




































































































































































minimum weight for charge may also be made

applicable to military traffic, as applicable to

public traffic, .

Rates for Coaching Traffic
Coaching:

3.17 We find that as far as passengers travell-
ing in special trains and full coaches are con-
cerned, they are at present being charged at
vehicle kilometre rates on the principle of cost-
based charging. This also is done on the basis
of the figures of weighted average cost of haul-
ing a vehicle (including interest) for BG and
MG per kitometre during the third preceding
year for the year in question. This being a ilat
rate, the Defence Department are not getting
the benefit of tclescopic principle of charging
public fares. ilere also, we consider that the
charges should be based on the fare we have
proposed* for a second class Mail/Express for
a full coach on the basis of 72 persons per coach

which is the weighted average capacity for BG &

MG together. As sleeper accommodation is pro-
‘vided, this rate may be inflated by 25 per cent

to cover the element of sleeper charge, " This:

would given a full coach rate which would also
have a telescopic taper with distances. Here
again, as military traffic has been traditionally
given a certain amount of concession, we re-
commend a 20 per cent concession over the full
tarifl rates*. The same vehicle rate will apply
for a First Class coach also. ‘

3.18 There is no need of minimum charge per
military vehicle of every description over each
" railway as given in Rule 201(4) of Military
Tariff No. 5. : '

3.19 The proposed rates compared with the
1976-77 rates escalated by 30% are given in.
Statement 3.3. N

Rates for Military Stores, Carried \in Coaching
Vehicles

3.20 For military stores carried in coaching
vehicles we are suggesting a separate rate based
on the baggage rate by coaching trains vide para
3.23 below. :

Baggage Rates

3.21 Prior to 1973-74, baggage used to be
charged at the same rate as for ‘smalls”. How-
ever, since 1973-74, this rate has been incrca_scd
on the basis of percentage increase in the vehicle
kilometre rate over the 1963-64 rate. The
baggage ratc which was 0.56 paise in 1963-64
has increased to 1.73 paise per quintal per kilo-
metre in 1977-78. This flat rate does not give the
advantage of telescoping taper at longer leads.
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We have recommended a General Parcel Scale
for the public in our Main Report, which is teles-
copic. We recommend that baggage may also be
charged at the proposed General Parcel Scale less
20%. The 1976-77 rates escalated by 30% and
proposed rates are given in Statement 3.4, '

3.22 The minimum charge per consignment
and the minimum distance for charge may be
made applicable to Military traffic as applicable
to public traflic.

Rates for Military Stores carrie
Vehicles :

3.23 Military stores/baggage carried in coach-
ing vehicles may be charged at vchicle rate
worked out on the basis of proposed above bag-
gage rate, i.e.,, GP Scale rate for a pay-load of
6 tonnes less 20 per cent. The proposed rates
are given in Statement 3.5.

in Coaching

Siding Charges

3.24 We find that the siding charge which
was fixed at Rs. 10 per wagon or vehicle in 1957
has been increased on ad-hoc basis by taking
the percentage increase in the wagon kilometre
rates. The present rate is Rs. 28.11 per loaded
wagon or vehicle (including dummy vehicles or
wagon where used) of every description (i.e.,
4-wheeled, 6-wheeler or bogie) in each direction,
calculated on the number of vehicles or wagon
used by the despatching station in addition to
the frieght charges. This charge is levied uni-
formly irrespective of the distance of the siding.
In our proposals for public traffic we are sug-
gesting levying of siding charges on the principle
of discontinuous kilometrage basis. We, there-
fore, recommend that in the case of military
traffic also, the siding charges may be levied on
discontinuous kilometrage basis on the actual
length of the siding at wagon rate for a pay load
of 19 tonnes for 100th Class less 20 per cent
excluding terminal charge. This rate will work
out t0 Rs, 4.46 for a 4-wheeled wagon per kilo-
metre. This rate may be made applicable to a
4-wheeled wagon or vehicle (including dummy
vchicles or wagons where used) in each dircc-
tion calculated on the number of vehicles or
wagons used by the despatching station in addi-
tion to the freight charges. For the purpose of
levying siding charges bogies will be counted
as 2 wagons, 6-wheelers as for 14 times of a
4-wheeled wagon and other stock as given in
the Note appearing below Rule 301(a) of
Military Tariff No. 5. ’

Basis of Charge for all items

3.25 The present basis and proposed basis
for levying charges for all items of ' Milita
traffic are given in Statement 3.6

coe

*Main Report of the Rail Tariff Enquicy Committes, April 1980,



Concession for Travel by I Class and Il Class

Concessions :

3.26 We find that at present in respect of I
Class journeys no concession is given to Military
personnel travelling on  leave or at their own
expenses, It is only for journeys on duty, military
couriers, servants in attendance of invalid passen-
gers, insane officers with escort, lying down
accommodation for personnel of Armed Forces,
etc., 40 per cent concession is given, We recom-
mend 20 per cent conccssion may be given
instead of 40 per ccnt.

3.27 In respzct of II Class journeys, on con-
cession is given for travelling on duty.

3.28 In respect of journeys by II Class, JCOs,
NCQOs, etc., and their families, when proceeding
on leave or at their own expenses and also all
ranks, efc., for participating in tournaments,
matches, State Ambulance Comptitions, efc., are
given 50 per cent concession, details of which are
given in Appendix II/2 or Military Tariff. We
recommend that all the existing concessions should
continue. '

Warranis and Concession Vouchers
Miscellaneous Items :

3.29 At present, there is no separate Warrant
Form authonising officers of the rank of Major
General, Brigadiers and Colonels for travelling
by air-conditioned I Class. Warrants for I Class
are exchanged and the diffcrence between I Class
fare and ACC I Class fare is paid in cash for
obtaining an ACC I Class ticket. A scparate
Warrant Form for travel by ACC I Class accom-
modation may be evolved so that Military officers
can easily exchange this warrant without any
cash transction.

Warrant Forms IAFT 1707 & 1752:

3.30 When Defence personnel proceed on
transfer. they are now being issued warrant
forms IAFT 1707 & 1752 which is to be ex-
changed for a Check Soldiers ticket before the
commencement of journeys. This warrant is
combind for carriage of luggage by passenger
train as well as for the journey by army person-
nel. This causes hardship to the Defence person-
pel because Railways have a general rule that
no reservation can be done without issue of
proper ticket/pass. In case of Military warrants,
feservation is permissible when it is exchanged
for a check soliders ticket, but it is not possible
to book the luggage much in advance of the date
of journey, whereas the pressure on reserved
accommodation makes it necessary to make
booking substantially in advance. It is, there-
fore, recommended that a separate warrant form
for booking luggage by passanger trains may be
evolved on the lines of the Form IAFT 1733
which authorises carriage of unaccompanied
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luggage by goods train. This will enable the
Warrant holder to exchange the warrant for a
ticket for advance booking and to book the
luggage on the day of the journey on a luggage
Warrant Form,

Charges for Special Trains and Other ltems

Special Trains:

3.31 Rule 501 of Military Tariff No. 5 lays
down that the minimum number of vehicles or
wagons to bhe paid for at vehicle kilometre for
special trains is 20 four wheeled vehicles or
wagons. Now with the introduction of diesel trac-
tion and electic traction, the load of trains have
increased from 60 to 70 vehicles/wagons, We
therefore, recommend that the minimum number
of vehicles or wagons to be charged be raised
to 40. At present, the minimum charge per train
is fixed on an ad-hoc basis, as the rates are uni-
form vehicle kilometrs rates. We recommend
that Military Special Trains may be charged at
coaching rates for traffic carried in coaching
stock under Rule 201(4) and at goods rate for
traffic carried in goods wagons, under Rule 301
of Military tariff. Instead of the minimum charge
for special trains, minimum distance for charges
to 50 kilometres per train may be fixed.

Registration fee for placing Indents:

3.32 The present procedure provides for
placement of indents for wagons for carrying
military stores, but no registration fee is charged.
As a result, very often the Military authorities
do not register their demands at the stations but
directly approach the Divisional Office for supply
of stock. Due to non-registration, the pending
demand does not figure in the line and stock
report which is the basic document through
which the Railway regulates its supply of wagons.
Furthe:r, there are numerous cases where the
stock is supplied as per demand but not utilised.
In the present context of shortage of wagons and
heavy demands for moving essential traffic such
as foodgrains, fertilisers, efc., non-utilisation of
stock must be discouraged. Demurrage charges
can be levied but, in practice, it is not done so
as to avoid outstandings. It is recommended that
wagon registration fee may be levied for Military
traffic also and forfeited when the stock is not
utx!nscd. No registration fee, however, need he
levied on rolling stock owned by Defence Depart-
ment such as MBTUs erc., as empty haulage
charges are paid in their case to the Railways,

Detention to Stock en-route: '

3.33 As per Rule 707(2),
y;or}d 30 hminuttes at starting station or at a
station where troops entrain en route owj
the fault of the Military authorities, g;g:lgﬁotg
charges are levied for engine-power and vehicle
or wagon 1n respect of Military Special Personnel
trains. It has been pointed out that the trains

stock delayed be-



suffer detention on military account also at
stations where troops are not entrained. The
stock on a special train delayed en route at a
station other than that authorised for entraining
troops, cannot be charged with detention charges
the rule may be amended to provide for deten-
tion charges on stock delayed for more than 30
minutes at originating and teminating stations

or en route owing to the requirements of Military
authorities. -

Refund Rules:

3.34 Rule 128 pertaining to advance reserva-
tion of accommodation may be modified to
raise the time limit for advance reservation to
six months as in the case of public traffic. Under
the revised refund rules introduced in 1976, a
passenger who has lost a reserved ticket can
be authorised to travel on his reservation by issue
of a duplicate paper ticket by paying 25% of the
fare only. However, this facility has not been
extended to Military personnel travelling on
check soliders ticket exchanged for a warrant
under rule 128(6). It is recommended that this
facility may be provided to Military personnel
by amending the rule suitably,

Saloons for High Officials: - ‘

3.35 Under Rule 201(1), the special charges
for the haulage of carriage reserved for the
High Officials of Defence Services when travel-
ling on duty by Railways, are levied only for the
carriage provided by the Military. Sometimes
the saloons owned by Railways are utilised by
the Army Officers for which the haulage charges
are not indicated. The haulage charges given in
Appendix II/I may be made applicable to salo-
ons provided by the Railways,

Passenger Fare Tax of 1957

3.36 We find that as per Rule 210 of Military
Tariff, Passenger Fare Tax of 1957 is still being
levied in the following cases :—

(a) Haulage of Military Ambulance and
kitchen Cars, Aeroplanes vehicles and
Military Crocodile trucks. i

(b) Haulage charges on all types of Mili-

" tary special trains including combined
‘ passenger and stores special trains
booked under S.T. or Special Tickets.

(c) Haulage charges on goods wagons for
baggage purpose attached to passenger
special trains on which charges at
Military coaching traffic rate are com-
puted. :

Haulage of all carriages for which
charges are calculated at vehicle kilo-
metre rate laid down in Rule 201(4).
The term ‘haulage’ for the purpose in-
¢ludes empty haulage also.

(d)
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3.37 The main argument put forth by the
Railways for levy of this tax on haulage charges
is that passenger fare tax of 1957 was merged
with the basic fare and in regard to Military
passengers travelling on warrants the amount in
lieu of tax is automatically realised, whereas in
the case of military passengers travelling by
special trains and reserved carriages, the haulage
charges for such vehicles being leviable on kilo-
metre basis, this element of tax could not be re-
alised on account of varwing scales of rates of
tax over different distance slabs. This tax is

being levied in consultation with the Ministry
of Law.

3.38 In our proposals, we have suggested an
integrated charge the basis for charge being the
public tariff rates with a concession of 20% on
the same telescopic fare structure. Since special
trains will be charged on this basis, there would

be no justification for levying this tax on special
frains, -~

Accident Compensation Charge

3.39 It has been brought to our notice that
Ministry of Defence (CDA/FYs, Calcutta) has
not accepted the Accident Compensation charges
levied by the Railways on Military special
trains, .

3.40 We find that an extra charge varying
from 5 paise to Re. 1 has been levied on all
passengers travelling both by Suburban and
Non-suburan trains towards Accident Compen-
sation from 1-4-1974. Subsequently, it has been
merged with the basic fare. In the revised fare
basis that we are proposing, the vehicle rate is
being related to the public tariff rate, In the cir-
cumstances, it is not necessary to levy a separate

accident compensation charges for military
special trains. :

Chargeable distances for calculation of rates

3.41 Rule 125 of Military Tariff No. 5 lays
down the block distanes for charge and also cal-
culated rates for distances from 1 to 5000 kms.
are given in Annexure D to Military. Tariff No.
5. In our proposals, we have suggested adoption
of telescopic fare structure of rates for wagon-
loads, smalls, coaching traffic and baggage. We,
therefm:e, recommend that the block distances
as applicable to public traffic may be adopted for
Military traffic also and Rule 125 may be
ammended suitably.

B 5 . -

Basis for Charging Various Miscellaneous Items
of Traffic -

3.42 We find that since 1973-74, some items
of n_uhta_ry traffic such as cycles, dogs, livestock
carried in excess of carrying capacity, haulage
charges for saloons, charges for detention to
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STATEMENT—3-1 _
RIS LA B

stock, local charges for siding etc. are being .
Proposed Goods Rates for Wagon-Loads
. | . B

charged on ad hoc basis by escalating thé previ-
ous years rates by the same percentage increase

.

in the vehicle/wagon kilometre rates. We recom-' e
mend that these charges may be charged as’ ‘ ‘ , ’
applicable to public traffic less 20%. - i ' Goods Rats —
[T . ' o ' r ' )
1976.77 wagon . , .Proposed Rates
. : : ¢ Km. Rateof — N
Social Burdens Committee Recommendations Distance 81 paise evea- Wagon-Rate  20% loss than -

in Kms, - lated by 309 for a pay:load the Rate giyen;

3.43 The Social Burdens Committce has 118 paiso per of 19 tonnes  in Cal. 3 i/t .
recommended that military traffic ' should, be&’ wagon per ot 100th class ‘
charged in the same way as public traffic.  We km. Rate (includ- .

have also taken the view that military | traffic ing terminal
charge)

should be based on costs and have 'pr_opose_q . (Rs.per4 - (Rs.per4 . ‘(Rs per$’
rates that would cover costs though not ‘contri- wheeled whoeled ) wheeled ,
buting to the surplus. We do not however, agree wagon) .  wagon) . wagen), - .
that military traffic should be dealt with in the : -

Yy

Ta

same way as the public, traffic as 'this would,

make the procedures very cumbersome both o2 ' 8 4 :
to the users and the Railways. -~ . - . ., —— R N oy
_ S o 100 18 - .. 589 N ) S
Future Revision of Military Tariff Rules .. 200 | 233 i KT o g86 !
Future Revision of Rates: L R 2 R TR e T R
AR T 300 361, 1,081 ;. 865
3.44 A review of Military Tariff rates should ' 406 . 469 ! 126¢ | ' 10f1
be made whenever there-is' an increase'in* the - ( g i .
Public Tariff rates and rates may be ‘revised a¢ 500 87 . lu6 . LIST .
per the principles laid down io our proposals. 1 600 702 1,617 1,204
. ) R e e T el el bowi l . ‘ o
) . 7 820 C1,788 0 14D
3.45 The percentage of concession may also 00. ‘ '
be reviewed once in five years to ensure that 840 038 , - 1,956 , @ ¢ 1,664
Military traffic ratcs cover the dependent fc05ts§ 900 " 1066 ¢ - g1y 1,580
. 1 Ao T R ) L ’ i v . s H R
. . ‘ ‘ 1,1 2,20 - . - 1,815
Earnings from Military Traffic - - i 10(,]0 " o LT . :
R e ‘ 1moo- 1,282 2424 . 1,930
3.46 The carning from Military Traffic during 10007 1,410 o5ed 2,004
the last 10 years are given in' Statement 3.7. <10 . o : P e
.- B N T PR A 14000 . 1,646 2867 n; 2,294 ,
3.47 Out proposals relate mostly to Military 1600’ e peRd v L aidel 2B
traffic carried at concessional contract rates-which co P N
is about 44% of the total military traffic end the 1800 2,118 3,411 2,729
additional earning on account of our.proposals 2000 9354 . 9,8k . . 2037%
. es.
would be ?f the o.rdetr of l-{s 15 cror s 200 - 2,506 3920 3
Revision of Military Tariff No. 5 ' . 2400 ' © o 'ggoc EIE %\ RN ¥ 17
3.48 We find that Military Tariff No. §'is - in 2600 3,038 4,410 5,533
force from September, 11975 However, a perusal f 9300 " g gug 4685 e an
of the Tariff indicates that no effictive revision of P > - S 126
out-dated rules 'was done in' 1975: : There! are 3000 3,610 4,808 3,918
numberous references to instructions and circularsg . ,
which are very old'and do'not conform to>)the ., a3 et 6f the bighost Histanoo of-the block will
present day Railway working and practices. Thié ... have to bo taken fon ealonlating the pate for that
is'a voluminous job and béyond the scope of theé listance block M= e 1 oy,
Committée’s work: We, however, strongly urge | 50k _ ’
that a through revision of Military Tariff 'should o s . Ome ‘f‘:ck 3
be got done by the Railway Board in consultation ‘ 51250 ), [6 km!
with representatives of Ministry of Defence, Army N " os1—%00 , . ... 107,
Hgrs., and some ‘Railways, and the IRCA. The P o
object should be to streamline, simplify and BOL~2400 ,, %
rationalise the rules keeping in view the existing ' Boyond 2400, ' 80 ' )
Railways rules for the public, changed conditions U L. R .
and practices and avoidance of ~hardship to the This waon rate is applicable to a 4-wheeled wagon
Army personnel travelling on duty or-on leave. : BG, or MG ov NOo (10 o1 g
. ' N dn A D U ¢ P e . I
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(AR Yy SV A -,
Proposed Rates for ‘Smalls’ Tra ffic
' Small Rates

4 A=

. N ' . Proposed rates -+
Distance 1976-77 Rate ——— Az —_
in KXms. = of 1-49 Paige Class 126th 209, less than

‘escalated by Rate for the rate given

809, works ‘smalls (in: in Column (3)

__ outto 1-94 cluding a
paise per Qtl. ~ terminal T

per km.

charge of Rs.
2+ 25 per Qtl.

