 0.05 10.86 1.27 12.18 

1972-73( +) 0.80 9.89 1.20 10.29-

1973-74 1.18 12.00 1.29 14.47 

1974-75 6.74 13.97 2.31 23.02 

1975-76 5.78 15.48 2.62 23.88 

1976-77 6.47 15.51 2.94 24.92 

SouRCES : Figures as given by the Railway Board to the Com
mittee on Social Burdens. 

The losses have ~ncreased very rapidly in Bombay
from Rs. 79 Iakhs to Rs. 6.47 crores. They have 
increased somewhat less rapidly in Madras-from 
Rs. 95 lakhs to Rs. 2.94 crores. They have also 
increased less rapidly in Calcutta-from Rs. 6.83 crores 
to Rs. 15.51 crores ; but the absolute loss on th.c
Calcutta suburb:m section, which is also the longest 
suburban section among the three, is really large. Th.! 
fact that these losses have been mounting is itself a 
reason why the fare basis on the suburban sections 



needs to be revised. The season ticket fares are of 
special importance on the suburban sections because 
passengers who use season ticket fares constitute 
almost three quarters (73%) of the total suburban 
passengers. It is also worth noting that this proportion 
has been increa3ing-it was only 67% in 1965-66 
(See Table No. VIII-2). The question of the basic 
passenger fares we are not dealing with in this Report. 
The only question relevant to the card ticket holder 
on the suburban sections which we are dealing with 
i~ this Report is that of the special fare table for short 
distance passengers trave·lling upto 50 kilometres. We 
discuss this subject later. 

TABLE No. VIII-2 

TREND OF CARD SEASON TICKETS 
(IN MILLIONS) 

SUBURBAN 

No. of No. of No. of 
Pas sen- passen- passen- %-age 

Year gers gers %-age gers of 
origina- origi- of origi- Col. 
ting-AII nating Col. nating (2) 
classes- on (2) on card 
Season season tickets 
ticjtets tickets only 
&card only 
tickets 

- .-.. ----~----- --
(t) (2) (3) (4) (5) (6) 

1965-6'l 1026 685 66.8 341 33.2 
(100) (100) (100) 

1970-71 1227 872 71.1 355 28.9 
(120) (127) (1Q4) 

1971-72 1215 913 71.6 362 28.4 
(124) (133) (106) 

1972-73 1385 990 71.5 395 28.5 
(135) (145) .• (116) 

1973-74 1437 1037 1t.2 400 27.8 
(140) (151) (117) 

1974-75 1373 1025 74.7 348 25.3 
(134) (150) (102) 

1975-76 1640 1219 74.3 421 25.7. 
(160) (178) (123) 

1976-77 1802 1323 73.4 479 26.6 
(176) (193) (140) 

NON-SUBURBAN 
1965-66 1072 103 9.6 969 90.4 

(100) (100) (100) 
1970-71 1204 156 13.0 1048 87.0 

(112) (151) (108) 

1971-72 1261 181 14.4 1080 85.6 
(118) (176) (111) 

1972-73 1268 187 14.7 1081 85.3 
(118) (182) (112) 

1973-74 1217 189 15.5 1028 84.5 
(1 14) (184) (106) 

1974-75 1056 206 19.5 850 80.5 
(99) (200) (88} 

1975-76 1307 305 23.3 1002 76.7 
(122) (296) (103~ 

1976-77 1498 365 24.4 1133 75.6 
(140} (354} (117} 

S(lurce : Supplel!lents to the Reports by the Railway Board 
on lndtan Railways (Statistical Statements) forth 
relevant years. 
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Concessions on Season Tickets 
countries 

in some Foreign 

8.04 An in1portant point that should be noted in 
this context is that in India, the Railways are providing 
a far larger concession on season tickets than what is 
offer.e~ in foreign .countries. The British Railways are 
subsidised on their passenger transport and a special 
consideration is shown in relation to their suburban 
s~rvices. Even then we find that the monthly season 
ticket for the ::iecond class varies on the British Rail~ 
ways from the equivalent of 31 single journeys for a 
distance pf one mile to an equivalent of 14 single 
journeys for a distance of 100 miles. For quarterly 
season tickets; the variation is between 89 single 
journeys for a distance of one mile and 38 single 
journeys for a distance of l 00 miles. It will thus be 
seen that the concession which the Indian Railways 
are now providing, whether on the suburban or on 
the non-suburban sections, is much larger in terms of 
both monthl'y season ticket fares and quarterly season 
ticket fares. 

8.05 To put it in another way, on the British Rail
ways, taking the single journey fare per mile as equal 
to 100, the effective rate per mile on a monthly season 
ticket varies from 100 upto the first five miles to 80 

· or 82 between 90 and 110 miles, the quantum of 
concession increasing from 20% at 5 miles t" 
72% at 150 miles. Even on this basis, the concession 
offered on the Indian Railways is much higher. 

• 8.06 On the British Railways, the concession given 
on the First class is about the same as· that given on 
the Second class. We have already pointed out that. 
on the Indian Railways, the concession given on th~ 
First Class is higher than the concession !riven on the 
Second class. 

8.07 Another railway about which we have been 
able to obtain some information in respect of monthly 
season tickets is that in Sweden. Here also, we find 
that the concl.!ssional fare of a monthly season ticket 
varies from an equivalent of 31 single Journeys at 
a distance of t kilometres to 11 single journeys at a 
distance of 146/150 kilometres. In the case of tM 
First class, the. concession given is similar. In other 
words, the concession increases with distance, from· 
22% at 6 kil'ometres to 70% at 130 kilometres and 
72% at 210 kilometres. 

8.08 It is also understood that in Japan, on the 
monthly season ticket, a concession of 40% is given 
as compared to the sin.e;le ticket fares on an equivalent 
normal number of single journeys. For details of the 
British and Swedish Railways, see Annexure VIII~l 
(a) and (b). 

Cost of EMU Services ' 

8.09 It has aiready been indicated· that we have 
not as yet been able to examine costs of different types 
of railway services in detail. Such studies as we have 
upto now tentative·ly been able to make on the basis 
of the data for 1976-77 show that the average terminal 
cost per passenger on electric multiple units is likely 
to be between 4 and 5 paise per passenger, while .the 
line-haul cost for a passenger kilometre would . be 
nearly 2 paise. These costs would ordinarily have 



already increased by now. Mor~over, a~y addition to 
facilities is likely to lead to an mcrease m costs. ~Ve 
have already .tnd:cated earlier t~e very la~~e capital 
investments that will be required if any additiOns have 
to be made to the traffic and other capital f~cilities. to 
provide some relief to the present overcrowdmg which 
the suburban passC'Ilgers face. The .following d~ta 
about rollin.,. stock ,costs (EMU service) would give 
some indication of the additional costs involved in 
increasina the number of rakes on the existing services "' . on the suburban sectiOns :-

TABLE No. VIII-3 

COST OF EMU ROLLING STOCK (PER COACH) 
(in Rs. lakhs) 
BROAD GAUGE 

AC DC 

Year Motor Trailer Motor Trailer 
Coach Coach Coach Coach 

-----
1962-63 6.13 293 

1963-64 6.13 2.93 6.40 3.06 

1964-65 9.20 3.65 9.20 3.65 

1966-67 6.13 2,93 9.20 3.65 

1972-73 11.63 3.15 11.15 3.00 

1978-79 23.10 15.60 20.00 6.00 

SouRCE : Figures as shown in R.S.P. for New Acquisitions for 
that year for an individual unit. 

Figures for M.G. not given as no fresh item ~f Motor 
Coaches and Trailor Coaches has figured m R.S.P. 
since 1966-67 and 1972-73 respectively. 

8.10 We have already shown in our examination 
of season ticket fares that the equivalent fare per 
kilometre charged for a Second class monthly season 
ticket holder in Bombay (assuming that he perform.;; 
50 single journeys a m~nth) varies fr<?m 1.5 paise at 
5 kilometres to 0.4 patse at 100 ki.lometres. The 
charge for those who. hold quarter~y season tickets .is 
sliohtly lower ( 1.3 paiSe to 0.4 paise). The fares m 
C~cutta and Madras are not very different from those 
in Bombay. It is thus clear that the present fares are 
inadequate to cover even t.h': existing costs of. suburban 
services leave alone providmg a surplus which wouM 
enable development of the<;e services requiring large 
investments. 

Breaking the Vicious Circle 

8.11 A serious objection to charging higher fares 
to season ticket holders, and especially to commuters 
most of whom undertake journeys for the purpose of 
goina to their places of work, would be that they 
cann~t afford to pay higher fares and· that, in any 
case, it would be unjust to make them pay more for 
journeys which they unde~take .not for pleasure b_ut for 
earnino their li·;ing. It 1s qmte true that lookmg at 
the st:le of ov~ccrowding especially in peak hours at 
]east on the suhurban sections of Calcutta, Bombay 
and Madras one can fully appreciate the point that 
none will tr~vel for ple-asure in these trains especially 
at the peak hours. The only ~uestion th~t has to be 
posed is whether it is th~ Ra1lw~~s which sh~mld 
continue to suffer Tosses m provtdmg these seiV!ceo;. 

74 

What is many times overlooked in ·sucn arguments is 
lhat the burden of these mounting losses bemg put on 
the Railways merely results in the Railways hnding it 
increasingly difficult to make the necessary investments 
to maintain and improve thcsC' services. ln a situation 
where the fare structure is such that ever} addition to 
passenger trains- adds to losses, the possibility of such 
additions being made is reduced. We have already 
examined the Jilliculties faced by Railway finances 
which have made it difficult for adequate investments 
to be made in the past for improving the suburban 
~ervices. While the hesitation shown by Railway 
authorities in the past thirty years in increasing sea3on 
ticket fares pari passu witfi increases in costs and 
increases in other fares is understandable on humanistic 
grounds and on grounds of the dissatisfaction that such 
increases are bound to create, in effect this policy has 
led to a situation which has made the proper main
tenance and development of the suburban railway 
systems difficult. The dcvelooment of commuter 
services in othe-r areas may also not be found to be an 
economical proposition for the reason that the non-• 
suburban season ticket fares also being low, the extm 
investment would not be economic. It is therefore 
high time that a way is found to break away from this 
vicious circle of stagnant and low fares making develop
ment and even maintenance difficult, and the resultant 
inadequate servkes making it difficult for fares to be 
rationalised. 

Why Not the Employer Pay for Transport ? 

8.12 One of ~he results indicated by the Survey we 
have conducted of suburban season ticket holders is 
that, among the Second class season ticket holders, the 
self employed constitute only 1 7%, all others except 
students (6.83%) being employed either by industrial 
and commercial establishments ( 43%) or by govern
mental authorities (24%). As already pointed out in 
Chapter VII the non-suburban season ticket holders 
constitute a somewhat mixed bag, some of them being 
regular commuters in the newly developed industrial, 
Commercial or administrative clusters, while a smaU 
number apparently represent those who are making a 
few trips for their professional or business work. 

8.13 In the ca!.e of commuters who travel daily to 
and from their places of work, it may well be argued 
that the expenditure on the journey is in connection 
with their employment and therefore, except in the 
case of the self-~mployed, the employer should bear 
the whole or a substantial part of such expenditure. 
It can, of course, be argued that the wage rates in 
different areas. including those in Bombay, Calcutta 
and Madras, already take note of the fact that workers 
have to incur travel costs. In the case of Government 
establishments, special allowances such as the 
compensatory a11owance are given taking into account 
the higher ~o~t of Jiving that is unavoidabl.! in 
metropolitan areas and the calculation of this includl'' 
the cost of tran~port. What is important to note in 
this context is that the wage rates. compens:1tory 
a!Iowances etc. given at present, even if it is assum~d 
that they take into account the- transport e:o;.penses. are 
based on these expenses at the present l0w and un
economic fares. Any rationalisation of fares would 
immediately lead to demands from the orglnisatil1!1'i 
representing various sections of empl,1yecs for- additional 



allowances to meet these extra costs. It would, there
fore, be far better to make a specific provision by law 
for the rcimbur.>ement by employers of the extra costs 
incurred by employees for their transport to and from 
the place of work resulting from any rationalisatim:. 
of fares. Such a legislative provision would avoid 
the difficulties that would otherwise arise with any 
rationalisation. A large part of the commuters would 
then find that the burden falling on them as a result 
of rationalisation would be insignificant. There would 
also be no necessity for their organisations to undertake 
protracted negotiations for the purpose of obtaining 
the agreement of the employers to reimburse the extra 
expenses. A legi5lative provision of this kind would, 
therefore, make It possible for rationalisation of fares 
to be undertaken smoothly, without creating much 
popular dissatisfaction, and, at the same time, enable 
the Railways to make necessary investments so as to 
carry out the much needed improvement for providing 
better service to the -=ommuters. 

8.14 We have had this matter examined· legally. 
We have been advised that it will be within the legis
lative competence of the Parliament to enact legisl.atio11 
for this purpose for the objective of ensuring th~ 
welfare of 'workers' [Item 24 of List III (Concurrent 
List) : "Welfare of labour ...... "]. How exactly the 
provision should be made, and to what categories of 
workers it shouiJ be applied and in what manner are 
matters we need not go into. All that may be suggested 
for Government's consideration in this respect is that 
all categories of workers earning Jess than a specified 
amount, say Rs. 1000 if it is legally permissible, may 
be made entitled to such reimbursement. The 
reimbursement may be applicable only to journeys 
from the registered residential address to the place of 
work and back by the cheapest mpde of public trans
port. In order;lo.make sure that the concession is not 
misused, the reimbursement may be limited to a certain 
proportion, say EO% of the transport expenditur~. 
Employers who provide housing to employees within 
a reasonable distance of the place of work, say two 
kilometres, or thl)se who provide transport facilities 
themselves may he exempted from this obligation. 

8.15 In this connection, it is important to note that 
a large number vf employers, especially those in the 
public sector, already provide transport services to their 
employees without any charge. Such services are 
hcin~ provided, for example, by the public sector steel 
plants, by the public sector units located at Bangalore, 
Hyderabad and a number of other places. Some 
private sector employers are also providing such 
facilities. Ther~ is no reason why a11 employe-rs should 
not ac:ept this obligation. It is true that this obligation 
has not usuaUy heen arcepted upto now by private 
employers in traditional industrial areas such as 
Bombav. Calcutta and Madra~. It is al~o true that 
Government emdovees have also not usually received 
such a benefit uptil now. There app:-ars, however, no 
rcac;on why they should not accept this obligation of 
m-:-ctin~ the extra burden th~t otherwise their emplovees 
wilJ h:we to bear. There is also no reason whv they 
~houlJ ncept the Railways to continue to subsidis"e
thc •r~"el of their workers and in effect subsidise thc)r 
operation. · 
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8.16 In the case of Government employees, an 
objection may be raised that such an approach would 
merely be like r?bbing Peter to pay Paul. We h~ve 
given data resultmg from our Passenger Survey whtch 
show that the proportion of those engaged in industrial· 
and commercial establishments constitute in the 
suburban areas of Bombay, Calcutta and Madras a 
much larger proportion of second-ctass season ticket
holders than Government employees. Moreover, the 
Railways have ..1lways been treated as a . commercial 
undertaking. Except Railway employees, all other 
Government personnel trave.·lling on railways for -official 
work have to pay for their journeys. Even goods 
carried on behalf of Government agencies have to pay 
freight at the appropriate rates. Thus, in principle, it 
has always been accepted that Railways have no obli
gation to subsidise other Government agencies as such. 
When it is found that, for the rationalisation and more 
economic operation of the railway system, fares have 
to be increased and the employers sijould share a 
substantial part of the burderi, Goverrl~nt authorities 
cannot logically expect to be exempted: ' 

Congested Metropolitan Areas ' 

8.17 There is a further and more important angle 
to this problem. The necessity to prevent further 
concentration of population in metropolitan areas has 
been emphasi;;ed for many years. This has been the 
burden of the development approach taken by the 
Planning Commission. More balancec;l regional deve
lopment, with development of new centres of industry 
and population in areas which are not already develop
ed, has been repeatedly emphasised. In spite of this, 
as pointed out in this Report earlier, the dev~lopment 
of urbanisation has continued in a lopsided manner 
with rapid increases in the populations of a few metro
politan areas with slower increases in the growth of 
small towns. The result is th.at areas like Bombay and 
Calcutta are bursting at their seams and the quality of 
life of the people living and working there has steadily 
deteriorated. What is more relevant for our purpose is 
that the problem of providing adequate transport 
facilities for the very large number cf commuters who 
have to daily come to the central business district of 
these areas has been rapidly increasing, and this has 
strained the transport facilities of these areas. Our 
earlier Chapter on metropolitan development has giveri 
enough data to show how costly in terms of additional· 
investment the development of further facilities for 
meeting the increasing transport requirements of these 
areas is. The country is hardly in a position to take 
up and continue such large investments in these areas in 
increasing quantities. InvestmC'Ilt resources being 
limited, concentration of so much investment in these 
few areas is neither practicable nor desirable. 

8.18 It is, however, essential that investments should 
be undertaken which would at least reduce the enor
mous strain to which the commuters who are alreadv 
living and working in these areas are put at present. 
It would not be proper to leave them to suffer such 
hard~hip almost with a view to providing a di~incentive 
to the further growth of population in these aretto;. 
That would not be a humane approach. It is therefore 
necessary to think of wavs in which at le-ast certain 
necec;~ary investments for meeting the present transport 
difficulties in such areas in the near future can be 
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undertaken. A rr.:1jor reason why we have thought it developments arc the State Govcnimcnts and Iocill 
proper to give priority to this matter in our work is authorities .. If lhcre was. a transport authority for 
th.it it is our view that the taking up of short gestafion. the area which w~s responsible for all modes of public 
investments in :.h..:se areas brooks of no delay. We transport, and this was under the control of the 
are at the sam:?. time aware that it will be difficult for municipal corporation or the State Government, there 
the Planning Commission to sanction and the general would have bt:ca some possibility of the benefits 
public exchequ.;:r to bear the burden of such extra accruing from these developments being used to 
investments unless the present uneconomic fare levels subsidise the creation and operation of necessary 
are somewhat rationalised so as to provide a basis for facilities such as transport. But while the bus service; 
servicing further investments. This is the basis of our run in these areas are the responsibility of the State 
proposals. . · Government or the local authority, the local railw<>.y 

services continue to be under the Central Government 
Burden on Bent?{iciaries of Agglomeration and hence they cannot obtain any benefit arising out 

8.19 At the s:1me time, it is only appropriate that of such land de\'·~lopment projects which at the same 
the cost of employing large numbers of people in such time put burdens on them. 
concentrated areas-including the cost of providing 
various facilities including the transport facility to 8.21 In view of all this, we do not think that it 
move them to their work-place and back home- would be inappropriate to suggest that the Government 
should be borne essentially by those who employ them should agree to the idea that a substantial part of t!le 
in these areas, and also by those who benefit directly transport expenses of people who are commuting in 
or indirectly irom the concentrated development in such areas for earning their livelihood should be borne 
such areas. It is well-known that, in spite of Govern- by their employers. We also do not see any reason 
ment's decision to ban the grant of further industrial why Governmental authorities should be exempted 
licences in .such areas which has been in existence for from such a provision though the matter will obvioudy 
quite some time, industrial. development through the have to be decided between the concerned Government 
expansion of existing units and for setting up of small and their employees ; Parliament can legislate or decide 
units has continued to take place circumventing these only for Central Government employees or for 
bans. What is worse, in order to benefit from the employees of corporate undertakings, but not for 
~dvant~ges available in these metropolitan cities, an employees of State Governments or local authorities. 
mcreasmg number of commercial and business esta- The exact extent and manner in which this burden 
blishments have grown up in these areas. Even the should be put, what proportion of public transport 
Central and State Governments, while advocatinO' c<;>sts the employer shouid be made to bear, upto what 
deconc~ntration, have ~ontinued to expand the employ~ disance* such reimbursement should be admissible 
ment given by them m such areas. Public sector and what amount of transport expenses pe1' month 
enterprises have- also not Jagged behind. This latter should be exempted so as to reduce unnecessarv 
development _i.e., the growth of commercial and busi- administrative wurk and expenditure, are details into 
ness offices, IS more employment-intensive and thus which it is not necessary for us to enter. We mav 
puts a greater burden on various urban facilities confine ourselve3 to point out that it appears to u5 
including that for transport. It is well-known that a eminently desirable that such a provision should be 
multi-storeyed office building can accommodate far made because it would only be just to put at least 
more people per square metre of ground area than a some part of the burden on the employers, including 
factory. Little effort has yet been made to prevent Governmental authorities. ·This wouid also make it 
such growth even though the concerned authoritk:s easier to rationalise the fare structure to some extent. 
have had studies made and sometimes have even pres- a matter which hr.s been neglected for too long. 
cribed regulations to avoid such developments. All Potential Burde.'1 on the Emplo.ver 
this has been of little avail uptil now. 8.22 An incidental advantage of such an arrange-
~ 8.20 In the Irdian context, and with the Constitu- ment would also be that, however, small, this addition 

tiona! ~n~. adrrUJ:listr~tive division of authority and of cost per e~ployee will have some discouraging effect 
responsibility as :t exists at present; authorities which on the creatiOn of further employment in these area-. 
benefit from such development and sometimes even and may even provide a small incentive for shifting 
encourage it are not always the same as those which offices and establishments outside such concentrated 
have _to bear the burden for proViding the facilities areas. At the same time, whatever data are avai1abl!! 
resultmg_ from. _the developments. An example will suggest that the burden on the employer is not likely 
make _this positiOll cfear. The necessity to avoid ar.v !O be very large. The proposal we are making fur 
accret:Jon to the living and working· population in mcreased suburban monthlv season ticket fares f0r 
South Bombay has been stressed in a number of studies second-class passengers on the- basis of reimbursement 
and by a n~mber ~f authorities in the ·last twenty ~y the employer will_ involve a total monthfy increase 
years. In spite of th1s, schemes such as the Reclama- m the fare by Rs. 18 m Bombay. Rs. 20.80 in Calcutt:1 
tion Schemes at Nariman Point and Cuffe Parade have and Rs. 14.25 in Madras for the average distanc.: 
~een taken up ·md mu~ti-storey o~ce "buildings put llp travelled by suburban passengers in these cities. Thi.; 
m such areas, l'verrulmg the obJections raised bv c~n be compar..:~ with the monthly wage earned bY 
bodies like the Railways who find that the burden of different categones of emplovecs. The income drltJ 
commuters on their services raoidly increac;cs as a collected in our P~ssenger Survey. eve11 though we ar.: 
result of such dcveloomL'Tlt. The authorities which afraid thev very much understate the income in .1 

encourage and t'J some extent benefit from such number of cases. show that only some 20r:" t)f tlw 
. --------------- -----------------------------------•obviously, ~uch reimbursement cannot he made obligatory on the employer if an emrlov.:e for his own convenienl'e choose.-; !t' 

reside at a distant place. - · 



~ccond class season ticket-holders in Bombay have an 
mcomc of less than Rs. 250, the corresponding pro
portions being about 17% in Calcutta and about 
29% in Madra.i. The rest obtain incomes exceeding 
Rs. 250. In the- latter cases, the proportionate burden 
on the employer may now exceed 5% if the employe::
bears ~nly the increase in fares, or only a certain 
proportion of the total fare. 

As shown in Table VIII-4, total emoluments based 
on minimum and mean pay earned by a Central 
Government employee in Bombay, Calcutta, Madras 
and Delhi arc n..:arly Rs. 463 and Rs. 537 for Class Hl 
(lowest grade) a11d Rs. 351 and Rs. 3 79 for Class IV 
respectively. . ~ 

TABLE VIII-4 

TOTAL EMOLUMENTS OF CENTRAL GOVERNMENT 
OF CLASS IV & CLASS HI (LOWEST GRADES) 

EMPLOYEES BASED ON MINIMUM OF THE SCALES 
OF PAY IN BOMBAY, CALCUITA, MADRAS & 

DELHI 

Pay (Minimum of scale) 

DA 

ADA 

HRA 

CCA. 

Other allowances 

TOTAL : ~ 

Oass III das,s IV 
(260-350) (196-230) 

260.00 196.00 

52.00 39.20 

96.20 73.40 

39.00 29.40 

15.60 12.75 

462.82 350.75 

EMOLUMENTS BASED ON MEAN PAY 

Pay (Mean of scale) 

DA 

ADA 

HRA 

CCA. 

ToTAL 
·-- -· --·--· --

Oass III Class IV 
Mean pay Mean pay 
i.e. i.e. 
Rs. 260- Rs. 196-
350 230 
Rs. 305 Rs. 213 

305.00 213.00 

60.00 42.60 

108.00 78.80 

45.75 31.95 

18.30 12.80 
---

537.05 379.15 
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monthly wage** m 1974 in a few industries was as 
follows : 

Jute Textiles 

Wool, silk and Synthetic_ textiles. 

Electrical machinery etc. 

Other machinery . 

All industries 

Rupees 

332 

282 

268 

268 
261 . 

8.23 If it is assumed that only the increases in 
fares or only a part o~ the total fare is to be borne 
by the employer, the extra burden on the Central 
Government is not likely to exceed 5% of their wage 
bill in such areas. We do not have more detailed 
data about the salaries and wages paid by State Gov
ernments, Local authorities and other employers, but 
it does not appear as if the burden o'n them would be 

• very different in magnitude and thus too difficult 
for them to bear. 

Self-Emploxed a11d Students 

8.24 A question is bound to be raised regarding 
the self<mployed and those who have no income of 
their own like students and also the unemployed. As 
regards the self<mployed, they are. expected to adjust 
the price of their se'l'vices so as to cover the costs of 
their business. The professional classification indicat~ 
ed by our Passenger Survey does not show I a very 
large number of what may be called hawkers or other 
such very low income categories of self-employed. 
In the case of other setf<mployed, it should not be 
difficult for them to absorb tne additional transport 
cha;ges by suitably adjusting the pric~s charged by 
them for their services. In this case also there is 
no reason why the Railways should be expected to 
subsidise their transport.. As regards . students, the 
Railways have always provided a. co'ncessional fare 
to them to the extent of 50% -except in Calcutta 
where the extent of concession is 33% and this will 
continue~ As regards the unemployed and the destitute, 
in any case there is little that they can afford ·and there 
is little that can be done in the transport fare structure 
to accommodate their requirements. The solution to 
their problems has to be sought in other ways. 