{Rate per Qtl.) (Rate per Qtl.) (Rate per Qtl.)

1 2 3 a»
Rs. Rs. Rs.

100 1-89 519 415
..200 . 3-83 695 556
300 577 8-43 874

. 400 1L 9-63 770

_ 500 .. 965 10-83 866

- 600 . 1154 11-95 , 9:56

_ 700 13-48 13- 06 10-46

. 800 . 1542 14-18 11-34

,,; 900 L n-38 16-20 12:28

. 1000 ,, 19:30 16-24 12:99
1100 Ly 2he2d 17-26 1880

.. 1200 23-18 1829 14-63

, 1400 ., 21-08 20-17 |1‘§-__'13

» 1600 ... 30°94 22-06 17-64

. 1800 . 3482 2375 1900

» 2000 38-70 25- 46 20-37
;2200 , 4219 27-10 21-68
a0, .. _.4608 2876 2300
. 2600 . 49986 3036 2429
" 2800 64-22 | 8195 2556
3000 67-72 33-54 26-83

sNore—The rate of the highest distan

¥

ce of the Block

will- have to be taken for caloulating the rate for
that distance Block :—

sigtlpeB0 km ., Ong blodk
51—260 km 6 km.
2534800 km 119 km. .
801—2400 km 25 km.
Beyond 2400 km 50 km.

ro- I

a9 in the ease of Public traffio.

-4

' Thé minimum distance for charge, the minlmum charge

per consignment and minimum weight for chargewill apply

ts3

R
STATEMENT-—3-3

. . . LI B )
Proposed Rates for Passenger Coaches

D ist;nnce
in Kms,

.+ i by 30%, works

Passengor Coach Rates
P

-~

1976.77 rate

136 paise per
. vehicle per

km escalated

out to 177
paise per vehi- for 72 persons
cle per km.
*or

Ra. 3-54

per bogie per
km.

Proposed Rates
A

h ]

—

Charge fora 209, less than
the Rate

full coach at
1I class Mail/ given in
Express fares  (3).

plus 2569, to
oover Sleepor
charge.

(Rs. per bogie) (Rs. per bogie)

col.

-

2 3 4

100 345 66 529

' 200 699 1,224 919
300 1,053 1,728 1,382
400 1,407 2,214 1,771

" 500 1,761 2,628 2,102
"800 2,108 3,043 2,434
- 700 -~ 2,460 3,448 2,758
800 2,814 3,834 3,067
" 900 3,168 4,176 3,341
1000 3,522 4,645 3,636
1100 3,876 4,860 3,888

' 1200 4,230 6,220 4,176
*1400 4,938 5,850 4,680
1600 5,646 - 6,480 . 5,184

" 1800 " 6,354 7,110 5,088
' 2000 ‘7,082 7,740 6,192
* 2200 17,699 8,370 8,606
2400 8,408 9,000 7,200

" 2600 9,115 9,630 7,704
* 2800 9,823 1,026 8,208
3000 - . 10,531 10890  BT7I12

. .

+ Nore—Rate of th

o half-stage of the Block will have to be

taken for calculating the rate for that distance
Block: -— ‘
A
1—100 km
4
101—300 km

301—1000 ,,

nz

1001—2500 ,,
Beyond 2600 ,,

Nl waas bb oealbbe d

This rate is ag{yﬂimble for &

olags, BG, or

G, or NG

1 km. Block
5 km.
“10,,
25 ,,
60 ,,

-, .

passenge; "B$gie II olass or I
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STATEMENT—3- 4 STaTRMERT—S 5
Proposed Rates for Baggage Proposed Rates for Coaching Vehicles
Boaggage Rates
Distance — —_— \ . Coaching Vehioles Rates
in Kms. 1976-77 Rate Proposed Ratos Distance —— A \
of 1-73 paise — A \ in Kmas. Proposed Rates
escalated by  General Par- 209, less p A , 20% less than
309, works cel scale Rate than the rate Charge for a 4-whecled vehicle the rate
out 2-28 per quintal. given in ab general Parcel soale rates  given in col.
paise per Qtl. Col. (3). for a pay-load of 8 tonnes 2).
per km. )
1 2 3
(Rote por Qtl.) (Rate per Qtl.) (Rate per Qtl.)
1 2 3 4 " ' Rs. Ras,
100 900 720
200 1,356 1,085
100 2-23 15:00 12:00 300 1,740 1,392
200 4-50 22-60 18-08 400 2,088 1,870
300 6-78 2900 23-20 500 2,436 1,049
400 9-08 3480 27-84 800 2,784 2,227
500 1134 40-60 82-48 700 3,132 2,508
600 13- 57 46-40 3712 800 - 3,480 2,784
700 15-85 - 52:20 41-78 900 3,828 3,062
800 18-13 58-00 46-40 1000 4,140 3,312
800 20-41 6380 15-04 1100 4,452 3,562
1000 22:69 . 6900 55-20 " 1200 - : 4,764 -8,811
. 4.9 .
1100 24-97 7420 5936 1400 5,388 4310
5 . 79- 4 3 .
1200 27-26 0 6362 1600 5.9 10 4752
81 898 - '
1400 31'8 0 71-84 1800 8,420 5,136
a-37 900 79
1600 3 b 920 2000 6,900 5,520
: - 107-00 85
1800 410 !?3 80 2200 7,380 5,904
46-49 115- 00 92-00 .
2000 o 2400 7,860 6,288
49- 58 123-00 98-40 :
2200 13100 2600 8,340 6,072
54-156 31 104-80
2400 1 2800 8,820 7,056
68-71 139-00 111-20
2600 3000 9,300 7,440
2800 63-27 147-00 117-80
. 165-00 124-00 .
3000 67-83 lNI‘o'x-n:—Rt'gtell:e at t:he hlghest. distance of the block will have
ken for ocalgulatj the
distence Blook. e Tate for that
Norz—Rates at the highest distance of the Block will have
to be taken for oaloulating the rate for that distance ; 1—50 km ~  One Block
Block:— : . .
1—50 km one Block 51—500 km 10 kms
51—500 km 10 km. 501—2000 km 25 km
505—2000 km 25 km. .
Beyond 2000 km. 50 km. Beyond 2000 km ' 50 kms.
Tle minimum charge per consignment, the minimum Thoss rates are applicable to a 4-wheeled vohiols B@G or

weight for charge and the minimum distance for oharge MG or NG in whioh Baggage/Military storss
will apply a8 in the case of Publio Traffic. passangors) ate carrie 15828 {Military storse eto, (other than

-
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STATEMENT—3'6

Propased Busis for Fixation of Rales

BASIS FOR FIXATION OF RATES FOR VARIOUS ITEMS OF MILITARY TRAFFIC

8. Raule Brief deseription of traffi

No.

Existing Basis

1. 30l(a) & Goods traffio excluding Coal, coal-shale coke, patent
301 (b) fuel, and oxplosives.

Thoe wagon kilometre rate is fixed on the basis of weigh-
ted average cost of heuling s wagon per kilometre
(including interest) for B.G. & M.G. during the third
preceding financial year to the year in question.

Based on the cost figures of 1974-75, the existing flat
rate has been fixed at 87 1’nise per wagon per km,

5

2. Minimum charge per wagon over each Raslwey -

The wagon-kilomstre flat rate is chargeable for thro.
ugh distance subject to 8 minimum charge per wagon
of every desoription aver each Railway.

From 1973-74 onwards, this rate has been increased

! by the percentage inorease in the wagon kilometre rate
over the previous years. Thus the rate of 1663-64 has-
been escalated from yesr to year on an ad hoc bosis.
The present rate i3 Rs. 256-66 per wagon.

Proposed Basia

It is proposed to link this rate with pubiio tariff ratea
so that whenever there is an incroase in the publio
tariff rates, there will be a corresponding inerease in the
Military Tariff Rates.

In the proposed freight structure for publio tariff
100th olass covers fully the distributed coasts for a
payload of 19 tonnes for all lowds of traffie. However a
concession of 209, over this rate may be given for
Military traffic. A wagon rate for a pay-load of 19
tonnes at 100th olass-rate less 209, may be fixed for a
four-wheeled wagon(BG or MG or NU} with a tolescopio
fare struoture.

The proposcd rates are given in Statement 3- 1.

Since the wagon-load traffic is proposed to be charged
on public tariff bais, instead of minimum charge per
wagon over each Railway, minimum distance for charge
a8 applicable to public traffic will apply to military
traffic also,

3. Smalls (excluding coal, coal-shale, coke, palent fuel and explosives).

The flat rate for ‘Smally’ traffic was fixed on the basis
of old first class rate for goods traffic taking the first
leg of 300 milos or 481 kms. In 1963.64 also while revi-
sing the rate the same principle was followed by taking
Class -55-B rate {cquivalent to old first class rate)
for & lead of 481 kg, and the average rate per quintal
worked out to - 60 paise per Quintal per km. However,
it was reduced to -56 paise as desired by Defence
Minjstry. At the time of implemonting 1972-agreement,
in 1973-74, this rate has been escalated by the percoentage
increage in the wagon k. rato over the previous year,
Thus rate of 1963-64 was increased from yeoar to year.
The existing rate is 1-43 paise por Qtl. per km. based
on the inerease in costs in 1974-76.

Minsmum charge per consignment,

The existing minimum charge has been fixed by esoca-
lating the previous rate on the basis of percentage inore-
asein wagon kilometre rates, as the Ministry of Defence
did not agroe to the Public tariff rate for this item.

The existing rate is Rs, 5-09.

II. COACHING
5. 201(4). Vehicle Kilomeire Rates

As in the case of goods traffie, the vehicle kilometre

For ‘smalls’ traffic also, a publio tariff rate would
give the advantage of telescopio taper at longer leads
to the Military traffic. Therefove, for 100th olass wagon-
load rate, the corresponding smalia c¢lass rate of 125th
class (over 3-tonnes rate) with a concession of 20%
over this rate may be flxed. The proposed rates are given
in the Statement 3- 2.

T_ho minimum charge por consignment, the minimum
woight por oonsignmont and the minimum distance for
charge may also be fixed as for Publioc traflic.

It is proposed to link this rate also with the publio

flat rate is also fixed on the basis of weighted average tarifl rate so that a8 and whon the publio tariff rate is
cost of hauling a vehicle per kilometre (including interest inoreased the Military tariff rate will also be inoreased

for BG & M@, during the third preceding financial year
to the year in question.

correspondingly.




56

STATEMENT—3 " 6—conld.

3

6.

7. 203

8.

9. 704 (1)
10. 208

Based on the cost of haulags during 1974-75 tho existing (i) Tho basis for charge for a full coach will bo I1 Class
vehicle kilometre rate has been fixed at (3. 134 per 4- Mail/Expross fare for 72 persons with an element of

wheeled vehicle BG4 or M4 or N per kilomotre.

conpossion of 20%. Therefore, charge for a Passenger

Bogic moay be fixed by taking the 1i Class Mail/Kxpress
fares for 72 persons, and inHating this rate by 25%
to cover the element of slecper charges less 209, with
o telescopic faro structure. This rate will 'be applicable
to a Passenger Conch BG or MG or NG including I
olass Bogie.

The proposed rates are given in the slalemeni 3-3
{#t) For Baggage/Military stores carried in cosching
vohicle a Separate vehicle rate based on Baggage
rate at General Parcel Soale for s pay-load of 6 tonnes
less 209 may be fixed. This is applicable to a four,

wheeled vehicle {other than passenger-coach) with a

Minimum charge per vehicle over each Raitway

The flat vehiclo km. rates aro chargenble on the through
distance subject to a minimum charge per military
vehicle of every doseription over oach railway.

As in the case of goods traflio this rato has also been
fixed by escalating the previous rate by the poreentage
increase in vehicle km rates, Thae present rate
is Rs. 30- 82 per vohicle over each railway.

" Baggage

telescopio fare structure. The proposed rates are given
in Statgment 3°6.

Since it i3 proposed to leyy charges on public tariff
rates basis, there is no peed for minimum charge per
vehicle over each railway.

Prior to 1973-74, the bagrago rate and tho rate forsmalls The Bagrage rate may also barelated to Public tariff

was one and the same. At the time of implementing
1972-agreement in 1973-74, the baggage rate of 1863-64
was escalated by the percentage increase in vehicle km.
rate overthe 1963.64 vehicle km. rate. Thoreafter, every
year this has been increased on the percentage increase
in Vehicle km. rates.

Theexistingrateis 1+ 73 paise per quiatal perkm.

Similarly, tho minimum charge per consignment has
also been fixed and the existing rate is R3. 641 per con-
signment.

Charge for Militury Sidings

Prior to 1-6-1957, the sidinz oharpe as Rs. 5/- per
wagon/vehicle and this was incroased to Rs. 10/- from
1-6-57 and Rs. 11/- from 1-4.63 on the basis of increase
in costs. While implementing the 1972-Agreement in
1973-74, this charge was also revised from 1973-74 on
wards on the basis of peroentage increase in the wagon
km. rates over the previous years.

The existing rate is Rs. 28-11 and lovied per losded
veihele or wegon (including dummy vehicles or wagon
where used) of overy description (¢é.e. four-wheeler, six-
wheelor or bogie) in ench direction caleulated on the
number of vehicle or wagon used by the despatching
station in addition to freight,

rate with 209, concession. The baggage rate may be
fixed at Gonera! Parcsl Scale rate in our proposed seales
for public tariff rates less 209 for all distances, The
proposed ratos are given in Statement 3-3

"The minimum charge per consignment, the minimam
distance for oharge and the minimum weight per cons
siglginent. will be the same a8 applicable to public
traflic.

It is proposed to adopt the same basis as for publio
traffio. The siding oharges for Military traffie may be
levied on discontinuous kilometrage basis on = the
actual distance (longth) of the Siding at a wagon rate
for & pay-load of 10 tonnes at 100th class rate excluding
terminal charges, less 209,

This rate will be applicable to a four-wheeled joaded
vehicle or Wagon (inclading dammy vehicles or wagons
w}mre usI;e } in each direction oaloulate on the number
of vehicle or wagons used by despatoting stati
in addition to freight. v pelcting station

For the purpose of levying siding charges, bogies
will be counted as 2 vehicles or wﬁgons, g:x-
wheelers at 1} timo of a four-wheeler and other stock
89 given in Kule 301 (a).

Cycle when carried as parl of luggage at condract rale.

| .
Prior to 196364 the rates for cycles smalls, and baggage

. were one and the same. Later on this was fixed slightly

more than the baggage rate. . As stated above from
1973-74 annual revision has been made, The existing
rate is 2- 07 paise per Quintal as against the baggage
rate of 1:73 paise per quintal per km,

This item of Military tariff may also be charged a
Publio tariff rates, less 209, being the concessic%n.
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11.

12

102 8. No. 21 of Annexure-A.

Soldiers’ and Airmens’ dogs entered on Military
Warrants and ocarried by ordinary trains jn
Brake-vans, excluding reserved Military vehicles
oand wagons attached thereto.

Prior to 1973-74 the basis for fixing thisrate was 509
less than publio tariff rate, Thers was an anomally
that is the blocks for Military traffic were double the
distance blooks for publio traffic of 80 kms. From
the 1973-74 the old rates have been revised on the
basis of percentage increase in vehicle km. rates, The
existing rates are given below :

1.160 kms. for each dog—Re. 0-77

161.320 kms. for each dog—Rs. 1-556
321.640 kms. for each dog—Ras. 3:09
641-1280 kms. for each dog—NRs. 4-64
1281-1920 kms. for each dog—Ra, 6-77

Beyond 1920 kms.
{For every 320 kms. or part in addition) —Re. 0-77

Appendiz II|I1.

Special charges for haulage of carriages reserved for
High Officials of Defence Services, when travelling on
duty. Haulage charges for saloons provided by Mili-
tary.

These charges were fixed on the basis of haulage
charges levied for saloons of other Govt. Deptt. High
Officials as given in Coaching Tariff. Since 1973.74,
these charges were revised on the basis of percentage
inorease in vehicle kilometre rates, they have ex-
cesded the coaching tariff rates also.

The comparative rates are given below :

Military Coachi
Tariff Tu.riﬁ'l:lg .
Rates Rates

P
B.G.
Rs. Ras,

(5) Other than Bogie

Loaded : 1-64 1:06 per km.

Empty 0-67 0-46 ” "
(i) 6-Wheelers

Loaded . « 1:'64 1-06 ,, .,

Empby 0-67 0-456 »” "

{vis) Bogies
Loaded . . %'15 1-35 " "

Empty 36 0:90 ” ”
MGFor NG
(i) Four-whkeeler
Loaded . . 0:79 0-50 ” ”»
Empty ) 0-67 046 ,,
(%§) 6-wheeler
Loaded . . 1-20 0-580 ” ”»
Empty 1-01 070 ,, .

This item of Military tariff may also be charged
at Publio rates, less 209} being the concession.

These rates may be fixed as for High officials of
other Govt. Deptts. as given in Coaching Tariff.

Thess rates may also be made applicable to Railway
Saloons provided to Defonce Officers sometimes, by
the Railways.

80-M/P(D)616MofRailway—8
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13.

14, 401

15. 403

16,

17. 501

404

(é13) Bogie
Loaded - .
Empty

1-58
1-34

1-06
0-90

H "

S.Nos, 15 & 16 of Appendiz 11]2,

Return Horse Carriago and Dog ticket available for
eight months, for horses belonging to Officers and
Scldiers of the Army when compoting in any match,
and to Troopers of

competition or tournament
Cavalry proececding on furlough,

This rate was based on the Publio tariff rates.
However, since 1973-74, onwards, they have been
incroased on the basis of costs, The oxisting rates

are given below :—

Military
Tariff Tariff
Rates Rates

Rs. Rs.

*Public

0-63
047

4-wheeler per km. BG 079
4-wheeler per MG or NG 0-50

Minimum charge per

four-whecler 28-83 50-00

*Return tickets are available only :for three

months,
Note below Rule 401
Live stock in excess of oarrying ocapacity.

(i) Per chargor or othor animals except dogs.
(13} For each dog.

For additional private horses booked along with

charger belonging to Dofence Ministry.

carried in spare accommodation.

The rates for the above four items were based on
the Public tarif rates and these were de-linked from

Public tariff rates since 1973-74 onwards.

Special Traina

The minimum number of vehicles or wagons to he
paid for at the vehicle kilometre rates is 20. At pre-
gent All Military specials except Ammunition speoial
trains are charged at coaching vehicle km. rates ir-
respective of the nature of the stock moving s.e.,
goods wagons or vehicles.

There is & Minimum chargo for a Military Special train.

This charge was based on the minimum number of.

vehicles to be paid and the minimum charge per vohi-
cle (s.e., Rs. 6 x16=80). Since 1973-74, the basis
was changed and the rate of Ra. 80 has boen reviged
on the basis of percentage increase in vehicle km.
rates. The oxisting rate is Iis. 201- 03,

Officers’, Chargers belonging to Defence Ministry

This item of Military
at Public Tariff rates
Conching Tariff, Vol.
209,

traffio. may also be charged
given vide 8. No. 31 of
II Railway Concessions, Jess

Thege items of traffic may al
% Public tariff rates, ¥ also be charged at

We have proposed a Passenger Bogie ra i
of.I.I olass fares for 72 pors%na anﬁ [y seb;m?:tet?-:tga?;f-
Military stores/baggage carried in coaching vehiples
and for waﬁons at goods rates i.e., 100th olass rate
less 20%. t hasbeen pointed out that charging of
coachig stock at coaching rate and gaods sto:i at
goods rates would be easy and the traffic will also be
charged at appropriate rates.

Therefare, Passenger Coaches and other o i i
cles mu):lbe charged at coaching rates as giavn(::'ln :ﬁ g.l;;;
201¢4) s.e., at Pagsenger Bogie rates and at vehjol]
rates respectively., Goods stock may be charged e;
wagon-rates as given in Rule 301, gec =

The minimum humber of vehicles/wago
ged lfor may also be raised from 2{) tog40n§'ot|;-bv:hgh]nel;i
va]n:les or Wagons. Instead of a minimum oh:r 0
per train; 8 minimum distance fi
per train may be fixed, orohage at 50 ke,
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3 . v

18,

504 Armoured and Patrol trains

Earlier these rates were based on the rates applicable
to Special Trains reserved for High Officials. Since
1973-74, these rates were related to percentage in-

The charges for thisitem of traffic may also be lavied
as for special trains regerved for High Officials

19.

20, 701

21, 706(1)

22, 707(1)

: - given in Rule-407 of Coaching Tariff.
erease in vchicle km. rates. The existing rates are
given below compared with coaching tariff rates :— ‘

Military - Coaching’

Tariff Tariff

Rates Rates

—A—

Rs. Rs.

11-60
9-72
14476

7-30
6-00
800-00

B. G. per train km. .
M. . per train km. ,
Minimum charge . .

Charges for Double heading of passengor trains to
permit emergent despatches of Military Coaching
Traffic in reserved Military vehicles of wagons.

The number of cases of Double Heading are a fow.
The existing rates are given below :—
For additional Engine
BG . .
MG or NG . .

Rs. 2-87 per km,
Rs. 1-92 per km,

Do,

charges for Military Ambulance, The rates chargeable for Dummy wagons or vehioles

Empty Haulage
may be made applicable to this item of traffic.

Kitchen cars, Aeroplanc-vehicles, Military Crocodile
trucks, eto. These rates were fixed in on ad hiec basis
and the existing rates are given below :—

(i) For4-wheeled BG, MG or NG —Re. 0+50 per k.
(f) Per 6-wheeled B@, MG or NG—Re. 075 per km.

(i) Per Bogie—Re. 1:00¢ perkm,

Churges tn  liew of Hire ‘ .

These charges have beon fixed on ad hoc basis and These charges are levied on the stock exoluding Military

the existing rates are given below :— Stock utilised on Special Traing. Some railways

(i) Per 4-wheeled vehicle or wagon —T7paise, have recommended the abolition of this oharge as

(ii} Per 8-whoeled vehicle or wagon-—I11 paise - it would eliminate unnecessary oaloulations.

(iii) Per Bogie—14 Paise The smount realised from this rate is negligible.
Levy of this charge may be discontinued.

Detontion and Domurrage charges for Military Spesial 7
Porsonnel traing :— ‘
Stoek ordered but not used—

(i) Engine power per hour or part of an hour for
BG per engine—Rs. 30-82 ,
for MG por engine—Rs. 24-60
for vehicle or wagon—Re. 0-77
Minimum charge per train—Rs. 77' 02
Minimum charge per vehicle+Rs. 15-40
Stock delayed beyond 30 mitutes at starting
station or abt a station where troops’ are
entrained owing to the fault 'of Military « auw
thorities. BG- engine Power—Hs. 10 per engine
per hr. or part of an hour.

MG engine power—Rs. 8 perlengine per hour
or part of an hour. ‘

Wagon or vehicle—Rs. 19 per engine per hour
or part of an hour.

Troo allowance for loading and un-loading.
Excceding Free time of 5 hours, at forwarding
station or destination station Rs.0-19 per
hour or part of an homr.

Military Specials other than Personnel trains.
In excess of Free time—Rg. 0-19 per houror |
part of an hour. J

(i)

L Keeping the publio tariff ‘rates in mind, these may
be eacalated suitably.

(iid)

{iv)

$0-M-P(D)616Mof Railway— 6(a}
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28.

Siding " charges for smalls traffic.
Appendiz VIE/2. Col. 6.

The existing rates are given below :—

0]

When booked at goods rate—Re. 0-17 per Qtl.

(i) When booked at Parcels rate—Re. 0- 54 per Qtl.

Miscellaneous Siding charges :—

(i) C.P.T. Railway. 8. Nos. 1, 2 & 3 (Col. 6) :—

(a)

)

(i)

On all coaching stock booked to and from
any point on C.P.T. Rly.—Ras. 30- 82 per azle.

On foreign Railway wagons carrying goods
traffio booked to and from any point which
is declared by C.T.T. Railway to be siding
—Ras. 12-78 per axle.

On Steam Crane dummy wagon or brake-
vans hauled from one point to another
point on C.P.T. Railway systom—Rs. 12:78
per axle.

Northern Raslway

{a) S. No. 4 (53} (Col. 6) Supply)and Transport

(%)

(€)

{d)

()

Siding, Allahabad—Rs. 5-13 per wagon.

8. No. 5 (i) (Col. 6) Allahabad Military  Cos.
Siding(s), Allahabad—Re. 0-24 per Qtl
(on ooctual weight).

8. No. 5 (1) (Col. 6) Allahabad Military Cos.
Siding(s), Allahabad—Rs. 5-13 per wagon.

8. No. 8 (1) (&} (Col. 8) Ordnance Depot;
Siding, Allshabad, when booked at goods
rates as parcels—Ro. 0:29 per Qtl.

8. No, 28(8) (Col. 6) Chheoki Military Siding
Naini, Wagon-load oconsignments both goods
and parcels—Ras. 28:02 per wagon.

(315) N.F.Railway

(a)
®

8. No. 6(Col. 6)—Engineering Store Dopot
Siding, Pandu—Rs. 1278 per wagon.
8. No. 8 (Col. 6) R.H.8.D. Siding, Dimapur,
Manipur Road—Rs. 71-53 per shunt.

(iv) Southern Railway

5. No. 2 (Col. 6) Pattabiram Military Biding per

Road-van when tfraffic in smalls is cleared by Road-
van—Rs. 25-56 per Road-van.

The charges indicated in the above items S, Nos. 24 &
25 have been esocalated from 1973-74 on the basis

of percentage inorsase in wagon/vehicle km, rates,

Passenger Fare Tax of 1957.

Aocident Compensation Surcharge.

9

These charges are to be levied by the Local Railways
on the basis of cost of operations on each Rail-
way. The rates for thess items of Military traffic
may be revised by the concerned Railways and
intimated to the Local Military authorities and De-
fence Accounts.

Sinoe publio tariff rates have been proposed to be
levied for Military pasgengars travallingpin reserved
oarringes/special trains, this tax will not be applis
cable to Military traffo, carried in speoial trains etc.

Do,
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Earnings from Military Traffic

{Rs. in orores)

Year Military Speocial Other Total

Pasgenger Trains Military

Re:';gved. Traffio
Carriages

1867-68 . 894 1-04 4-39 14-37
1968-69 13-20 1-95 476 19-90*
1069-70 13-28 2:-72 5-83 21-83¢
1970-71 . 1572 3-41 6-93 26-08*
1971-72 20-83 T-92 g-12 . 87-87¢
1972-73 16-46 4:92 7-89 29-97*
1973-74 15-85 2-17 8-98 25-60
1974-75 . 16-15 3-86 7-76 27-171
1976-76 18-79 4-20 9:49 3248
1978-77 21-37 510 10:09 36-56
1977-78 . 22-02 5-33 10-29 37-64
1978-79 22-46 561 902 36-08

*[norease due to 259 escalation of Rates made by the Railways unilaterally, but these rates were not accepted by
Inor % Difference between the rates oharged and the rates agreed to wa9 rofunded to Defence by

the Ministry of Defenoce.
the Railways.



CHAPTER 1V

TERMINAL CHARGES FOR PORT TRUST RAILWAYS

Terminal Charges for Port Trust Railways

4.01 The Ministry of Railways has desired
that the question of rate of payment, frequency
etc., of the terminal charges by the Railways
to Port Railways should be examined by the
Rail Tariff Enquiry Committee. This matter has
been referred to us under paragraph 7(c) of
the terms of reference of the Committee, viz.,
to examine any other cognate matters that may
be referred to the Committee by the Ministry of
Railways. A copy of the Ministry of Railways
letter No. TCR/1078/75/9 dated 6-3-1978
together with its enclosure is at Annexure 4.1,

4.02 We have gone into the matter. A ques-
tionnaire (Annexure 4.2) regarding the matters
connected with terminal charges was sent to the
various Port Trust Railways. Discussions were
also held with the Cochin, Bombay, Calcutta,
Madras and Visakhapatnam Port Trust authori-
ties. We have also received detailed memoran-
dum from the Ministry of Shipping & Transport.
Discussions were also held with the representa-
tives of the Railway Board, apart from discus-
sions with officers of the Trunk Railways con-
cerned.

4.03 The Trunk Railways have been paying
terminal charges to Bombay Port Trust Railway
from 1911 and to Calcutta Port Commissioner’s
Railway from 1922, as per the agreements cn-
tered into between the Trunk Railways and these
two Port Trust Railways. Similarly, terminal
payments are also being made to the Madras
Port Trust Raliway. This principles was extend-
ed to the ports of Cochin, Visakhapatnam and
Mormugao. These payments are being made
on all traffic to and from the Port Trust
Railways.

4.04 Prior to 1958, the quantum of such
payments was based on the one-end terminal
charge recovered by the Railways on fraffic. In
the railway rates in force at that time, there
were distinct terminal charges in the rate, the
total freight leviable being arrived at by adding
to the basic rate fixed terminal charges, one at
each end. The rates of terminal charges were
then as follows:—

‘L Traffic (i.e. where loading/unload-
ing was done by consignor/

consignee) 8 pies per maund
‘Non-L' traffic 8 pies per maund
Coal traffic . 14 annas per ton.

(62)

‘The one-end terminal charges recovered from
the public were credited to the Port Trust

Railways accordingly.

4.05 With effect from 1-10-1958, separate
terminal charges were done away with and the
freight ratc included the charges for all ' the
services rendered by the Railway, i.e., both
haulage and terminal charges are included in the
overall freight rates in force from 1-10-58. In
order to compensate the Port Railways for the
terminal services rendered by them at the port-
end, the Railway proposed that they would
make termin:l payments on the basis of the
element of onc-end terminal charge included in
the consolidated rate. The freight rates intro-
duced from 1-10-1958 had more or less ab-
sorbed thc then existing terminal charge and
payments of one-end terminal to Port Railways
were, therefore, proposed at the same rates as
‘obtaining prior to 1958, viz., 6 pies per maund
for ‘L’ trafiic, 8 pies per maund for ‘Non-L’
traffic and 14 annas per ton for coal traflic.
These payments were, accordingly, made upto
1961.

4.06 In regard to payments beyond 1-4-1961,
it was agreed between the Ministry of Rail-
ways and the Minisiry of Transport and Shipp-
ing that the one-end terminal charge on general
merchandisc viz., 6/8 pies per maund together
with the si.charge at 123% imposed in 1957
and 5% ii:zored in 1960 would be paid. It was
also agree ! that a similar arrangement for coal
based ¢ (12 standard terminal charge of 14
annas po: ‘ca (the standard terminal charge on
coal had Ubeen increased to 14 annas from
15-10-1¢50) together with the supplementary
charge of 124% and 5% would be given to the
Port Trust Railways. Thus the rates from
1-4-1961 were revised as under:—

‘L' traffio . . « 6 pies per maund412§%, and
+5% on the aggregate.

8 pies per maund + 1239, and

+5% on the aggregate.

14 gnnas per ton+12}% and

+59% on the aggregate.

4.07 It will be seen that the principle adopt-
ed for thesc payments was to increase the
notional one-end terminal charge by he in-
creascs made in the supplementary surcharge
on the Railways, the assumption being that
correspondingly the notional terminal charges
also got increased. Therefore, the terminal

*Non-L traffie

Coal traffio



charge was segregated notionully and the one-
end terminal was increased to the extent of the
increase in the surcharge on freight rates.

4,08 For the period from 1-4-1966 1o
31-3-1971 also, increases in the notional termi-
nal charges were made taking into sccount the
increases made «in -the general freight on the
Railways. The revised rates were accordingly
fixed as under for the Bombay Port Trust,
Calcutta Port Commissioner’'s Railway and
Visakhapatnam North Holding Yard:—

‘L’ Traffie 6 pies per maund + 27} per
cent  thoreon (Rs. 1-07 por
tonne)

8 pies per mound 4 274 per
cent therecon (Rs. 1'42 per
tonnce)
14 annus per ton -+ 27} per
cent thereon {Rs. 1-10 per
tonne)

As regards Madras and Cochin Part Trust
Railways, the following were the revised rate
from ]1-4-66:—

‘I’ Traffic .

‘Non-L' Traffio .

Conl Traffio

6 pies por maund H-22} per
cont on the total (Rs. 1- 03 per
tonno)

8 pies per mound 4 22} per
eent on the total (Rs. 1-30 per
tonne}

i4 annas per ton 412§ per
cent on the total (Re. 0 97 per '
tonne)

4.09 When the question of revision of termi-
nal payments to Port Railways with effect from
1-4-1971 came wup for consideration, the
Ministry of Railways made a proposal for pay-
ment of incrcased terminals till 31-3-1976 only
and for its discontinuance from 1-4-1976, lcav-
ing it to the Port Railways to revise their own
tariffs suitably, in order to make up for the
loss on this score. The proposal was however
not acceptable to the Ministry of Shipping &
Transport. It was pointed out that since the
Port Railways were responsible for rendering
terminai  services at the Port-end, and the
charges for this burden were being recovered
as a part of the through freight, it would be
neither {air nor equitable to the Port Railways
or the trade to discontinue this reimbursement
to Port Railways and to introduce a fresh levy
on the trade which would make the port charges
disproportionately high. It was therefore pro-
posed that the difference in viewpoints could
be sorted out by further discussions.

4.10 As a result of the discussions held by
the Ministry of Transport and the Ministry of
Railways in this regard on 5-11-1976, it was
finally decided to make some tentalive payments
for the quinquennium from 1-4-1971 to
31-3-1976 and refer the entire question regard
ing the principles, rates of payment, frequency,
etc., of the payment of terminal charges to the
ports from 1-4-1976 to the Committee proposed
to be appointed by the Ministry of Railways for

‘Non-L’ Traffic .

Conl Traffio .
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reviewing the freight structure. Accordingly, the
wholc question has been referred to the Com-
mittee,

4.11 From the detailed discussions which the
Committee had with the several Port Trusts and
the Trunk Railways concerned and the inspec-
tious of the Port Trust Railways, it is clear that
the terminal services at the Port-end with re-
gard to through Railway trafic to and from
the Port Trust Railways are being rendered by
the Port Trust Railways. Therefore, it is rea-
sonable that out of the through Railway freight,
the terminal element at one end in the through
freight ‘which is recovered from the public
should be credited to the Port Trust Railways.
Actually this was being done upto 1958. Really
the problem arose subsequent to 1-10-1958
due to the fact that there was no scparate ter-
minal charge shown as such in the through
freight and the Railways had to assume a no-
tional terminal charge for the purpose of appor-
tionment. The quantum of the terminal charge
to be paid with the increases in the through
freight charge from time to time has been the
bone of contention between the Trunk Railways
and the Port Trust Railways.

4.12 We have recommended in the new
Freight Structure a separate terminal charge for
wagon loads as well as ‘smalls’. In our view,
the one-end terminal charge collected from the
public should be credited to the Port Railways
as the terminal services at the port-end are
being done by the Port Trust Railways. Pay-
ments can be based on each year's traffic to
and from the Ports at the end of the financial
year,

4,13 Dased on the volume of trallic of 1977-
78, the terminal charges that would require (o
be credited annually to the Bombay, Calcutta,
Madras, Visakhapatnam, Cochin, Paradip and
Mormugao Port Trusts would be of the order of
Rs. 8.76 crorcs, as against Rs, 3.10 crores under
the existing arrangement, This is on the assunip-
tion that our proposals regarding terminal
charges contained in our Main Report would
be acccpted by the Government.