Monthly Season Ticket Fare Basis-Proposal J •. 

8.25 The exact basis on which season ticket fares' 
should be established in future is a matter which will 
require various detailed studies· in addition to those 
which we have already conducted. One of the impor
tant aspects that has. to be examined i'n this connec
tion is that of costs. 

IL is understood that Public Sector enterprises While some cost data about the running of elec-
locatcd in Bombay, Calcutta and Madras pay mini- tric multiple units have been available to us, it has not 
mum wages of Rs. 350, 370 and 454 respectively been possible for us to make a critical review of. these 
{Sec Annexure VIII-2). The lowest paid operative data in order to arrive at definite co'nclusions. We 
in the cotton textile industry in Bombay rec-~ived a have also vet to examine the question of what costs 
wage nf Rs. 448 in April, 1978. * The average would be finally relevant 'for working out the fare 

--------------------------------------------------•Indian Labour Journal, July 1978, p. 1173 . 
.. Date called from Statistical outline of India, 1978 (Ta,!a) p. 124. Figures relate to employees receiving Wage/Salary of Jess than 

Rs. 400 p.m. 



structure both on suburban and 'non-suburban sections. 
\\' ilat klnj of tapering according to distance should 
be adopted in LlJe cas~ of season ticket fares is 
anot11er asp~ct which we have to examine especially 
taking into account data about terminal costs. The 
question of incrcment::tl costs arising out of the pro
vision of additional services has also to be further 
examined. The imP,lication of all this is that it is 
not possible for us ai this stage of our work to eome 
to any final conclusion about the exact basis on which 
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suburban season tickets should be· priced. In the 
meanwhile, hO\yc~er, the matter cannot be permitted 
to rest where It IS at present. We should raise the 
fare charges enough not only to wipe out existing 
losses but also to leave a surplus from these services 
w11ic!1 wil_l enable th~ financing _authorities to support 
adequate mvestmC'Ilt every year m the next few years. 
I.t is on this basis that we hav~ put forward o~ sugges
tions for suburban season ticket fares as g.tven in 
Proposal I in Table No. VIII-5(a) and (b). 

Proposal No. I 
TABLE No. Vill-5(a) 

SECOND CLASS MONTHLY SEASON TICKET FARES 
SUBURBAN AND NON-SUBURBAN 
(To be borne by the employer) 

Distance slab in Kms. Proposed Existing II Class Increase per II Class 

1-5 
6-10 • 

11-15 
16-20 
21-25 
26-30 
31-35 
36-40 
41-45 
46-50 
51-60 
61-70 
71-80 
81-90 • 
91-100. 

101-110 . 
111-120 . 
121-130 • 
131-140 • 
141-150 . 

Distance slab 
.Kms. 

1 

1-5 

6-10 

11-15 

16-20 

21-25 

26-30 

31-35 

36-40 

in 

II Class 
M.S.T. 
fare. 

Rs. P. 
12.00 
17.00 
22.00 
27.00 
31.00 
35.00 
39.00 
43.00 
47.00 
51.00 
56.00 
61.00 
66.00 
71.00 
76.00 
81.00 
86.00 
91.00 
96.00 

101.00 

TABLE No. Vll-5(a)-contd. 

Existing ll Class Increase per n 
M.S.T. Fare in Non- Class M.S.T . 

Suburban (Non-Suburban) 

2 3 

3.90 8.10 

6.45 "10.55 

8.60 ' 13.40 

10.20 16.80 

11.95 19.05 

13.15 21.85 

14.95 24.05 

16.90 26.10 

M.S.T. Fare (Suburban) M.S.T. (Suburban) 

Bombay Calcutta Madras Bombay Calcutta Madras 

Rs. P. Rs. P. Rs. P. Rs. P. Rs. P. Rs. P. 
3.90 3.90 3.90 8.10 8.10 8.10 
6.40 6.40 6.40 10.60 10.60 10.60 
7.75 7.75 7.75 14.25 14.25 14.25 
9.00 9.00 9.00 18.00 18.00 18.00 

10.20 10.20 10.65 20.80 20.80 20.35 
11.40 11.40 11.95 23.60 23.60 23.05 
12.50 12.50 13.10 26.50 26.50 25.50 
14.30 14.30 14.30 28.70 28.70 28.70 
15.45 15.45 15.45 31.55 31.55 31.55 
16.50 17.05 17.05 34.50 33.95 33.95 
18.30 19.35 19.35 37.70 36.65 36.65 
19.90 21.15 41.10 39.85 
21.25 22.95 44.75 43.05 
22.50 24.75 48.50 46.25 
24.55 26.50 51.45 49.50 
26.10 28.15 54.90 52.85 
27.65 29.90 58.35 56.10 

31.35 59.65 
33.00 63.00 
33.60 67.40 

1 2 3 

41-45 19.05 27.95 
46-50 20.35 30.65 
51-60 23.50 31.50 
61-70 26.65 34.35 
71-80 29.80 36.20 

REMARKS:-

(1) The exis~ing fares shown in the relevant columns are 
those w~ch are applicable to the highest kilomeu-e of the 
stab.. For example, the fare for 1-5 Kms. is t..~e one 
applicable to M.S.T. for 5 Kms. 

(2) The proposed fares beyond 150 Kms. are to be computed 
by addmg Rs. 5 for every subsequent slab of 10 Kms. 
For example, the fare for 192 Kms. will fall in the slab flf 
~1-2(~ Kms. and the fare would be Rs. 101 00+25.00 
- Rs. 1-6.00. 



Proposal No. I 
TABLE No. VIII-5(b) 

flRST CLASS MONTHLY SEASON TICKET FARE
SUBURBAN AND NON-SUBURBAN 

(To be borne by employer) 

Distance slabs in Pro- Suburban Non-suburban 
Kms. posed 

1st Class Exist- Increase Exist- Increase 
M.S.T. ing 1st per ing 1st per 
Fares Oass M.S.T. Class M.S.T. 

M.S.T. M.S.T. 
Fares Fares 

Rs.P. Rs. P. Rs.P. Rs. P. Rs. P. 
1-5 48.00 17.00 31.00 17.00 31.00 
6-10 68 00 28.00 40.00 28.00 40.00 

11-15 88.00 37.00 51.00 38.00 50.00 
16-20 108.00 42.00 66.00 45.00 63.00 

21-25 124.00 49.00 75.00 52.00 72.00 

26-30 140.00 53.50 86.50 57 50 82.50 

31-35 156.00 59.00 97.00 64.00 92.00 

36-40 172.00 64.00 108.00 70.00 102.00 

41-45 188.00 70.00 118.00 75.50 11~.50 

46-50 204.00 74.00 130.00 82.00 121.00 
51-60 224 00 83.50 140.50 94.00 13o:oo 

61-70 244.00 90.00 154.00 103.50 140.50 

71-80 264.00 99.50 164 50 115.50 148.50 

81-90 284.00 107.50 176.50 

91-100 304.00 115.50 188.50 
I 

101-110 324.00 123.50 200.50 

111-120 344.00 131.50 212.50 

121-130 364.00 138.50 225.50 

131-140 384.00 146.00 238.00 

141-150 404.00 149.00 25.~.00 

REMARKS : (1) Remarks No. 1 of Table Vlll-5(a) will also 
apply to this table. 

(2) Fares for beyo.td 150 kms. will be 4 times the 
corresponding 11 class MST fares. 

8.26 lL will be se..-:!J. from the proposal that it is 
propos~ to have tixed monthly season ticket fares 
for slabs of distances, the slabs being of 5 kms. each 
for the first 50 kms. and 10 kms. thereafter. We 
think that this is only appropriate so as to reduce the 
clerical and other work involved fu having a large 
nu1nbcr of denominations of fares. This will also be 
cousistent with our recommendation (Para 8.38 and 
8.39 below) about distance slabs for card tickets on 
suburban sections. It will be further seen that the 
minimum second class monthly season ticket fare 
propose.! is Rs. 12 and it increases with a certain 
de:~ce of taper so that for the highest slab in the 
suburban area, viz., 141 to 150 kms., it will be 
Rs. 101. 

8.27 The First Class monthly season. ticket fares 
at present vary from 412 to 480% of the second 
class fare at different distances. In Chapter V, we 
h:1ve already shown that First Class season ticket fares 
have been raised much more in the rece·nt past than 
!hose in the Second class. We are therefore propos
mg that they should be uniformly put at four times the 
Second Class Season Ticket fare. 

7~ 

Suburban and Non-Suburban Distinction to Go 

8.28 We are funner proposing that the distinction 
between subw·ban and non-suburban season tickets 
regarding Lll! tares to be charged should no longer 
~:.;;..s.:. .t\.t pr~!sent excepc for some sections on wh1ch 
s.::ason tickets were issued before 1951, the issue of 
season i.1ckets is confined to distauces not exceed.ini 
~u kms. .Pracdcauy ai.l ti1e zonal railways have in
dicated that this restriction ieads to many problems. 
There is no ban on a person obtaining . two season 
tickeLs l:or distances of ISO kms. or less, and thus in 
e1Iect have a season ticket' lor a longer distance. It 
appears that this phenomenon is not unusual. More
over, with the increasing speed of trains and as non
suburb~n season tickets are available for journeys on 
certain fast trains, it is not impossible for commuters 
to travel almost daily between points as far as 150 kms. 
apart. In fact, we have found that there is a large 
body of commuters which makes almost daily trips 
for distances just short of 200 kms. where season 
tickets are permissible on account of their being in 
existence before 1951. w_e have given thought to the 
question whether the distinction between routes where 
season tickets were peqnitted before 1951 and other 
routes should be abolished. This needs further exami
nation. For the time being, we recommend that season 
tickets may be freely issued in future between any two' 
stations situated at distances not exceeding 150 kms. 
For longer distances, the excepti<?n regarding certain 
routes where such season tickets existed before 1951 
should continue for the time being. ' 

Regarding the season ticket fare for distances 
beyond 150 kms., we recommend that for every slab 
of 10 kms. beyond 150 kms. an amount of Rs. 5 
may be added (Rs. 4 in case of Proposal II discussed 
later in this Chapter). Some illustrative examples 
of the effect on the monthly season ticket fares of 
the present proposal on sections over 150 kms. which 
will continue to have season ticket facilities, are given 
in Annexure VIII-3. 

8.29 As has already been indicated earlier, our 
passe·nger survey shows that the route between Pune 
and Bombay V.T. is responsible for a very substantial 
number of season ticket-holders among those who 
travel distances beyond 150 kms. In their case our 
proposal would lead to an increase over the existing 
second class monthfy season ticket fare of Rs. 66.5CJ 
(almost a little over 100% ). The specially low 
season ticket fare existing at present between Pune 
and Bombay is partly due to the fact that the present 
fare has been calculated for the Bombay-Karjat sec
tion on the suburban basis and the· Karjat:-Pune sec
tion on the no·n-suburban basis As the suburban 
season ticket fares have generaily been lower than 
the non-suburban season ticket fares, and we are now 
proposing a uniform fare basis for both, the increase 
is somewhat higher on the Pune-Bombay section as 
compared to other non-suburban sections, but this 
cannot be avoided: 

8.30 When considering the effect of the proposed 
increase, the profile of the season ticket-holders as 
shown by our Passenger Survey should be taken into 



account. It will be seen from the following Table No. 
YIII-6 re!;ardin~ j)e second class season ticket-holders 
travelling between 150 and 200 kms. on the Pune
Bombay section, that a very large proportion consist 
of scli -employed businessmen and professionals. 
Among the first class season ticket-holders, we find 
a simt!ar situation. We also find that, with all the 
inadequacy of the income data which we have been 
able to obtain, a substantial proportion of the second 
class season ticket-holders between Pune and Bom
bay acc~pt that their incomes exceed Rs. 500 p.m. 
A small number show their incomes to be below 
Rs. 250. On looking at their nrofessional categories 
(businessmen) it is doubtful whether these statements 
arc reliable.· 

TABLE No. VIII-6 (a) 

SOOO ECONOMIC PROFILE OF NON-SUBURBAN 
SEASON TICKET HOLDERS TRA YELLING ON 

BOMBAY-PUNE SECTION 
NoTE :-Total number of Bombay-Pune commuters covered by 

the Survey. 
1st Class 25 

UndOass 86 
(Figures given below are in %) 

S.No. Profession 

2 

1. Government Service Class 1st and 
lind 

1st Oass lind Class 

3 4 

3.4 

2 

2. Class Ill 
3. Class IV 

3 4 

7.0 
1.2 

4. Industrial and Commercml Under-
takings Establi.~hments Officers 

5. Supervisor 

6. Clerks . 

7. Workers 

8. Self Employed proprietors 

Businessman 

10. 

11. 
12. 
13. Teachers 

14. Students 

15. Others 

Hawkers 

Farmers . 

Artisan~ 

S.No. Monthly Income 

1. Nil 

2. Below Rs. 250 
3. Between Rs. 251-500 
4. Between Rs. 501-1000 

5. Over Rs. 1000 

20.0 
12.0 

12.0 
56.0 

4.7 
2.3 

1.2 
4.7 

10.5 
52.3 
1.2 

4.7 
2.3 
4.7 

Ist Class lind Oass 
Figures given below are in ~~ 

2.3 
7.0 

33.7 
28.0 43.0 

72.0 14.0 

TABLE No. VIII-6 (b) 

SOCIOECONOMIC PROFILE OF NON-SUBURBAN SEASON TICKET-HOLDERS COVERED BY THE SURVEY
TRAVELLING MORE THAN 150 KMS. OTHER THAN THOSE TRA YELLING ON BOMBAY-PUNE SWECTlON 

NoTE:-Totat nwnb!r of CollUI1uters other than Bombay-Pune Section is-

151-200 Kms. 

201-300 
Over 300 

Sl. Profession 
No. 

1. Govt. Service : 
Class I and III 

2. Class Ill 
3. ClasslV 
4. Industrial/Commercial 

Establishment : 
Officers 

5. Supervisors 
6. Clerks 
7. Workers . . . 
8. Self-Employed Proprietors . 
9. , Businessmen . 

10. , Hawkers 
11. , Farmers 
12. , Artisans 
13. Teachers 
14. Students 
15. Others 

!lfowMy Income 

Nil. . . 
Below Rs. 250 . 
Between Rs. 251-500 
Between Rs. 501-1000 
Over Rs. 1000 . 
---------------

---
Ist Class lind Class 

5 62 
2 40 

Nil 2 

Figures given below are in % 

151-200 Kms. 201-300 Kms. Over 300 Kms. 

1st lind 1st lind 1st lind 
Class Oass Class Class Oass Oass 

9.7 3.0 
11.3 3.0 

50.0 

1.6 2.5 
1.6 2.5 
3.2 2.5 

60.0 
9.7 50.0 5.0 
3.2 7.5 

40.0 48.4 50.0 55.0 50.0 
3.2 7.5 
1.6 

6.4 2.5 

l.b 50.0 
11.3 10.4 
33.9 50.0 42.5 50.0 
41.9 50.0 40.0 

100.0 11.3 7.5 
--· ---- ---------·--- --- ---- ---- ----- ---- -- -···-·-



8.31 As regards the rest of the non-suburban 
season ticket-holders thi! following table shows that, 
out of the second-class season ticket-holders travel
ling distances between 150 and 200 kms., a substan
tial proportion belong to self-employed businessmen 
and professionals. Another substantial proportion 
belong to Class I and II Government services. Similar 
is the position of those who hold second-class season 
tickets for distances between 201 and 300 kms. The 
number going beyond 300 kms. is negligible, anct 
even there, 50% characterise themselves as 'business
men'. The income data as given in tbe table show 
that a substantial proportion admit to incomes exceed
ing Rs. 500 and some between Rs. 251-500. Only 
a very small number state that their incomes are 
hclow Rs. 250. This confirms that much hardship 
to the really poor sections is unlikely to be caused as 
a result of implementing our proposals. 
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PROPOSAL-II 
8.32 We have made the above proposal on the 

assumption that Government will accept the reason
ing that we have put forward earlier and take steps 
to pass necessary legislation for ensuring reimburse
ment o'f a substantial part of the commuters' transport 
expenses by his employer. We cannot however ignore 
the possibility that, for one reason or the other, the 
Government may not find it possible immediately to 
undertake such legislation. We should not over look 
such eventuality. It is possible that the increase we 
have proposed may not be immediately practicable if 
the whole burden of the increase in to be borne by the 
commuter himself in the case of all categories of the · 
population. To provide for this contingency, and- to 
make sure that at least the expected losses are elimi
nated, we are making an alternative proposal which 
is given in proposal II in Table VIII 7{a) and (b). 

Proposal No. 2 
TABLE No. VIII-7 (a) 

SECOND CLASS MONTHLY SEASON TICKET FARES-SUBURBAN AND NON-SUBURBAN 

-----------
Distance slabs in Kms. Proposed Existing II Class Increase per II Class 

IT class M.S.T. fare (Suburban) M.S.T. (Suburban) 
M.S.T. 
fare Bombay Calcutta Madras Bombay Calcutta Madras 

-- -- ------- ------·--- -----------. 
Rs. P. Rs. P. Rs. P. Rs. Pl. Rs. P. ~s. P. Rs. P. 

1-!1 10.00 3.90 3.90 3.90 6.10 6.10 6.10 

6-10 13.00 6.40 6.40 6.40 6.60 6.60 6.60 

tt-1!1 16.00 7.75 7.75 7.7!1 8.25 8.25 8.25 

16-20 ... 19.0 9.00 9.00 9.00 10.00 10.00 10.00 

21-2!1 21.00 10.20 10.20 10.65 10.80 10.80 10.35 

26-30 23.00 11.40 11.40 11.95 11.60 11.60 11.05 

31-35 2!1.00 12.!10 12.50 13.10 12.50 12.50 11.90 

36-40 27.00 14.30 14.30 14.30 12.70 12.70 12.70 

41-4!1 29.00 1!1.45 1!1.4!1 15.45 13.55 13.55 13.55 

46-50 31.00 16.50 17.05 17.0!1 14.50 13.9!1 13.95 

S1-60 34.00 18.30 19.3!1 19.35 15.70 14.65 14.65 

61-70 37.00 19.90 21.15 17.10 15.85 

71-80 40.00 21.25 22.95 18.75 17.05 

81-90 43.00 22.50 24.75 20.50 18.25 

91-100 46.00 24.55 26.50 21.45 19.50 

101-110 . 49.00 26.10 28.15 22.90 20.85 

111-120 . 52.00 27.65 22.90 24.35 22.10 

121-130 . 5!1.00 31. 3!1 23.65 

131-140 . 58.00 33.00 23.00 

141-150. 61.00 33.60 24.40 
--·-··----------------



TABLE V lll-7 (a)-contc/. 

--- -- - --- --- ---- -- - - --- - ----- ---- --
Distance slabs in Existing II Class Increase per Und 

Krns. M.S.T. Fare in Class M.S.T. (Non-
Non-Suburban Suburban) 

1-5 
6-10 

11-15 
16-20 
21-25 
2~30 
31-35 
36-40 
41-4.5 
46-50 . 
51-60 
61-70 
71-80 

REMARKS: 

Rs. P. 
3 .90 
6 .45 
8 .60 

10.20 
11 .95 
13 . 15 
14 .95 
16 .90 
19 .05 
20 . 35 
23 .50 
26.65 
29 .80 

Rs. P. 
6 . 10 
6 .55 
7 .40 
8 .80 
9 .05 
9 .85 

10.05 
10.10 
9 .95 

10.65 
10 .50 
10 .35 
10 .20 

1. The existing fare applicable to the highest kilometre of the 
slab 1s shown in the relevant column . For example the 
fare for 1-5 Krn. slab is the one applicable to M.S.T. for 
S Kms. The proposed M.S.T. fares will be the same for all 
the distances within each slab. 

2. The fares proposed above will be subject to the condition 
that at no stage the increase exceeds Rs. 25 .00 for a II class 
M.S.T. holder on Suburban Sections. Accordingly, fare 
for slab 131-140 Kms., will be Rs. 46.00andfor slab 141-150 
Kms. it will be Rs. 58 .00 by way of marginal adjustment. 

3. The' fares beyond 150 Kms. will be computed by adding 
Rs. 4.00 for every subsequent slab of 10 Kms. For example 
the fare for 192 Kms. will fall in the slab of 191-200 Kms. 
and the fare would be Rs. 61 .00 + 20 .00=Rs. 81.00. 

TABLE No. VITI-7 (b) 

Proposal No . 2 

FIRST CLASS MONTHLY SEASON TICKET FARES-=
SUBURBAN AND NON-SUBURBAN 

Distance slabs in 
Kms. 

Pro
posed 
1st 
class 
MST 
Fares 

Suburban 

Increase 
per 

MST 

Non-Suburban 

Exist
ing 1st 
class 
MST 

Increase 
per 
MST 

Exist
ing 1st 
class 
MST 
fares / fares 

Rs. P. Rs. P. Rs. P. Rs. P. Rs. P. 
1-5 40 .00 17 .00 23.00 17 .00 23. 00 
6-10 52 .00 28.00 24.00 28.00 24 .00 

11-15 64 .00 37 .00 21 .00 38 .00 26.00 
16-20 76. 00 42 .00 34 .00 45.00 31.00 
21-25 84 .00 49 .00 35 .00 52 .00 32.00 
26-30 92 .00 53 .50 38 .50 57 .50 34 .50 
31-35 100.00 59 .00 41.00 64 .00 36.00 
36-40 108 .00 64 .00 44.00 70 .00 38 .00 
41-45 116 .00 70 .00 46 .00 75 .50 40.50 
46-50 124 .00 74 .00 50 .00 82 .00 42 .00 
51-60 136 .00 83 .50 52 .50 94 .00 42 .00 
61-70 148.00 90 .00 58 .00 103 .50 44 .50 
71-80 160.00 99 .50 60 .50 115 .50 44 .50 
81-90 172 .00 107.50 64 .50 
91-100 184 .00 115 .50 68 .50 

101-110 196 .00 123 .50 72 .50 
111-120 208 .00 131.50 76. 50 
121-130 220 .00 138 .00 82 .00 
131-140 232 .00 146. 00 96 .00 
141-150 244.00 149 .00 95 .00 

--- ----- - - ---- --- - - ----·- - - - · -
REMARKS: 

1. Remark No. 1 of propsal for lT class will also a pplv here. 

2. Fare for I class beyond 150 Kms. wi ll be 4 times the 
corresponding II class M .S.T. fare. 
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The only di1:Ierence between the two Proposals is 
that tile mcrl!ases arc sma.tler m Proposal H. 1t ww 
be nOli..::ed (hat me maximum mcrease under this pro
posal l.vr the long~!! distance on the subw·ban f><!CUon, 
i.e., 111 CalCU cla. wouto be le~s::. ll1an KS . 25 . In 
view oi the tact that our Season ficket-iJOl<ler 

, Survey shows Ulai only about 20 % o.t the secund
cll1ss season ucket-hotders in Bombay, about 17 % 
in Calcutta and about 30% in Madras have incomes 
below Rs. 250 while the rest have incomes bave 
that limit, this increase even if it bas to be borne 
by the inuiv1duals concerned should not be con
sider·!d too high. However, the fact that H8 % of 
the suburban season ticket-holders travel for distance 
of less than 35 kms. suggests that the increase which 
most of them will have to bear will not exceed 
Rs. 12.50. This suggests that the burden of the 
increase will not be intolerably high. In the case 
of non-suburban sections, about 70% passengers 
travel distances not exceeding 35 kms. The increase 
in their case will not exceed Rs. 10.05 . 

8.33 We are recommending a Inirumum fare of 
Rs. 10 in this Proposal. The adoption of a m•m
mum fare has also to be related to the data which 
we have collected about the bus transport fares in 
some of the major urban areas. For example, in 
Bombay, the BEST does not issue a:ny monthly 
season tickets. For the shortest distance (upto 
5 kms. ), the amount that a passenger will have to 

, pay for 50 single journeys on the ordinary bus 
amounts to Rs. 12.50 and on a:n express bus R s. 15. 
In Calcutta, the monthly season ticket fare for per
forming 52 single journeys on the local tramway is 
Rs. 10.40 'for the second-class for a distance of upto 
5 kms. On the Calcutta bus, the monthly season 
ticket for 50 single journeys is Rs. 10 for a similar 
distance. It may be noted that the monthly season 
ticket in Calcutta specifically mentions the number of 
journeys while the railway season ticket e·ntitles the 
passenger to perform any number of journeys in the 
given period. The Pallavan Transport, Madras. pro
vides a monthly season ticket for 40 single journeys 
at Rs. 12 'for ordinary buses upto a distance of 5 Kms. 
In Delhi. a monthly season ticket at Rs. 12 is avail
able for thoc;e going upto distances of 14 kms. and at 
Rs. 24 for those going Tfor longer distances. The 
fare situation in other urban areas is more or less 
similar, some local bus or~anisations providing month
ly season tickets while others do not do so. As re
_gards inter-citv tra·nsport. most State R oad T rnns"'ort 
Coroorations do not provide seasn tickets. In view 
of all th!s, the fare structure 'for season tickets which 
we are proposin !! should not be considered llnreason
:lhle or unduly high . 

8.34 Our argument regarding the total burden on 
the commuter not being too difficult to bear is further 
supporteri bv the data available from the National 
Sample Survey about the expenditure on Railway fare 
in relation to total consumer exoenditure and also 
from th~ data availahte from the Mini!:trv of Labour 
(Table VID-8) . -
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TABLE No. VJH-'8 

EXPENDITURE ON RAJLWAY FARE 1N RELATION ·ro TOTAL CONSUMER EXPEND1TURE 

(Per cent) 

Bombay Calcutta Delhi Madras 

1973-74 1971 1973-74 1971 1973-74 1971 1973-74 197l 

I. Proportion of Rail fare to total consumer 
expenditure i:6 1.6 '0 .6 ·o.1 0 .. 8 0.7 '0.2 0 .9 

2. Proportion of Railfare to total conveyance 
expenditure . 41.6 45.9 17 . 3 25.6 16 . 3 22 .0 8 .0 26 .2 

3. Proportion ·of eKpenditure on conveyance 
to total consumer expenditure . 3 . 7 3.5 . 3.4 3.6 4 .·8 '3 :4 2 .7 3.3 

NOTE : (i) 1973-74 data relate to consumer expenditure survey carried out ay the Na~Miwlai.Samp~ Sur.\'ey, 28th round. 
(ii) 1971 data relate to family income and .expenditure survey for work:illg ,claues. 