4.14 As icgards the terminal payments due
for the period from 1-4-1976 to the date from
which the revised freight structure would come
into effect, the matter could be scttled by
mutual discussion between he Ministry of Rail-
ways and the Ministry of Shipping & Transport
on the Dbasis of a suitable escalation in the
notional terminal charge included in the freight.

Local Haulage Charges for Poit Trust Railways

4.15 Mecnlion has been made of ihe local
haulage charges in the discussions held on
5-11-1976 beiween the Ministry of  Railways
and the Ministry of Shipping & Transport. The
haulage charges are being levied dor haulage



within the port premises. These are charges to
cover cost of services rendered by the Port
Trust Railways for the placement of wagons at
various sidings, particular unloading points near
ware-houses, etc., and the level of these char-
ges has appropriately to be decided by the con-
cerned Port Trusts taking into account the costs
involved subject to approval by the Ministry
of Shipping and Transport from the overall
point of view of public interest. These charges,
bowever, bave to be approved in the Ministry
of Railways to satisfy the legal requirements
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under the Indian Railways Act.

4.16 It has been represented to us that, when
the cases are referred to the Railway Board,
they take considerable time in_processing the
proposals and rates are also unilaterally reduc-
ed before approval. The extent of delay and,
therefore, consequent loss of revenue to the ports
on this account is evident from the particulars
of delays pointed out to us by the Ministry of
Shipping & Transport, as under:—

Date of Submitting  Date of sanction
Name of Port the proposal to the  issued by the Type of charge

Ministry of Ministry of

Railways Railways
1. Paradip . . . . . . 11-2.1976 10-3-1978 Port Railway Haulage and demur-

{Heulage charge rage charges.
only)

2. Bombay . . . . ’ 12-12.1976 9.6-1977  Haulage charges on through traffic.
3. Mormugac . . 18-7-1976 21.7-1977  Demurrage charges,
4. Calcutta . . . . . 15-6-1976 1-2-1977  Hanlage charges,
5. Visakhapatnam . . . . . 11-4-1977 8-8-1977  Haulage charges including siding

charges,

417 In our view, once the Ministry of
Shipping & Transport has approved certain pro-
posals there is po reason why such proposals
should be delayed in the Railway Ministry.

4.18 From the infrastructural facilities that
we find are available in the Bombay Port Trust,
Calcutta Port Trust etc,, where a large number
of sidings, covered warehousing accommodation
etc., are available, it is a point for consideration
whether it will not be in public interest to make
use of the facilities available in the Port Trust
Railways for augmenting the terminal facilities
available on the Trunk Railways. Taking
Bombay, for example, the Carnac Bunder and

Wadi Bunder goods sheds are located in such a
way that further expansion of the passenger faci-
lities available will be difficult, but, at the same
time, the Port Trust Railway in Bombay has,
prima facie, adequate infrastructural facilities to
Erovide goods shed terminals forthe whole

ombay complex and it may be useful to make
use of these facilities for goods traffic and release
accominodation available in Wadi Bunder and
Carnac Bunder for expansion of passenger faci-
lities, both suburban and non-suburban, in
Bombay. A detailed study can be made by the
Railways and the Ministry of Shipping & Trans-
port so that best use can be made of the resources
available.




CHAPTER V

SIDINGS

Siding Charges

5.01 A detailed study of sidings made by
Shri Sankaran who was appointed to go into the
question is given in Annexure 5.1.

5.02 We have also received replies from a
large number of siding owners in reply to our
detailed questionnaire on sidings.

5.03 During our discussions with various
Chambers of Commerce and other trading inter-
ests in different parts of the country, certain pro-
blems faced by siding owners have also Dbeen
brought to our notice.

5.04 As mentioned in our Main Report, vide
para 16.88, Railways should look upon ‘sidings’
as an arrangement mutually beneficial to the
Railways as well as to the siding owners. Sidings
should be really considered as special terminals.
An ipdustry going in for its own siding saves the
Railways some expenditure, on terminal facilities
which the Railways would otherwise have to
incur at the station if the increased traffic is to
be dealt with, From all these points of view, we
think that Railways should actively encourage
the provision of sidings for dealing with the
increasing volume of traffic that is likely to be
generated in the country. With the increasing
industrial production in the country and with the
settingup of more factories and industrial units
which require large volumes of traffic to be
dealt with, provision of sidings to cater to this
traffic will be useful and convenient not only for
the owners of the factories but also for the
Railways as, otherwise, the Railways will have
to make large capital investments for either pro-
viding new terminals or increasing the terminal
facilities at the existing goods sheds. As the
capital available to the Railways even for essen-
tial requircments is limited, if private interest can
supplement by investing capital in providing
terminal facilities, this should be welcome.

5.05 While in the earlier days of Railway
development in the country, Railways were
helping in the establishment of sidings by pro-
viding a part of the capital, i.e., by agreeing to
the laying of assisted sidings, in the present
context of the scarcity of capital available to the
Railways, Railways may not be able to invest
in assisted sidings. Railways can, however, offer
other assistance necessary for the provision of

private sidings.

. 5.06 The length of the sidings to be provided
In the factory premises, colliery, loading point ctc.
also requires careful planning particularly in the
context of proposals for heavier trains and longer
rakes. At the planning stage itself, it is necessary
that collieries must provide long sidings sufficient
to deal with such bigger rakes.

5.07 Railways at present collect siding chargcs
for moving the wagons from the serving station
to the siding for purposes of unloading  and
loading and for working the wagons from the
siding to the serving station for onward despatch.
However, in the case of big sidings who have
their own locomotives for removing the wagons
from the serving station to sidings, the question
of levy of siding charges does not arise. These
siding charges are being levied as charges to com-
pensate for the additional costs involved in the
movement of wagons to and from the sidings upto
the serving statjon. Details of the method of
collection of these charges are given in Annexure
3.1, As will be seen there from, the present prac-
tice on most of the Railways, is to compute the
extra cost involved by finding out the time re-
quired for the operations of placement and
removal of wagons, to and from the sidings, and
levy of a charge on the basis of a shunting hour
or train hour charge. This was being done pre-
viously on the basis of the costs on individual
Railways but after a judgement of the Railway
Rates Tribunal, the Railway Board has given an
all India average rate for all the Railways. The
Railway Rates Tribunal have in a further judge-
ment laid down that the costs should be compiled
on the basis of the costs of shunting engine hour
etc. over the individual Zonal railway.

5.068 We have received several representations
regarding the present basis of the levy of siding
charges and Zonal railways have also pointed out
that the present method is an irritant to the
customers. The representations made by the
Cement Manufacturers’ Association at the oral
hearing is representative of the submissions we
have received from several siding owners.

“The present practice of levying siding
charges on the basis of ‘“trip ~time’ and
‘engine hour cost’ is complicated and involves
frequent revisions as well as leaves scope
for variations at the railway level, many
times resulting in harassment to the railway
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users. As an example, it was pointed out
that at a particular place, the railway loco-
motive takes watcr in the cement unit’s
premises as watering facilities are not avail-
able at the station, but the watering time is
also included in the siding charges, There
is also no uniformity about the charges at
different sidings. The settlement of charges
involves frequent discussior.s and many times
it takes years for the Railway users 1o get
back ihe excess charges paid by them. It is,
thercfore, necessary to simplify and standar-
dise the siding charges formula. In this res-
pect. a suggestion was made that railways
should charpe on the basis of extended
milcage to avoid many of these complica-
tions. It was pointcd out that in many foreign
countrics, siding charges are levied as a
straight freight charge on the length of the
siding”.

5.09 It has been rcpresented to us that the
reckoning of the average time taken for such
placements in the siding has led to a number of
disputes between the local railway officials and
the siding owners. The main point stressed has
been that very often while reckoning the trip
time, detentions for purposes of railway operating
convenience are also included in the trip time.
It has also been represented to us that where
the quantum of traffic requires say only one trip,
and when more trips have to be made due to the
irregular receipt of wagons the siding owner, has
to unnecessarily pay additional charges as siding
charges are calculated on trip basis. The place-
ment of wagons also depends upon the availability
of engine power for working the pilots and this
also results in  irregular placements involving
additional trips which are really not nccessary.

5.10 It has been forcefully represented to us
by the siding owners that any siding charge levied
should be on a simple basis. We have given
thought to these matters. The placement of
wagons i the sidings should not be treated as
an operation entirely different from the normal
transport of goods by the Railways. As explained
earlier, it is useful for the Railways to have place-
ments done in the siding as this obviatcs the
need for additional terminal infrastructure at the
stations or at the goods sheds. Indeed, in our
view, the placement of wagons in sidings should
be considered as part of the scheme of total
transportation from the booking station to desti-
nation. In this view, it is really not necessary to
segregate in meticulous detail the costs involved
in the placement of wagons in the sidings in
respect of each siding and then try to recover
the cost by way of siding charges. In our view,
the transport of materials from the booking
point to the destination should cover placements
in sidings as well, since these are really in lieu
of goods sheds or stations. While the extra cost

involved in placement of wagons in the parties’

66

premiscs in siding involving additional haulage
from the serving station should be covered, we
feel that this should be done on a simple basis
which would, by and large, take care of the addi-
tional costs involved. Considered from this point
of view, we suggest that the siding charges may
be reckoncd in the same way as freight charges,
for the additional distances involved from the
serving station to the factory premises. In view,
howevzr, of the general telescopic pattern of
freight rate and in order to ensure that adequate
additional charges are collected in such cases,
we recommend that the additional freight charge
for placement in the siding should be reckoned
on a discountinuous kilometrage basis. The dis-
tance from the serving station to the siding should
be notified by the Railways taking into account
the local conditions regarding the point from
where the siding takes off etc. The charge would
thus be for the chargeable weight at the appro-
priate classification rate for the commodity for
the length of the siding. The advantages of such
an arrangemcnt would be;—

(a) The siding charge can be straightaway
included in the railway receipts and
invoices, if the distances for charge for
the sidings are notified in the alphabeti-
cal list of stations. The distance for
charge should be the notified length of
siding rounded off to the mext higher
kilometre.

(b) The rail user knows how much siding
charge he_will have to bear and he can
prepare his cost budget and fix prices

for his manufactured articles accurately.

This will simplify the procedure and
also save the time for the preparation
of bills by the railway staff. The Rail-
ways will be able to recover their
service costs simultaneously with the
freight charges.

(c)

(d) This will also remove the causes for dis-
pules regarding the time taken for
shunting purposes, for fixing the place-
ment charges etc., which have, in many
cases, compelled the siding owners to

rush to the Railway Rates Tribunal for
redress.

As, in our scheme of tariffs, the frei
levels would be regularly adjustedg}i]x:
consonance with increase in costs, the
siding charge will also get enhanced to
the extent necessary.

(e)

511 We have.made some calculations of the
approximate earnings for the various sidings that
would accrue on the basis proposed. We find that
the additional earnings will, by and large, be
equal to the siding charges that are now b’eing
go%lt;cted on trip basis. (Para 61 of Annexure



5.12 As far as colliery sidings are concerned,
these are on a footing diflerent from the normal
.sldmgs._We have alrcady commented on this in
the Main Report (vide para 15.37) and as the
coal rates have been suitably evolved taking all
the costs into account, no separate siding charges
nced be collected at the colliery end. The total
distance for charge should include also the dis-
tunce of the sidings as is the practice in force on
the Eastern Railway.

5.13 It has also been brought to our notice
that there are several instances where originally
a private siding has been constructed to cater
to a particular factory or interest but, later on,
with the proliferation of traffic, various other
intcrests have also come up in the area and the
siding which has been conccived as a private sid-
ing, is being practically used by the Railway as
a common siding not only serving several parties
but also the Railways' operating requircments as
a permanent long-term feature. In such cases, it
may not be fair to treat them as private sidings
and they should rather be treated as public sidings
and there should not be any qusstion of addi-
tional siding charges. The appropriate through
distance for charge can be notified for purposes
of charges taking the altered circumstances inlo
account.

5.14 We have received representations from
several siding owners including certain public
sector undertakings that, in reckoning siding
charges, the appropriate serving station is not
taken into account, particularly where, since the
inception of the siding, material changes have
taken place.

5.15 The FACT, Cochin Division Siding, is
a particularly representative case in this regard.
The following extract from their representation
is revealing :

“(a) Siding charges are leviable for wagons
placed and removed from the owners
sidings. These are calculated on the
basis of number of pilots carrying
wagons entering and leaving the siding
and is reckoned from the serving sta-
tion. So far as FACT Cochin Division
is concerned, the serving station is
Ernakulam Town which is situated
about 10 to 12 kms away from
Ambalamedu. This serving station was
fixed at the time of the opening of the
siding for the the FACT more than 10
years ago. Since then there has been a
material change in the pattern of move-
ment from the serving station to the
Ambalamedu siding in view of the
commissioning of Ernakulam Marshall-
ing Yard, but the serving station has
not been refixed and the previous
arrangements still continue. For fixing
the serving stations, proximity of the
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ncarcst yard/station should be taken
into account as othcrwise the existing
procedure works to the disadvantage of
the siding owner. At prescnt the siding
charges paid by FACT are as follows:

Type of Eogine use
——

— —=
Shunting Train
engine engine
Is. Rs.,
Ernakulam to Irimpanam 677-50 819-50
Irimpanam to FACT siding 30450 432-60

The total charges incurred while a
shunting engine is used for hauling the
wagons is Rs. 882 and while that with
a train engine is Rs. 1,252. Taking into
uccount the proximity of railway yard
and generation of wagons at the yard
the Ernakulam Marshalling Yard nced
be fixed as serving station. The scction
between Ernakulam North and the
Marshalling Yard is mainly used for
the normal operation of the railway
and it is only fair that the siding owner
should not be asked to pay for this
portion,

(b) The siding charges are now leviable
both while empties are moved to and
loads removed from faclory. Since
empties are being brought for loading
purposes only it is reasonable that
pilots for placing emptics are sent on
Railway's account and pilots for taking
loaded wagons to account of the siding
owners.

(¢) The scction between Ernakulam Town
and Ernakulam Marshalling Yard
(Irimpanam Yard) should be declared
as public siding so that the various
industrial units existing at present and
those coming up in the arca can avail
of the facility of rail transportation.
Ambalamedu arca is rapidly developing
into a petro-chemical complex area and
hence this suggestion should hasten the
proposed projects in the arca to the
advantage of railways and the entre-
preneurs.”

5.16 We feel that it is only fair and reason-
able that the line between Ernakulam Town and
Marshalling Yard which is used as a regular
measure for taking all goods trains to the Mar-
shalling Yard should be treated as a railway line
and the serving station for the purpose of the
siding of FACT or the oil refinery should be only
from the marshalling yard. In the new system of
siding charges that we are proposing, the through
distance for the freight should be reckoned upto
the marshalling yard and, for the purpose of



calculating the siding charge, the further distance
from marshalling yard to the factory premises
should be taken on a discontinuous kilometrage
basis. lf capital for the line from Ernakulam
‘Town to Marshalling Yard has been invested by
the factories concerned, the Railway may think
of buying over the line from the factories con-
cerned on suitably negotiated terms but, in any
case, for the purpose of calculating the siding
charge, it is not proper to reckon the distance
from Ernakulam Town station.

5.17 The reasoning normally advanced by the
Railway in such cases is that a particular station
like the Ernakulam marshalling yard has not
been formally opened as a goods station ; but
this is not a reasonable argument. It is open to
the Railway to notify for these purposes the
Ernakulam marshalling yard as a booking sta-
tion. This has been done, for example, in the
case of Adityapur yard serving the Tata Iron &

Steel Company’s plant,

5.18 The question of levy of placement
charges for placement of wagons near plots leased
to parties has been referred to us by the Railway
Board. Making placements near the plots leased
to parties would facilitate quicker release of
wagons and would also release space in the
goods shed delivery lines for handling other
traffic. These arrangements are essentially part of
goods shed facilities. We, therefore, recommend
that such placements should be treated as part of
Railway's transporation arrangements and that no
separate charge, apart from the freight for the
appropriate distance, should be levied for such

placements.
Free Time and Demurrage Rules for Sidings

5.19 One aspect which has been represented
to us by various siding owners is the fact that
the terms of siding agreement, viz., the agreement
that the siding owners have to execute with the
Railways, are very largcly unilateral and one-
sided without taking into account the mecessity
* for any reciprocal obligations by the Railways
towards siding owners. This point has been
specially stressed in respect of the rules regard-
ing free time and levy of demurrage charges for

detention to wagons.

5.20 Some of the points regarding free time
represented to us are listed below i —

(1) Where the industry has its own loco-
motive arrangement for removing the
wagon from the interchange point to
the siding premises, the time taken for
moving the wagons from and to the
serving station to the actual place of
unloading in the siding should also be
taken into account for determining the
total free time. This additional time has
to be given over and above the nor-
mal free time permitted for loading

and unloading of wagons.
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(2)

(3)

(4)

(5)

(6)

In the case of sidings having regular
and appreciable volume of traffic, the
bencfit of the pilot-to-pilot system
should be given to the siding which is
not being done at present in some
cases.

The running of pilots is not according
to the schedule fixed and is often ir-
regular,

The free time for actual loading/un-
loading in a siding should be deter-
mined in each case with reference to
the actual conditions obtaining in the
siding in relation to the physical capa-
city of the various lines, the actual
arrangements for loading/unloading
etc. The mere application of the goods
shed rule of 5 hours applicable to indi-
vidual wagons in the goods shed should
not be done without relation to the
conditions obtaining in the siding.

Free time should be fixed taking into
account all aspects relevant to parti-
cular sidings like mechanised, or
manual loading etc, Basically the free
time should be on the basis of pilot-to-
pilot working. Running and spacing of
the pilots should be so arranged that
adequate time is available for finishing
loading/unloading. Though in indi-
vidual cases of hardship demurrage is
allowed to be waived by local officers
taking all the circumstances into
account, matters should not be left for
being sorted out in individual cases on
merits, but the general rules and proce-
dure should themselves provide for
this and cases where individual discre-
tion has to be exercised should be
limited to the minimum.