SouRCE : (i) 'Sarvekshan', Vol. I, No. I, July 1977, Deptt. of Statistics, Government of India. 
(ii) Ministry of Labour. 

These dala show that the expe·nditure on rail .tr~v~l 
constitutes only a small part of the total consumer ex
penditure of an average family. The data further 
show that expenditure on rail travel constitutes a much 
larger proportion of conveyance expe'nditure in Bom
bay as compared to other big cities. Even these, 'it 
constitute onty 1.6% of tota1 per capita consumer ex
peaditure in 1973-74. Th11s, ·even a substantial in
crease in rail fares is unlikely to put an insufferably 
large burden on an average 'famity. While keepi'ng 
the limitations of such averages in view, these data 
do indicate that the hardship likely to be caused by 
our proposal is not likely to be too large. 

Vendors' Tickets .-' 

8.35 Differ~nt types of vendors' tickets are prevalent 
i'n the three suburban areas, and a common type on 
all non-suburban sections. The bases of Vendors' 
season tickets are different in the different areas .and 
sections. These practices will have to be examined in 
relation to various questions such as comparable rates 
for lujtgage, the availability of train accommodation 
etc. We have n:lt been able to carry out such an 
examination uptil now. We are therefore 'not recom
mending any change in the present practices except 
that, wherever the venders' type of seaso'n ticket is 
related to the passe·nger season ticket fare, the revised 

, passenger season ticket f~re s.houl~ apply. 

Qttarterly Season Ticket -Fares 
8.36 One major change that in our view should be 

Immediately brought about is regarding quarterly 
season ticket fares. At present these are charged .. ou. 
the basis of 2! times £be monthly &eaSOD ticket fares; 
Our sw-vev o'f season ticket holders shows that, · the 
number « oersons. who ourchase such tickets is ·· very . · 
small and, leaving aside the category of . students who 
find their season tickets 1o be .very cheap, these are 
persons in tbe upper income grouo who caa a1ronl to 
invest jn fares for the wholo quarter . at one time. Tile 
saving to the Railwavs .acising <lut « issuing <Juartedy 
seaso·n tickets instead of monthly season tickets . is 
negligible. On the other hand, for thoseo who can 
S/49 RB/78-12 

afford it, the quarterly season ticket is .a major oon
v.enieoce as .it avoids the neceSsity of spending time 
on buying a season t4cket every month. We, therefore, 
recommend that tbe q~terly season ticket should be 
iated at three times tbe monthly season ticket, no 
special concession being given on such a ticket .as com
pared to the monthly ticket. It may be mentioned in 
this connection .that our .study of furei,gn railways 
supports this approadt that no .special concession need 
be givea for season .tickets of a longer duration. 

Identity Cards 

8.37 One change of an administrative character 
which we would ~e is that, as has already been 
done in the case of non-suburban season tickets, in 
ii)e case of the suburban season tickets .also,. the hold
ing of an ide_ntity card should be made dbligatory on 
the season ucket-ho!<;ler. We understand that when 
this proposal was being mooted for non-suburban 
~eason ticket holders, apprehensions had been ex
pressed whether this would be practicab1e. Expe
rience has .shown . that these a.ppreheasion5 were u'tl
founded. In the suburban areas, there is even less 
likelihood of the idea o'f. identity cards being found 
impracticable. On the other hand, the possibility 
of misuse of the season tickets is greater in the case 
of suburban .season tickets especially those for short 
distances. AU that wou~d be necessarv for success-

. fuHv .. imp1ementing. the proposal would be to. give 
adequate notice of the change, and for the issue o'f 
identity cards in sufficiently large numbers in .. the 
initial stages, 

E(jrective T.iclcet.:dtecking 

8.38 One · further. suggestion foe administrative 
consideration should be made in tlt.is context. We 
find ·that in the three metropolitan areas · ticket ch.eck
i~ on the suburban sections aeeds ,to be impro\!ed. 
Because of the large rusb of the . ,passengers in tlle 

.. neak hours. and the nassengers being in a hurry, it 
has been felt that a physical check at the entry or 



exit points is likely to iiJtpede the flow of passengers 
physically and thus create disaffection and may some
times lead to law and order problems. Observa
tions in most other suburban and metropolitan ser
vices in the World suggest that methods have been 
designed for checks either at entry or exit points on 
most systems. It should not be beyond the ingenuity 
of the concerned technical staff to think of methods 
by which more effective checking can be organised. 
Effectively barring movement of passengers along the 
track and random checks at least once every week at 
every station wilh proper organisation of ticket check
ing and polit:e personnel should reduce the incidence 
of ticketless uavel. We are a'fraid that ticketless 
travel is already quite substantial in some of the 
suburban sections. This tendency will be aggravated 
when fares are increased. Unless effective steps for 
checking ticketless travel are simultaneously organis
ed, the purpose of fare rationalisation may not be ' 
fully served. 

Card tickets on suburban Sections · 

8.39 At present, for .iourneys on the suburban 
sections by Second class, the special table prescribed 
for second class (Ordinary) fares upto 50 kilometres 
applies for distances upto that limit, while the normal 
second class fare table applies for longer distances. 
In order to reduce the number of denominations of 
tickets on the suburban sections s0 as to facilitate 
speedy sale of tickets, certai'n slabs have been already 
introduced on the suburban sections; but these are 
confined to distances upto 20 kilometres for which 
there are four slabs. For distances above 20 kilo
metres and upto 50 kilometres, the special fare table 
applies. Beyond that the normal fare table applies. 
Tickets are issued as per the fare for the actual dis
tance between the two concerned stations. In view 
of the fact that passengers on the suburban sections 
are in a hurry, and also because their number is large 
-almost 25% of the total passengers travel on the 
basis of card tickets--it is necessary that steps should 
be taken to facilitate speedy sale of tickets. 
Long queues. at ticket windows, especially at busy 
hours of the d,ay, are not a'n uncommon sight on 
suburban sections and this leads to mucli passenger 
annoyance. Because passengers are in a hurry, if 
they find that the queue at the window is too lo'ng, 
there is also a greater temptation to take a 
chance and travel without ticket. While we have 
earlier suggested stricter checking 'for the purpose of 
reducing ticketless travel. it is obvious that steps 
should also be taken to reduce the length of queues 
and malc:e it oossible 'for law-abiding passengers to 
buv ticket-. without too much waiting. One of the 
methods that is already being attempted by the 
Railwavs is the introduction of machine-issued tickets 
wnich speeds uo the sale of tickets considerablv. One 
difficultv faced in the extended use of these machines 
is that the number of tkket denominations on indi
vidual suburban sections is verv large . A slah svstem 
ic; th~ most practicable method of reducing the num
her of denomination<: nf ticket<: and thu<: facilitati'nJ?; 
thf'ir soeedv iss uP. . We therefore recommend that a 
slab svstem on th ~" followin!! lines should be introduc
ed on ~11 the suburban sectiom. 

•These-data are abo~t non-suburba,n passengers. 

. 8.40 The slabs sh~uld be of 5 kilometres each upto 
d!stances not exceedmg 50 kilometres, and of 1 0 
kilometres each beyond 50 kilometres. The fare 
charged should be as follows :-

0 to 5 Kms . 

6 to 10 Kms. 

11 to 15 Kms. 

and soon 
51 to 60 Kms. 

61 to 70 Kms. 
and so on. 

As for 3 kilometres 

As for 8 kilometres. 

As for 13 Kilometres. 

As for 56 kilometres. 

As for 66 kilometres . 

The maximum distance on the suburban sections as of 
today being 144 kilometres, the maximum number of 
slabs on a suburban section would be 20. While even 
this number may be considered somewhat large where 
the distances are very long as in Calcutta, any ~ttempt 
to have a smaller number of slabs will mark too radi
cal a change. We cannot recom.me·nd such a drastic 
change unless we have studied the whole matter in 
greater depth than we have been able to do upto 
now. If necessary, we shall revert to this subject in 
our Final Report. 

Special Fare Table upto 50 Kilometres. 

8.41 The brief history of passenger fares as they 
have evolved over the last thirty years given in Chap
ter V shows that not only have fares for Second 
class (Ordinary) passengers been raised at rates much 
lower than those for other classes of railway passen
~ers, but also that there has been a policy of keeping 
the f~res for S:cond class ( Ord~nary) passengers 
travelling upto distances of 50 Kilometres specially 
low. At various times, when passenger fares even 
for Second class passengers were raised because of 
increases in costs, this category of passengers were 
wholly or partially exempted from such increases. For 
example, in September 1974, all other Second class 
Mail/Express as well as ordinary fares WeTe increas
ed by 25% upto 250 kilometres and by 20% 
for longer distan~es , but no increase was made in the 
Second class (Ordinary) fares upto 25 kilometres. 
The ~esult of this oolicy is that the average earning 
per kilometre from this categorv of passengers is very 
low as will be seen from the table below*. 

Length of the journey 

(Krn) 

l-25 • 

26-49 . 

50 onwards 

Average earnin~ 
per Km. (1976-77) 

(Paise) 

::! .4 

3 .03 2 . 74 

~ . 20 

Total 3.05 

The main Justification put forward for this policy has 
bee~ that this ~lass of passengers belongs to the poor 
sections of society and that therefore thev ~hould be 
subjected to a minimum increase in fares. · The whole 
question of what kind of passengers travel bv what 
trains ~nd for different distances, and what · it costs 
!he Railways to c~rry d'rfferent cate.gories of passen~rs. 
IS a matter to wh1ch we hope to devo.te proper atten
tion later in the course of our work. The data that 



we collected from the quick Survey which we con
ducted of single journey card ticket holders travelling 
on the suburban sections, however, indicated that the 
professional profile o'f the such travellers was not 
markedly di!Ierent from that of the season ticket 
holders and that it did not largely consist of the un
employed or the casually employed. Of course, this 
was a very limited survey, confined to the three metro
politan areas, and no conclusion about the other 
passengers in this category can be drawn from this 
Survey. 

8.42 One other aspect of this question needs how
ever also to be taken into account. As long as rail
ways were the only modern form of transport avail
able in the country, there might have been some justi
fication for keeping the fares charged from short dis
tance travellers specially low. This is however no 
longer so. With the growth of bus transport and the 
relative economics of bus and rail transport, it is gene
rally accepted that bus transport is better suited for 
short distance movements, while rail transport is 
better suited 'for medium and long distance move
ments except in the case of urban mass transport. 

8.43 We have been able to obtain data aboUt the 
fares charged by some State Road Transport Corpora
tions in the country. Table VIII-9 provides these 
data in a summary form. ' 

TABLE Vill-9 
Comparison of 2nd ordinary rail fares upto SO Kms. with these 

charged by State Road Transport Corporation 

Fare (Rs.-Paise) 1-50 Kms. 

(5 (15 (25 (35 (45 
Kms.) (Kms.) (Kms.) (Kms.) Kms.) 

2nd ordinary 
Railways . 0-30 0-50 0-85 1-45 1-75 

State Road Trans-
port Corporation 

Andhra Pradesh . 0-40 0-85 1-40 1-80 2-40 
Gujarat 0-30 0-75 1-35 1-80 2-30 
Karnataka . 0-35 l-OS 1-40 2-10 2-45 
Kerala 0-30 0-75 1-25 1-75 2-25 
Madhya Pradesh 0-45 0-85 1-45 2-00 2-60 
Maharashtra 0-30 0-85 1-35 1-85 2-35 
Orissa 0-40 0-70 1-15 1-60 2-05 
Punjab 0-30 0-80 1-30 1-25 2-40 
Tamil Nadu 0-50 0-75 1-25 1-75 2-25 
Uttar Pradesh 0-30 0-80 1-35 1-85 2-40 

It will be seen that at practically all distances upto 
50 Kilometres, the present Second class (Ordinary) 
railway fares are much lower than those charged by 
State Road Transport Corporations. This results in 
not only an undue loss of revenue to the Railways, 
·but also to an unec0nomi~ transfer of passenger 
traffic from bus transport to rail transport which is not 
justified. As a matter of fact, our informal discussions 
with some of the State authorities have indicated that 
the wry low fares charged by Railways (and also the 
l?w effective fares resulting from the very low season 
t1cket fares) create difficulties for the State Road 
Transport Corporations. 

~s-

8.44 While the overall question. of the respective 
roles of railways and road transport organisations is 
a matter that is being examined by the. Transport 
Policy Committee appointed by the Planning 
Commission, and we await their findings and also 
the .findings arising out of our further studies before 
making our final recommendations, it is obvious that,
in the present circumstances, there is no justification 
for continuing the special exemptions that have been 
granted from time to time to Second Class (Ordinary) 
passengers travelling distances upto 50 Kilometres. 
It has also been pointed out to us by various Zonal 
Railways that the special fare table upto 50 Kilometres 
gives rise to anomalous situations due to which it 
becomes economical for a passenger to buy two single 
journey tickets for different p"arts of a journey instead 
of a single ticket, saving some m9ney in the process. 
Some of these anomalies, and the resultant loss of 
revenue as well inconvenience, can be_ avoided if the 
special fare table for Second Class (Ordinary) 
passengers is abolished. . 

8.45 There is already a regular fare table prescribed 
by the Railways for Second Class (Ordinary) 
passengers n:avelling these distances~ Without going 
mto the details of what the fare table should be in the 
long run, we recommend that the special: fare table 
prescribed for Second. Class (Ordinary) passengers 
upro 50 Kilometres should. be .abo)jshed and the 
regular fare table for Second. Class (Ordinary) 
passengers which is already . in existence ~hould be 
brought into effective use. Table Vlll..,.....-10 shows the 
existing fares with the proposed fares for 50 Kms. 
It will be seen that the resultant increases are very 
small. There is no difference in the first nine 
kilometres, and the difference at other stages . varies 
from, 5 P. to 20 P ., except in the last two Kilometres 
( 49 and 50) where the di:fferenc~ is 25 P. Even with 
these increases, the fares would generally be .lower 
than bus fares charged . by most State Road Transport 
Corporations. 

TABLs VIII-to 
- I 

Second Class Ordinary Fires for Journeys 01 to 50.Kms.: Con-
cessional and Regular Fare Tables • . 

Distance in Kms. 

1 
2 
3 
4 
5 
6 
7 
8 
9 

10 
11 
12 

Fares as 
per con· 
cessional 
table 

Rs. P. 
0.30 
0.30 
0.30 
0.30 
0.30 
0.30 
0.35 
0.35 
0.35 
0.40 
0.40 
0.40 

Fares as 
per re
gular 
table 

Excess of 
regular 
fare · 
over 
con
cessional 
fare 

Rs. P. Rs. P. 
0.30 
0.30 
0.30 
0.30 
0.30 
0.30 
0.35 
0.35 
0.35 
0.45 0.05 
0.45 0.05 
0.50 0.10 



'tABLE Vlll-10 (comd,) 

Sn:u11d C/a.~s Orclinary Fares for Journeys 01 to 50 Kms. 
Gm~ssionul and kgu/ar FtNe Tables 

Distance in Knls. 

n 
14 
15 
16 
17 
18 
19 
2() 
21 
22 
23 
24 
25 
26 
21 
28 
29 
30 
31 
32 
33 
34 
2S 
36 
37 
38 
39 
40-
41 
42 
43 
44 
4S 
46 
47 
48 
49 
so 

-. 

Fares as Fares as 
per con• per re
~essional· . gular 
table table 

lls. P. 

&.43 
0'. SO' 
0'.50' 
0.60' 
o.ro 
0.60 
0.65 
0.65 
0.70 
o-. 1S 
0.80 
0.80' 
o-.85 
1.15 
1.20 
1.20-
1.25 
1.2S 
1.30 
1.40 
1.40 
1.40 
1.43 
1.45 
l.SS 
1.3S 
1.55 
1.65 
1.65 
1.65 
1.70 
1.70 
1. 75 
1.15 
1. 75 
1.80 
1.80 
2.00 

Rs. P .. 

0.50' 
0' . .53 
0.55 
0.60 
0'.65 
0.65 
0.7S 
0.75 
0.8.5 
0.85 
0.85 
0".90 
0.90" 
f.25 
1.2.5 
1.30 
r.3o 
1.30 
1.45 
1.45 
1.55 
1.5S 
1.65 
1.65 
1.70· 
1. 75 
1.75 
1.8(} 
1.80• 
1.90 
1.90 
1.90 
1.95 
1.95 
2.00 
2.00 
2.05 
2.25 

. --·· -----.. ··-----

Execs~ of 
regular 
fare over 
con
ccssional 
fare 

Rs. P. 

o.os 
0'.05 
0.05 

0.0.5 
0.05 
0.10 
0.10 
0.!5 
0.10 
0.05 
0.10 
0.05 
0.10 
0.05 
0.10 
0.05 
0.05 
0.15 
0.05 
0.15 
0.15 
0.20 
0.20 
0.15 
0.20 
0.20. 
0.15 
0.15 
0.25 
0.20 
0.20 
0.20 
0.20 
0.25 
0.20 
0.25 
0.25 
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Financial Implications 

8.46 While the rccommcndltions made by us about 
introducing slabs for the issue of card tickets on the 
suburban sections arc not expected to make any 
significant change in the Railway revenues, our other 
recommendations are specilkally meant to improve 
the Railway's revenue position. Our calculationS! 
indicate that the increases in revenue resulting from 
the various recommendations relating to passenger 
fares would be as follows : 

(i) Increases in suburban ticket fares 
Proposal No. I : 

First class 
Second class 

Total 

Proposal No. II : 

First class 
Second class 

Total 

Or 

(ii) Non-Suburban season ticket fares 
Proposal No. I : 

First class 
Second class . . 

Total 

Proposal No. II : 
First class 
Second class 

Total 

(Figures in Rs. crore~) 
11.73 
48.04 

59.11 

(Figures in Rs. croresl 
6.3~ 

25.85 

32.23 

(Figures in Rs. crores) 
0. I 

16.4:! 
--6-

17.03 

0.14 

--+~1--
(iii) Replacement of Second (Ordinary) Special 

table upto 50 Kilometres. by regular fare table 8.39 crores 

8.4 7 Anticipated additional revenues have been 
estimated on the basis of traffic levels of 1976-77 on 
the assumption that there will be no reduction or 
diversion of traffic as a result of the changes. In 
actual fact, it is not unlikely that there will be some 
diversion from the First Class to the Second Class as 
a result of the proposed increases in Season ticket 
fares. There may also be a certain diversion to road 
transport both as a result of these increases and also 
the proposed increase in Second (Ordinary) fares 
below 50 Kms. But there would also be a normal 
increase in traffic. Thus, on balance the additioru1 
revenues mav amount to the figures given above . 



CHAPTER IX 

PROPOSALS FOR OTHER COACHING TRAFFIC 

Profile of parcel and luggage traffic 

9.01 In 1976-77, the Railways earned Rs. 59.64 
crores from parcels (Rs. 51.59 crores) and luggage 
(Rs. 8.05 crores) traffic. Together, the earnings 
from parcels (7.86%) and luggage (1.23%) 
accounted for 9.08% of the earnings from traffic 
carried in passenger train<;. The volume of parcels 
traffic (2.3 miiiion tonnes) was substantially less than 
that of 'small' gcod> traffic (3.6 million tonnes), but 
the earnings therefrom (Rs. 51.59 crores) exceeded 
somewhat the revenue from 'small' goods traffic 
(Rs. 48.65 crores). 

9.02 Parcels Traffic is divided into 11 classes and 
each class is charged at a separate scale. The 
Railways do not compile statistics of originating 
tonnage, tonne-kilometres, revenue per tonne-kilometre, 
etc., of parcels traffic scalcwisc, not to mention the 
numerous commodities charged at any one scale; the 
only figures available being the total tonnage of pateel 
traffic and the earnings therefrom. The Railway Board 
have, however, recently asked the Zonal Railways to 
make sample studies of the parcels traffic booked on 
three days in April and three days in October and, 
when completed, these would give some idea of the 
profile of the parcel traffic. The sample studies have 
not yet been completed by aU the railways. An 
analysis of the results of the studies received so far 
from a few railways shows the foilowing broad picture 
of the character of the parcel traffic. 

·' TABLEIX-1 

Profile for Parcel traffic 

S~:alc Description Tonnes ori- Earnings Aver-
of goods and ginating age 

articles lead 
In Per- Rs. Per (kms) 

lakhs cent crores cent 
-----

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

1 Other than 
tho~ men-
tioned below • 6.74 29.30 21.92 42.48 741 

2 Betel leaves, 
butter, cream 
and khoa 0.63 2.74 2.27 4.39 812 

3 Expensive fruits 
lapples, Anar, 
Cherries and 
Grapes) 0.51 2.21 0.81 1.58 845 

4A Ice, eggs, bread. 
llsh, meat etc. 
and handloom 
products 3.04 13.23 6.70 12."99 610 

. ·-------------- -----
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(I) (2) 

4B Fresh fruits, ex
cept expensive 
fruit shown in 

(3) (4) (5) (6) (7) 

3 5.26 22.86 11.99 23.22 1031 

4C Amla, green 
chillies, garlic, 
ginger, onions, 
potatoes, etc. . 1.10 4.81 · 1.29 2.50' 445 

SA Books and 
Khadder 1.16 5 .OS 2.20 4.28 546 

SB Vegetables 
(incl. limes and 
tomatoes) 2.45 10 .. 63 2.87 5 .. 57 468 

6 Milk U.86 3.73 0.72 1.40 351 

7 Newspapers 1.16 5.05 0.69 1.34 648 

8 Seed for agri
cultural pur-
poses, fish 
spawn etc. 0.09 0.39 0.13 0.25 735 

23.00 100.00 51.551 100.00 

A more complete picture of the nature and 
composition of the parcels traffic would emerge only 
when the results of sample studies on all, the railways 
become available. 

Objective of interim proposals 

9.03 While a general idea of the nature of parcels 
traffic is thus now available, we still do not have any 
figures of the unit costs of parcel services. The 
Railway Board are now engaged in the traffic costing 
studies of coaching services and it is hoped that some 
idea of the cost of carriage of parcels and, hopefully, 
of the different varieties of parcels, would become 
available in the next few months. Development of 
revised parcel rates would necessarily have to await 
the information mentioned above as the nature of 
goods and articles carried and the cost of carriage 
are the main basis on which the rate structure is 
constructed. We are anxious that, in the meantirile, 
at lea.st the anomalies in the system which have crept 
in over the years should be removed and the other 
changes the need for which is self-evident should be 
made. The proposals which we make in the following 
paragraphs are designed to achieve these objectives. 

Anomalies in existing parcel/luggage rates 

9.04 The parcel/luggage rates were rationalised 
from 1st April, 1970 in 1ine with tl1c revi~ed goods 
rate structure introduced on that date. The revised 



rates for different varietks of parcels/luggage were 
fixed on the folluwing ba-;is :--

TABLE IX-2 

Scale Description Basis of revised rate 
-------

(1) (2) (3) 
--------------

A Luggage Equal to goods 320 
rate of class 

1 Other than those men-
tioned below -do- 300 

2 Betel . leaves, butter 
cream and khoa "'-do- 240 

3 Expensive fruits (apples, 
anars, cherries and grapes) -do- 160 

4 Other fruits, potatoes, 
onions, hsh, meat etc. 

140 and handloom products -do-
s Books, Khadder and 

vegetables · -do- 120 
6 Milk -do- 100 
7 Newspapers . -do- 80 
8 Seeds for agricultural 

purposes, fish spawn etc. -do- 70 

9.05 In making these proposals, the Minister for 
Railways had stated that to avoid undue diverstun 
from goods to parcel traffic, the relativity between 
goods and parcels rates has to be maintained. lt 
was, therefore, to be expected that the correspondence 
between parceljlr:ggage rates and goods rates 
established on 1st April, 1970 would continue to be 
maintained and, accordingly, the parcel/luggage rates 
would be adjusted suitably whenever goods rates are 
raised in view of the rise in costs etc. Actually, 
however, the increase jn parcel/luggage rates has not 
been consistent with the increase in goods rates. 

9.06 The freight structure was again revi<;ed with 
effect from 1st April, 1974 and a new base scale with 
overall increase of 5% at a lead of 40 kms. and 
11% at the lead of 3,000 kms. was introduced. The 
rates then introduced were subsequently increased by 
way of the following surcharges : 

-With effect from 15-9-1974 : 

-With effect from 1-4-76: 

16.2/3% upto 500 
kms and 22% for 
distances beyond. 
5% upto 500 kms and 
10% for distances be
yond. 

There has been no ba:;ic rev1Slon in the parcel/ 
luggage rates and only the following surcharges have 
been imposed on the rates introduced on 1st April, 
1970, the surcharge applying at the same rate at all 
distances. 

-A 5 ~~ supplementary charge was imposed from 15-4-72 
and this was increased to t5~~ from t-4-74. 

-A further 15 ~~surcharge (on the total inclusive of the pre
vious surcharge) was imposed with effect from t5-9-74. 

There was no increase in parcel/luggage rates from 
1st April, 1976 when a further surcharge was imposed 
on goods rates. 

In effect, therefore, both parcels and goods rates 
have been increased by about 31-32% for distances 
upto 500 kms. For long::r distances, however, parcel 
rates have gone up by only about 32% while g00ds 
rates have been increased by 46%. 
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9.07 Besides, certain varieties oi parcels have been 
exempted wholly or largely from the increase in the 
parcel rates. The effective increase on these has been 
only as shown in table IX-3 against about 32~o 
increase on other varieties cf parcels. 

Description 

TABLE IX-3 

Scale Effective 
increase 

Remarks 

Expensive fruit 
Other fruit 

3 
4-B 

20. 75~~1 Exempted from 
20.75% )-surcharge imposed 

J on 1-4-74. 

Potatoes, onions etc 4-C 
Fresh vegetables 5-B 
Milk. . 6 

Exempted from 
surcharges imposed 
on t-4-74 and 
t5-9-74. 

Potatoes, onions, fresh vegetables and milk were 
exempted from the surcharge of 15% imposed on all 
parcel rates from 15th September, 1974 although the 
cost of living leapfrogged by 27% in 1974-75. The 
rates for milk have remained unchanged since October 
1958 except for a surcharge of 5% since impo~ed 
from 15th April, 1972. 

9.08 In the circumstances, considerable divergence 
has taken place between the parcels/luggage rates and 
the goods rates to which they were equated on l!:t 
April, 1970 particularly in the rates for scale 4-C. 
5-B and 6 for distances beyond 500 kms. Table JX-4 
shows the extent to which the existing parcel/luggage 
rates will have to be raised to restore the relativity 
with the goods rates established on 1st April, 1970. 

TABLE IX-4 
-----------------------
Scale Description of goods/articles 

A Luggage 
1 Other than those mentioned 

below. 
2. Betel leaves, butter cream and 

khoa 
3 Expensive fruits (Apples, 

Anar, cherries and grapes) 
4-A* Ice, eggs, bread, fish, meat and 

handloom products 
4-B* Fresh fruits 

fruits 
except expensive 

4-C* Amla, green, chillies. garlic, 
ginger potatoes and onions 

5-A* Books and Khadder 
5-B* Fresh vegetables (incl. lime and 

tomatoes) 
6 Milk 

7 Newspapers 
8 Seeds for agricultural purposes, 

Hsh sp:twn etc. 

Approximate 
increase reqd. 

over existing rates 

Upto 500 Beyond 
kms. 500 krns 

to~; 

10~; 

10~~ 

8 ., 
~ 0 20~; 

to~~ 

8 ., ,. 20~~ 

. 
25 ~~ 40°~ 

100 ~ 

25~~ 40° ~ 
:!5 ~; to• ~ 

10~~ 

10 ·~ 

*Scale 4 was subdivided into scales 4A. 4B ancl 4C" and 
scale 5 was subdivided into scales 5A and 5B. suh;cquent 
to 1-4-70 consequent on exemption of fruit, rotat,,es, onil'n"· 
vegetables etc. from certain supplcmentary charges. 



We are of the view that pending revlSlon of "the 
parcel rate structure, the imbalance which has crept 
into the existing rates should be corrected by 
increasing the rates to the extent shown above so as 
to . make them broadly equal to the goods rate to 
wh1ch they were equated on 1st April, 1970. 

9.09 Both parcel/luggage rates and goods rates are 
tapered i.e. the nte per k!!.. dt.:clines as the diMancc 
increases. On 1st April, 1970 the taper in the parcel 
rates was more gradual than in the goodli rates. The 
lower pcrc~ntage of increase (32%) in parcellluggage 
rates than m goods rates c 46% ) for distances beyond 
500 kms. ~ave reversed this p_osition and, at present, 
the taper m the parcel rates ts sharper than that in 
the _goods .rates. The position can be set right only 
by mcreasmg the parcel rates for distances beyond 
500 kms. by a suitably higher percentage than for 
shorter distances as proposed above. 

9.10 Potatoes, onions etc. (Scale 4-C), fresh 
vegetables (Scale 5-B) and milk (Scale 6) were 
~xempted from most of the s~pplementary charges 
!mposed on the. parcels traffic smce 1st April, 1970 
m order to avoid, to the extent possible, pressure on 
the family budget of the common man. Howe.ter 
prices of these articles have risen considerably sine~ 
1st April, 1970 inspite of the exemptions as shown 
in table IX-5 below. 

TABLEIX-5 
. -~-------------
Scale 

4-C 

.. 
5-B 

" 6 

Description 

Potatoes 
Onions 
Ginger . 
Peas . 
Tomatoes 
Cauliflower 
Milk 

Whole
scale 
price 
indices 
(1970-71 
-100) 
1977-78 

147 
239 
166 
235 
170 
122 
157 

9.11 The effect of the proposed increase In the 
parcel/luggage rates on the daily necessities mentioned 
above as also some other requirements of the common 
man has been examined and it has been found that, in 
most of the cases, it can lead only to a mar(Jinal 
increase in the retail prices. The table below shows 
the additional freight per kg. (or other relevant unit) 
at the average lead* which would be payable in 
relation to the retail prices for some of the commo
dities involved. 

Commodity 

TABLEIX-6 

Scale unit Increase Retail price Percen
in freight per unit tage 
.per unit increase 

in 
retail 

price 
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-- ------------ ----------·---------
2 3 

--- -----------
Rs. 

Leather shoes 
Soap toilet 

I One pair 
1 One cake 

0.04 
tt 

4 5 
------ --

Rs. % 
40.00 0.10 

1.35 

2 3 4 5 
-------------· ----

Betalleaves 2 One kg 

Apple 3 

Bread 4-A 

Eggs 4-A One 
dozen 

Fish 4-A One kg 

Bananat 4-BOne 
dozen 

Papita 4-BOne kg 

Potatoes 4-C 

Cauliflower 5-B 

Tomatoes 5-B " 
Milk 6 " 
Potato seed 8 " 

ttLess than one paisa. 

0.03 

0.04 

0.01 

0.01 

0.03 

0.04 

0.02 

0.02 

0.02 

0.01 

0.01 

15.00 

4.50 

2.30 

5.10 

8.00 

1.50 

2.20 

1.00 

1.00 

: 2.40 

2.60 

2.00 

0.20 

0.89 

0.43 

0.13 

2.00 

1.82 

2.00 

2.00 

0.83 

0.38 

0.50 

*The average lead is based on the results of the sample 
surveys of parcel traffic which have become available so far. 

tFigures are based on full rates. Bananas are however 
generally carried in wagon loads at special lower rates and the 
incidence of the proposed increase in rates would therefore be 
lower. 

. 9.12 The data on average consumer. expenditure 
in rural and urban areas, collected during the 28th 
round of the National Sample Survey (relating to 
period October 1973 to June 1974), also suggests 
that the proposed increase in the rates will be marginal 
in relation to average consumer expenditure. The 
per capita monthly expenditure on eggs, fish, meat, 
fruits & nuts, vegetables and milk & milk products 
comes to Rs. 7.80 (out of the total of Rs. 53.01) 
in the case of rural population and Rs. 13.47 (out of 
the total of Rs. 70.70) in th.e case of urban population. 
The element of freight charges on these will increase 
by Six paise (from 23 paise existing to 29 paise) in 
the case of rural population and Nine paise (from 
41 paise existing to 50) in the case of urban 
population. Thus the proposed increase in rates 
would increase the per capita monthly expenditure on 
these food items by Six paise in the case of rural 
population and Nine paise . in the case of urban 
population. It may be mentioned here that some of 
these food articles, as for example eggs and meat, 
have high incomeelasticity and are normally consumed 
only by the better off people. 

Minimum charges for Parcels/Luggage traffic 

9.13 The freight charges for parcels/luggage are 
subject to certain minimum charges per consignment 
irrespective of the weight and distance. The existing 
minimum charge is Rs" 3.50 for luggage, Rs. 3.00. for 
parcels charged at Scale 1, Rs. 2.50 for parcels charged 
at Scale 2, Rs. 1.50 for parcels charged at Scales 3 to 



6 and 8 and 40 p1isc (upto 5 kg)/50 paise (over 5 kgc;) 
for parcels chargeable at Scale 7. These minimum 
charges have been in force from 1968-69 in most of 
the cases. 

9.14 In the past the minimum charges were generally 
increased whenever parcel/luggage rates were raised in 
the wake of rise in cost!>. No increase was, however, 
made when the parcel rates were increased on 1st 
April, 1970 as a result of rationalisation or when 
supplementary charges were levied from 15th April, 
1972, 1st April, 1974 and 15th September, 1974 
consequent on further rise in cost. The existing 
minimum charges are thus overdue revision. Thi! 
revision would be all the more necessary after the 
existing parcel rates are increased in line with the 
proposals made in para 9.08. 

9.15 It would be of interest to mention here that 
the existing minimum charges on · Railways are in 
certain _cases _lower than the minimum charges for 
parcels carried by some of the State Road Transport 
Corporations. For instance, Andhra Pradesh Road 
Transport Corporation have prescribed a minimum 
increase of Rs. 4.50 against the highest minimum 
charge of Rs. 3.50 (for luggage) on the Railways. 

9.16 In the light of the foregoing, we are of the 
view that the minimum charges for different varieties 
of parcels/luggage traffic may be increased to Rs. 5 
in the case of luggage, Rs. 4.50 in the case of parcels 
charged at scale 1, Rs. 4 for parcels charged at scale 
2, Rs. 2.50 for parcels charged at scales 3 to 6 and 
8 and Re. 1 for parcels charged at scale 7. 

Bulky articles fully occupying the vehicle 

9.17 Bulky articles fully occupying a vehicle 
booked at parcel rates are subject to a minimum 
charge as for 45 qtls. BG/35 qtls. MG per four-wheeler 
vehicle. Such articles Booked at goods rates are, 
however, subject to a minimum charge as for 
60 qtls. BG/40 qtls. MG. ~ 

9.18 Whether despatched by coaching trains or 
goods trains, such articles are normally carried in 
goods wagons (fit to run in passenger trains itt the 
case o! the. former). The cost of the passenger 
operatiOns IS more than that of goods. The minimum 
weight for charge should, therefore, be so fixed that 
earnings from coaching traffic are more than from 
goods traffic. Scale 1 parcel rates is based on double 
the highest goods rate and, therefore, the freight 
charges on bulky goods booked on parcel rates should 
be equal to freight charges at goods rate class 300. 
In any case, they should obviously not be less than, 
say, double the actual earnings at the applicable goods 
rates. In fact, however, as shown in Table JX-7 
earnings from bulky goods booked at parcel rates are 
not even double those at the applicable goods rates, 
leave alone double the highest goods rate as they may 
be expected to be. Figures show frci.cllt rates for 
800 kms. 
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TABLE JX-7 
-------· ------------- --

Bnlky goods 

Refrigerator 

Rubber foam 

Aluminium ware 

Plastic goods 

"'At smalls rate. 

Rs. 

Coaching 

at 
equated 

rate 

Rs. 

1747 3074 
(class 
300) 

1747 3074 
(class 
300) 

1747 3074 
(class 

300) 
1747 3074 

(class 
300) 

"'*At wagon load rate. 

at 
double 

the 
actual 
goods 

earnings 

Rs. 

3074 
(class 
300) 

2470 
(class 
240) 

1890 
(class 
(220) 

2226 
(class 
260) 

Rs. 

1537 
(class 
(150)* 

1235 
(class 
120)* 

945 
(class 
110)* 

1113 
(class 
130)** 

9.19 In the circumstances, we consider that the 
minimum weight for charge for bulky goods occupying 
the full vehicle booked at parcel rates should be 
incr.eased to 60 qtls. BG/40 qtls. MG per 4-whee!er 
vehicle. 

Rates for sniall parcels weighing not more than 
2 kgs. 

9.20 Parcels charged at Scale 1 (generally 
manufactured _goods), 4-A (eggs, fish, meat etc.), 
4-B (inexpensive fruits), 4-C (potatoes, onions etc.) 
and 8 (seeds for agricultural purposes etc.) weighing 
upto 2 kgs. are charged at special low rates. Other 
parcels i.e. parcels of the above varieties weiohino 
more than 2 kgs., and all parcels chargeable at S~ale~ 
2, 3, 5-A, 5-B, 6 and 7 whether weighing upto 2 kgs. 
or more, are charged at the normal rates, the minimum 
rate for charge being 5 kgs. 

?.2! The maximum charge for the small parcels 
wetghmg upto 2 kgs. mentioned above is lower than 
the minimum charge for other parcels, and the rail 
freight for these parcels is much lower than the postal 
~barges for parcels of corresponding weight. Further, 
1t has been observed that the small parcels booked at 
the special rates COJ!lprise mainly film shots/Indian 
news reels, publicity materials, etc., all of which can 
bear the normal freight charges. In the circumstances 
the Committee consider tluii the existin(J' rule on th~ 
subject may he deleted and these parcels char!!ed at 
the normal rates. ~ 

Cloak Room charges 

9.22 At certain stat~ons, passengers may kave t!1ei:
luggage and parcels m the cloak room (with the 
Station Master if there is no separat~ cloak room) 
for safe custody for a period upto one month l)n 
payment of the following charges : 

First 4 days 30 paise per pack:.>ge per d•'Y 
Next 4 day 40 -do-
Next 4 day 50 -do-
Subsequent period 60 -d~)-



9.23 The cost of living has gone up considerably 
since the existing rates were fixed in January 1973. 
Moreover, certain studies conducted by the Committee 
suggest that the cost. of providing cloa~ room facilities 
(where separate cloak rooms exist) ts often .m~:>re 
than the income from the left luggage at the extstmg 
rates. The existing rates need, therefore, to be 
increased. 

9.24 The cloak room facility is provided for short
term storage. In some cases, however, passengers 
leave packages in cloak room for more than 10 days. 
This needs to he disc<mraged by relati>ely !>lt:t:per 
increase in the charges for longer periods. 

9.25 In the light of the above, we consider that 
the cloak room charges may be revised as follows : 
Number of days Paise per package per day 

First 2 days 
Next 4 days 
Next 6 days . 
Subsequent days . 

Large 
stations 

50 
60 
80 

100 

Medium 
stations 

40 
50 
60 
80 

Rates for extra heavyfextra large packages 

Small 
stations 

30 
40 
'0 
60 

9.26 Parcel and luggage are charged on the basis 
of weight/distance. No additional charge is made 
for extra heavy or extra large packages, even in the 
case of a package exceeding the maximum permissible 
weight (2 qtls.) or measurement (2.5m X 1.5m X 
1.25m) which can be booked only by previous 
arrangement. 

9.27 Extra heavy/extra large packages take up 
unduly large space and their carriage, therefore, does 
not allow the capacity of luggagejparcel van to be 
utilised adequately. Besides, a ~ertain difficulty is 
experienced in loading/unioadin~ consignments which 
exceed the maximum dimensiOns (about 1.96n1 X 
1.3m) of the luggage/parcel van doorway. We, 
therefore, recommend that parcels and luggage 
exceeding 1.5 ql.ls. in weight or 2m>~ 1.5m X 1 .25m 
in outside mca::uremrnt shoulrl be char!!ed at 25% 
above the nomml rates. -

Rates for Motor Cars, Motor Boats, Aeroplanes etc. 
9.28 Carriages, motor cars, boats, canoes, palan

quine or dhoolies and howdahs, aeroplanes, etc. are 
charged at the rates notified in Coaching Tariff 
Part IV which have developed independently of the 
parcel rates. Significant traffic is only in motor cars; 
rates for howdahs and dhoolies continue to be quoted 
apparently only as a matter of tradition. 

9.29 Motor cars are carried by the same trains as 
parcels. One _would, therefore, expect that the rates 
for motor cars would be increased in line with the 
rates for parcels. Actuaily, however, since 1st April, 
1960 the rates for motor cars have increased at a 
slower pace (59% at an distances) than parcel rates 
(72% to 103% depending on the distan~e). We 
have also suggested earlier (para 9.08) that the parcel 
rates should be increased further. Taking into account 
both of these aspects, the rates for motor cars need 
to be increased by, say, 15% for distances· upto 
500 kms. and, say, 25% for longer distances. Eveo 
S/.!t9 RB/78-13 
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with these adjustments, the increase in the rates fot 
motor cars since 1st April, 1960 would be much less 
than the increase in their price during the period. 

9.30 The existing rates for carriage of motor cars 
by passenger trains are only 12% to 20% higher 
than the corresponding goods rates. This differential 
is inadequate considering the greater speed and safety 
associated witli conveyance by passenger trains. 
After the proposed increase, the rates for conveyance 
of motor cars by passenger trains would be 40% to 
50% higher which would seem to . be more 
,appropriate. 

9.31 There is no need to fear diversion of traffic 
to road as a· result of the proposed increase. . Bulk 
of the traffic by passenger trains is long distance 
(average lead 975 km.) ·and is on account of transfer 
etc. which' is paid for by the employer. 

9.32 In view of the foregoing, the Committee 
recommend that, pending further consideration of the 
matter on the basis of cost of carriage, etc. rates for 
motor cars may be increased by 15% upto 500 kms. 
and 25% for longer distances, the minimum cbarge 
being enhanced to Rs. 250. An· increase of similar 
magnitude could also be appropriately made in the 
rates for other vehicles, .etc. in this group for the 
present. 

9.33 An examination of rates for this group has 
brought to light certain anomalies in the existing 
system. These need to be removed , by correcttve 
action as suggested below : 

.- . trucks are carried at the same rate as motor 
cars, although they cost 2.1/2 times as 
much. Trucks should be charged at the 
rates for motor boats. 
aeroplanes are charged at the same rate as 
for motor boats and motor trolleys and this 
is only 75% more than the rate for motor 
cars. Even the smallest aeroplane would 
cost much more than a motor boat or motor 
trolley and at least 10 times as much as 
a car. However, generally only old planes 
which are not capable of flying are 
despatched by train and, therefore, it would 
suffice to charge for aeroplanes at double 

. . . ., :the rate for motor cars. 

Rates for Treasure and other Valuable goods and 
articles . · 
9.34 Treasure is carried at special rates laid down, 

therefore instead of the normal parcel rates and there 
are separate rates for public and for government. · For 
this purpose, Treasure includes specie (i.e. gold, silver, 
copper, bronze and nickel coins), bullion, currency 
notes, government stamps and postal orders. Treasure 
does not, however, include crushed and defaced coins 
and gold and silver ornament~. trinklets, plates, thread 
or lace; these are charged at Scale 1 parcel rates. 

9.35 Specie, bullion, etc., classified as Treasure, 
are 'excepted' articles and have the same characteristics 
as other 'excepted' articles carried as parcels. Boih 
are also governed by the same general rules. The 
rates for Treasure should, therefore, be comparable 
with, if not the same, as parcel (Scale 1) rates. 



However rates for Treasure have developed 
independ'ently of parcel rates and there are significant 
differences between them. , 

The rates for gold anu silver for public are 
65% to 99% of the parcel (Scale 1) rates 
upto 150 kms. but increase gradually there~ 
after to 179% of the parcel (Scale 1) rates 
at 2,500 kms. Similarly, the rates for 
currency, gold and silver for government, 
and copper, etc., coins on public account, 
are 49% to 94% of parcel (Scale 1) rates 
upto 300 kms. but thereafter increase 
progressively to 138% of the parcel 
(Scale 1) rates at 2,500 kms. 
The rates for copper etc., coins carried on 
government account are 3 8 to 85% of the 
parcel rates at different distances. · 

There is no apparent justification for rates for 
copper, etc., coins carried on government account 
being lower than parcel (Scale 1) rates at all distances, 
or the rates for other categories of Treas~e being 
lower than parcel rates for short distances and higher 
at longer distances. 

9.36 It has been observed that while consignors 
declare the value of specie, bullion, etc., as required 
by the rules, they generally do not elect to pay the 
percentage (insurance) charge, although the value in 
each case for excess Rs. 500. Nevertheless, in 
view of their extraordinary nature, the Railways take 
particular care of consignments of Treasure at the 
forwarding station, in transit, and at the destination 
station, and the precautions taken for their safe 
handling exceed even those taken for insured artides. 

Insured consignments awaiting despatch/ 
delivery etc., are usually kept in a separate 
room. Specie, bullion, etc., are however. 
kept in yet another (more closely guarded} 
place. 

In the brakevan gold, silver, etc., are locked 
up in the bullion chest provided specially 
for the purpose. Further, while other 
'excepted' articles valued at Rs. 5,000 or 
more are escorted only if they are insured, 
consignments of Treasure valued at 
Rs. 5,000 or more ate scorted even if 
they are not insured 

9.37 In principle (vide para 9.35), and in the 
interests of simplification, it is considered that 
Treasure should be charged at the regular parcel 
rates. In the circumstances of the case, however, 
it would not be reasonable to charge for Treasure at 
the ordinary Scale 1 parcel rates; it will only be logicaJ 
to levy a surcharge on the freight charges calculated 
at Scale 1 parcel rates. There is no reason why the 
Treasure carried on government account should be 
charged at different rates than the Treasure carried 
on public account, specially when there is no significant 
difference in the nature/quantum of service rendered 
by the Railways for their carriage. It is, therefore, 
considered that the rate for Treasure on government 
account should also be the same as that on public 
account. 

9.38 Besides Tr'!a·wre as define~ in the Coachir.g 
Tariff, there are many other goods and articles of 
high value conveyed as parcels. These include 
platinum/platinum alloys, precious stone, jeweHery, 
opium, bank notes, lottery tickets, etc., arms and 
ammunitions, fur and fur clothings and ivory. 

9.39 All the goods and articles mentioned in the 
preceding para, except lottery tickets and arms and 
ammunition, are includ~d in our list of 'excepted' 
articles. As in the case of Treasure, the owners 
usually do not elect to insure them. Nevertheless, 
some of these articles and goods are handled by the 
Railways in the same way- as Treasure : 

Narcotics : While awaiting despatch or 
delivery, opium is usually kept in the 
locked enclosure meant for gold and silver. 
Pearls, precious stones and jewellery : for 
the purpose of escort, these are treated on 
par with Treasure. 

In the case of narcotics, as also arms and 
ammunition, the Railways are also required to take a 
number of precautions before booking and while the 
goods are in their custody. 

. In spite of the above, however, at present these 
are charged at ordinary scale 1 parcel rate. We are 
of the view, that, in future, such goods or articles 
of very high value, for which the Railways make 
special arrangem~~nts for safe handling, should be 
treated on a par with Treasure and charged 
accordingly. 

9.40 In conclusion, we recommend that all the 
valuable goods and articles mentioned above, including 
Treasure (whether on government account or public 
account), should be charged on the following basis, 
the separate tariff for Treasure being abolished. 
Jewellery, utensils, etc., consisting of any of these 
articles, will be charged at the rate applicable to that 
article. . 

Gold, Bullion or Coin 

Platinum/Platinum alloys 
Precious Stones (diamonds) including 

diamonds for industrial use), Rubies, 
Emeralds, Sapphires, Pearls (including 
culture pearls) and opals 

Opium 
Bank notes, securities, shares, share 

coupons, travellers' cheques and lot
tery tickets 

Silver, bullion or coin Silver scrap 
Arms and ammunitions 
Cupro nickel, bullion or coin 
Gold plated articles 
Silver plated articles 

Furs, fur clothing and 
fur-trimmed clothing 
Ivory 

Treble 

Treble 

Treble 
Treble 

Double 
Double 
Double 
Double 
Double 
1.1/2 
times 
1.1/2 
tiems 
1.1/2 

scale I 
rate 

-do-

-do-
-do-

-do-
-do-
-do-
-do-
-do-

-do-

-do-
-d.:>-

Bronze and copper coins mentioned in our existin(T 
rules are no lon¥er in use and, therefore, it is no~ 
necessary to proVIde rate for them. 
Financial implications of the proposals 

9.41 It is roughly estimated that the prc-rosa!:> 
made in the preceding paras will bring in an aJd.i.tionll 
revenue of about Rs. 6.5 crorcs. -



CHAPTER X. 

SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS 

10.01 In the Interim Rep01t, we have attempted 
to take a tentative view of the financial position and 
performance of the Railways. This leads to -the 
conclusion that, among other factors, the fact that 
fares and freight rates have not kept pace with general 
increases in the price lev:::ls, have been responsible 
for the difficulties faced by Railways especially in 
undertaking larger development programmes. Our 
study of the history of passenger fares, and especially 
the season ticket fares, suggests that these fares have 
remained almost stagnant for a long time and this has 
created difficulties in the way of undertaking essential 
improvements in these services. We have also 
conducted a sample survey of season ticket holders
both suburban and non-suburban-and a survey of 
single journey card ticket holders on suburban 
sections. Analysis of the data collected in this survey 
helps us to draw various conclusions about the· na~ure 
of the passenger traffic, the socio-economic profile- of 
passengers travelling by the two classes on ·.the 
suburban and non-suburban sections, and the na~ure 
of their journeys. We have taken all these data and 
information into account in arriving at our 
recommendations. These data indicate that the 
implementation of the various recommendations is not 
likely to put an impossible burden on the lower income 
groups among the concerned sections of the population, 
and it should not, therefore, be difficult to implement 
our recommendations. 

Recommendations regarding Passenger Fares 

10.02 Our main recommendations regarding 
passenger fares are as follows :....:.· 

( 1) No concession in fares, including hill ticket 
concessions, should be available to 
passengers travelling by a class other than 
the Second Class (Para 8.01). 

(2) An increase in season ticket fares-especially 
those in the suburban sections-is necessary 
for the purpose of reducing, if not 
eliminating, the existing losses and for 
supporting investments which are essential 
if the present difficulties faced by suburban 
passengers or other commuters are to be 
reduced in the near future. It is our 
expectation that, ac; a result of the reduced 
tosses or surpluses resulting from the 
implementation of our recommendations, 
railways will be enabled to undertaK:e 
important investiments of short gestation 
types in the next two or three years wh1ch 
would give considerable relief to the 
commuters (Para 8.11). 

(3) We think that it would be appropriate for 
Government to recommend legislation by 
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Parliament which would make it obligatory 
on the employers to pay for a substantial 
part of the transport costs of commuters 
living in large metropolitan areas so as . to 
make it possible for the fare structure for 
commuters to be rationalised. We also 
suggest- that Central and State Governments 
and Local Authorities should voluntarily 
undertake to provide similar reimbursemeJ].t 
of transport expenses of their employees 
on a similar basis (Paras 8.12 to 8.22). 

( 4) Assuming that Government and Parliament 
would approve of the course suggested 
above, we suggest a revised table of season 

, ticket fares vide Proposal I. The minimum 
monthly Second Class season ticket fare 
under this proposal would be Rs. 12 
(Para 8.25). 

(5) If,. for any reason, the Government and the 
Parliament cannot immediately approve of 
this recommendation·· and act upon it, we 
have suggested an alternative table of season 
ticket fares vide Proposal II. The minimum 
·monthly, - Second class. season ticket fare 
under this proposal would be Rs. 10 
(Para 8.32). 

( 6) We suggest that season tickets on the 
non-suburban sections should henceforth lie 
available between stations situated at 
distances not exceeding 150 kilometres as 
against 80 Kms. at present (Para 8.28). 

(7) We tentatively suggest that sections which 
have enjoyed season ticket fares from before-
1951 should continue to enjoy such a 
concession for the time-being, even if the 
distance between the concerned stations 
exceeds 150 Kilometres. In these cases, 
the Second class monthly season ticket fare 
should be calculated at the rate of Rs. 5 
for every 10 kilometres beyond 150 kilo
metres under Proposal I, and Rs. 4 for 
every 10 kilometres beyond 150 kilometres 
under Proposal II (Para 8.28). 