Industries which work round the clock
have planned for the use of their equip-
ment over an optimum span of time
and supply of wagons required for
target loading has to be suitably spread
over the working day. The pilots bring-
ing the supply of wagons have to come
at suitable intervals so that the loading/
unloading can be done according to the
physical capacity planned for the
factory. Instead of a regular supply
spread over scheduled intervals, if
larger number of wagons are supplied
and the plant is required to complete
the operation of the loading/unloading
within 5 hours irrespective of the num-
ber of wagons involved, the industry
would have to incur enormous capital
expenditure to create assets which
would be utilised only for a few hours



in a day or for a few days in a month.
No industry, it has been pointed out,
can afford to sink capital on such a
scale. The equitable thing for the Rail-
ways to do would be to fix norms for
loading /unloading of wagons during
the working day and where the industry
loads/unloads according to the norms
fixed proportionately to the working
time available during the day after
placement of the wagons, the Railway
should exempt surplus wagons from
levy of demurrage for that day.

5.21 We have given thought to the matter and
are of the view that firstly, there should be regu-
lar running of pilots and regular supply of
wagons required by the factories. Where wagons
are not supplied according to a regular schedule,
then due consideration should be given in esti-
mating detentions to wagons for the purpose of
demurrage. It is no doubt necessary that there
should be a continuing endeavour on the part of
the factory or industry to develop facilities to deal
with the traffic with minimum detention to
wagons. A tight free time will, no doubt, force
factory owners to think ways and means of im-
proving arrangements for dealing with the
wagons to ensure their release promptly. At the
same time, the actual physical conditions of a
factory cannot be overlooked in deciding on free
time, working of pilots etc. Secondly, Railways
should determine by trials and studies jointly con-
ducted with the industry the number of wagons
per working hour that can reasonably be lqadec!/
unloaded under actual conditions obtaining in
the factory. The free time to be allowed should
be correlated to this time study and then norms
fixed for the number of wagons to be loaded/
unloaded during the interval between the normal
runs of the pilots. If, on any day, the industry
loads/unloads wagons as per norms fixed
accordingly, any excess wagons worked to the
siding for unloading or empties on hand not
loaded should not be subjected to demurrage but
should be treated as madeover by a subsequent
pilot. The agreements should provide for the
regular running of the pilots, the margins that
should be allowed for being treated as normal
running and cases where the runs will be con-
sidered as beyond normal for which suitable
allowance will be given in determining additional
free time etc., for purposes of }-eckomng demut-
rage. What is necessary is that in respect of eqch
siding, the agreement should provide for dealing
with variations in schedule,_workmg of pilots,
supply of wagons etc., as indicated above so that
cases where individual discretion will have to be
exercised by local officers can be reduced to the
minimum. The Railway Board may issue suit-
able instructions delegating powers to the Zonal
administrations to fix suitable free time etc., bascd
on joint studies indicated above. They may also
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indicate limits upto which there can be deviations
from the free time generally fixed for the public
in this regard beyond which only reference need
be made to the Railway Board,

5.22 Several problems pertaining to the
colliery sidings have been brought to our notice
by Coal India as well as their subsidiary units
with whom we had discussions. We have also had
discussions with the Director, Rail Movement,
Calcutta and Officers of the Eastern and South
Eastern Railways,

5.23 One of the important points stressed
before us is the necessity for following a fixed
schedule for supply of wagons and running of
the pilots in the collicry sidings to the regular
schedule. We feel it should be possible for the
Railways to organise the schcdule of supply of
wagons to the sidings more or less to regular
schedules but, where there is a big departure from
the schedule, apart from giving advance intima-
tion to the local field officers for rescheduling
their loading arrangements, suitable extra time
and facilities for compleling loading should be
given. These are matters which should be dis-
cussed in detail in regard to each colliery siding
by the local officers and a schedule drawn up
accordingly. In this context, it has also been
brought to our notice that it would be useful to
bhave better telecommunication arrangements in
the various sidings and Railways with its network
of telecommunication facilities should be able to
assist on mutually agreed terms for installation
of better telecommunication facilities in the
various sidings which would go a long way in
improving the optimum utilisation of wagons.

5.24 Tt was represented by the CIL that there
are occasions when, due to certain unavoidable
reasons, loading of a particular rake is not com-
pleted and a few wagons in the rake still remain
empty when the pilot comes to remove the rake
as per the time table. In such cases the pilot
leaves behind the whole rake and returns light.
Not only are the collieries penalised by way of
demurrage being levied on the entire rake but
such a procedure also results in undue detention
to wagons which have already been loaded. It
was clarified by the railway authorities that in
case of BOX rakes, it was not possible to per-
form shunting for detaching wagons which had
not been loaded, and as such it was not possible
to draw partially loaded rakes. It has been sug-
gested during the joint discussion with Railways
as well as the CIL authorities that the full BOX
rake could be drawn in such cases provided there
were not more than two to three empty wagons
which still remained to be loaded. In such cases.
freight should be charged even in respect of
these empty boxes. It is recommended that the
Railways may examine this aspect and make a
provision in the rules accordingly so that just for



the sake of two or three BOX wagons remaining
empty the whole rake does not suffer undue
detention.

5.25 So far as rakes of conventional wagons
were concerned, it was suggested that the pilot
should bring back the loaded wagons of the par-
tially loaded rake leaving behind the emplies
irrespective of the number of empties. However,
in such cases the collieries should ensure that the
loading of wagons is done from the engine-end
only so that the wagons which were still empty
and not fully loaded, could be just unhooked and
left behind without involving any additional
shunting operations. It is recommended that the
Railways should consider issuing suitable instruc-
tions in this connection accordingly so that the
detentions to loaded wagons due to “left behind”
could be minimised.

5.26 After the nationalisation of coal mines,
all the sidings in Jharia and Raniganj coalfields
were reorganised to make them fit for rake load-
ing with the result that several small sidings
loading only a few wagons at a time have been
discontinued and coal from these points is being
carrted by road in trucks to rake-loading points
at additional cost. In the context of the present
fuel situation, Railways may, after taking into
account the social cost benefils, examine reintro-
duction of the systcm of supplying wagons to all
the small sidings as before, if nccessary, by mak-
ing use of steam locomotives which have become
surplus due to modernisation, for the purpose of
drawing the small number of wagons between
the rake-loading points and the small sidings.

5.27 It will be uscful to have better coordina-
tion between the field officers of the Coal Com-
panies and the Railway Officers in regard to day-
to-day operation of pilots, placement of wagons
etc. One point stressed before us was that with
better coordination in diverting: wagons to places
where coal is readily available or by directing
pilots to places where loads are ready, there could
be more useful utilisation of resources.

5.28 Where partiecs make heavy investments
like provision of mechanical handling of wagons,
tipplers etc., which would enable wagons being
dealt with more quickly and, therefore, enable
release/loading of wagons much quicker than the
normal free time allowed, a suitable rebate per
wagon can be thought of so as to act as an incen-
tive for provision of such facilities. It has been
represented to us that at present when such im-
provements are made, the only thing that is done
is the reduction in the normal free time without
any advantage accruing to the parties except, of
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course, the general availability of wagons in the
long run.

5.29 In regard to big industries like steel
plants, where very large numbers of wagons ar¢
being dealt with, it has been suggested to us
that instead of checking individual delays to
wigons, a system of interchange of wagons could
e thought of. A certain number of wagons could
be allowed to be with the siding at a time as a
sort of stock owned by the plant for which
interest and maintenance charges on a notional
basis could be recovered from the steel plants
concerned and every day’s transaction then
should be balanced. This will have to be done in
terms of different types of wagons, joint studics
will have to be made to determine the optimum
stock that should be in the premises of each
one of the steel plants in respect of various types
of wagons. Where the number of wagons handed
over to the Railway is less than the number {ed
into the factory, suitable demurrage charges will
have to be levied. Credit, however, will have to
be given if more wagons are returned than are
supplied to the factory. A suitable formula could
be worked out by the Railways and charges on
a per day basis levied for extra wagons detained
in the factory’s premises every day.

Maintenance Charges for Sidings

5.30 One of the points that has been specially
stressed' by the siding owners is that the main-
tenance charges required to be paid by them have
been unduly increased. The practice on the
Railways have been that maintenance charges
would be recovered on a percentage basis on the
capital value of the siding, the latest percentage
being 44 per cent, Because of the rise in costs of
various materials required for maintenance, the
Railways have appreciated the capital for purpose
of reckoning maintenance charges, It has
been brought to our notice that in several
cases, the escalation of the capitalr has been
enormous. It has been pointed out to us
that the maintenance cost actually incurred
by the KRailways on the sidings is not
to the extent of what is being debited to the sid-
ing owners. While it is not possible' to have a
detailed account of the actual amounts spent on
maintenance of various sidings, and it is neces-
sary. to have a simple method of levying main-
tenance charges, we' would suggest that as the
standard of maintenance of sidings would be
comparable to that of the Branch Lines on- the
Railways, the per kilometre average cost of
maintenance of a Branch Line of the Railway
system can be taken as the basis for recovering
maintenance charges from the siding owners.




CHAPTER VI

PACKING CONDITIONS

Introduction

6.01 We now turn to the question of packing
conditions—the manner in which goods tender-
ed to the Railways for carriage are requircd to
be packed. Our terms of refercnce envisage
that these should be modified, where neccs-
sary, in the light of modern business practice.

6.02 Transportation, coupled with handling,
exposes goods to a varicty of hazards (drops
and impacts, vibration, vibration under load
and compressive forces in stocks) and rain, sand
and dust, etc. It is nccessary, therefore, that the
goods to be carried by the Railways are so pack-
ed as to afford sufficient and suitable protection
against these. Accordingly, the Railways have
laid down the manner in which goods tender-
ed to, the Railways for carriage should be pack-
ed. Packaging is anti-waste, and its primary
objective is to prevent damage to the goods at
different stages. It may be looked upon as insu-
rance against avoidable risks of loss and damage,

6.03 The volume of the goods carried by the
Railways which is required to be packed suit-
ably for carriage is enormous—as much as 95
million tonnes or 45% of the total (of 212 mil-
lion tonnes carried by Railways) in a year. The
remaining 117 million tonnes (55%) are book-
ed loose or in bulk and do not require any
packing at all.

6.04 The existing packing conditions, which
are more stringent than those in force earlier,
were prescribed over 15 years ago. With the
amendment of Indian Railways Act in 1962, the
Railways assumed wider responsibility of a
“common carrier” instead of the limited res-
ponsibility of a “bailee”. The Railways insured
themselves against the additional risk—assumed
by them by making the packing conditions more
stringent. This followed the following observa-
tions by the Railway Freight Structure Enquiry
Committee (1955—57).

“At the time when important changes were
introduced in- respect of the procedure
relating to- the acceptance of goods and
parcels traffic, in order to bring it in line
with the amendments to certain Sections
of Act IX of 1890 passed in 1948, packing
conditions were for the first time prescribed
for all commodities carried by Railways
other than those carried loose or in bulk.
The scope of compulsory packing condi-
tion- was also enlarged,

We fecl that with the advance of industria-
lisation in this country, the time has come
to review both the packing conditions
generally and the list of commodities for
which compulsory packing conditions may
be applicd. We see welcome signs of pack-
ing Industry developing in this country.
Railways can incidentally assist in fostering
and developing this industry laying down
improved packing conditions. Hence we re-
commend that the present packing condi-
tions be reviewed.

Having regard to the fact that our recom-
mcndation contemplates railways assuming
responsibilitiecs of common carriers within
one year after the coming into force of the
revised freight structure, we recommend
that revised packing conditions, where ne-
cessary, and also compulsory provision of
packing conditions in respect of a large
number of commodities may be prescribed
and brought into effect simultaneously with
the assumption by the Railways of the lia-
bility of common carriers. Industrial prog-
ress of the country to a certain extent is
determined by the degree of care in which
commoditics are transported from place to
place and we have no doubt that industries
would respond to the conditions to be laid
down by the Railway administrations,”

Types of Packing

6.05 The goods tariff prescribes two kinds
of packing viz., Internal Packing (I/P) and
Outer Packing (O/P) conditions and these are
indicated side by side separately against each
commodity in the Tariff. Articles for which in-
tcrnal Packing conditions have been provided
must be initially packed according to the pies-
cribed conditions before they are put in the
Outer Container conforming to the prescribed
Quter Packing conditions for the same.

6.06 The rules prescribe three different types
of Internal Packing within the Outer Packing.

— Primary packing : (e.g., brown papers)
in which the articles should be pack-
ed in the first instance,

— Internal containers : (e.g., metal con-
tainers) in which the goods must be
packed before they are finally packed
in outer containers,



Protection within the outer containers :
to prevent the contents being damaged
either by internal movement or by
water etc. (e.g., the outer container
must be lined on all sides with 5§ ¢m
thick cushioning of dry grass).

6.07 There are 58 Outer Packing conditions
describing the outer packing that is considered
necessary for adequate protection. These may be
grouped according to the nature of the outer
containers as shown below :

Ezamyles of goods

—Glass or earthen or stone

containers (Acids)

—Tins/barrels{drums (Edible oils/bitumen)
—Jute bags . (Foodgrains)
—Multiply paper bags {Cement)
—Bales/rolls (Cotton/Paper)
—Wooden cases or crates {Machinery)
—Plywood Chestg (Tea}
~—3olid fibre boxes or corrugat-

ed fibre-board contsiners . (Cigarettes)
—Other materizis (bamboo

baskets, dry grassletc.) (Tiles)

6.08 Bages arc by far the most common pack-
aging used. About 3/4th of the total of 95 mil-
lion tonnes carried by the Railways annually, duly
packed, are packed in jute bags (and in some
cases in paper bags). The commodities packed
in these comprise foodgrains, cement, chemical
manures, sugar, oil seeds, oil tins, soda ash,
organic manures, bidi leaves, etc. The remaining
goods are packed in the other types of containers
listed above, mainly in wooden/ply wood/fibre-
board boxes.

6.09 “Smalls” and goods involving tranship-
ment enroute are exposed to greater hazards—
risks of damage than other goods. It is, there-
fore, obviously desirable that packaging condition
for “smalls” should be more stringent than for
wagon loads, and packing conditions for goods
involving transhipment enroute should be more
strict than those booked through to destination.
It is however, found that such distinction exists
in our packing conditions only in a few cases—
e.g., tiles (P/18 for “smalls” and P/42 for
wagon loads) and PVC Compound (P/13A for
wagon loads booked through to destination and
P/13 for wagon loads involving transhipment
enroute). We consider that similar distinction
should be made everywhere except where
otherwise considered unnecessary.
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Need for Packing Condition

6.10 The packing conditions lay down in
detail, and a lot of technical jargon, the specifi-
cations of the prescribed packing. Thus, brown
paper used for primary (internal) packing of
combs must be 130 to 150 grammes per sq.
metre and A Twill jute bags used for (outer)
packing of sugar must be 1.118 metre long and
0.673 metre wide, weigh 1.191 kgs, and must
have 8 warp threads per 2.349 cms and 9 weft
threads per 2.54 cm of the cloth. However, while
the specifications are described in such detail,
except in some odd cases (e.g. P/22 reg. Tea)
the relevant (Indian Standards Institution)
specification has not been quoted in any packing
condition even where it not only exists but has
been mentioned in the relevant packaging laws
and regulations made by the Administrative
Ministry. Thus, the Railway packing conditions
for sugar does not quote ISI specifications No.
1943—1964 to which the prescribed specifica-
tions conform though the ISI specification is
specifically mentioned in Sugar (Packing and
Marketing) Order, 1970,* promulgated by the
Ministry of Food. It appears to us that it would
be of advantage (particularly in the context of
para 6.27 below) to indicate the relevant ISI
specification in each case in the packing condi-
tions. A list of ISI standards which ISI considers
could be appropriately referred to in the Rail-
way Packaging Code is given in Statement 6.1.

6.11 At its fundamental, packaging is designed
to prevent damage and hence reduce waste—
not only of goods and materials but also of
energy and labour. The main purposes of the

shipping container may be listed under the
following headings : .

a. It must contain the product efficiently
throughout the journey (including
repacking and/or transhipment where
involved) and handling involved during
the various stages of the journey.

b. It must provide protection against
external climatic conditions and con-
taminants,

c. It must be compatible with the product,

d. It must be easily and efficiently filled
and closed.

e. It must be easily handled by the ap-
propriate mechanical or other means
likely to be used.

f. It must remain securely closed during
bandling and in transit, but open easily
and when required (as for Customs
inspection), be capable of efficient and
secure reclosure.

*Reproduced in “Packaging Laws and Regulations” by R, K. Chowdhary and M. R. Subramanian, The Book Centre, Lt(..

Rombay, 1978,7pp™278-282.



g It must communicate to the customer,
the carrier, the wholesaler and the
manufacturer all that it is necessary to
know about the product and its dusti-
nation, as well as how to handle and
open the package.

Where the product is dangerous or
potentially harmful (as for chemicals
and acids), the package must be vir-
tually unbreakabie,

i. The package must be
and cost no more than is
necessary to do its job.

inexpensive
absolutely

J- The package must be readily disposable,
or be reusable, or have an after-use
for other purpose.

Very few containers will need to satisfy all
these requirements. The emphasis as to which
particular ones predominate will be dependent
very much upon the product packed.

6.12 However, each container must satisfy the
requirement listed under item (i) above fe.,
it must be inexpensive and cost no more than it
is absolutely necessary to do its job. Increases
in the costs of materials and energy in recent
years have ensured that the days of relatively
cheap packaging are over. Packaging is now a
significant element of the cost of a product,® and
every one is therefore anxious to uwse the most
cost-effective packaging. The economy is sought
to be obtained mostly in the cost of the mate-
rials. Packaging is a very small user of energy;
there is also not mucht difference in the amount
of energy consumed in the production and re-
cycling of different packaging materials.

6.13 In addition, the packaging code must
be such that the station staff are able to deter-
mine without difficulty, and in the limited time
available for the purpose, whether the goods have
been packed in the manner laid down.

6.14 We invited the views of large firms,
industry associations, Chambers of Commerce,
Railways, etc., as also specialised institutions such
as the Indian Institution of Packaging and the
Indian Standards Institution on the changes
considered necessary. We have reviewed ]he
packing conditions in the light of the require-
ments listed in paras 10—13 above as also vicws
expressed by the various bodies. This review
has shown that the packing conditions require
some revision of a general nature, besides modi-
fications in specific cases.

13

Alumi-  Plastica Paper Tin- Glase
nium plate
Raw matorial
production 600 2:30 1:45 1-00 035

{95-3%) {78-7%) (01-2%) (88-3%) (93’5%)
Conversion to

eontainers . 0-20 040 0-05 010
(3-3%) (13-7%) (3-2%) (8-6%,)
Heating &
Lighting
factories 0 08 018 0-07 0 04 0-02

(1:2%) (5-6%) (44%) (3:4%) (50%)

Transport to
user 0-02 0-06 002 0-02 0-01

(0-3%) (2-1%) (1-2%) (1-7%) (2-5%)

Total . 6-30 2-92 1-50 1-16 038

Souson—"The Packaging media”

by F.A. Paino, Blackis
& Sons Ltd., Glasgow, 1977, P. K2, )

6.15 The packing conditions laid down by
the railways have no doubt been evolved kecp-

ing in view the trade practices, the inherent
nature of the commodies and the hazards
involved in the tranmsit and handling. The pres-

cribed packaging is also understandably some-
what stronger than it may have been otherwise
as there is almost a total lack of proper faci-
lities for mechanical handing of the Railways
and bags are handled by iron-hooks at each
stage which increases losses through scepage,
However, it is the general view that the exisung
packing conditions are rather stringent (even
allowing for the fact that the Railways generally
do not have facilities for mechanical handling )
and are possibly of compliance only at the risk
of substantial addition to the product price.
Specifically, it has been stated that the packing
conditions envisage use of materials (as for
example wood) which are heavy, and costly,
apart from being in short supply and thercfore
packing costs more than absolutcly necessary,
In recent years, considerable changes in techno-
logy and techniques of packaging in many ureas
have occurred, and it is claimed that guods can
now be effectively protected by light-weight,
more-economical, and more-convenicnt packaging
e.g. (fibre-board containers). Thus, in many cascs
(where the package is not large and the goods
are of relatively low density) consignors use solid
or corrugated fibre board boxes instead of
wooden cases for outer packing even where the
use of wooden cases is compulsory. The Raijl-
ways do not of course pay any compensation for

*In the oase of cement, the cost of packaging (in jute bags} works eut to around 20% of the ex. factory price.

{Energy used in ocontainer produotion (tonnes of cil equivalent per tonne)

80-L{P(N)616M of Railway—&



damage in such cases. The consignors scem to
prefer to use the fibre board containers never
the less; it has been explained to us that the
overall saving in the money cost of packaging
has been generally found to be greater than the
loss resulting from the damage.

6.16 Almost all trade interests have repre-
sented to us that the Railways should allow
greater use of solid and corrugated fibre board
containers. At present these are allowed for
packing of 15 commodities®* when booked in
wagon loads and “smalls” consignments in a
few cases. However, the Railways allow any
parcel to be packed in fibre board boxes where
the package does not weighmore than 25 kgs
and docs not contain excepted articles, inflam-
mable goods or articles for which compulsory
packing conditions have been prescribed.

Types of Packing Materials

6.17 The use of corrugated material for pack-
ing purposes was patented in USA in 1871, By
20th May, 1895, these boxes were becoming
accepted by the carriers, as is evidenced by a
letter from a Wells Fargo agent that states,
“The new cellular board shipping box which
you sent to our office has been tested and I
am pleased to say has borpme, without damage,
such handling as it would probably be calied
upon to stand in ordinary transportation. I con-
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sider it superior to the wooden crates commonly
used around paste-board boxes. Our drivers will

be authorised to receive goods packed in these

boxes for transportation.”’{ In 1914, the Inter-

state Commerce Commission of the United
States made a ruling that the Railways would
no longer discriminate against fibre board cases,
and that they could be carried for the same
charge as timber cases.t

6.18 In the modern world, wood is normally
used only when the package is large or, even
when it is small if the product is of high density.
Thus, wooden cases and crates are used extcu-
sively for weights above 100 kgs. and for heavy
machinery and the like. Solid and corrugated
fibre board is now the favoured mnterizl for

light density products which can be acc.inmo-.

dated in small packages. The normal range of
weight which solid and corrugated fibre board
cases carry lies between 5 and 20 kgs but they
can be made to hold heavior loads, aud with
special fittings and reinforcement :
penels/dividers made from hard board or tim-
ber) this range can be extended upto, say,
100 Kgs. The fibre board containers are widely
used now-a-days for all types of merchandise.
Food-stuffs and household goods are probably

(c.p. side |

the largest field of use ; they arz also usid for
packing light engineering components, domestic
appliances, ctc. Limitations on the use of fibre
board may be imposed by its resistence to cli-
matic conditions. Weather proof boards of
various types are made, but the degree of wea-
ther resistence varies from type to type and also
increases the cost. Of the four hazards of trans-
port (para 6.02), drops and compressive forces
cause the most damage to corrugated cases.

6.19 While solid fibre board is a better con-
tainer for certain products, tue corrugated fibre-
board is a more suitable container for other
products. The considerations which can apply
in specific circumstances are listed in Statement
6.2.% '

6.20 We consider that the Railways should
allow greater use of fibre board containers in
wagon loads, “smalls”, and parcels in the light
of the foregoing. Normally the maximum weight
per package may be limited to 25 kgs in parcel
service and wagon loads and 20 kgs for
“smalls” consignments. However, packages
weighing upto 100 kgs may be allowed if the
cases are suitably reinforced. Products liable to
damage by wet should not be packed in fibre-
board boxes unless weather proof board is used.
In goods traidc, their use may be restricted to
consignments not involving transhipment; and in
the case of “smalls”, it may be further restricted
to cases which do not involve a haul of more
than, say, 1000 kms.

Hailing of Consignments

6.21 As stated in para 6.15, there is almost
tot:l lack of mechanical handling facilities on

the Railways. The rough handling to which goods

are subjected to in the course of manual hand-
ling is an important cause of damage to goods.
Such improper handling causes more serious
I'nzards and, in turn, necessitates stronger pro-
\-ctive packing involving higher costs. We have
drawn attention elsewhere to the peed for more
careful handling and use of atleast simple mecha-
nical devices for this purpose, It would obviously
not be possible to substitute use of fibre board
for timber as packing material to apy large ex-

tent unless the goods are handled with greater .

care, and we would therefore urge again that
effective steps should be taken to improve hand-
ling. It may be mentioned here that it has been
brought to our notice by Hindustan Teleprinters
that their machines packed in corrugated fibre
board boxcs despatched by Railways are suffering
extensive damage, although prior to their intro-

duction the fibre board boxes had undergone -

*(igarettes, crown cork, flattencd ting, condensed milk, milk powder, coffee powder, footwears, ennmelled ware, glass tumbler;s
lanteras, NOC, soap iu cakes blocks or bars, unassembled parts of tin containors, printed tinned sheets, tinned discs, tea n

packets. . o
J“The Packaging Media" by
1Ta

o 1 .
F. A. Paine, Blackio & Sons Ltd., Glasgow, 1977. pp. 1-89.
ken from “The Packaging Media" by F. A. P'aine, I'lackie & Sons Ltd., Glasgow, 1877, pp. 1-06—1.97, - - .-



vfgorous_ tests and had also been approved by
the Indian Institute of Packaging and the boxes
lcarry the legend “Handle With Care” in bold
ctters.

. 6.22 Incidentally, some of the existing pack-
ting conditions (as for example 20-A) which

permit use of fibre board cartons in 25 kgs

packs do not provide for strapping of the car-
tons. It has been reported that, in the rcsult,
flap doors of the containers get open in transit,
resulting in spillage of the contents. It is
thought that, to afford better security to the con-
tents of the cartons, the packing conditions

should be amplified to provide for their being

sccured by non-metallic stripping like carris-
trip/nylon straps, atleast two straps being pro-
wided girthwise,

Qualified Railway Receipts

6.23 Some of the packing conditions are
compulsory while others are optional. The rules
require that the goods for which packing con-
ditions are compulsory should not be accepted
for booking unless the packing conditions are
compiled with (or more superior packing is
used). All the same, the Railways do not ordi-
narily refuse booking of even such poods when
the packing conditions are not complied with.
However, in these cases, as also where optional
packing conditions have not been complied with,
the station staff qualify the Railways receipt
(RR) with the remark that ‘packing conditions
not complied with’.

6.24 It may be explained here that it is very
difficult, if not impossible, for the station staff
to determine whether even the outer packing
conforms to the specifications laid down. This
is because the staff do not have the time, and
much less the technical required, to determine
whether the specifications have been complied
with. In these circumstances, the staff are inclined
to safeguard the Railways’ (and their own)
interests by qualifying the RR with the remark
“packing conditions not complied with”, It
has been observed that this remark appears
more often than not on the RRs and it has been
allcged that it is made mechanically without any
examination of the packing. We found that many
stations had got rubber stamps, incorporating
these remarks, manufactured, and used these to
avoid writing the same remark again and again
on the RRs. The consignors resent this as it
handicaps them in getting compensation for
damage.

Procedure for revision of Packing Condition

6.25 The undesirable state of affairs describ-
ed above can be avoided only if :

(a) the packing condition names the rele-
vant ISI etc. specification; and

(b) the shipping container used is (i) new,
& (ii) bears a mark of “Quality” or
approval as evidence of compliance
with the prescribed specifications,

This is the practice abroad almost cverywhere.
In India, plywood chests uscd for packing tea
for export are required to bear the ISI certifica-
tion mark vide Yea (Distribution and Export)
Control Order, 1957.*

Only munufactures licence by 1SI to do so,
under the ISI (Certification Marks) rules and
regulations, 1955, can put the ISI certification
mark on the containers manufactured by them,
The licence is given only after thorough’ testing,

6.26 The producers of goods are intercsted as
much as thc Railways, if not more, in damagc-
free carriage of their goods. The packaging re-
quired for the product depends on its nature and
the hazards to  which it is exposed at various
stages of disivibution and producers should know
these best. Sccondly, the adequacy of a parti-
cular packaging media for a product can be
properly dctermined only by a carcful study of
its propertics in relation to the hazards occur-
ring in the particular distribution systcm in a
fully equipped luboratory staffcd by experts in the
field, supplemented by adequate ficld trials in
actual condition of transport. In these circum-
stances, we thought the revised packing conditions
should be prepared by the producers them-
sclves and got checked by them by an expert
institution such as the Indian Institute of Packa-
ging (1IP) or Indian Standard Institution (ISI).

Accordingly, we asked a number of large
manufacturers and industry associations to sug-
gest the revised draft of the packing conditions
for their products and get it checked by IIP/
ISI. Where necessary the revised packing con-
ditions could make scparate provisions for (a)
smalls and wagon loads, and (b) consignments
requiring transhipment en route and those book-
¢d through to destinations.

6.27 As explained in paras 24—25 above it is
not practicable for the station staff to verify in
each individual case whether the (})acking condi-
tion have been complicd with and this difficulty
can be overcome only if the container is new and
bears a mark of ‘quality’ or approved as evidence
of its compliance with the prescribed specifica-
tions. We therefore asked the firms and industry
associations in question to confirm that they will
have no difliculty in following the following
procedure :—

(i) the container uscd should be obtained
only from the suppliers borne on an

*Reproduced in “Packing Laws & Regulations” by K. K. Chaudhary and M.R. SBubramsnian. The Bk Centre Ltd.

Bombay, 1978 pp 282.283.
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approved list of manufacturcrs who
are certified to manufaciure the con-
tainers to the required specifications.
The list of approved suppliers could
be prepared by, say, the 1IP/ISI after
suitable inspection of the manufactu-
rers works and processes,

the container/packing should be pro-
minently marked by the manufacturers
with an approval stamp (guaranteeing
that it complies wih the technical re-
quirements laid down in the Railways’
packing condition).

the sender should state in the for-
warding note that the packing is new
and it bears a stamp of quality or
approval as mentioned earlier.

(ii)

(iii)
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6.28 We assured the firms and industry asso-:

ciations that the Committee would
favourably revision of packing conditions as
may be acceptable to both the shippers and the
IIP or ISI provided the conditions mentioned in
the preceding sub-para are acceptable to the
shippers. Nevertheless, there was very poor res-
ponse to our approach. We received only two
or three proposals for revision of the packing
conditions and these are being examined further
by the Railway concerned. Unfortunately, how-
ever, even in these cases, there was no positive
confirmation that the firms concerned would be
willing to comply with the conditions mentioned
in para 1.27 above.

6.29 Although the response to the proposals
made above has been disappointing, we consider
that the action on these lines would be the only
practicable way of revising the packing condi-
tions in the light of the varying requircments of
diffecrent products aund in line with the modern
business practice. We arc confident that large
firms and industry associations would in due
course take action on these lines in association
with IIP and 1SI as it would benefit them in the
Jong run—it will bring down the cost of packag-
ing to the minimum necessary to do its job
ellectively and enable consignors to get compen-
sation for damage when it occurs. We therefore
recommend that further action be taken on

these lines.

6.30 It has been brought to our notice that
suppliers of packaging are likely to charge more
if they are required to ceritfy on each package
that it conforms to the required specifications.
In view of this, and as an incentive for expedi-
tious adoption of the use of new standard pack-
ing, the Railways may allow certain tariff reduc-
tion for the conveyance of goods despatched in
new standard packings bearing IIP/ISI certi-
fication mark denoting compliance with the
prescribed  specifications.  The amount of the

consider '

rebate would depend on the circumstances of the
casc and may be determined by the Railway
Board as each revised packing condition is
finalised.

6.31 At the same time, the Railways should
take steps to identify products which are getting
damage, or are damaging railway wagons, due
to inadequate or inappropriate packaging and
develop revised packing conditions therefor in
consultation with appropriate specialised agen-
cies. Examples of the first variety are transfor-
mers (Central Railways), Poppy seeds (South
Central Railway) in goods tratfic and edible oils
in tins (Central Railway) booked as Parcels.
Such products could be identified by a joint team
of the Railways and IIP/ISI and the revised
packing conditions therefore developed in con-
sultation with these instituiions. Steel is an
example of the second variety. It is understood
that the RDSO has already done a great deal of
work in developing revised packing standards
for steel in consultation with the producer, and
these would be finalised before long. In both
the cases, of course, the consignors should be
given a suitable rebate in freight charges, when-
ever goods are packed in conformity with the
new standard packing and the packaging bears
a mark of “quality” or approval as evidence
of the fact that the prescribed standards have
been observed.

Adoption of Improved Packing

6.32 The railway should also take advantage
of the research being conducted by certain in-
dustry associations to improve packing with a
view 10 reducing losses in the course of distri-
bution. A case in point is cement : -

(a) Almost all cement produced is distri-
buted in ‘DW Cement’ jute bags, mainly in new
bags and partly in old bags. The ratio of old to
new bags is fixed by the Government and it
is now 80 mnew: 20 old. Due to the porous
nature of the jute fabric, and multiple handling
of bags at various points, there is a large see-
page of cement. Moreover, bags are handled by
iron hooks during loading and unloading and
this increases the loss through seepage. The
overall loss of cement through scepage—whether
transported by rail or by other modes of trans-
port—is estimated to be between 1.0 to 1.5
million tonnes and in terms of value this means
a loss of about Rs. 25 to 35 crores at current
domestic prices. \The loss from used bags is
undzrstandably more than from new bags—we
were told that tests carried out by one major
cement manufacturer had shown that a mix:
of 80 new: 20 old bags results in a loss of
6.75% at the point of consumer delivery and
this is reduced to 6% if only new bags are used.
It is thercfore obviously desirable that only new
bags should be used. The additional cost in pack-



aging would be more than offset by the saving
in cement. Further, the Cement Research Insti-
tute has designed a double hessian bituminised
bag, and Anglo India Jute Mills is developing a
more closely knitted bag than the existing jute
bag. We were given fo understand that the use
of the improved design bags is expected to con-
siderably reduce the losses through seepage, and
on the whole their use would be of advantage
even though each bag would cost more than
the existing bag. Railways should pursue the
question of prescribing use of only new bags,
preferably of the improved design, and change
the packing conditions accordingly, a suitable
rebale in tariff being granted where new design
bags with ‘Quality’ or ‘approved’ mark is used.

(b) At present only 1 per cent of the cement
produced s distributed in bulk. This is in
marked contrast to the pattern. in other coun-
tries where the major part (over 90% in USA)
is distributed in bulk. It is understood that tests
have established that significant economy can
be achieved by distribution of cement in bulk,
and it has therefore been suggested that it will
be highly desirable to arrange for transport of
naked cement in BOX wagons (with bituminised
paper or hessian sealing of all exists and open-
ings) and BOX wagon loads of drums (hold-
ing capacity 250 kgs/drum). In our view, the
Railways should take steps to promote trans-
port of cement in bulk and, in order to en-
courage i, the Railways may consider grant-
ing a tanff rebate on cement despatched in
bulk.

The price of cement is fixed by Government
taking into account the cost of packaging and
transport. In this case, therefore, action on the
lines mentioned above would have to be taken
in concert with the Ministry of Industry.

6.33 We have received a few specific  pro-
posals for change in the packing conditions of
certain commodities. The particulars of these
are given in Statement 6.3. M/s. Hindustan
Lever Limited, who have made the proposals
listed at S. No 6, 7 & 8, have stated that “we
are also arranging to get these packaging condi-
tions certified by TIP”. In the case of eges
(S. No. 17), it is understood that Northern
Railway is already accepting eggs packed in the
manner proposed which is stated to be in ac-
cordance with the trade practice, and apparently
the fibre board corrugated packing has been
found to withstand the hazards of risk involved.