(8) The distinction in the season ticket fares 
between suburban and non-suburban sections 
upto 150 kilometres should be abolished 
(Para 8.28). 

(9) The First Class monthly season ticket should 
be uniformly four times the Second Class 
monthly season ticket fare (Para 8.27). 

(10) Quarterly season ticket fares should in all 
cases be three times the monthly season 
ticket fares (Para 8.36). 



(11) 

(12) 

On suburban sections, card tickets should 
be issued according to slabs. The 
maximum number of stabs according to the 
scheme suggested would be twenty. The 
same fare should be charged for all distances 
falling within a particular slab. The slabs 
and the fare bases have been specified in 
the concerned paragraphs (Para 8.39). 

The speci~l fare table for Second class 
(Ordinary) passengers valid for distances 
upto 50 kilometres should no longer apply. 
It should be replaced by the regular Second 
class (Ordinary) fare table (Para 8.41). 

Recommendations regarding Freight Rates 

10.03 The recommendations regarding freight rates 
are given below :-

( 1) On a review of the whole situation regarding 
exemptions given to grain & pulses, salt 
NOC, gur, jaggery & shakk.ar, certain items 
of edible oils & oil seeds and chemical 
manures from the levy · of supplementary 
charges imposed in 1974 and 1976 and the 
estimated loss to railways on the carriage 
of these exempted commodities, we recom
mend that the exemptions can be removed 
(Paras 4.02. & 4.03). 

(2) As compared to the wholesale as well as 
retail prices of the commodities at present 
exempted from the levy of supplementary 
charges, the increase in freight charges 
which will result from the removal of 
exemptions, would be negl:gible (Par~ 4.05) . 

(3) Increase in the inddence of freight clement 
in the per capita consumer expenditure in 
rural and urban areas, as a result of 
withdrawal of the .exemptions, ·will also be 
negligible -and the common man's budget 
will hardly be affected by the increase in 
freight charges (Para 4.06). 

Recommendations regarding other Coaching Traffic 

10.04 Recommendatiaas regarding other coaching 
traffic are as follows :-

( 1) The relativity between the parcel rates and 
goods rates estab1ished on 1st April, 1970 
has got disturbed over the last few years 
due to varying basis of increase in the 
parcels and goods rates. Parcel and luggage 
rates may be increased suitably to 
re.establish that relatively (Para 9.08). 
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Th~ propos~d increase in the pared/ 
luggage rates would have· only marginal im
pact on the cost of living of the common 
man (Paras 9.11 & 9.12). 

(2) The minimum charg.::s for luggage and 
different varietks of parcels should be 
increased in the light of the increase in 
rates already made since the existing minima 
were fixed and the further increase in the 
parceljluggage rates which is necessary 
(Para 9.16). 

(3) Bulky articles fl!liY occupying a vehicle 
booked at pared rates should be subject to 
minimum charge for 60 quin•ats BG/ 
40 quintals MG per four-wheeler wagon 
(Para 9.19). 

( 4) The special rates for small parcels 
weighing upto 2 Kgs. should be abolished 
and these parcels should also be charged at 
the normal rates (Para 9.21). 

(5) Cloak room charges may be revised as 
indicated (Para 9. 25) . 

(6) Freight charges on extra large/extra heavy 
parcels . and luggage should be levied· at 
1 t times the normal rates (Para 9.27). 

(7) Rates for motor cars, motor boats, 
aeroplanes etc., may be increased as 
suggested (Paras 9.32 & 9.33). 

(8) Valuable goods and articles, incluclin<T specie 
and 'treasure' should be charged at :.scale 1 
parcel rates but be subject to surcharges as 
indicated (Para 9.40). 

H. K. PARANJAPE 

Chairman 

K. T. MIRCHANDANI 
Member 

V. K. STHANUNATHAN 
Member 

VINOD PAL 
Secretary 

New Delhi, 27th November, 1978. 
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Annexure 1.1 

Copy of Government of India's Resolution No. ERB-1/77/21/70 Date;ct 19-9-F settblg up Ra!IT~rif( Enqui~y (:ommittee 1977 

RESOLUTION 

The structure of rates for transport by goods trains was 
reviewed in all its aspects by a Committee in 1955-57. No 
thorough-going enquiry has ever been made by an independent 
body in respect of passenger fares or the rates for other ~;oach
ing traffic (such as parcels and luggage) as also charges for post 
office mails and military traffic. 

2. The existing structure of rates for transport by goods 
trains has evolved out of the recommendations of the Freight 
Structure Enquiry Committee (1955-57). Many far reaching 
changes have taken place in the country's economy in the two 
decades which have elapsed since and big changes are envisaged 
in the years to come and, therefore, there has been public 
demand for a fresh examination of the freight rate structure. 
It has also been suggested that packing conditions and the rules 
governing the booking, delivery of, and payment for, traffic 
should be modified suitably in the light of modem business 
practice. It is also necessary that in-depth study should be made 
of the structure of passenger fares, rates for other coaching 
traffic, as also charges made for post office mails and military 
traffic. · 

3. Over the years the railways have increasingly bec'arne 
bulk carriers of goods over longer distanceS and the proportion 
of passenger traffic carried at concessional fares has been pro
gressively increasing. The rapid inflation of recent years has also 
particularly affected the railways because of their highly labour 
intensive operations and there has been sharp escalations in the 
cost of energy and other materials used. Costs have risen faster 
then revenues; the railways have an accumulated liability of 
Rs. 461.99 crores (as on 31-3-77) borrowed over the year to 
meet the cost of essential but unremunerative work which are 
required to be financed from revenue surplus after payment of 
dividend (interest on capital) and in some years even to dis
charge the obligatory dividend liability. 

4. The Public Accounts Committ~ observed that "there 
is need for rationalisation of the tariff policy vis-a-vis the cost 
of services provided by the Railways", and recommended that 
"the question of restructuring of freights and fares on the basis 
of "cost plus" profit may be remitted to an Expert Committee 
for a thorough examination" adding that "unless this question 
is examined in detail and meaningful decisions are taken to 
rationalise the existing freight and fare structures on a scientific 
basis, the ills that be-set the Railways will continue to plague 
them. The Railway Convention Committee have also emphasised 
the need for rationalising the freight and fare structure on 
the basis of traffic costing studies bringing charges in closer 
alignment with costs over the years. 

5. In view of the foregoing, as announced by the Railway 
Minister during the Budget discussions, the Government of 
India have decided to appoint a Rail Tariff Enquiry Committee 
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to make a comprehensive examination of the structure of fares, 
rates and other charges for public traffic as also for post offices 
and military traffic, and other ancillary and incidental matters; 
and to make recommendations for their modification. The 
Committee will bear in mind, among other relevant considera~· 
tions, the necessity for enforcing measures to improve opera· 
tional efficiency of the Railways since the "cost plus ... approach 
alone may lead to the economy being over-burdened with ·an 
excessively high freight and fare structure. The interests con
cerned will be given an opportunity to represent their points of 
view to the Committee. . . . __ , . 

6. The Committee will consist of the following :-

Dr. H. K. Paranjape · Cbai~man ·1· 
Shri K. T. Mirchandani . Member 

.. Shri V. K. Sthanunathan • 1 Member: 

7 •. The terms of reference of the Committee will be follows:

(a) To examine the structure of fares, rates and . other 
charges for public traffic· carried by passanger train 
and/or goods trains, in all its aspects, and ancillary 
and incidental matters such as packing conditions and 
booking and delivery of and payment for, traffic; 

(b) To examine the structure of fares, rites and. other 
charges for post office mails and military traffic carried 
by passenger trains and/or goods trains, as also 
ancillary and incidental matters; . , . . 

• )··· .·1 \ 
(c) To examme any other cognate matters that may be 

referred to the Committee by the Ministry of Railways; 
and , . ·,, l r 

(d) (i) To recommend the modifications'.which .should bC 
~ade be3!'ing in mind, among other relevant considera,• 
t1ons, the mterests of the common man, the requirement$ 
of developing economy, and the importance of making 
the Railways financially. viable and the possibility of 
increased coperating efficiency; and .. :- -.·T-,.-·,:-: J 

(e) Any ~the~ ma.tters connect~d with the rationalisa.tion· 
and s•mphficat1on of the freight and· fare strUcture on 
the Indian Railways and any other incidental matters 
relating thereto. 

8. The Committee will submit its report within a period of 
two years. It may also submit interim reports as may be con
sidered necessary and as desired by the Government. 

B.MOHANTY 
Secretary, Railway Board and 

Ex-officio Joint Secretary to the 
Government of India 



Annexure 1-2 

PAlUCULARS OP SECTIONS Of~ POSTS FOR RAIL TARIFF ENQUIRY COMMITTEE 

Railway Board's letters No. E(RB)I/77/21/70 of 23-9-77 & 29-10.11 E(R.B)I/77/15/3 of 18-11-77 20-12-77, 15-2-78, 10-5-78, 14-7-78 and 
10-8-78. 

S. No. Post 

1 2 

I. Chairman 

2. Members 

3. Secretary 

4. Joint Directors 

S. Dy. Director 

- 6. Asstt. Dim:tor 

· 7. Sectiott Officers 

Jt. Directors 
Dy. Directors 
Section Officers 
IJlspecton/Tech. Asstt •. 

PS/PM 
Other Stenos. 
Offio(Asstts. 
Oerks/T)'pists 

TOTAL· • . ' 

Number Date of 
· Sanctions 

3 4 

1 

2 

23-9-71 

29-10-77 

1 29-10-77 

3 18-11-77 
10-S-78 

1 tO.S-78 

1 10-8-7i 

18-11·77 

2 

8. Inspectors/Tech. A~stt~. 

9. Assistants 

10. Upper Divn. Oerk 
11. Lower Divo. Oerks/Typists 

12. Private Secretaries 
13. Stel'lOgraphers Gr. 'C' & 'D' 

SUMMARY OF OFFICIAL JOINING RTEC MONTHWISE 

1977 1978 

3 

16 

4 

1 
7 

4 
10 

4 

18-11-77 
20-12-77 
15-2-78 

18-11-77 
15-2-78 
18-11-77 
18-11-77 
20-12-77 
15-2-78 
18-11-77 
11-11-77 
15-2-78 
14-7-78 

Sept. Oct. Nov. Dec. Jan Feb Mar Apr May Jun Jul Au~ Sept Total 

2 

l 2 

1 
1 

2 

9~ 

1 

1 
3 
4 

1 
2 

12 

1 
2 

2 

s 

1 
3 
1 

6 

3 
1 

1 
2 

7 

1 

2 

1 

1 
1 

3 

1 
3 
1 
3 

2 16 
1 10 
4 4 

4 
8 

7 49 



Annexure 1.3(A) 

Copy of Press Notification 

RAIL TARIFF ENQUIRY COMMITTEE 

The Government of India have set up the 'Rail Tariff 
Enquiry Committee' to examine the structure of fares, rates 
and other charges for public traffic carried by passenger and 
goods trains, and to recommend modifications which should 
be made, bearing in mind among other relevant considerations 
the interests of the common man, the requirements of a deve
loping «:onomy, the importance of making the railways finan
cially viable, and the possibility of increased operating effi
ciency. The Committee will also examine ancillary matters 
such as packing conditions, and rules regulating booking and 
delivery of traffic in the light of modem business practices. 

Institutions, firms or persons interested in the matter , are 
requested to send their memoranda to the Secretary, Rail 
Tariff Enquiry Committee, it would be helpful if the memoranda 
are eubmitted in quadruplicate and each of the following 
matters is dealt with under a distinctive heading:- · 

(1) Fares for suburban and non-suburban passcn~ 
traffic. 

(2) Freight rates for goods trafftc. 

S/49 RB/78-14 

99 

(3) Rates for other coaching traffic such as parcels and 
luggage. · 

(4) Other changes such as siding charges and crane, charges.' 

(S) Ancillary matters such as packing conditions and the 
rules for booking and delivery of, and payment for.
traffic. 

A copy of the Government Resolution setting up the Commit· 
tee and laying down its terms for reference can be obtained 
from the Secretary of the Committee. 

: . . 
(VINOD PAL) 

·Secretary, 
Rail Tariff Enquiry Committee, 

· Rail Bhavan, 
New Delhi-110 001; 



No. 77/RTECfR£.PN/3 

Dear Sir, . 
You ha've probably seen the notfication which was issued 

by the Rail Tariff Enquiry Committee in the leading newspapers 
of tho country during October 1977. The contents of the 
Notification a~ reproduced below for ready reference :-

"'The Government of India have set up the Rail Tariff Enquiry 
Committee to examine the structure of fares, rates and other 
charges for public traffic carried by passenger and goods 

. trains, and to recommend modifications which should be 
made, bearing in mind, among other relevant considerations, 
the interests of the common man, the requirements of a 
developing economy, the importance of making the railways 
financially viable, and the possibility of increased operating 
efficiency. The Committee will also examine ancillary matters 
such as packing conditions, and rules regulating booking and 
delivery of traffic in the light of modem business practices." 

Institutions, firms or persons interested in the matter are 
requested to send their memc.randa to the Secretary, Rail Tariff 
Enquiry Committee. It would be helpful if the memoranda are 
submitted in quadruplicate, and each of the following matters 
is dealt with under a distinctive heading:-

(1) Fares for suburban and non-suburban passenger traffic. 

(2) Freight rates for goods traffic. 
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.Annexure 1.3 (B) 

Rail Tariff Enquiry Committee 
Government of India, ' 
Rail Bhavan, New Delhi. 
Dated, the 197 • 

(3) Rates for other coaching traffic such as parcels and 
luggage. 

(4) Other charges such u slding charges and crane charges. 

(5) Ancillary matters such as packing conditions and the 
rules for booking and delivery of and payment for 
traffic: 

A copy of the Government Resolution setting up the Commit· 
tee and laying down its terms of reference is also enclosed for 
your information. 

You are welcome to send your suggestions and recommenda
tions through a memorandum to the undersigned. These sugges
tions and recommendations will be duly taken into account by 
Committee during their deliberations. As has been indicated in 
the Notification above, it will be helpful if the memorandum is 
submitted in quadruplicate and each subject is dealt with under 
a distinctive heading. It will be useful if the memorandum 
reaches the undersigned by 28th February 1978. 

Encl : As above 
Yours faithfully, 

(VINOD PAL) 



QUESTIONNAIRE ON PASSENGER FAIU:S 

Part 1- [Dealing with season tickets. concessions, l to SO km table for n (0) class] 

Short Distance table for II (0) (1 to SO kms) 2.08 To what extent self printing machines are being used 
Name stations/sections on your R.llilway where the issue . on your railway to issue suburban card tickets? Give 

I. 
1 01 

of 11(0) tickets for a lead of SO kms or less is more tkan details of number of such machines used station-wise. 
SO% of the total number of tickets issued in the year 2.09 Should the single journey fares (including taxeS & 
1976-71. other charges, if any) be in multiples of S P or 10 P 

1.02 

l.OJ 

1.04 

l.OS 

1.06 

What additional revenue would have been realised on 
your railway during 1976-77, if a separate concessional 
fare table for 11(0) upto a distance of SO kms was not 
existing? 

Are bus/mini bus/tempo etc. services available on sec
tions mentioned in 1.017 H so, indicate comparative 
rail and road fares. 

Give the frequency and timings of rail and road services 
on the sections indicated in 1.01. 

Has it been your experience that on certain sections on 
your Railway passengers travelling for a distance of 
over SO krns split up their journeys for distances of 
less than SO kms each and thereby derive benefit of lesser 
total fare than they would have to pay if the journey 
wu performed on one ticket? H so, please give examples 
and details. 

Have any studies been carried out on your Ratlway 
regarding socio-economic condition of passengers who 
are deriving the benefit of the concessional table of 
11(0) fares upto SO kms'l H so, give a copy of the study 
report. 

1.07 What in your view will be the impact (social, political 
and economic) in case the concessional table for 11(0) 
upto SO kms is abolished? 

1.08 Have you conducted any cost studies relating to short 
distance &topping passenger trains on sections indica
ted in 1.01? If so, give details and send a copy of the 
study. Also give occupation ll!Jios of such trains. 

2. Suburbatt Far~8 

2.01 Is it your view that single journey fares for suburban 
trains should be the same as for non-suburban ordinary 
trains, as is the case at present? It has been urged that 
facilities on EMU trains are different from those pro
vided on non-suburban ordinary trains. These differen· 
c:cs may be kept in view while replying the abo~ 

2.02 If your view is that fares for suburban travel should be 
different from non-suburban. what basis for suburban 
fares do you recommend 1 

2.03 Do you anticipate any practical difficulties in having 
differential fare structures for suburban and non
suburban trains? 

l.04 It has been suggested that the number or distance slabs 
for suburban tickets should be reduced to ensure simpli· 
fication in issue of tickets. What is your opinion 1 

~.OS Have you introduced a system of grouping stations in 
a certain distance slabs for simplifying the issue of 
suburban card tickets? If so, give details and there
asons why you have adopted the particular slab system? 

2.06 What are your recommendations for a suitable slab 
system for your Railway for the future? 

2.07 In case the total number of slabs is reduced, would it 
be possible to issue tickets by self printing machines 
only? 

101 

2.10 

2.11 

2.12 

2.13 

2.14 

2.15 

or more for II class and SO P or Re. 1.00 or more for 
I class? 

Aie any charges like pilgrim tax. municipal tax. etc. 
levied on suburban passengers on your railway which 
the railways have to recover? H so, give details. 

Should the minimum fares for First and Second classes 
be revised? H so, what are your recommendations? 

How do the Railway Suburban single journey fares on 
your Railway compare with bus fares on equivalent 
routes 1 Please give a comparative historical account of 
the changes in road and rail fares, preferably since 
1948. 

Should First class accommodation on suburban trains 
be abolished 1 If so, give reasons for your answer. 

Are return tickets issued on your suburban sections '1 
If so, what are the conditions for issue of &uch tickets? 

Do you recommend concessional fares on suburban 
sections during Sundays and holidays '1 Is it likely to 
bring additional revenue to the railways? Have you any 
particular recommendations to make in this connec>o 
tion? 

3. Suburban s~ason Tickets 

3.01 Do you have any distance slabs for suburban season 
tickets 1 If so, give details. Are they the same as for 
single journey card tickets? Indicate reasons for adopt
ing these slabs. 

3.02 Should the number of distance slabs for suburab season 
tickets be reduced 1 Should they be same as for single 
journey tickets or different? Give reasons for your 
answer. 

3.03 Should there be a specific relationship between season 
ticket fares and single journey fares, i.e. should the 
season ticket fares be pegged at a specified number of 
single journey fares so that changes in single journey 
fares automatically bring about changes in season 
ticket fares 1 

3.04 Should the number of single journeys be uniform for 
aU distance slabs or should they taper, according to 
the distances 1 H so, what is your recommendation 
regarding the number of single journey fares per season 
ticket for the various distance slabs? Give reasons 
for your recommendations. 

3.0S H the difference between the present basis and the basis 
recommended is very large. what care has to be taken 
and in how many stages the change should be brought 
about? Give your recommendations in as much details 
as possible. 

3.06 What should be the nearest rounding off of season ticket 
fares for (a) First Class; and (b) Second Oass. 

3.07 On some foreign railways. suburban fares are higher 
during peak traffic hours than slack hours. Do you 
recommend a similar aystem for Indian Railways? 
Do you thiu.k that some of the present peak hour traffic 
could be diverted to non-peak hoJJI'$ by this measure? 



3.08 Do you think that very low suburban fares have resulted 
in diversion of short distance commuter traffic from 
road to rail? Have any studies been made in this direc
tion? If so, give copy of the study report. 

3.09 Has any work study been done on the time taken for 
issuing:- (i) a manually issued card-ticket; (ii) a 
machine-issued card-ticket; (iii) a season ticket; 
(jy) a concessional ticket (different types); (v) a Blank 
Paper ticket? If not, can you have one conducted at 
different typd of stations on your Railway-both subur
ban and non-suburban and convey the results? 

· On the above basis, and also taking into account 
the costs involved in stocking, accounting etc., can a 
cost estimate be made regarding the issue of the diffe
rent ,types of tickets mentioned above? 

3.10 In Bombay and Calcutta areas, there is overcrowding 
in fast trains during peak hours over suburban sections. 
Do you think that higher fares are to be levied for dis
couraging the short distance passengers to travel by 
fast trains and thereby reducing over-crowding in fast 
trains? If so, what higher charges are required to be 
levied by fast trains? 

3.11 What types of Vendor season tickets are issued over 
your railway on suburban sections? What are the 
basis of charge for these tickets? Do you recommend 
any revision in their charge? If so, what are your 
recommendations? 

3.12 Do road transport authorities issue Monthly/Quarterly 
season tickets for bus travel in the metropolitan cities 
falling on your railway? If so, indicate the basis of 
charge of such season tickets. 

3.13 Has any assessment of over-crowding on suburban 
trains been done on your railway, particularly during 
peak hours? If so, please send a copy of the report. 

4. Non-Suburban Season Tickets 

4.01 

4.02 

4.03 

4.04 

4.05 

-406 

What are your proposals for revision of non-suburban· 
season ticket fares? Should they be fixed in terms 
of a specified number of single journey tickets so that 
their fares will automatically change with the revision of 
single journey fares? If so, what should be the number 
of single journeys at which the MST fares should be 
pegged. Should the number of single journeys be uniform 
for all distance slabs or should they paper according to 
the distance? · 

Considering the growth of satellite townships around 
big cities, do you feel that the existing restriction of 
issuing non-suburban season tickets only upto a distance 
of 80 kms should be liberalised. If so, upto what dis
tance should it be increased. 

Are there cases of splitting up of MSTs for gaining 
advantage of low fares? If so, indicate the sections/ 

' stations on Y?ur Railway where this misuse is occurring. 
What remedial measures do you suggest for dis
couraging this practice? 

Which are the stations/sections on your Railway that 
have witnessed more than 50% increase in the sale of 
season tickets during the period 1970-71 to 1976-77? 

Indicate the names of the city centres on your railway 
and the stations around them from where commuter 
traffic comes. 

Are there demands from season tickets holders for 
stopping mail/express training at small stations so as 
to cater to this traffic? If so, what are the trains for 
which such demands are ~oming? Give particulars of 
additional ; toppages provided to through trains on 
such demands during the last 3 years. Do unauthorised 
stoppages of through ~ains t~ke place frequently on_ 
such sections? If so, giVe particulars. 

102 

-4.07 In the -~ses of suburban like traffic situations which 
ar.e a fiSI!!g on your Railway, what methods have you 
tned uptlil now to cope with such traffic? How far 
have they succeeded in meeting the problem adequately? 
To what extent you have not been able to fulfil this 
demand adequately? .What proposals have you already 
made or would now hke to make to meet the situation? 
Give de.t~iled particulars with financial implication~;. 
Please divide the proposals in the followng categories: 

(Presuming that requisite funds are available):-

(i) Those which can be completed in about 1 year's time. 
(ii) Those which can be completed in about 3 years' time. 
(iii) Those which can be completed in about 5 years' time. 
(iv) Those which will take more than 5 years. 

Please give similar particulars for suburban sections 
also. 

-4.08 What are the non-suburban sections on your railway 
bey~>nd 80 kms where Monthly/Quarterly season tickets 
are Jssued? What are the basis of charge? What arc the 
c_omparative_ road and rail fares and whether any season 
tickets are Issued by road transport authorities over 
these pair of points? 

4.09 What are the Mail/Express/Super Fast Trains and the 
pair of points on your railway on which non-suburban 
Monthly/Quarterly Season Ticket holders are permitted 
to ~ravel? Do the. railways levy any extra charge for 
their travel by Mail/Express/Super F~t Trains? 

4.10 What is the basis of charge of passenger fares levied 
by Road Transport Authorities of different-States served 
by yo~r railway? How do these bus fares compare with 
!he r_aii fares on different pairs of points on your railway 
m distance zones 1-25 kms. 26-50 kms, 51-100 kms 
101-250 kms, 251-500 kms and over 500 kms? 

_ How do t?e chargts of Express/Deluxe/Aircondi
honed buses differ from ordinary buses? 

5. Concessions 

5.01 

5.02 

5.03 

5.04 

6. 

6.01 

6.02 

7. 

7.01 

7.02 

7.03 

Are there any concessions given on your Railway for 
passenger travel which are in addition to concessions 
available on all Indian Railways? If so, give particulars. 

Are a~y concessions given by passenger bus services 
on regions served by your Railway? If so, give details. 

What are the special concessions given on suburban 
sections to Railway staff? Please give the total number 
of such concessions issued during 1976-77. 

Do you think that all concessions- including students' 
concessions should be confined to Second Class travel? 

Costing of Passenger Services 

Have any special studies on costing of passenger ser
vices been carried out on your Railway? If so, please 
send copies of such studies. 

Have any special studies on costing of suburban services 
been carried out on your Railway? If so, send copies of 
such studies. 

General 

Have you conducted any special study or survey of 
the extent of ticketless travel on suburban sections dur
ing the last 3 years 1 If so, send us copy of the report. 

Have you conducted any costing study of running of 
special trains including Holiday Specials? U so, send 
copy of the report. 

Have you made or examined any proposals for better 
utilization of real estate owned by your Railway, spec
cially in Metropolitan areas? If so, send details. 



ANNEXURE I-5 

QUESTIONNAIRE FOR RAILWAYS ON FREIGHT TRAFFIC 

A.-General 

1. The present f;eight structure has been in existence from 
1958. Would you suggest any general modification in the freight 
atr~cture? ~lease also give your views with regard to the specific 
pomts mentioned below. 

B.-7)1pe of rates 

1. At present, for most of the commodities, there are two 
rates-a higher rate for 'smalls' and a lower rate for 'wagon 
loads'. Would you suggest a rate, lower than wagon load rate, 
being provided for 'train loads' and, if so, (a) to which commo
dities should it apply, and (b) what should constitute a 'train 
load' for this purpose? 

2. Would you suggest a lower classification than the present 
wagon load classification being provided for traffic offering 
in less than a train load but in block loads of, say, 10 or 15 
wagons? 

3. It has been suggested that, in view of the relati~e econo
mics of road and rail transportation, wagon load rates should 
be applicable only for distances of, say, 150 kms., and above, 
the smalls rates being charged for shorter distances. ·What 
are your views on this suggestion? 

4. The smalls rate now applies to all quantities upto the 
minimum weight prescribed for the application of wagon load 
rate (varying from 60 Qts. to carrying capacity of the wagon 
on the Broad Gauge, depending upon the commodity). Would 
you suggest a slab of rates for 'smalls' consignments and, if so, 
what should be the slabs? Specifically what are your views 
in regard to quotation of different classifications for 'smalls' 
consignments of the same commodity on the basis of quantity 
offered as indicated in the two alternatives below:-

(A) Quotation of different 'smalls' classifications for the same 
commodity linked to the minimum weight for the application 
of the wagon load rate as indicated b~low :- · 

(I) One classification for 'smalls' consignments weighing 
less than half the prescribed minimum weight for the 
application of wagon load rate. 

(II) A slightly lower classification for 'smalls' consignments 
weighing half or more than half the prescribed minimum 
weight for application of wagon load rate but less than 
3/4 of the minimum weight. -

(iii) A still lower classification for 'smalls' consignments 
weighing 3/4th or more than 3/4th of the prescribed 
minimum weight for the application of wagon load rate 
but less than the minimum weight. 

(B) Provision of different classifications for 'smalls' con
signments of the same commodity depending upon the weight 
of the consignments, the rate declining as the weight of the 
consignments increases as indicated below:-

(These weights correspond io carrying capacity of the 
roadway trucks.) 

(i) One classification for 'smalls' consignments weighing 
upto 3 tonnes. · 

(ii) A slightly lower classification for 'smalls' consignments 
weighing 3 tonnes or more but less than 5 tonnes. 

(iii) A still lower classification for 'smalls' consignments 
weighing 5 tonnes or more but less than 10 tonnes. 
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(iv) An even lower classification for 'smalls' consignments 
weighing 10 tonnes or more but less than the prescribed 
minimum weight notified for the commodity for appli· 
cation of wagon load rate. 

5. In your opinion, what should be the relativity/differential 
between the rates for 'smalls', part wagon loads, wagon loads, 
block loads and train loads 1 

6. It has been suggested that the rate for 'smalls' traffic by 
goods train and parcels traffic chargeable at Scale 1 rate may be 
integrated and a common rate quoted for such traffic so that 
the Railways may have adequate flexibility in the movement 
of such goods either by fast goods trains or by parcel trains. 
What are your views on this suggestions, bearing in mind the 
volume/streams of smalls and parcels traffic and the commo
dities booked, as also the financial implications? 

7. It has been suggested that, as in the case of road operators, 
Railways also should quote one rate per wagon irrespective 
of the commodity loaded. What are your views on this sugges
tion 1 In case this suggestion is acceptable, on what basis would 
you like the per wagon rate (applicable uniformly to all commo
dities) to be fixed? 

8. In your opinion are any of the provisions of Indian 
Railways Act hampering the commercial freedom of Railways 
to quote special rates particularly in competition with other 
modes of transport. If so, what amendments would you suggest 
to the provisions of Indian Railways Act? 

9. Would you like Railways to have powers to quote special 
rates or "agreed" rates for customers guaranteeing certain 
quantity of traffic? If so, please give examples of circumstances 
in which and traffic for which you would like such "agreed" 
rates to be quoted and indicate how the "agreed" rates should be 
determined 1 

C.-Classification 

1. Would you suggest any change in the number of class 
rates (29) in force at present? Do you think that the number 
should be reduced to, say, one for each of the 10 to 12 principal 
commodities which comprise 80% of railways' traffic and 2 or 3 
for all other commodities or, on the other hand, the number 
of classes should be increased to enable a proper application of 
the principles of cost of service and value of service? Please 
suggest the changes considered desirable. · 

2. Do you suggest any modifications to the present Classi
fication of goods by way of reclassification of commodities 

· having regard to their transportation characteristics and other 
relevant considerations? · 

3. Please indicate the commodities in respect of which present 
rates are lower than the cost of service and whether it will be 
practicable and desirable to make any change in these cases 
based on the cost of service. 

4. The empty return ratio, which has a direet impact on costs, 
varies from commodity to commodity. Does the present classi
fication, specially of coal, foodgrains, cement ores, POL and like 
which comprise 80% of railways' traffic properly reflect the 
empty return ratios 1 If not, what changes in classification 
would you suggest on this account? 

5. It has been suggested that the raw materials of low unit 
value, as also foodgrains, are carried at unduly low rates and do 
not therefore make the due contribution to railways' cost. 
What changes, if any, would you suggest the classification of such 
commodities bearing in mind the cost incurred on the one hand, 
and other relevant considerations, such as ability to bear freight 
charges and national interest, on the other. 



6. It has been suggested that the classification of a num):!er 
of commodities is too high bearing in mind the value of servtce. 
Can you identify the higher rated commodities which ar.e su_itable 
for cam'Qge by railways and suggest whether any reductton 1n the 
classification of these commodities would be justified? 

7. In the present classification are there any cases in which 
the classification of finished products is lower than that of 
intermediate products and/or classification for intermediate 
products is lower than that of the raw material. If so, please 
furnished the particulars of these commodities along with yo~r 
views abcut changes, if any, which should be made in the classi
fication of these commodities. 

8. It has been suggested that freight structure should be so 
designed as to discourage the use of materials in short supply, 
avoid wasteful transport and encourage growth of industry and 

. employment in rural areas. Do you think the present classi
cation subserves these objective ? If not, what changes in the 
classification would you suggest? 

9. At present. there is generally only one classification for 
a commodity (as for example, coal other than hard coke and 
piece goods) even where it is produced in more than one grade/ 
variety/quality, each grade/variety/quality being (substantially) 
costlier than the other(s). Please furnish particulars of such 
commodities and indicate whether in your view any change in 
the classification of some grade/varieties/qualities of these 
commodities is desirable/feasible. 

10. It has been suggested that in the case of commodities 
with a wide range of prices but without distinctive grades/ 
qualities etc. difl'erent classifications may be fixed on the basis 
of difference in value and that the consignors should be asked to 
declare the value of the goods in the Forwarding Note at the 
time of booking. (Incidentally, declaration of the value of the 
goods on the Forwarding Note may also help in disposal of 
claims as the claims could be limited to the declared value of the 
goods.) What &re your views on this suggestion and, if you 
agree, what should be the revised classification of the commo
dities affected? 

11. Railways are quoting station to station rates for a number 
of commodities at present. Do you think that reduction in 
the classification of any of these commodities is called for? 
If so, please give the necessary justification. 

12. Trade and industry have been representing for conces
sional rates on exports. What are your views on this? If such 
concession is granted, to which commodities should it apply and 
what should be the extent of the concession? 

13.(a) In the case of commodities with poor loadability for 
which a full wagon is required, freight charges are levied for 
minimum of 6 tonnes BG/4.5 tonnes MG at small rates even if 
the weight loaded in the wagon is less than that. The object 
is to earn a certain minimum per wagon. Do you consider 
any change in this rule is necessary bearing in mind, inter alia, 
the cost per wagon and the average earnings per wagon ? 

(b) It has been suggested that the objective of this rule can 
be achieved without having the cumbersome rule by suitably 
enhancing the classification of the commodities with poor loada
bi!ity. Do you agree and, if St?•. what sh'?uld be the .revised 
classification of these commodities? (Inctdentally, this may 
avoid the conflict between high rated but low yielding and low 
rated but high yielding commodities in the matter of allotment 
of wagons etc.) 

14. Have you any suggestion to make in regard to rates for 
Livestock? 

15. Have you received any repr~e.ntation from .trade f?r 
revision in classification of commodtttes? If so, give details. 
along with your comments. 
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D. Telescoping In the Freight Structure 

1. (a)The existing telescopic structure of rates is as follows: 

Basic rate 

Distance (Kilometres) (Paise per kilo-
metre per 

quintal) 

1-4 3.26 
Plus 41-100 1.82 
Plus 101-250 1.31 
Plus 251-500 1.14 
Plus 501-800 1.07 
Plus 801-1200 1.01 
Plus 1201-1800 0.90 
Plus 1801-2400 0.68 
Plus 2401-3000 0.45 
Plus 3001 and over 0.28 

(b) Tapering rate scales are justified by the economics in
herent in the longer haul on the one hand and ultimate capacity 
of a commodity to bear freight charges on. the other. An 
unduly sharp taper can, however, result in loss to railways and/ 
or induce movement of traffic which would not otherwi~e be 
carried. In the light of this, do you think that the existing tele
scopic structure is rational? what change, if any, would you 
suggest in the different distance blocks and/or the basic rate" 
for each block-

(i) if separate terminal charge is introduced; and 
(ii) if separate terminal charge is not introduced. 

(c) 80% of tht- railways' traffic comprises 10 to 12 bulk com
modities and the transportation characteristics, lead, and th• 
ultimate ability to bear freight char~es vary f:om one commodity 
to another. In view of this, would you suggest that there should 
be a separate telescopic table for each of these commodities, 
and a general table for all other commodities? 

E. Risk Rates 

1. At present Owner's risk rates (in addition to railway 
risk rates) have been notified for the commodities listed in the 
enclosure. What are your views with regard to quotation of 
only Railway Risk Rates for these commodities also? 

list of Commodities for which owner·, risk rates ho··e be.-n quoted 
in the present classification of goodY 

1. Asbesto! Crude (Inlumps). 
2. Betalleaves. 
3. Bone dust. 
4. Bone meal. 
5. Bones. 
6. Bone sinews. 
7. Charcoal fuel. 
R. Clay china. 

9. Coal (For Public and Non-Govt, Railwavs. 
Includes · 
Coal Shale 
Coke Soft 
Lignite 
Patent fuel. 

10. Coal/Coke Briquettes. 
11. Coke hard. 
12. Crudes. 
13. Eggs. 
14. Fire Clay includes ground ganister. 
15. Firewood. 
16. Fish Fresh. 
17. Fish spawan. 
18. Fruitfresh. 
19. Game. 



20. Ice. 

21. Leather Meal. 
22. Laco. 
23. Lorries, Steam. 

24. Meat fresh. 

2S. Milk. 

21i. Motor Vehicles N.O.C. (when despatched i.o open trucks). 

27. Motor Vehicles N.O.C. (when despached in covered trucks) 

28. Onions. 

29. Plants. 

30. Potatoes. 

31. Potatoes Sweet. 

32. Sinews meal. 

33. Tiles flooring (earthen). 

34. Tiles Common (Roofing). 

35. Vegetables, N.O.C. 

36. Water Melons. 

37. Coal dust consisting of particles of less than 100 ·microns 

/.e. 1/10th m.n. 

F. Separate levy of additional charges 

I. At present the freight rate is an integrated rate covering 
the terminal operations and haulage costs. Would you recom
mend separation of the terminal element from the freight rate 
and the levy of separate terminal charges as was in vogue prior 
to 1-10.195117 If so, what should be the quantum of terminal 
charge to be levied separately and should the terminal charges 
for metropolitan/urban/rural area be different? (Give reasons 
for your answer). 

2. Should the following charges be levied separately, in 
addition to freight charges, as at present? What should be 
the revised basis quantum of the said charges:-

.• 
(a) Charges for loading and unloaaing. 
(b) Transhipment charges. 
(c) Crane charge. 
(d) Crane haulage charge. 
(e) Olarge for transport of over dimensional consignments. 
(f) Charge for guard for dummy wagons. 
(g) Re-weighment charge. 

(Give reasons for your answer) 

G. Minimum IJmlts 

1. Would you recommend any revision in the present (a) 
minimum distance for charge, (b) minimum weight for acceptance 
of consignments for despatch by goods train, (c) minimum weight 
for charge for 'smalls' consignments and (d) minimum charge 
per 'smalls' consignments? If so, please furnish the justifications. 

2. It has been suggested that the minimum distance for charge 
should be raised to, say, 150 kilometres (roughl.)' equal to 
the distance between two successive marshalling yards) 
esp'<:ially if a sepU"ate terminal charge is not introduced. 
What are your views on this? 

H. Traffic and Earnings 

I. Please furni~h leadwise traffic and earnings in respect of 
important commodities on your Railway in the attached 
proforma. · 

2. Do you envisage any change in the pattern of traffic, 
In the quantum, direction and range of movement of commo• 
dities in the immediate future and in the coming years? If so, 
please furnish details. 
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Statemem showing leadwise traffic and earnings of importanl 
commodities duting 1974-75, 1975-76 a11d 1976-77. 

Sl. Name of commodity 
No. 

I 2 

Year Zonewise Traffic/Earnings 

1-40 kms. 41-120 kms. 

3 

1974-75 
1975-76 
1976-77 

Traffic/Earnings 

4 

121-240 kms. 241-350 kms. 351-499 kms. 500-799 kms. 

Traffic/Earnings Traffic/Earnings Traffic/Earnings Traffic/ 
. Earnin~s 

4 

800-1299 Kms.1300-1S99 kms.1900-2399 kms. 2400 and over 

Traffic/Earnings Traffic/Earnings Traffic/Earnings Traffic/ . 
Earnings 

4 

3. What are the commodities which are being carried below 
cost on your Railway? How much loss is being incurred on 
(a) fully distributed cost basis and (b) excluding expenses whicb 
would be incurred any how? Are these commodities carried 
on saturated sections? If they are carried on light sections 
(including branch lines) or in backward areas wQuld it be worth
while to continue to bear the loss (calculated on fully distributed 
cost basis) so long as out of pocket expenses ~e covered? 

I. Rates by rail/road for short-distance traffic 

1. How do freight rates by rail for short distance compare 
with the corresponding freight rates by road for (a) less than 
wagon loads (b) wagon loads? 

2. What are your views on restricting short-distance traffic 
to be carried by Railway? What is the distance limit which 
you would recommend for such restrictions taking into account 
the operating conditions on your Railway and availability of 
Road[Transport? Would you like the pricing of such short· 
distance traffic to be arranged in such a way that it will act as 
a disincentive to offering of consignments for transport by rail? 
What changes, if any, would implementation of this,suggestion 
necessitate in the existing legislation? 

J. Inflation of Distance 

1. Which are the sections on your Railway where freight 
charges are levied on inflated distances? Since when are these 
being levied ? Would you suggest any modification in the 
present level of inflation? 



2. What are your views on the suggestion that the Railway 
should levy tfreight on charges on inflated distance on not only 
the sections referred to in Question No. 1 but also over sections 
which involve heavy capital investment due to construction 
of bridges or tunnels or over sections where operating costs ~re 
heavy due to the sections being on higher gradient? 

3. It has been suggested that on gradient 5CCtions where 
banking arrangements have to be made, freight should be levied 
on inflated basis (It is understood that such a system was in 
vogue-e.g. on central Railway in regard to Coal some year ago). 
What are your views on this suggestions? If you are in agree
ment with this suggeslion, in what form (inflation of mileage, 
a flat surcharge. etc.) should the extra charge be levied? 

.K. Oprratlon 

l.(a) Are you running any goods trains on a regular basis 
to a fixed time table? If so, please furnish the points between 
which such goods trains are run and the periodicity of these 
trains? Is there any scope for introducing similar trains between 
additional points and if so furnish the names of points between 
which you would like to introduce such services? 

(b) Give data about the actual operation of such trains 
during 1974-7S, 197S-76 and 1976-77, especially in respect 
of their punctuality. Where punctuality was low, have the 
factors responsible been examined? . What are the result! of 
such examination? What improvements (including operational 
pattern changes or extra investments) are necessary to ensure 
punctual operation of such trains? 

2. It has been suggested that on routes where such scheduled 
goods trains are run to fixed time table, wayside stations at which 
appreciable goods traffic in wagon loads is not at present handled 
should be closed for goods bookings both in wagon loads and 
smalls and it should be left to freight forwarders to collect con
signments and tender in full wagon loads at Junction points for 
clearance by scheduled goods trains? What are your views on 
this suggestion? 

- 3. On saturate sections the Railways may be finding it diffi~ 
cult to clear 'smalls' consignments due to their inability to run 
road van trains or shunting trains regularly. It has been sug
gested that on such sections while the Railways may continue to 
permit booking of 'smalls' consignments, the consignments 
can be collected either by the Railway itself or by an agent and 
brought to nominated Depot stations by road for onward 
clearance by rail? Is such difficulty being experienced on your 
railway and if so what is your reaction on this suggestion? 

4. Claims arise on account of pilferage taking place at mar
shalling yards and damage to goods due to shunting of wagons 
at marshalling yards and on account of defective wagons having 
been used. The claims on account of pilferage and damage 
could be minimised by properly organising through scheduled 
goods trains and by improvement in the design of wagons. 
Have you got any suggestions to make in regard to operational 
pattern of goods trains and about the design of wagons with a 
view to reducing the pilferage and damage to goods? 

L. Siding 
1. Please furnish a list of private sidings on your Railway, 

indicating the serving station, length of siding, traffic dealt with 
(inwards and outwards), volume of traffic dealt with in terms of 
tonnes and in terms of 4-wheeled wagons (inwards and outwards), 
siding charges collected at each siding during 1975-76, 1976-77 
and 1977-78. 

2. Please furnish a similar list of assisted sidings on your 
Railway indicating also the capital cos~ ~f assistance and interest 
recovered in respect of each of those Sidmgs. 

3. How are siding charges fixed on your Railway? b it 
on trip basis or by adding length of the siding to the distance 
from or to the serving station and levying freight on the through 
distance?. 

4. Would you like any change in the system fixing siding 
charges. 

s. What is the free time allo~e~ at present on traffic. (inward 
and outward) dealt with at the sidmgs? ~ave you r~ceived any 
request from the siding owners for the revte~ of free tu11;e allowed 
and, if so, what are your recommendations regardmg those 
requests? 
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. 6. It has been !fl.entione~ t~at the pres~nt rules and practices 
tn r~gard to proylSlon of stdmgs, collectton of siding charges, 
~~tton of free time and rates of demurrage, are acting as an 
tmtant to the trad.e. What are yo.ur views regarding these? 
Have you any spectfic recommendations to make with regard 
to any change in regard to any of the above matters? 

7. Are you satisfied that all the traffic from siding owners 
i~ being carrie~ b>' the Railways? If not, !'hat are your sugges
tiOns for retrtevmg the traffic for ensunng additional traffic 
to the Railways? 

8. It has been suggested that for incremental traffic i.e. traffic 
in excess of the present level, a lower rate of siding charge should 
be levied with a view to inducing the siding owners to offer 
additional traffic to rail. What is your reaction to this 
suggestion? 

9. To what e~t~nt are sidings at present being used by parties 
other than the stdmg owners? Have you got any suggestion 
to make to further improve the use of sidings by parties other than 
siding owners for mutual benefit? 

10. Have you got any suggestion to make for modification 
in the existing siding agreement? 

M. Demurrage and Wharfage 

1. Have you any suggestion to make in regard to free time 
allowed for the purpose of levy of demurrage charge or in tho 
rate of demurrage charge? 

2. In respect of customers offering traffic in substantial 
quantities, would you like to give some concession by making 
changes in the method of computation of free time allowed for 
demurrage? If so, what are your suggestions in this regard? 

3. What are your views regard to treating Sundays u die$ 
non for the purpose of levy of demurrage? 

4. Have you any suggestion to make in regard to free time 
at present allowed for the purpose of levy of wharfage or in the 
rate of wharfage?· 

N. Customer-Oriented Service$ 

1. What are the points between which container service 
is at present available? Are there sufficient containers and flats 
for the existing services? Are there any plans for extending 
the container service between additional points? 

2. At present under the 'Container Scheme' all the containers 
are owned by railways. Would you like Customers to own 
their own containers for the transport of their products under 
the Container Scheme? If so what terms and conditions would 
you [like to prescribe to permit the parties to own their own 
containers? · 

3. What are the stations at which Freight Forwarder Scheme 
is at present in force? Would you like to extend this scheme to 
additional stations and if so mention the names of stations 
where you would like to have this scheme? 

4. It is noticed that one of the reasons for the traders pre
ferring road to rail.is t~e railway's inability to. suppl;y adeguatc 
number of wagons 10 tiMe and on regular basts. \\ould It be 
possible to overcome thi~. difficulty by permitting .large us~rs, 
like Coal India Ltd., Fertiltsers CorporatiOn, Food CorporatiOJ! 
and Oil Companies, to own their wagons? If so, on what terms 
such parties should be permitted to own their wagons and utili~ 
them for transport of their goods? 

0. Packi11g Conditions 

1. Have you received any representatioa that the packiHg 
conditions at present prescribed for any commodity are not 
suitable for the particular products or are otheN~e onerous 
and difficult to comply with '! If so, please furni~h the names 
of commodities in respect of which representation~ have been 
received, and your recom~end~tions, if any, for modification of 
the existing packini condttloo tor those commod1t1es. 



2. Would you recommend modification to the existing 
packing condition for any commodity with a view to making the 
packing more damage/pilfer-proof? If so, please furnish the 
names of commodities and the details of the modified packing 
condition proposed by you? 

3. Having re~ard to the developments that have taken place 
in the Packaging Industry, would you like to suggest aity modi
fication in the existing packing condition of any commodity 
to bring them in linP. with modern business practice? 

P. Cranes/Material Handlmg Facilities 

I. Are the arrangements for cranes for heavy lift consign
Jll('nts and other material handling facilities adequate at impor
ta;•t stations on your Railway? 

2. What are the proposals for provision of additional crane 
and other handling facilities at stations on your Railway? 

3. Would you like to have any change in the rules relating 
to supply of cranes, and free time for crane consignments? 

Q. Minimum weight conditions and weighment 

1. (a) Are the existing minimum weight conditions rea
sonable? If not, what char:ges, if any, would you suggest? 

(b) Have you received any representations in this regard 
from the trade? If so, name the commodities and indicate your 
views on the revision sought for. 

2. Are the arrangements for weighment of wagons at impor
tant loading points on your Railway adequate? 

3. Are there any commodities (e.g. Timber) which are not 
generally weighed at the booking station due to lack of suitable 
weigh bridges and/or operating difficulties? If so, please give 
details of the commodity, quantity loaded and the extent of non
weighml'nt and suggest how this problem may be overcome. 

4. What are the proposals for provisions of additional 
weigh bridge facilities on your Railway? 

S. Would you like to have any change in the present rules 
regarding weighment? 

6. Would you like to extend the arrangement of levying 
freight charges on the basis of senders' \'}eight? If so, what are 
the commodities to which you would like to extend this :uTange
ment? Have you received any request from the trade for 
acceptance of senders' weight in respect of these commodities ? 

7. With reference to Rule 118 of the Goods Tariff, it has been 
suggested that re-weighment of wagons should be allowed as a 
matter of course when parties apply for re-weighment paying 
the prescribed fee. Is this suggestion acceptable and, if not, 
what are the factors that militate against this suggestion ? 

8. It has been suggested that per wagon rate should be quoted 
for commodities with a view to dispensing with minimum weight 
condition and weighment of wagons. What is your reaction to 
this suggestion ? Will the dispensing weighment of wagons 
have any adverse effect on trade and industry due to the present 
trade practice of retiring of railway receipts through banks ? 

R. Payment Condition 

1. What are your views with regard to making pre-payment 
of freight compulsory on more commoditi~s ? .What additional 
commodities would you recommend for 1mposmg pre-payment 
of freight condition ? 

2. What is the policy followed at present in regar_d to grant ~f 
credit note facilities to parties for payment of freight ? Is 1t 
necessary to insist on security deposit from regular customers 
before agreeing to the credit note facilities ? 

3. Please furnish the number of firms to whom facility of 
payment of freight by credit note has been granted. What is the 
total amount of freight realised through credit notes on your 
railway during 1976-77 on 'Outwards paid' and 'Inwards to pay' 
basis ? 

S/49 RB/78-15. 
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4. Please furnish the number of firms who have been allowed 
the facility of payment of freight through cheques. What is the 
total amount of freight realised through cheques on your railway 
during 1976-77 on 'Outwards paid' and 'Inwards to pay' basis ? 

S. It has been suggested that the Railways should accept 
cheques for payment of freight from all customers who are having 
dealings with Railways regularly. What are your views on this 
suggestion ? If this suggestion is acceptable, what safeguards 
would you like to have to ensure that the cheques do not bounce 
back ? 

S. Booking and Delivery 

1. Have you any suggestion to make regarding notified work· 
ing hours of goods sheds ? 

2. What are your view regarding levy of wagon registration 
fees ? Do you require any review of the present rules in this 
regard ? 

3. Would you like wagon registration fee to be dispensed with 
for all commodities or for any, particular commodities on your 
Railway ? · 

4. (a) In what circumstances are· Railway receipts treated 
as negotiable document and under what provisions of law are 
they so treated ? What benefits does the treating of the railway 
receipt as a negotiable document give to the consignor/ 
consignee ? On the other hand what problems, if any, does this 
create for the Railway and have you got any suggestion to 
overcome those problems ? Would it be feasible to treat them as 
non-negotiable (as is apparently the position in the case of 
Railways abroad) ? 

(b) What is the position in this regard in respect of consign-
ments booked by road, sea and air ? ' 

S. At present only one negotiable copy of Railway Receipt 
is issued. The parties generally prefer to release the Railway 
Receipts from Banks only on arrival of goods at destination 
(and there is also &ome delay on the part of the Banks in this). 
If through invoice is not received at the destination it becomes 
difficult to connect consignments. It has been suggested that if 
an additional non-negotiable copy of Railway Receipt is issued, 
it will be of great help in connecting the consignments. What 
is your reaction to this suggestion ? Will issue of an extra non
negotiable copy of Railway Receipt create any difficulties for the 
Railway ? 

6. What are your views with regard to grant of delivery of 
consignments to regular customers when both Invoice and 
Railway Receipts have not been received ? 

7. A suggestion has been made that a system of effecting 
delivery of goods after the working hours of Goods Sheds by 
levying an extra charge to cover overtime expenses of the staff 
of Goods Shed, should be introudced. What are your views on 
this suggestion ? 

8. As per the extent rules, when the railway receipt is not 
received, delivery of consignments to named consignee is given 
on the consignee executing an Indemnity Note. In the case of 
consignments booked to self, however, Indemnity Notes are 
required to be executed both by the consignor and by the consig
nee. It has been represented that this procedure results in delay 
of several days in the delivery of self consignments and it has been 
suggested that in the absence of railway receipts these consign
ments may be delivered to approved clearing agents and reputed 
firms on production of proper bank guarantee. To enable the 
Railways to determine the value, parties may be asked to declare 
the value of the goods at the time of booking, which in turn may 
be shown on the Railway Receipt. The bank guarantee will 
automatically stand cancelled when Indemnity Note is executed 
or then the original railway receipt is produced. What are your 
views on this suggestion ? 