© 6.34. We would suggest that all these cases
may be dealt with in the light of our general
recommendations in paras 6.29 to 6.32 above.
In the meantime, the packaging conditions may
be modified experimentally on the lines pro-
posed by the Railways as indicated against each
item in the statement, :

77

Special Conditions

6.35 Apart from the internal and outer pack-
ing conditions referred to earlier, there are 53
special conditions applicable to different com-
modities. Some of these are in the nature of
packing conditions; the special condition 27
reproduced below which applies to grains and
pulses, oilseeds, sugar, etc., is one such coadi-
tion,

“Consignments when in wagon loads should
invariably be protected at the doors with dun-
nage maierials by the consignor. The dunnage
will consist of six bags, three on cach side of
the flap door except in case of trallic involv-
ing transhipment from Broad Gauge to Metre
Gauge or Narrow Gauge wagons when the num-
ber of dunnage bags, provided must be twelve.
The bags should be stuffed with suitable materials,
such as crushed sugarcane (baggasse), paddy

husk or straw, and the size of a dunnage bag

should not be less than 100 cms x 60 cms with
a minimum thickness of 30 cms. The bags shall
be placed in a vertical position side by side so
as to fully cover up the flap door crevices, These
bags will be carried by the railway to the desti-
nation station free of charge.

NoTE :—The Railway will not accept

goods for booking if S/27 is not complied

with."”

The condition is compulsory i.e. unless it is
complied with, the consignment will not be
accepted for carriage. However, it is obscrved
that, in practice, the station staff do not reject
the consignments where the dunnage required
by the special packing condition is not pro-
vided, but accept them for booking even
though the special condition has not been com-
plied with. It is practically not possible to ensure
strict observance of this condition also because,
in some cases, loading cannot be supervised by
the staff when the number of wagons being
loaded is heavy. The partics also, in some cases,
threaten diversion of the traffic to road in case
compliance of this condition is insisted upon.

7 6.36 In view of the position explained, we

recommend that the existing specified condition
27 should be made optional. In the event of its
non-compliance or improper compliance, instcad
of rejecting the booking of the consignment,
suitable remarks regarding its non-compliance
or defective compliance should be obtained from
the senders on the original Forwarding Note
and reproduced in the Railway Recepits so as
to protect the Railway liability for the losses/
damages arising from such non-compliance of
or improper compliance of this condition.

Amending Packing Conditions as a Trial Measure

6.37 It appears that at present packing con-
ditions are amended only by the Railway Board
and this normally done on the recommendations



of the Commercial Committce. The existing pro-
cedure involves a lot of delay, and, in the cir-
cumstances of the case, often the decision has
to be made without adequate practical expe-
rience of the behaviour of the proposed packing
in actual conditions of transport. We would
supgest that the individual Railway administra-
tions may be authorised to amend packing con-
ditions at their discretion as a trial measure for,
say, onc¢ year, in cases of the following types :
(a) in local booking only.
(b) inter-Railway booking not involving
transhipment where the other railways
concerned also agree to the change.

The existing procedure may, however, conti-
nuc to be followed where a general change
applicable to all Railways is made.

Packing Condition for Export Traffic

6.38 The packing conditions for goods meant
for export must be in conformity with the statu-
tory orders issued by Government therefor.
This is not so at present in certain cases e. g.
Textiles. Details of the rules made by Govern-
ment in this connection are given in the publi
cation “Packaging Laws and Regulations” pub-
lished by the Indian Institute of Packaging. The
Railways’ packing conditions should be revised
suitably wherever they are not in accord with
the statutory orders on the subject. In regard
to imported cargo the existing rules provide
that “imported cargo with original packing
even when not conforming to the packing con-
ditions prescribed in this Tariff may, except in
the case of goods falling within the scope of
I. R. C. A, Red Tariff, be accepted by Port
Authoritics for dcspatch by rail provided the
original packing is sound and equally good and
the cargo booked immediatcly after unloading
from the ships before delivery to the consignees
or from the transit sheds at the Ports.” The
existing rule is reasonable and we do not recom-
mcnd any change. ‘

Recommendations of the Estimates Committee

6.39 The Estimates Commitiee (1978-79)
have recommended that the Railways should
hold exhibitions at important places to educate
the trade and industry as to how heavy and
fragile consignments can be economically packed

and damage and shortage in transit avoided.
We commend this idea. ‘
StaTEMENT—8-1
List of Indian Standards on Transport
Containers '
sl I8 Title
No.

Plastio Containgrs
1 6312—1920 Polythylene containers for transporting
liquids (5 litres and above) (first revi-
sion) (under print) :
2 7959—197@ Polythylens jerry cans for foam coms
~pounds’ * "~ . )
3 1613—1960 ¥Milk¥hottleTcrates M ¥
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8l

IS

No.

Title

&

oo

10
11

12

13

14

15

16
17

18

19

20
21
22
23

‘24

25
26

27

23
29

30
a1
32

33

34

35
38
37

1783—1974
9161975
2552—1979

3676—1977
6682—1970
9445—1980

1825—1971
1373—1967

8716—1970

2. Metal Containers

Drums large
18-litre square ting (second revision)

Steel drums (galvanized and ungalva-
nized (accond revision)

Bitamen drums (first revigion)

Open top drums and kegs

Aluminium ocontainers for packing of
liquid pesticidis (5 litros and above)
{under print)

Aluminium milk cans (first revigion)

Tinned milk steel milk cans (second
revision)

3. Glass Containers

Glass carboys

4. Papor and Paper Board Containers

277T1(Pt I)
1977

27T1%(Pt
11)—1975

7140—1973

7601—1975
9313—1979

1503—1979
2674—1904
3071—1965
3788—1966
3805—1979
7630—1975
7698—1975

10-(Pt-I)
79921975

8725—1978
8720—1978

100Pt ¥)—
19768

1943—19684
25661965
8115—1976

3084—1987
3344—1985

81171976
2874—1964
37901964

Fibreboard boxes, Part I Corrugated
fibreboard boxes {first revision)

Fibreboard boxes, Part IT Solid fibre.
board boxcs (first revision)

Fibreboard boxes for canned sea foods
for expaort ‘

Fibroboard drums for general pur};osea

Corrugated fihreboard hoxes for the
export packaging of glass jars and
bottle filled with processed foods

5. Wooden Containera

Woodoen packaging cases (first revision)
Plywood eases—battened construotion’

Wooden crates

Wooden boxes for packaging of apples

Pent-top wooden oases

Plywood drums -

Returnable wooden orates .
jotarn or vege

Plywood tea ochest, Part I Gleneral

Plywood cases for packing tobaoeo for
export :

Wirebond wooden boxes
Wirehond wooden erates

Plywopd toa chest, Part V Assombly and

packing
8. Jute Baps

A—twill jute baps

B—twill jute bags

Double hessian
cides

DW-flour bags

DW_ tarpanling jute for
¢oina

DW tarpauling jute bags for pesticides

Heavy cee jute bags

Hessian baga

jute bags for pesti-

packing (mint)




BTATRMENT §-1—concld.

18 Title

38
39

40
41
42

43
14
45

6340—1971

High density polythylene woven sacks

8009—1976 High donsity polythyleno woven sacka

for packaging of pesticides

2580—1065 Jute bags for packing cement
2875—1984 Jute Corn sack

7406—1974

Taminated
fertilizers

j'nte‘ bogs for packaging

37904—1966 Liverpool twill (L-twill) bogs
4856-—1968 New Jute woolpack
5696—1970 Posted bags

STATEMENT——6.2

Soh'd Versus Corrugated Fibre Board Cartons

From a technical point of view, cither solid
or corrugated fibreboard can be used to give
‘a satisfactory package for almost any type of
commodity, and hormally the deciding factor
as to which is preferable is the relative cost. In
certain instances, however, there may be an ad-
vantage in using one material rather than an-

other, and the following considerations

which

can apply in specific circumstances are worth

noting :—

1.

- projections. Very irregularly

" tances

Solid fibreboard is more resistant
puncturing, both from external hazards
encountered in transport, and also
when the article packed possesses sharp
shaped
bolts, are more likely to puncture a
corrugated case than a solid one.

Solid fibreboard is more resistant to
wet or damp conditions than corrugat-
ed fibreboard, although the water
resistance of both materials can be
improved by various technical means.
In particular, wax impregnation and
coating with polyethylene are used to
improve weather resistance of board.
At least one UK company manufac-
tures a resin-and-glass-fibre-reinforced
corrugated board which can be used
to produce cases shipped by deck
stowage.

Although both types of cases are prin-
cipally used as single-journey con-
tainers, there are a mnumber of ins-
where several journeys are
required from one container. This
type of usage occurs principally where
the manufacturer of the product has
a closed distribution system in which
the chances of loss of an empty con-
tainer are relatively small. In this type
of distribution system the case is de-
livered with its contents to the retailer,

and empty cascs from the previous
dclivery collected at the same time.
Solid fibreboard gencrally gives better
results for two main reasons. Firstly,
it lasts longer, since the board cannot
become crushed and, secondly, slight
damage to the container is more easily
repaired with gummed paper tape.

When the density of the product pack-
ed is high, solid fibreboard frequently
gives better results, because under
these conditions corrugated board is
liable to become crushed and to loose
its strength.

Solid fibreboard in the United Kingdom
is normally madc from waste, waste
pulp lined on one side with a pure
kraft sheet. The waste pulp, parti-
cularly when the manufacturing mill is
located near tidal waters, is liable to
contain excessive amounts of chloride,
and this can cause trouble where metal
articles are packed by promoting cor-
rosion. This disadvantage of soild fib-
reboard is, to some extent, offest by
the fact that corrugated fibreboard
bonded with silicate of soda can be
equally corrosive if in contact with
certain metals, such as aluminium. In
both instances, however, arrange-
ments to prevent contact between the
board and the mectal are fairly easily
made,

Where the contents of the package do
not fill the case complctely, corrugated
fibreboard may have some advantage
because of its greater rigidity. This
greater rigidity is also of advantage in
respect of the resistance of the con-
tainer to the crushing forces produced
by stacking, and therefore such con-
tents as cartoned good might be pre-
ferably packed in corrugated board.

For packing canned goods, opinion is
divided; some users consider that
solid board is better, since the rims
of the cans bury themselves in corru-
gated board and cause looseness of fit
within the container; others prefer
corrugated board because of the better-
quality interior surfaces, In all proba-
bility the answer here is dependent on
the method of marketing.

When the product to be packed is
relatively light in weight, e.g., such
commodities as breakfast cereals or
soap flakes in cartons, the corrugated
fibreboard case is almost invariably
cheaper than the lightest-weight solid
fibreboard case producible. Efficient
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protection of the contents is achieved In modern industrial packaging applications,
with a very light corrugated board corrugated cases are often used with plastics
ge:tael:fgl. of the great rigidity of  this liners for liquids. There is also a growing use
9. In certain instances, combination of of systems using fibreboard and shrink wraps,
solid and corrugated is better solution e.g., in the packaging of liquids in glass bottles
th.ag Ci'ih;rbaloge‘ di Qgrmgatec(li caslgg it is possible to eliminate dividers between the
c‘:‘::es S\’;:vilth c%iiugatff'gﬂf;oﬁﬁds,s‘;:e bottles, holding them tightly together in a tray
examples. with a shrink wrap.
Starammwr—6-3

Proposals for change in Packing Conditlons for certain Commodities

8.No. Name of the Commodity Present Packing Suggested Packing Railway's recommendations
1 Tolophone & Telegraph Instruments Wooden boxes (P{17) 6&7—ply corrugated Central  Railway has re-
{Indian Telephone Industries) . oard hoard boxes in commended that the sug-

26 kg, packs.  gested use of 7-ply boxes

. may be accepted for con-
signments moving in wagon-
loada not involving tran-
shipment only.

2 Bol beaping and drilling rode Deo. Corrugated fibre (entral Railway has not re.
: board cartons commended the suggested
- packing, a$ corrugated fibre
"board ecartons eannot with-
stand the heavy weight.

8 Electrio bulba ond tube lights Do. Do. _ Contral Roilway has nog
(Picoo Electronics) ‘ L recommended ti.e@ Sugpgested

' : paching, the artjgles being

* handled by manggl labour

and are included in the

list of ‘Excepted Articles’.

4 Hawai Light-woight chappals Do. Do.. »  Hastern =RailWay hes ro.
L commended adoption  of
the Bsuggested packing
in case of wagon-load con.
signments not  requiring
transhipment  en = poufp
, 88 hawai chappals are not

susceptible to wet damg
T and cardbosrd boxes with
- . nylon straps being strong.

Ton §-ply corrugated bex  3-ply eorrugated box N.F. andS$.E. Railw,
o ton Tndin Lid.) (P155) not recommended :ﬁzphtfi‘;:
of 3-ply corrugated oard.
. bogxrd containers, the agme
\ oy bgmg not consideted fit for
. S withstanding  the transit
. . hazard. 8. E. Railway hag
' ~ also not recommended a8
; consignments of tes packetg
: . packed in 3-ply corrugated
.. fibreboard containers booked
. from Shalimar are figurin,
In  considerable numpep
of olaimg on Central gpg
Western Railways.
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STATRMENT—8' 3—contd.

8.No. Name of the Commodity

Prosent Packing Suggested Packing Railway's recommenda.

tions
6 Toilet requiromonts, i.e., blades, shav-  Internal-~1P[2(a),3(a), M/s. Hindustan Lever Lid
ing cream, tooth paste (IMHindustan 3(b) aro getting thoeir snzgested

Leaver)

7 Soap, f.e., toilet soap, laundry soap

{Hindustan Lever)

8 Edible gils and fats (Hindustan Lever)

Externnl—Wooden

packing conditions  ocerti-
cases (IP/17)

As given in the firm’s fied by the Indian Instituto.
letter, copy in stato- of  Packawing, DBambay,
Internal—<1{c), 3{h), ment 6 4. Thoy have il copdunted
External _PJ7, 1'J117, extensive trinls and have
Internal—Nil promised to furnish their
External —Tin plate ropost, on trinla to Westorn
containers (P/3) J and Central Railways,

. 9 Motor car, rubber tubes {Promier Tyre Co.) Wooden boxes (Pf17) Gunny bags Western  Railway has not

recommended  adoption of
the suguosted pooking,
there being chanees of
rubber tubes getting punc-
tured whon the packets
comeo in contact with other
' sharp-odged  packet/packa-

ges.
10 Sanitary wares (Hindustan Saintary- Wooden eases (Pf17), Grass Northern Railway has
‘ ware) {P/19) recommended accoptanco

[ .

‘11 Paper {Amihra Paper Milis) '
t : - . ! N i

H

12 White Jeera. {Unjha Ch&mber of Com-

. Ierce)

Yo

13 Fibre glass M/S Fibre Glass (Pilkington)

Lot
A i

) 14 Latex (Rubber ‘Crudo) M]S Hindustan

Latex Ltd.)

t

TR 1 Tall-Beorings

o

F

Woodon boxes (Pf17)  Corrugated boxes st

Fibroboard eartons with

of sanitaryware8 wrapped
wooden ends(P/20)

in grass packing in case of
wagon-load oconsignments
not  requiring tranship-
ment.

Bales or Bunidles pack- Water-proof mate- S.C. Railway has rocommen.
ed in strong paper rials (e.g., polythene ded adoption of the pro-
(P/16) or ccllulide fibre} posed packing  provided
outer covering is of fully
Gunny socurely tied bituminised gunny.
(P/26)

Rolls sscurely tied and

completely  covered

with gunny (P/34).

Double Jute bag (P'/7(#)) Single Jute bags Western Railway has not
(P/B(cr)) (P/12) recommended  adoption  of
the suggrsted packing, as
jeers, soeds, besides being
i , coutlier, are vory sharp
and without doublo pack-
ing  their transit will not
be eafe.

Wooden boxos (P/17) B Ply corrugated] They have been sddreared

card board boxes or | to get their proposed pack.
polylined  hession [ ing oconditions chocked by

bags. the Indian Institute of
Packaging/Indian Standard
Instituto.

Railway Risks
PARCELS TRAFFIC

Wooden boxes Fibreboard boxes Central Railway has not
recommoended the suggestod
packing, a8 corrugated fibre-

‘ ‘ board cartons cannot with.

stand the heavy weight.




STATEMENT—8 3—concld.

S.No.  Namo of the Commodity

Present Packing

Suggzested Packing Railway’s recommendations

16 Chikoo {fruit) Basket

17 Eggs Basket

Fibreboard/cardboard Central ~ Railway has mnot

boxes recommended acceptance
of the suggested packing
as fresh fruits are bound
to emit some moisture
which will make the carton
wet  and consequently
damage.

Corrugated  boxes Northern Railway is already
(with inner packing accepting eggs in the pro-
of egg trays) posed  packing and the
same has been found to

" withstand the  hazardsf

risks involved.

STATEMENT—0.4

Packing Conditions for Soaps, Toilet requisites,
Refined Oils and Milk Food suggested by
M/s. Hindustan Lever Ltd.

Packing conditions for toilet soaps/laundry
soaps/detergent bars/cakes:

Inner packing condition—The individual cakes
should be wrapped in wax paper/grease proof
paper/polycoated paper. These cakes should be
placed in an outer 3-ply corrugated box, in seve-
ral layers, either on face to face or side to side
or end to end.

Outer packing conditions—The outer box can
be made of either 3-ply/5-ply corrugated box
or solid fibre board. Depending on the weight
content the grammage of solid fibre board shall
vary from a minimum of 120 GSM upwards. The
bursting strength and other properties of corru-
gated box should generally conform to the mini-
mum requirement of IS 2771—1977. The gross
weight of the outer box should not exceed
20 kgs. The corrugated layer would be made of
either A (36 flutes/foot) or B (52 flutes/foot) or
C (42 flutes/foot) flutes, The top and bottom
flaps must be glued properly from inside. The
adhesive used for box fabrication should be of
good quality and should not discolour the printed
matters on the surface. The box should be marked
with a stamp ‘RSC' (Railway specification
cleared) provided this has not the above speci-
fications.