9. II has been suggested that the Railways should not issue 
'said to contain' Railway Receipts. In what circumstances are 
'said-to-contain' receipts issued '! Are such receipts issued u~ually 
in the case of certain commodities only and if so which '! What 
is the proportion of cases in which 'said-to-contain' receipts are 
issued ? What are your views on the suggestion ? How do 
road hauliers avoid this problem and cannot Railways follow 
the practice ? 

T. Routii1Z of Traf:ic 

1. At present, routing and charging of traffic is done as per 
Rule No. 125 of I.R.C.A Goods Tariff. It has been represented 
that 

(a) in some cases, for operational reasons, traffic is being 
carried by other than the shortest routes while charges 
an: retained only by the cheapest route ; and 

(b) there have also been representations that while certain 
shortest routes an: temporarily closed, charging is done 
by the longer route. Operationally, actual carriage is 
by the shortest route, but the trade is not getting benefit 
of the cheapest route in such cases. 
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What is the posi~ion with regard to various alternative routes 
avmlabl~ for carnage on your Railway ·7 Do you su~gest any 
changes tn the rules for routmg and charging of traffic ? 

2. Please give the details of rationalisation scheme for move
Ir!ent of traffic, i_f any .• in force on your railway. What are your 
v1cws 011 the r,.tJonahsatJon schune ? 

U. Miscellaneous 

1. ~e the facilities available in the Goods Shetls at impor
tant statiOns adequate ? 

2. Have any work studies ~n conducted in respect of any 
goods shed on your Railway and. if so, what are the results of 
such studies ? What are the proposals on hand for improving 
tbe working of Goods Sheds? 

. 3. It is obs!!rved that o.ne of the irritant<; to the trade availing 
ra1l transport ts the delay m the settlement of claims cases and 
the cumbersome procedural formalities which the claimants have 
to go through. Have you got any suggestion for simplification 
of procedure for settlement of claims ? Will it be feasible to 
further decentralise the powers for settlement of claims cases ? 



Annexure 1-6 

QUESTIONNAIRE FOR SIDING OWNERS 

A. Co.rt of siding 

I. When \\as the siding constructed ? What is the serving 
station of the siding and what is the length of the siding from the 
~erving station ? 

2. Is your siding, private siding or assisted siding ? 

3. If private siding, what is the capital cost of the siding 
borne by you ? 

4. If assisted siding, \\hat is the capital cost borne by the Rail
way and what is the capital cost invested by Firm ? 

5. If assisted siding, what are the interest charges paid to the 
Railways during 1975-76, 1976-77 and 1977-78 on the capital 
invested by them ? 

6. Is the maintenance of the siding done by you ? If not 
what is the maintenance charges paid by you to the Railway 
during 1975-76, 1976-71 and 1971-78 for maintenance of the 
siding ? 

7. Would you like any modification in the existing siding 
agreement ? 

B. Vse of siding 

(Please give all figures of traffic by rail, commodity-wise ~d 
in terms of 4-whecled wagon and tonnage.) 

8. What are the raw materials used by the your factory 7 
Please name the raw materials you are getting by rhil indicating 
the quantity transported during 1975-76, 1976-77 and 1971-78. 

9. Please furnish the names of stations from which you are 
getting dilferent raw materials by rail indicating the distance 
carried. 

10. What are the raw materials which are transported by you 
by means other than by rail ? Please indicate the volume of 
such tratlic transported in each comlllodity during 1975-76, 
1976-77 and 1977-78. What is the moue of tran9port used and 
what are the reasons for preferring that mode of transport to 
rail transport ? 

11. What are the various stations from where you are getting 
raw materials by means other than by rail ? What are the leads 
by rail for these movement ? If they are not connected by 
railway, what is the nearest railway station and the distance 
between that and the place of ongin ? 

12. What are the finished products manufactured by you 7 
Please (urnish the volume of finished products despatched by 
you by rail during 1975-76, 1976-71 and 1977-78. The figures 
may please be furnished for each finished product separately. 

13. What are the main destination stations to which different 
finbhcd products are being despatched by you by rail 7 Please 
indicate the leads for these movements. 

14. In case you are not despatching all the finished products 
by rail, please indicate the quantity transported by other means 
of transport. What are the reasons for availing modes other 
than rail transport for despatch of these materials ? 

15. What are the places to which you are despatching finished 
products by means other than by rail ? What are the leads for 
these movements by rail ? 

C. Opcrati.ms 
16. Are you gelling raw materials in train loads or in pi~

meal wagon loads ? If letter is the case, what ·is the average 
number of loaded wagons received per day 7 

17. Are you despatching finished products in train loads or 
in piece-meal wagon loads ? If the latter, what is the average 
number of loaded wagons desptached per day ? 

18. Is the supply of wagons satisfactory ? Is the supply 
being made evenly according to fixed schedule 7 • 

19. Are the pilots being run according to fixed schedule 1 . 

20. Is the placement of wagons for unloading done accordi.nc 
to fixed schedule ? . 

21. Does pilot which makes placement of loaded waaont 
also remove the empties from the siding ? If not, what is the 
system of placement and removal of wagons on your siding ? 

22. Are you experiencing any difficulty in taking book delivery 
of wagons 7 If so, what are the difficulties experienced a.nd what 
your suggestions for over-coming those difficulties ? 

D. Freight/Siding charges 

23. What are the total of freight charges (exlcuding siding 
charges) paid by you during the years 1975-76, 1976-77 and 
1977-78 ? Separate figures may be given for inward and out
ward traffic. 

24. What are the total siding charges paid by you during the 
years 1975-76. 1976-77 and 1977-78 ? Please give separato 
figures for inward and outward traffic. 

25. What is the basis of the siding charge at present in force? 
Is it on trip basis or is the length of the siding added to the 'charge
able distance from or to the serving station and freight charge 
levied on the through distance ? From what date is the present 
basis for levy of siding charge in force and what was the basis 
prior to that date 7 

26. What is the rate of siding charge at present in force 7 
When was it last revised and what was the rate of siding char&e 
prior to that date 7 

27. Would you like any revision in the existing method of 
levy of siding charges ? If so, what should be the revised 
rate of charge ? 

28. Will you offer more than the present level of traffic if 
the Railways were to levy a lower rate of siding charge on the 
additional traffic offered ? If so, what in your opinion, should 
be the reduction in the siding charge for the incremental traffic 
and what additional traffic would you be able to offer. 

E. Miscellaneous 
29. Are there adequate lines inside the Factory premises for 

dealing with the volume of traffic without undue detention to 
wagons 7 

30. Are there any proposals for increasing the capacity for 
your siding within the Factory premises ? 

31. Would you like any revision in the free-time at present 
allowed ? If so, furnish the details with justification. 

F. General 

32. Is any other party permitted to use the siding 7 If so, 
furnish the names of the parties permitted to use siding ? Is the 
using party required to bear any pa~t of the interest/maintenance 
charges ? How is the siding charge shared when in the same 
trip wagons of different parties using the siding are placed or, 
removed ? How can this arrangement be extended to mutual 
advantage ? 

33. Are there any other suggestions you would like to make so 
as to enable the Railways to serve you better? 



Annexure 11-1 

OPERATING RESULTS OF RUNNING CENTRAL GOVERNMENT PUBLIC SECTOR UNDERTAKINGS 

(Rs. in crores) 

1976-77 1975-76 1974-75 1973-74 1972-73 

1. Gross Surplus 1503 1051 894 569 492 

2. Depreciation & Amortisation 400 345 305 259 235 

3. Write off of deferred revenue expenditure 49 38 • 30 38 12 

4. Gross Profit before interest 1054 668 559 272 245 

5. Interest 578 363 246 124 162 

6. Net profit before tax 476 305 313 148 83 

7. Tax . 236 176 129 84 65 

8. Net profit after tax 240 129 184 64 18 

Paid-up Capital and Capital employed : 

Paid-up Capital 5186 4533 3770 3310 2954 

Capital employed 10861 8824 6627 .5256 4766 

Profitability Ratios : 

Turnover as% on capital employed 133.9 132.4 154.2 128.9 111.6 

Gross profit as % on capital employed 9.7 7.6 8.4 5.2 5.1 

Net profit after tax as % on paid-up capital . 4.6 2.9 4.9 1.9 0.6 

SoURCE : .. Performance of Central Government Public Enterprises, 1976-77, Highlights", Bureau of Public Enterprises, Government of 
India, Page 10. 
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Annexure 11-2 

PROffiABIUTY OF SELECTED FOREIGN RAIL SYSTEM-1974. 

(Amounts in millions) 

Railways Currency& Length of Total Of which 
Units line Revenue Rlys• 

(in Kms.) operating 
revenue 

1. Portuguese Railway Company Escudo 3588 2734 1677 

Dirham 1756 230 228 2. National Office of the Moroa:an Railways 1J 
Tangiers-Fe~ Franco-Spanish Rly. Company 

3. Algerian National Railway Company Al~rian 
Dinar 3918 375 366 

Tunisian 
Dinar 1936 16 14 

4. Tunisian National Railway Company 

S. Turkish Republic State Rlys. Turkish Pound 8141 2933 1471 
6. Djibouti-Addis Ababa Franco-Ethiopian Rly. Company. Ethiopian 

Dollar 781 20 20 

7. Senegalese Rly. Authority CFAFranc 1034 2864 2672 

8. Paulista Rly. Company. Cruzeiro 5296 1039 662 

9. Taiwan Railway Taiwan 
Dollar 1000 5988 5929 

10. India• Rupees 6030i 14152 14152 

PROm ABILITY OF SELECTED FOREIGN RAIL SYSTEMS-1974 

Railways 

.·• 

1. Portuguese Rly Company 

2. National office of the Moroccan Rlys. l 
Tangiers-Fez. ~ 
Franco-Spanish J 
RlyCompany 

3. Algerian National Rly Company 

4. Tunisian National Rly Company 

5. Turkish Republic State Rlys • 

6. Djibouti-Addis Ababa Franco-Ethiopian Rly Company 

7. Senegalese Rly Authority 

8. Paulista Rly Company • 

9. Taiwan Railway • 

10. India• 

•1974-75 .. If dividend is treated as interest. 
SoUllCE : International Railway Statistics, 19;4, 

Total 
eharges 

3261 

239 

373 

18 

4161 

22 

2966 

1216 

5356 . 
15290 

Gross Gorss Net 
surplus surplus surplus 
(deficit) (deficit) (deficit) 
before before after 
depreciation •. interest interest 
interest and taxes and taxes 
and taxes but after 

depreciation 

S3 -21. -52 

9 -6 -9 

109 4' 2 
1 -1 -2 

'-785 -1079 -1228 

2 -2 
332 53 -102 

-152 -152 -177 

1295 930 632 

1887 .. 737 .. -1138 



fiNANdAL PERFORMANCE OF IND1AN RAILWAYS, 1950-51 to 1976-77 

Sl. 
No. ---------- ----------------~-----

1. Capital-at-Charge ' 
!. Total Investment . 
3. Revenue Gross Receipts 
4. Depreciation Provision 
5. Working Expenses including Depreciation & Miscellaneous · 

expenses .. 
6. Net Revenu<~ Receipts (3-5) 
7. Dividend to General revenues 
8. Payment to States in lieu of Tax on passenger fare 
9. Surplus/deficit(-) 

Ralios: 
10. Percentage of net Revenue Receipts to investment 
11. Percentage of Net Revenue Receipts to Capital-at-Charge. 
12. Percentage of dividends to Capital-at-Charge 
13. Operating ratio* (percent) 

1950-51 

827.0 
855.2 
263.30 
33.59 

215.74 
47.56 
32.51 

15.05 

I 

5.6 
5.8 
3.9 

80.0 

1951-52 19.52-53 

- - ---- ·--------
850.1 857.4 
895.3 915.4 
291.16 270.88 
30.00 30.00 

229.41 223.70 
61.75 47.18 
33.41 33.99 

28.34 13.19 

6.9 5.2 
7.3 5.5 
3.9 4.0 

77.1 80.6 

An11exure II-~ 

(Rs. in crores) 

1953-54 1954-55 

----- ·--- -- --
869.3 901.6 
950.0 1006.7 
274.60 286.81 
30.00 30.00 

237.68 242.75 
36.92 44.06 
34.36 34.36 

2.56 9.10 

3.9 4.4 
4.2 4.9 
4.0 3.9 

84.5 82.3 
------------------- ---

FINANCIAL PERFORMANCE OF INDIAN RAILWAYS, 1950-51 to 1976-77 
----

Sl. 1955-56 1956-57 1957-58 1958-59 1959-60 1960-61 
No. 

l. 969.0 1071.7 1222.4 1356.6 1432.3 1520.9 
2. 1102.1 1239.1 1434.2 1611.7 1732.7 1868.6 
3. 316.33 347.94 379.98 393.90 423.60 460.42 
4. 45.00 45.00 45.00 45.00 45.00 45.00 
5. 265.99 289.56 322.20 334.58 349.04 372.55 
6. 50.34 58.38 57.78 59.32 74.56 87.87 
7. 36-.12 38.16 44.40 50.39 54.43 55.86 
8. 
9. 14.22 20.22 13.38 8.93 20.13 32.01 

10. 4.6 4.7 4.0 3.1 4.3 4.7 
11. 5.2 5.4 4.7 4.4 5.2 5.8 
12. 3.7 3.6 3.6 3.7 3.8 3.7 
13. 81.6 80.4 81.5 82.4 79.2 78.4 

FINANCIALPERFORMANCEOFINDIAN RAILWAYS, 1950-51 to 1976-77 

Sl. 1961-62 1962-63 1963-64 1964-65 1965-66 1966-67 
No. 

l. 1683.0 1896.8 2159.6 2435.1 2680.3 2841.6 
2. 2055.8 2318.6 2634.2 2960.0 3255.5 3463.6 
3. 503.14 567.74 632.86 661.03 733.76 769.00 
4. 65.00 67.00 80.00 83.00 85.00 100.00 
5. 403.39 444.42 487.67 542.92· 598.92 654.88 
6. 99.75 123.32 145.19 118.11 134.84 114.12 
7. 62.85 68.76 83.45 92.43 103.78 132.39 
8. 12.50 12.50 12.50 12.50 12.50 
9. 24.40 42.06 49.24 13.18 18.56 (-)18.:!7 

10. 4.9 5.3 5.5 4.0 4.1 3.3 
11. 5.9 6.5 6.7 4.9 5.0 4.0 
12. 4.5 4.3 4.4 4.3 4.3 4.7 
13. 78.0 75.8 74.7 79.9 79.5 83.2 

--- -- --·------ . ---------
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FINANCIAL PERFORMANCE OF INDIAN RAILWAYS, 1950-.51 to 1976-77 

Sl. 1967-68 1968-69 1969-70' 1970-71 

1. 2978.0 3101.3 3195.5 3330.3 
2. 3639.2 3797.2 3927.9 4099.4 
3. 816.36 899.07 951.60 1006.95 
4. 95.00 95.00 95.00 100.00 
s. 708.36 756.26 805.04 862.22 
6. 110.00 142.81 146.46 144.73 
7. } 141.55 150.67 156.38 164.57 
8. 
9. ( -)31.53 (-)7.86 (-)9.83 (-)19.84 

10.- 3.0 3.8 3.7 3.5 
11. 3.7 4.6 4.6 4.4 
12. 4.7 4.9 4.9 4.9 
13. 84-.7 82.5 83.0 84.2 

FINANCIAL PERFORMANCE OF INDIAN RAILWAYS, 1950-51 to 1976-77 

Sl. 
No. 

1. 
2. 
3. 

4. 

5. 

6. 
7. 
8. 

8. 

10. 
11. 
12. 
13. 

*The relation of working expenses to gross trafftc receipts. 

SouRC'I! : Indian Railways Annual Report and Accounts, 1973-74 and 1976-77. 

l 
r 

1973-74 

3893.4 
4791.4-
1138.19 
115_.00 

1082.78 
55.41 

170.92 
{-)115.51 

1.2 
1.4 
4.4 

93.7 

1974-75 

4105.6 
. 5050-.3 
1415.19. 
115.00 

1341.55 
73.64 

' 187.47, 
(-)113.83 

1.5 
1.8 
4.6 

93.5 

Annexure 11-3 (contd.) 

1971-72 1972-731 
------

3519.4 3726.0 
4333.5 4581.7 
1096.97 1162.77 
105.00 110.00 
927.89 998.34 
169.08 164.43' 
151.24 161.51 

17.84 '2,.92 
.3.9, ':.- .3A 
4.8 4.4 
4.3 4.3 

83.1_- - '' -84.S 
'' ' 

1975-76 1976-'77 

4354.8 4533.7 
5345.0 ·- SS72.~ 
1775.51 I 2045 .. 69 

' l • 

,115.00, - ·' ;:13~~~ 
1638.48 1749.40 
137.03 296.29 

198.14 
~ . 2~9.05 

(-)61.11 ( +)87 .84 
2.6 5.3 

13,2 6.5 
4.6 4.6 

91.1 84.4 



Annexure /I-4 

METHODS OF CALCULATING DEPRECIATION PRO\JSION AND ALLOCATION OF REPLACEMENT EXPENDITURE 

Upto 

1923-24 

1-4-1924 to 31-3-1935 

1935-36 

1-4-1936 
to 

31-3-1950 

1-4-1950 to date 

. 

Deprecia- Allocation of replacement expenditure Assessment Interest on 
tion Reserve of provision depreciation 
Fundinsti- Original Increase Cost of for fund 
tuted cost over the improve- depreciation balance 

original ment over 
cost original 

asset 

2 3 4 5 6 7 

Did not Revenue Capital Did not 
exist arise in 

the absence 
ofDRF 

DRFwas Depreciation Capital Capital Straight- Credited to 
instituted Reserve line method Revenue 
with effect Fund based on 
from 1-4-1924 life of each 

asset 

-do- -do- -do- -do- 1/60th -do-
of capital-
at-charge of 
all assets 

Depreciation DRF -do- -do- -do-
Reserve Fund 

Fully to Depreciation Reserve Fund On the basis Credited 
of replace- toDRF 
ment 
programme 

Source : Memoranda for The Railway Convention Committee 1973 By Financial Commissioner for Railways, P.54 
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Credit 
from dis-
posal of 
original 
as !let 

8 

Revenue 

Revenue 

-do-

Credited 
toDRF 

-do-



A.ntrr:mre 11-5 

INDICATI$ONS OF PERFORMANCE OF THE INDIAN RAILWAYS 

-------
1950-51 1955-56 1960--61 1965-66 1970-71 1975-76 1976-77 

--··---------
1.1 Engine-Kms.perenginedayon line 

BG 122 13S 137 142 ISS 16S 172 
(100.0) (110. 7) (112.3) (116.0) (127.0) (13S.2) (141.0) 

MG 119 124 119 129 132 133 138 
(100.0) (1<».2) (100.0) (108.4) (110.9) (111.8) (116.0) 

1.2 Engine-Kms. per day per engine 
in use (BG) Passenger 249 167 277 26S 284 294 322 

(100.0) (107 .2) . (111.2) (106.4) (114.1) (118.1) (129.3) 
Goods ISO 1Sl 162 178 206 223 264 

(100.0) (100.1) (108.0) (118. 7) (137. 7) (148. 7) (176.0) 

I. 3 Net Tonne-Kms. per goods engine 
hour BG 3283 3473 4170 4446 4913 SS68 6047 

(100.0) '(105.8) (127 .0) (135.4) (149.6) (169.6) (184.2) 
MG 1238 1496 1766 2194 2525 2839 3005 

(100.0~ (120.8) (142.6) (177 .2) (204.0) (229.3). (242.7) 

2. 1 Wagon-Kms per wagon day (in 
terms of 4-wheeler) BG 62.3 74.5 76.9 73.2 73.4 76.8 81.2 

(100.0) (121.0) (123 .4) (117.S) (117 .8) (123 .3) . (130.3) 
MG S0.2 4S.9 51.6 60.1 S8.4 56.4 S8.1 

(100.0) (91.4) (102.8) (119.7) (116.3) (112.4) (115. 7) 

2. 2 Percentage of loaded wagon-Kms. 
69.2 72.0 71.2 66.2 to total wagon Kms BG 69.6 68.6 67.7 

(100.0) (104.0) (100.6) ( 99.1) (102.9) (97 .8) (95. 7) 
MG 76.2 78.1 73.7 72.0 74.0 71.2 70.5 

(100.0) (102.5) (96. 7) (94.5) (97.1) (93.4)" . (92.5) 

2. 3 Wagoa turn round (Days) BG 11.0 10.S 11.3 11.8 13.3 13.S 13.0 
(100.0) (9S.5) (101.8) (107.3) (120.9) (122. 7) (118.2) 

MG 7 .1(N) 7.6 8.8• 
6.3(S) 6.7 7.6• 8.4 10.1 11.6 11.1 

7.2@ 

2.4 NTKs moved per annum per tonn~ 
of capacity BG 11833 14970 16558 1SS67 1S117 16412 16754 

(100.0) (126.5) (139.9) (131.6) (127 .8) (138 0 7) (141.6) 
MG 9021 8497 10125 122S5 12583 12313 12843 

(100.0) (94.2) (112.2) (135.8) (139.5) (136.5) (142.4) 

2.S NTKs per route Km. p.a. ('000) 1S02 1942 2764 3404 3611 4168 43S3 
BG (100.0) (129.3) (184.0) (226.6) (240.4) (277 .S) (289.8) 
MG 24S 3S9 "543 758 806 778 872 

(100.0) (144.8) (219.0) (30S.6) (325.0) (313. 7) (351.6) 

2. 6 Passenger-Kms. per route km. p.a. 
176S 1619 2027 2377 2876 3674 4020 ('000) BG 

(100.0) (91. 7) (114.8) (134. 7) (162.9) (208.2) (227.8) 
MG 853 778 887 1062 1249 1401 1515 

(100.0) (91.2) (104.0) (124.5) (146.4) (164.2) (177.6) 

3. 1 No. of staff (in '000) . 914 1025 1157 13S2 1374 14S7 1469 

3. 2 Total cost of staff (Rs. in crores) 113.8 143.2 20S.2 310.4 4S9.9 878.8 922.8 

3. 3 Average cost per employee (in Rs.) 1263 1476 1799 2331 3398 6078 6320 

3.4 Working Expenses£ 18S.7 221.0 327.6 S01.9 747.4 1470.4 1S49.2 

3. S Cost of staff as a~~ of workina 
expenses 61.3 67.1 62.6 61.8 61.5 59.8 59.5 

3. 6 Traffic unitsttt ("000) moved per 
121 147 164 186 212 employee on the open line . 122 227 

(100.0) (99.2) (120.S) (134.4) (1S2.5) (173.8) (186.1) 
---¥·- -- --·-··-·-------

S/41} R~/78-16. II 5 
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----
1950-51 1955-56 1960-61 

3. 7 No or staff per million gros5 T km5 

4.1 Capital-at-charge per billion traffic 
units 

(a) Capital as per block 

(b) Capital equated to 1950-51 price 
wage levels 

4.2 Value of asset5 (at current price) 
per billion traffic units . . 

--
4.3 Index number of wholesale prices, 

base (1970-71 = 100) 

(a) General Index 

(b) Index for machinery and 
Machine tools 

I 

S .1 Operating ratio++ 

S. Southern Pool 

N. Northern Pool. 

• April- Oct. 1960. 

@Nov. 60 to March 61. 

+ + + NTKms plus passenger kms. 

5.65 
(100. 0) 

7.54 
(100.0) 

15.92 
(100.0) 

7.73 
(100.0) 

47.5 
(100.0) 

44.9 
(100.0) 

80.0 
(100.0) 

+ +Working expenses to gross traffic receipts. 

5.02 
(88. 8) 

7.96 
(105.6) 

15.47 
(97 .2) 

9.08 
(lt6.0) 

40.8 
( 85. 9) 

56.0 
(124. 7) 

81.6 
(102.0) 

£ Excluding contributions to DRF and Pension Funds. 

Non:-Figures in bracket!9 indicate index Nos. with 1950-51 equal to 100. 

Source1 : 

(I) A review of performance of the Indian Railways, Feb. 1974. 

(ii) Annual Report for Railways, 1976-77. 

4.11 
(72.7) 

9.22 
(122.3) 

13.95 
(87. 6) 

11.30 
(146.2) 

55.1 
(116.0) 

64.0 
(142. 5) 

78.4 
(98.0) 

' 

Annl':wre 11-5-(contd.) 

-- -- - ----- ---
1965-66 1970-71 1975-76 1976-77 

3.72 3.47 3.27 3.10 
(65. 8) (61. 4) (57.9) (54. 9) 

12.58 13.58 14.70 14.14 
(166. 8) (180.1) (195.0) (187.5) 

14.13 13.49 N.A. N.A. 
(88. 8) (84. 7) 

15.27 16.70 18.00 17.38 
(197. 5) (216.0) (232. 9) (224.8) 

72.7 100.0 173.0 176.0 
(153.1) (210. 5) (364. 2) (371. 8) 

78.4 100.0 173.2 170.8 
(174.6) (222. 7) (385. 8) (380.4) 

79.5 84.2 91.1 84.4 
(99.4) (105.3) (113. 9) (lOS. 5) 

(iii) Supplement to the Report by the Railway Board on Indian Railways (Statistical Statements) for different years. 



A.Mexur•ll-6 

CHANGES lN AVERAGE FARE & F.ll.EIGHT RATES IN RELATION TO PRiCES OF CERTAIN RELEVANT ITEMS-. 
1950-51 to 1976-77 

' Index Numbers with 1950-51·100 
--·---

1950-51 1955-56 1960-61 1965-66 1970:-71 1975-76 1976-77. 
---·-·--·----~·-

1. Average earnings per passenger km .. 100 116 116 154 169 234 234 

2. Average earnings per tonne km. 100 111 122 145 172 257 280 

3. Average cost per railway employee 100 117 142 185 269 481 500 

4. Index number or wholesale prices:-
(i) Coal 100 101 141 173 238 . 439 470 

(il) Mineral Oils 100 110 127 161 203 522 543 
(iii) Iron & Steel and Feerro alloys 100 147 186 229 310 568 519 
(ii) Transport equipment . 100 123 149 171 204 349 343 
(v) Machinery and Machine tools 100. 125 143 175 223 386 380 

(vi) Foodgrains 100 68 96 145 195 339 297 
(vii) All commodities 100 86 116 153 211 364 372 

s. Cost or living index number 
(Working Class) (1949= 100) 100 95 123 167 224 376 362 

Souru:-1. Indian Railways Annual Report and Accounts, 1976-77. 
2. "Wholesale Price Statistics in India" by Shri H. L. Chandok. 

3. Indian Labour Journal. 
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AlllltXIIYt v. J 

STATEMfNT SHOWING THE PAIRS OF STATIONS ON WHICH NON-SUBURBAN SEASON TICKETS ARE ISSUED FOR 
DISTANCES OVER 80 KMS. 

Central Railway 

Western Railway 

. Bombay V.T. 

Neral 

Ahmedabad 

Agra Fort 

Bombay Central 

Borivli 

Bulsar 

Bhawani Mandi 

Church Gate 

··-
Dahanu Road 

Jamnagar 

Kalol 

Kherli 

118 

Distance (Kms) 

Matheran 213 
Lonawala 128 
Pune 192 
Devlali 182 
Nasik Road 188 
Igatpuri 137 

Lonavla 169 

Unjha 90 
Vadodara 100 

Bayana 82 

Pal ghar 87 
Dahanu Road . 120 
Valsad I94 
Surat 2o3 
Vadodara 392 
Ahmedabad 492 
Bulsar 98 
Billimora 212 
San jan I45 
Vangaon 107 

Bahanu Road 90 
Gholvad. 101 
Umber Gaon Road llO 
Sanjan 115 
Bhilad 127 
Vapi 138 
Udvada 145 
Pardi 154 
Val sad 160 
Billimora 182 
Navsari 203 
Sur at 230 

Dadar 9~ 

Vikramgad Alot 84 

Palghar 84 
Dahanu Road 117 

Valsad 191 
San jan 14~ 

Surat ::.o 
Billimora 90 

Borivli 90 

Surat 143 

Rajkot 81 

Palanpur 106 

Agra Fort 99 
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Western Railway-(contd.) Mahuva Bhavnagar Terminus 109 

Pal&har Dadar 81 

Rajkot Surendranaaar 116 
Jamnagar 81 

Siddhapur Ahmedabad 104 

Vadodara Maninagar 96 

Eastern Railway Seal dab Dhubulia 112 
Bethuadahari 128 
Krishnanagar Road . 100 
Bahadurpur 107 
Berham pore Court 186 
Cossimbazaf 190 

Ranaghat Lalgola 153 

Kanchrapara Berhampore Court 140 
Lalgola 181 
Durgapur 108 

Dum Dum Cantt. Majhdia 98 

Ranaghat Berhampore Court 112 

Naihati Berhampore Court 148 
Bethuadahari 90 
Durgapur 117 
Asansol 159 
Raniganj 141 
Chittaranjan 184 

Dhanbad Panagar 116 
Durgapur 101 
Waria 92 
Andal 8S 

• 
Alldal Madhupur lOS 

Karma tar 83 

Raniganj Modhupur 100 

Asansol Burdwan lOS 
Madhupur 82 
Jasidih · 111 
Baidyanath Dham 117 
Jhlijha ISS 

Jagadishpur Raniganj 113 
Asansol 9S 
Raniganj 113 
Barakar . 112 
Dhanbad 154 
Mokameh 172 

Sealdah Asansol 200 
Raniganj 217 
Andel 174 
Mankar 132 
Barakar 218 

Bandel Jn. Raniganj 15S 
Andel 135 

Waria Rasulpur 85 
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llowrah Andel 17. 
Raniganj 182 
Asansol 200 
Sitarampur 209 
Dhanbad 259 
Barakar 218 
Jharia 266 
Sainthia 179 

Uttar para As an sol 190 

Burdwan Raniganj 87 
Asansol 105 
Chittaranjan 130 
Sitarampur 114 
Barakar 0 213 
Sainthia 84 
Rampurhut 112 

Katwa Nimtita 128 

Gushkara Murarai 195 
Bansloi Bridge o 200 
Sahibganj 147 
Pirpainti 214 

Ramapurhut Kbana 99 
Howrah 207 

Sahibganj Rampurhut 132 
Saintbia 0 135 
Mokameh Z05 

Jamal pur Mokameh 86 
Dana pur 176 

Patna Kiu!Jno 99 
MokamehJno 89 
Barauni Jn. 157 
Jamal pur 167 
Rajgir 99 
Buxar 117 
Dumraon Ill 
Barhiya 118 
Gay a 175 

Dehri-on-Sone Mughalsarai 118 
Gay a 85 

Dhanbad Kodarama/Gaya 122/199 
Baidya Nathdham 158 
Howrah 259 

Gomoh Burdwan 193 
Durgapur 130 
Gay a 170 
Paharpur 137 
Kodarma "' 't 

South Eastern Railway Kharagpur Tatanagar 135 
Dhalbumgarh 86 

Titilagarh Muniguda 86 

Rayagada Vizianagaram 124 

Tatanagar Muri Yo 

Amlai Bilaspur 156 
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Durg Gondia 135 
Rajnandgaon Gondia 110 

Tirara 114 
TumsarRoad Nagpur 8~ 

S<>uthem Railway Madras Central Sillurupeta 83 

South Central Railway Pune Mira 85 

North Eastern Railway Bareilly Kathgodam 107 
Achnera Kasganj 140 
Kanpur Anwarganj Kasganj 245 
Lucknow Mailani 195 
Lucknow Gonda 121 
Gonda Gorakhpur Jn. 154 
Bhatni Chupra 110 
Bhatni Varanasi . 163 
Son pur Varanasi 254 -, 
Son pur Barauni Jn. 93 
Katihar Barauni Jn. 179 
Varanasi Allahabad City 124 
Aunrihar Chupra 163 
MauJn. Shahganj !., 100 
Chupra Thawe .. 89 
Narkatiaganj Muzaffarpur 160 
Narkatiaganj Darbhanga . 192 

Purnea Saharsa 99 

Northern Railway Delhi Ali garb 126 
Khurja 83 
Panipat \ 89 
Khatauli 101 .. 

Kanpur Allahabad 193 

Vindhiachal Allahabad 83 ,. 
N.F. Railway Kokrajhar Tihu 103 



BUNDLE No. 

I I I 
·--1-3 ----- . 

INDIAN RAILWAYS 
PASSENGER PROFILE SURVEY 
(SEASON TICKET HOLDERS ONLY) 

PLEASE HELP INDIAN RAILWAYS TO HELP YOU 

Ann~xur~ VII-/ 

SERIAL No. 

- __________ ' _____ FO_R __ ~_N_s_w_E_R_s_n __ c_K __ oNL~-~--TH_I_N_T_H_E_B_L_o_c_K_s ____________________ rJ~~~~S 

Ot. (a) SUBURBAN 
1-, 

- - - - - - - - - - - - -I 1: 
._1 

(b) NON-sUBURBAN 

02. AGE:-

(a) BELOW 12 - - - - - - -

(b) BETWEEN12&15 - - - - - -

(c) BETWEEN 15 & 21 - - -

(d) BETWEEN 21 & 60 - - -

(e) MORE THAN 60 

03. SEX:-

(a) MALE 

(b) FEMALE 

04. CLASS OF SEASON TICKET:-

(a) FIRST CLASS - - -

(h) SECOND CLASS -

OS. TYPE OF SEASON TICKET:-

(a) MONTHLY SEASON TICKET -

(b) QUARTERLY SEASON TICKET 

-. 

(c) STUDENT MONTHLY SEASON TICKET -

(d) STUDENT QUARTERLY SEASON TICKET 

(~) PRODUCE VENDOR'S TICKET - -

06. IN CASE YOU HOLD A PRODUCE VENDOR'S TICKET, ARE YOU CARRYING:-

(a) PERISHABLES - - - - -

(h) NON-PERISHABLES - - - - -

07. MONTIU..YINCOME:-

(a) NIL - - -

(b) BELOW RS. 250- - -

(c) BETWEEN RS. 251 & 500 -

(d) BETWEEN RS. 501 & 1000 -

(~) OVER RS. 1000 - - -
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FOR ANSWERS TICK ONLY WITHIN THE BLOCKS I PUNCH 
COLUMNS 

08. PROFESSION 
0 1 

(a) CENTRAL GOVERNMENT SERVICE CLASS I&ll- - - - - -
0 2 

(b) .. " .. : 
" m- - - - - - --

0 3 
(c) 

" .. .. .. IV - - - - - -
0 4 

(d) STATE .. .. " I & n - - - - -
0 5 

(e) .. .. .. .. m - - - - - -
0 6 

(f) .. " .. ., IV - - - - -
0 7 

(K) LOCAL 
" " " I&ll - - - - -

0 8 
(h) 

" " " " Ill - - - - - -
' : 0 9 

(i) 
" " " " IV - - - - - -

1 0 
(j) INDUSTRIAL/COMMERCIAL ESTABLISHMENT:- OFFICER - - - - -

1 1 
(k) . . ~ ...... "· "'" ·SUPERVISOR - - - -" .. " " 1 2 
(f) 

" " " " CLERK - - - -
1 3 

(m) 
" " " " 

WORKER- - - - -
1 4 

(n) SELF-EMPLOYED PROFESSIONAL - - - - - - - -
1 5 

(o) 
" 

BUSINESSMAN - - - - - - - -
1 6 

(p) 
" HAWKER - - - - - - - - - -

1 7 
(q) 

" FARMER - - - - - - - - - -
1 8 

(r) 
" ARTISAN - - - - - - - - - -

1 9 
(s) TEACHER - - - - - - - - - - - - -

2 0 
(t) STUDENT - - - - - - - - - - - - -... __ .. - -- .. . . 2 1 
(u) OTIIER - - . L - - - - - - - - - - 13-14 

09. ACCORDING TO YOU, WHICH, AMONGST THE FOLLOWING, IS THE MOST IMPORTANT 
IMPROVEMENT NEEDED IN TRAIN SERVICES (PLEASE TICK ONLY ONE): -

1 
(a) INCREASED FREQUENCY OF TRAINS - - - - - - - - -. 2 
(b) MORE FAST TRAIN SERVICES - - - - - - - - - - -

3 
(c) REDUCED OVER CROWDING - - - - - - - - -

4 
(d) MORE CONVENIENT TRAIN TIMINGS - - - - - - - - -

lS-15 

10. WHO BEARS THE COST OF YOUR TICKET? 
-

1 
(a) SELF - - - - - - - - - - - - - -.. 

2 
(b) EMPLOYER - - - - I - - - - - - - - -

3 
(c) JOlNTL Y BY SELF AND EMPLOYER - - - - - - - - - 16-16 

11. IS A BUS/TRAM SER\1CE AVAILABLE AS AN ALTERNATIVE TO THE TRAIN JOURNEY 
-

(a) NO - - - - - - - - - - - - - 1 
(b) IF YES, WHY DO YOU PREFER TRAIN JOURNEY? (PLEASE TICK ONE OR BOTH) -

(i) TRAIN JOURNEY IS CHEAPER - - - - - - - - 2 
-

(ii) TRAIN HELPS ME TO REACH IN TIME - - - - - - - 3 
- 17-18 

,, 
S,49 RB/78-17 
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FOR ANSWERS TICK ONLY WITHIN THE BLOCKS I PUNCH 
COLUMNS 

U. LAST TIME WHEN YOU TRAVELLED ON THE SEASON TICKET, HOW DID 
YOU TRAVEL FROM YOUR HOME TO RAILWAY STATION AND FROM 
RAILWAY STATION TO YOUR PLACE OF WORK? 

'FROM FROM 

' 
HOME STA-

TO TION I STA- TO 
TION WORK 

PLACE ---1 1 
(a) ONFOOT - - - - - - - - - - - -. - - -

2 2 
(b) BY A CYCLE - - - - - - - - - - - - - - -

3 3 
(c) BY A BUS/TRAM - - - - - - - - - - - - - -

4 4 
(d) BY A PRIVATE SCOOTER/MOTOR CYCLE/MOPED - - - - - - - -

5 5 
(e) BYAPRIVATECAR- - - - - - - - - - - - - 1-

6 6 19-20 
(f) BY A 1-ITRED VEIDCLE - - - - - - - - -- - -I-

13. HOW MANY TRIPS DID YOU UNDERTAKE ON THE SEASON TICKET LAST WEEK? 
(TO AND FRO TOGETHER IS ONE TRIP) 

=f+ (a) ONETRIP - - - - - - - - - - - -
(b) TWOTRIPS - - - - - - - - - - - ........ 

3 
(c) THREE TRIPS - - - - - - - - - - - - - 1-

4 
(d) FOUR tRIPS - - - - - - - - - - - - - -

5 
(e) FIVE TRIPS - - - - - - - - - - - - - -

6 
(f) SIX TRIPS - - - - - - - - - - - - - -

7 
(g) SEVENTRIPS- - - - - - - - - - - - - -

8 21-21 
(h) EIGHT TRIPS OR MORE - - - - -

14. DID YOU TRAVEL ON THE SEASON TICKET LAST SUNDAY? 

-] I (a) YES - - - - - - - - - - - -
(b). NO 

22-22 
- - - - - - - -

15. AT WHAT TIME DID YOU CATCH THE TRAIN ON YOUR LAST 

I J 

TRIP? WHILE 1 WHILE 
GOING RETURN-

TO lNG 
WORK I FROM 

WORK 

! 0 1 I 0 1 
(a) BETWEEN 6 A.M. and 8 A.M. - - - - - -

0 2 0 2 
(b) .. 8 A.M. and 9 A.M. - - - - - -

0 3 0 3 
(c) " 

9 A.M. and 10 A.M. - - - - - -
0 4 0 4 

(d) 
" 

10 A.M. and 11 A.M. - - - - - -
0 s 0 s 

(e) 
" 

11 A.M. and 4 P.M. - - - - - -
0 6 0 6 

(f) " 
4 P.M. and 5 P.M. - - - - - -

0 7 0 7 
(g) " 

5 P.M. and 6 P.M. - - - - - - -
0 8 0 8 

(h) .. 6 P.M. and 7 P.M. - - - - - - -
0 9 0 91 

(i) " 
7 P.M. and 8 P.M. - - - - - - - -

1 0 1 ;I (J) .. 8P.M. and 10P.M. - - - - - - - -
1 1 1 23-:5 

(k) .. 10 P.M. and 6 A.M. 
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FOR ANSWERS TICK ONLY WITlllN THE BLOCKS 
PUNCH 

COLUMNS 

16. IS THE INITIAL JOURNEY FROM THE STATION NEAR YOUR RESIDENCE TO THE STATION 
NEAR YOUR PLACE OF WORK, IN THE 'UP' OR 'DOWN' DIRECI10N7 -

1 
(a) UP - - - - - - - - - - - - - -

2 
(b) DOWN - - - - - - - - - - - - - -

27~27 

17. (a) STATION FROM I I I I I 1 28-32 
(NAME) (STATION CODE) 

(SHOULD BE THE STATION OF PASSENGER'S RESIDENCE) 

33-37 I I I I I I (b) STATIONTO 
(NAME) (STATION CODE) 

38-40 

(c) DISTANCE BETWEEN (a) AND (b) ABOVE (IN KMS.) I I I I ... . . -

4145 I I I I I I I (d) SEASON TICKET FARE IN RUPEES/PAISE 
Rs. Ps. 

(e) SEASON TICKET Nn. 

STATION STAMP SIGNATURE OF THE INVESTIGATOR 

DATE.-----

NAME OF THE INVESTIGATOR.-----------
(IN BWCK LETTERS) 



Annnur~ VJI/-I(a) 

SEASON TICKET FARES ON BRITISH RAILWAYS 

Distance Single Second class No. of Quantum Rate Index 
in Miles journey Monthly equivalent of concession charged 

fare Season single in MST fares per 
Ticket journeys (Assuming No. mile 
Fares of journeys 

in a 
month-40)* 

~ ~------ -----
£ £ Pence (Pence) . for single 

journey 
fares 

5 0.34 11.20 32 20% 6.80 100 

20 1.16 36.10 31 22% 5.80 85 

35 1.97 46.60 24 40% 5.63 83 

50 .2.66 51.80 19 52% 5.32 78 

70 3.80 61.70 16 60% 5.42 80 

90 5.00 70.70 14 65% 5.56 82 

110 6.05 79.00 13 67% 5.50 81 

130 7.25 87.40 12 70% 5.58 82 
150 8.30 94.00 11 12% 5.53 81 

*Note : The number of single journeys in a month have been assumed as 40. In a week, people in England work for 5 days. Assum-
ing 10 journeys in a week, the number of journeys in a month works out to 40. 
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Anntxurt V/11-1(11) 

SEASON TICKET FARES ON SWEDISH RAILWAYS 

Distance Second Second No. of Quantum Single journey fare Remarks 
in Kms. class single class monthly equivalent of concession (Break up of 

journey Season journeys inMST Rate Index No. of journeys 
Fares Ticket fare Fare charged in the distant 

(Assuming perKm. Zone) 
No. of40 

journeys in 
a month) 

------- -----------. 
s. Kr. s. Kr. s. Kr. 

6 3.40 107.00 31 22% 0.57 100 1 to 6 Kms. 

8 4.40 112.00 26 35~~ 0.55 96 7, to 8 Kms. 

10 5.20 119.00 23 42% 0.52 91 9 to 10 Kms. 

12 5.80 127.00 22 45% 0.48 84 11 to 12 Kms. 

16 7.00 148.00 21 47% 0.44 77 13 to 16 Kms. 

~ 8.60 170.00 20 . 50% 0.43 15 17 to 20 Kms. 

24 10.00 190.00 19 52% 0.42 74 2~ to 24 Knis. 

26 11.00 i98,00 18 55% 0.42 74 25 to 26 Kms. 

30 13.00 21~.00 17 57% 0.43 15 27 to 30Kms. 

50 18.00 282.00 16 60% 0.36 63 31 to 50 Kms. 

55 20.00 302.00 15 62% 0.36 63 51 to 55 Kms. 

60 23.00 320.00 14 65% 0.38 67 56 to 60 Kms. 

90 33.00 427.00 13 67% 0.37 65 61 to 90 Kms. 

130 49.00 568.00 12 70% 0.38 67 91 to 130 Kms. 

210 78.00 870.00 11 12% 0.37 65 131 to 210 Kms. 
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Annexure YJ/1-2 

MINIMUM WAGES IN PUBLIC SECTOR UNDERTAKINGS AS ON 1-1-1978 
(BOMBAY) 

s. Name of Enterprise Basic Pay Fixed Varying House City Other Total 
No. Dearness Dearness Rent Com pen- Allowances 

Allowance Allowance Allowance sa tory 
Allowance 

(1) (2) (3) (4) (S) (6) (7) (8) (9) 

1. Indian Rare Earths Ltd. 180.00 140.00 124.20 80.00 462.20 
2. Richardson and Cruddes Ltd. 42.00 373.93 415.93 
3. General Insurance Corporation of 

India Ltd. 125.00 280.00 22.00 20.00 447.00 
4. Film Finance Corporation of India 

Ltd. 196.00 112.00* 29.40 12.74 350.74 
5. Life Insurance Corporation of India 

Ltd. 120.00 268.80 22.00 20.00 430.80 
6. India Telephone Industries Ltd. 200.00 223.60 25.00 9.00 30.00 487.60 
7. Mazagon Dock Ltd. 40.30 369.91* 10.00 26.00 446.21 
8. Hindustan Petroleum Corporation . 331.00 50.00 152.00 30.00 17.00 580.00 
9. Lubrizollndia Ltd. 235.00 25.00 163.80 78.00 15.60 517.40 

10. State Trading Corporation 224.00 33.60 213.90 33.60 17.92 24.00 547.02 
11. The Cotton Corporation of India 

Ltd. 200.00 40.00 74.00 60.00 13.00 387.00 
12. Bharat Earth Movers Ltd. 200.00 100.00 137.00 30.00 30.00 497.00 
13. Shipping Corporation of India 82.00 560.00* 30.00 70.00 742.00 
14. Air India 100.00 65.00 176.10 33.75 98.00 472.85 

(CALCUTTA) 

1. Metalluraical & Engineering Consul-
tantsLtd. 300.00 62.00 78.00 75.00 18.00 20.00 553.00 

2. Hindustan Copper Ltd. 240.00 96.00 79.30 60.00 15.60 490.90 
3. Indian Airlines @ 100.00 65.00 176.10 33.75 98.00 472.85 
4. Metals Scrap Trade Corporation 

Ltd. of India 260.00 45.00 110.50 65.00 15.60 496.10 
5. Garden Reach Ship builders & Engi-

neersLtd. 196.50 230.30 9.10 435.90 
6. Tea Trading Corporation 196.00 112.60* 49.00 12.75 370.35 
7. India Telephone Industries Ltd. 200.00 223.60 25.00 9.00 25.00 482.60 
8. Bharat Brakes & Valves Ltd .. 192.30 230.30 422.60 
9. National Mineral Development Cor-

poration 290.00 62.00 76.50 31.90 17.40 477.80 
10. Central Fisheries Corporation 196.00 112.60** 49.00 12.75 370.35 
11. Burn Standard Co. Ltd. . 80.00 386.50 25.00 40.00 531.50 
12. The Handicrafts & Handloom Ex-

port Corporation oflndia Ltd. @ 224.00 33.60 213.90 33.60 17.92 10.00 533.02 

13. Indian Oil Corporation 

(a) Marketing Dn. @ 180.00 138.00 135.00 45.00 14.40 512.40 
(b) Refineries & Pipelines Dn.@ 180.00 140.00 121.20 45.30 14.40 500.90 

14. Hindustan Petroleum Corporation 315.00 20.00 152.00 25.00 17.00 529.00 
15. State Trading Corporation 224.00 33.60 213.90 33.60 17.92 24.00 547.02 
16. Bharat EarthMovers Ltd. 200.00 100.00 137.00 25.00 25.00 487.00 

•Includes VDA(Varying Dearness Allowance) also. 
*Includes Varying Dearness Allowance Also. 
@Applicable to Bombay, Delhi and Madras also with same amounts. 
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(1) (2) (3) (4) (5) (6) (6) (8) (9) 

(MADRAS) 

I. Richerdson & Cruddes Ltd. . 40.00 414.78 454.78 

2. Indian Telephone Industries Ltd. 200.00 223.60 25.00 9.00 25.00 482.60 

3. Hindustan Teleprinters Ltd. . 200.00 87.00 131.30 30.00 13.00 16.00 477.30 
4. Hindustan Petroleum Corporation 32.5.00 20.00 162.00 25.00 17.00 549.00 
5. Madras Refineries Ltd. 200.00 160.00 50.00 16.00 166 •. 00 592.00 
6. State Trading Corporation 224.00 33.60 213.90 33.60 17.92 24.00 547.02 

7. Bbarat Earth Movers Ltd. 200.00 100.00 137.00 25.00 2S.OO 4$7.00 

8. Airlndia 100.00 65.00 176.10 33.75 98.00 412.85 ' 
I~ l .~ 

(DELHI) 

J. Metallurgical & Engineering Cons· 
sultants Ltd. 300.00 62.00 78.00 90.00 18.00 520.00 568.00 

2. Hindustan Copper Ltd. 235.00 96.00 76.70 11.50 14.10 3.00 502.30 
3. cement Corporation of India Ltd. . 196.00 112.50 58.8S ll.7S 380.10 
4. Minerals & Metals Trading Corpora· 

226.00 ~ 33.90 tion 213.90 33.90 18.08 ( 35.00 560.78 
5. International Airport Authority 260.00 93.60 54.60 78.00 16;20 30.00 532.40 
6. Engineers India Ltd. 196.00 112.60• 68.60 12.74 - 389.94 
1. The National Industrial Develop-

ment Corporation . . . 197.00 112.90 49.25 12.80. 5.00 316.95 
8. National Thermal Power Corporation 260.00 171.10 78.00 16.20 525.30 
9. Indian Telephone Industries . 200.00 223.60 25.00 9.00 .25.00 482.60 

I 

10. National Mineral Development Cor· 
poration 290.00 62.00 76.SO 31.90 17.40 477.80 

11. The Handicrafts and Handloom Ex· 
ports Corporation oflndia Ltd. 224.00 33.60 213.90 33.60 17.92 10.00 533.02 

12. Hindustan Insecticides Ltd. 210.00 119.70 52.50 12.60 390.80 
13. Engineers Projects India Ltd. 

' 
230.00 130.90' 69.00 14.95 444.85 

14. Hindustan Petroleum Corporation . 310.00 20.00 167.00 25.00 17.00 539.00 
IS. Bongaigaon Refineries & Petro· 

chemicals Ltd. 210.00 75.60 44.10 50.50 13.65 395.85 
16. Str- Trading Corporation 224.00 33.60 213.90 33.60 17.92 24.00 541.02 
17. Bharat Earth Movers Ltd. 200.00 100.00 137.00 25.00 25.00 487.00 
18. Air India 100.00 65.00 176.10 33.7S 98.00 472.8S 

·, •Includes varying Dearness Allowances also. 
Souri:t ! Ministrv of Labour. New Delhi. 



Annexure V/11-3 

FIRST & SECOND CLASS MONTHLY SEASON TICKET FARES FOR CERTAIN PAIR OF POINTS BEYOND 
-. 150Kms. 

From To 

Distance Existing Second aass Existing First aass 
inKms. M.S.T. Proposed M.S.T. fares M.S.T. Proposed M.S.T. fares 

fare lind fare 1st 

Sl. Stations 
No: 

Class 1st lind a ass 1st Hod 
Proposal Proposal Proposal Proposal 

Rs. P. Rs. P. Rs. P. Rs. P. Rs. P. Rs. P. 
1. Borivli Valsad 165 56 .85 111.00 69 .00 202.00 444 .00 276 :00 
2. Bombay V.T. Pune 192 57 .85 126.00 81.00 229 .00 504 .00 324.00 
3. Boisar Surat 233 78 .05 146.00 97.00 271.50 584 .00 388 .00 
4. Rajkot Ahmedabad 246 82.05 151.00 101.00 282.00 604 .00 404.00 
S. Bombay Central Vadodara 392 128 .05 226.00 161.00 429 .00 904 .00 644 :00 

6. Bombay Centro I Ahmedabad 492 159 .55 276.00 201.00 529 .00 1104 .00 804 .00 
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