Packing Conditions for Synthetic Detergent
Powders:

Inner Packing Conditions—Synthetic deter-
gent powders must be initially packed in
fibre board cartons lined with a layer of bitumen
or polyethylene or hot melt or saran (PVAC) for

moisture protection. Alternatively these can be
packed in paper/polythelene bags or/plain poly-
thelene bags properly sealed. The strength of the
carton/sachet/bag should be sufficient to with-
stand normal damages like buckling/building,
tearing etc. These cartons/bags are to be placed
in a corrugated outer box.

Outer packing condition—The corrugated outer
box shall be made from 3-ply or S-ply kraft
paper/millboard or unbleached duplex board
with grammage of 120 GSM and upwards. The
corrugated layer may be made of either A flute
(36 flutes/foot) or B flute (52 flutes/foot) or C
flute (42 flute/foot). The B.S. and other pro-
perties should generally conform to IS 2771-
1977. The outer ply should be preferably made
of bitumen or polyethylene lined kralt paper to
make the box water resistant, The box should
be closed properly by gluing from inside. The
gross weight of the box should not exceed 20 kg.
The inner cartons should be arranged vertically
while the bags/sachet is stacked horizontally
inisde the outer box. The box should be marked
with a stamp *“RSC” (Railway specification
ci:ilcared), provided this has met the above speci-

catjon.

Packing Condition for Edible Oils and Fats :

Inner packing conditions—The edible oils and
fats should be initially packed in hermetically
sealed tins, polyethylene jars or plastic pouches
or lined paper board canisters. The seal/seam
should be such that there is no leakage from the
seal/seam joints in any of the above mode of
packing. The pack strength should be sufficient
to withstand normal handling/journey conditions.
The unit weight of inner packs would vary from
50 gm to 25 kg.



Outer paclging conditions—Tins are normally
despatched without any other outer box by using
hay/straw between layers as dunnage. Wherever
an outer box is required for any of the above
inner packs it should be made from 3 ply/5 ply
corrugated box with ply grammage 100 GSM.
and upwards. The fiuting should be either A (36
flutes/foot) or B (52 flutes/foot) or C (42
flutes/foot). The corrugated box should conform
generally to IS 2771-1977 for Bursting strength
and other characteristics,. The box should be
marked with a stamp “RSC” (Railway specifi-
cation cleared) provided this has met the above
specification, .

Packing condition for Toilet Preparations:

Inner packing conditions—The individual
glass bottle, aluminium tube, plastic jar etc. con-
‘taining toilet preparations should be packed in a
suitable carton made of duplex board of “E”
fluted board. The inner cartons are placed into
secondary intermediate cartons with suitable pro-
tection of partitions and layer cards as necessary.
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Secondary or interincdiate packing conditions—
The unit cartons are eithcr bundled with kraft

_paper or shrink wrapped by shrink polyethylene

film or placed in a secondary corrugated board
carton with or without partitions. The function
of secondary or intermediate packing is to pro-
vide a reasonable collation of unit cartons and
additional protection. The corrugated box, if
uscd, may be of three ply grammage 80 GSM
upwards.

Outer packing conditions—The outer box
shall be made of cither 3/5-ply corrugated or
solid fibrcboard box or plywood/wooden  casc.
The corrugated box should be made from 3 or 5
ply kraft paper or mill board or unbleached
duplex board with ply grammage 129 GSM and
upwards. The bursting strength and other pro-
pertics should generally conform to 1S 2771 of
1977. The box should be marked with
a stamp “RSC™ (Railway specification cleared)
provided this has met the above specifications.




CHAPTER VII

MISCELLANEOUS COMMERCIAL MATTERS

Crane Charges

7.01 In terms of Rule No. 128(2)(e) of
IRCA Goods Tariff, the loading and unloading of
heavy machinery, long timber or other heavy
articles weighing one tonne and over per piece
is to be donc by the consignor/consignee. When
a consignment is of such a size and weight as to
make it necessary to use crane power to load or
unload it, the owners have thus the option of ar-
ranging for loading/unloading themselves, but if
a hand, stcam, petrol, electric or diesel crane be-
fonging to the Railway is used, the following
charges, as prescribed under Rule 130 of IRCA
Goods Tariit, are to be levied:

Lifting Chaiges
capacity  per hour
of the or part of
orane an hour
{Tonnes)
L 4 A o A h]
{a) Fixed hand crane . . . of all 7
lifting
copacities
() Travelling hand crane . J 1—10 35
111—20 54
{¢) Fixed or travelling Steam/Petrolf 1-10 54
Eloctric/Diesel Crane »  11=20 72
21—3¢0 84
31—100 90
101 and 156
above

There was no standard crane charge provided
in the Tariff prior to 1961, and it was left to
each Railway to fix the same. It was only in
1961 that the crane charges were standardised
and provided in the Goods Tariff for uniform
application over all the Railways.

7.02 The charges at present notified are those
revised in 1976-77. We have considered the ele-
ments taken into account in working out the
costs and are of the view that these are reason-
able. These costs are worked out on the basis
of one shift of 8 hours per day. We consider
these to be reasonable as costs worked out on
the basis of average number of hours worked
would be abnormally high.

(34),

7.03 1t is, however, necessary to escalate these
charges by 30% for arriving at the current
charges. These charges will also have to be es-
calated from time to time as in the case of
freight charges.

Crane Haulage Charges

7.04 Each Railway has nominated certain sta-
tions where cranes are available for public use.
When a crane requisitioned for is brought from
a station other than the nominated stabling
station, baulage charges for the distance from
the depot station from which the crane is sent
to the point where the crane is required and back
to the depot station are levied subject to the
usval minimum distance for charge of 40 km.,

per trip in terms of Rule 130(2) of IRCA Goods
Tariff.

The existing crane haulage charges in force
from 15-6-1975 are indicated below:—

BG MG/NG

per km. per km.
Rs, Rs.
4.wheeled . . . 1-10 0-75
8/8-wheeled . . 2-20 1-50
10-wheeled & above 4-40 3-00

The cost study made reveals that the haulage
cost per km. is Rs. 1.33 in case of 8-wheeled
crane, Rs. 1.99 in case of 10-wheled crane,
Rs. 2.74 in case of 14-wheeled crane and
Rs. 4.57 in case of 20 wheeled crane.

It is thus seen that except in the case of 20-
wheeled crane, the cost of haulage is at present
being covered by the existing crane haulage
charges. We, therefore, do not recommend any
change in the existing crane haulage charges.

Charges for Dummy Wagons attached to Crane

7.05 When a wagon is attached as a guard or
dummy or trailer, a charge of Re. 0.75 paise per
kilometre for BG and Re. 0.50 per km, for MG/
NG is levied in addition. Taking into account the
haulage cost, we recommend a uniform

charge of Re. 1 per km. per 4
for all gauges.

haulage
-wheeled wagon



7.06 We would also like to mention in this
connection that with larger numbers of heavy lift
consignments being booked to more and more
stations in the wake of the industries being set
up at various new locations, the Railways should
plan for more cranes including road cranes being
provided. It will also be useful to encourage pri-
vale road cranes operating at such stations so
that consignees can have the benefit of these
road cranes at reasonable rates. This is already
being done at stations like Delhi on the Northern
Railway. Railways can think of licensing the
opcration of such road cranes on mutually agreed
terms.

Demurrage & Wharfage

7.07 It has been represented to the Committee
by a number of major rail users including Public
Sector Units like Coal India Ltd. (CIL) and
SAIL that the free time allowed for loading/
unloading of rafts of wagons/{ull train loads is
generally not adequate. In their memorandum,
the CIL have indicated that the free time of 8
hours for loading a rake of 20 BOXES and above
for manual loading was not adequate (in case
of mechanical loading, the free time allowed was
only 5 hours irrespective of the number of
wagons). It was further pointed out by the CIL
that a time study which had been carried out for
loading of BOX wagons had clearly brought out
the inadequacy of the free time permitted.

7.08 The Railways being better suited to carry
bulk traffic, increasingly greater percentage of
traffic will be carried in train loads/rafts of
wagons in future years to come. With a view to
encouraging greater quantum of traffic to move
in train loads/rafts of wagons, the Committce
has already made recommendations for giving
suitable rebate in freight rates when consign-
ments are booked in train loads or in rafts of
wagons (Para 14.31 of the Main Report). In
view of this, it is felt that the demurrage rule
should be framed realistically so that the same do
not work against the encouragement for more
and more bookings in train loads/rafts  of

wagons,

7.09 It is recommended that time studies
should be carried out jointly by the representa-
tives of the Railways and its major users with a
veiw to determining realistically the time required
for loading/unloading of full train loads/rafts qf
wagons (in multiples of 10 BOXES each) parti-
cularly at {
quantum of traffic originates/terminates. It may
be added that unrealistically tight free time for
loading/unloading purposes does not really bring
about any significant improvement in wagon uti-
lisation. In fact, in most of the cases it leads to

important locations where considerable
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incrcased correspondence regarding waival of
demurrage charges. The free time will have to
be determined in respect of dilicrent commoditics
instead of having a uniform frce time for all
commodities. It is obvious that heavy consign-
ments, like iron and stecl, require mqre time for
unloading than packed consignments like food-
grains. Again, commodities in bulk, like coal and
iron ore, can be unloaded much more quickly,
particularly if there are side opening wagons.
All these must be kept in mind while fixing a
reasonable free time. It would also be worth-
while considering a lower rate of demurrage for
exceeding the free time only marginally and
having a system of demurrage charge which in-
creases with the hours of detention. There could
be a rate where the dctention is only, say less
than 12 hours, a higher rate for detention for
above 12 hours but less than 24 hours and a still
higher rate for detention for more than 24 hours.

7.10 We have also received  representations
against the orders issued by the Railway Board
that Sundays should not be treated as dies non
for purpose of wharfage. It has been pointed out
that on account of the relevant lubour legislation,
it is not possible for trade to muster labour in
all cases for removal of consignments on Sundays.
While prompt removal of consignments from
station premises without congesting the sheds is
important, the conditions at all stations are not
the same. We find that there are several stations/
goods sheds where the accommodation availuble
is adequate and no particular inconvenience will
be caused if Sunday is treated as dies non for
purpose of wharfage. The Railway Board may,
therefore, give discretion to the local Railway
administrations for exempting stations from such
general instructions regarding wharfage, frce time
etc., taking into account the local conditions ob-
taining at these stations.

Charges for Haulage of Engines on Private
Account

7.11 For the haulage of engines on private
account, charges are, at present, levied at the
following rates:—

(i) For engines hauled on private account
—Rs. 9.25 per engine per km. subject
to a minimum of Rs. 1,000 per engine
per trip.

(ii) Engine loaned to outside parties—
Rs., 9.25 per engine per km. subject
to a minimum of Rs. 500 per engine
per trip.

Supplementary  charges introduced from
15-9-74, 1-4-76 and 1-4-79 are leviable in ad-
dition. Siding charges, if any, are also leviable.



7.12 The above charges were ad-hoc charges
fixed by the Board and notificd to the Railways.
In 1960, the ad-hoc charge was Rs. 3 per km.
The charge was revised from time to time taking
into account the percentage incrcase in the cost
of haulage. The cbanges made in these charges
from time to time are indicated in Statement 7.1.

7.13 At present, no distinction is made in re-
gard to levy of haulage charge between (i) dead
engine bhauled by scheduled goods trains and
(ii) dead engine hauled separately or worked by
its own power. The cost of haulage of engine
hauled separately or worked by its own power
would be higher than when it is hauled attached
to a goods train. The cost of haulage of engine
during 1976-77 has been estimated as under:—

Per kilometre

r A =
Ba MG
Rs. Rs.
($) Cost of haulage of dead engine 3:-30 3-16
by scheduled goods train.
(i) Cost of haulngo of ongine hauled 8:37 9-18

separately or worked by its own
power,

7.14 Taking the above cost and escalating it
by 30 per cent so as to bring the cost to the
present level and providing for 10 per cent pro-
fit, the cost of haulage of engine would work out
as under:—

Por Lilomotre

————A——n
Ba MG
Rs. Rs.
(i) Cost of haulago of doad engine 4-72 452
by scheduled goods train,
(i1} Cost of haulage of engine hauled 11-97 13-12

separately or by its own power.

7.15 We recommend the following charges for
the haulage of engine on private account irres-
pective of whether it is a BG, MG or NG en-
gine:— -

(i) For private engine hauled attached to
scheduled goods train—Rs. 5 per en-
gine per km.

(ii) For private engine hauled scparately
or worked by its own power—Rs. 15
per engine per km,
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Charges for Haulage of Empty Wagons on Private
Account

7.16 At present, charges are being levied for
the haulage of empty wagons on their own wheels
on private account at the following rates:—

(i) When hauled by scheduled goods train
—Rs. 1.25 per 4-wheeled wagon per
kilometre subject to a minimum charge
for 40 kilometres irrespective of
whether the wagon is BG, MG or NG,

(ii) When hauled by special train—Rs. 61
per kilometre subject to a minimum of
Rs. 2,440 per train on BG and Rs. 55
per kilometre subject to a minimum of
Rs. 2,200 per train on the MG/NG.

If the charges at the rate of Rs. 1.25 per kilo-
metre for the actual number of wagons hauled
by a special train work out higher than the
charges at the rates indicated in item (ii) above,
the former would be leviable. Supplementary
charges introduced from 15-9-74, 1-4-76 and
1-4-79 are leviabe in addition. ;

7.17 The above charges are ad-hoc chdrges
notified by the Board from time to time.

7.18 For the haulage of dummy wagons, the
Committee have recommended in their Main
Report levy of charges at Class 200 for a weight
of 60 quintals in the case of BG wagon, 45 quint-
als in the case of MG wagon and 35 quintals in
the case of NG wagon. We rccommend that for
the haulage of empty wagons on their own wheels
of private account, charges may be levied on the
same basis. This will ensure that the rates cover
the dependent cost of haulage for all loads,
Further, the parties will also get the benefit of
telescopic rates, )

7.19 When empty wagons on private account
are hauled as special train, charges may be levied
at Class 200 for 60 4-wheeled wagons at 60
quintals each in the case of BG, for 40 4-wheeled
wa(%o:;ng it 4115 quintals each in the case of MG
an -whecled wagons at i
o e o heced, g 35 quintals each

7.20 The rates for the haulage of a BG 4-
wheeled wagon on private account by scheduled
goods train at the existing rates and at the pro-
posed rates for certain representative distances
are furnished in Statement 7.2.

Charges ' for Transport  of Consi nn% L
Special Trains : guments by‘

7.21 Prior to February 1975, -'charges ~ for
transport of consignments, by special train were
leviable at the rate of Rs. 73 per kilometre on



Broad Gauge and Rs. 65 per kilometre on Mectre
Gauge subject to a minimum charge of Rs, 2,920
and Rs. 2,600 for Broad Gauge and Metre Gauge
respectively. If the charges calculated at the tariff
classification worked out higher than the above

rates, the charges at tariff classification were
leviable.

7.22 In addition to the above rates, the follow-
ing charges are also leviable:—

(i) Infringement charges at the rates noti-
fied in the Goods Tariff if the consign-
ment is oversized.

(ii) Percentage charge on the value dec-
lared by the party in the case of con-

sigpments coming under ‘excepted
articles’.
(iii) Charges for the passenger coach, if any

provided for accommodating the staff
of the party at the normal fare notified
on the carrying capacity of the coach.

(iv) Actual cost of RPF staff escorting the
train at the instance of the party. This
cost should be worked out in advance
and realised along with the freight.

(v) When empty wagon of the consignor
has to be brought by a special train
from its base station to loading station
or taken back from unloading station
to its base station, half of the rate noti-
fied id parh 7.21 above, will be leviable
for the distanee not covered by the
journey between loading and unloading
stations.

7.23 The basis adopted for fixing the rates for
transport of consignments by special trains was
the cost of haulage by a goods train and doubling
it to take care of 100 per cent empty haulage
plus 25% profit element.

7.24 The cost of operation during the year
1974-75 showed an increase of 68.1 per cent
over the cost during 1971-72, Taking into account
the increase in the cost during 1974-75 since
1971-72 and the basis adopted earlier, the cost
of haulage of comsignments by special trains
worked out to Rs. 110.15 per train kilometre
on the Broad Gauge and Rs. 98.98 per train
kilometre on Metre Gauge. Accordingly, the rate
or transport of consignments by special train was
revised to Rs. 110 per kilometre on the Broad
Gauge and Rs. 100 per km. on the Metre Gauge
with effect from 1-2-75 subject to a minimum
charge of Rs. 4,400 and Rs. 4,000 for Broad
Gauge and Metre Gauge respectively.
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7.25 The above charges have becn further
escalated by 10 per cent with effect from 1-9-79
and fixed at Rs. 121 per kilometre for Broad
Gauge and Rs. 110 per kilometre for Metre
Gauge subject to a minimum charge of Rs, 4,840
and Rs. 4,400 for Broad Gauge and Mctre Gauge
respectively.

7.26 We agrce with the basis adopted for cal-
culating charges for transport of consignments by
special train except that instead of 25 per cent
profit, only 10 per cent profit my be taken into
account.

7.27 On the above basis and by escalaling the
cost during 1976-77 by 30 per cent to bring it
to the present level, cost for transport of con-
signments by special train works out as under:—

B.G. M.G.

Rs. P. Rs. 1.

(i) Cost of hauling goods train per 53-83 43-15
kilometre in 1976-77 (inoluding

interost),
(i) Costescalated by 30 per eent . 69-07 56.10
(iis) 1009, empty haulage . 09-97 56-10
/

(iv) Total ofitems (is) & (ii) « . 13094 112-20

{v) Plus 109, profit 13-09 11-22

Total 153-93 123-42

7.28 We accordingly recommend the rate of
Rs. 155 per train kilometre subject to a minimum
of Rs. 7,750 on the Broad Gauge and Rs. 125
per train kilometre subject to a minimum of
Rs. 6,250 on the Metre Gauge. The other charg-
es referred to in para 7.22 above may continue
to be levied in addition as at present.

Charges for Traffic Booked from One Siding to
Another Siding in the Same Station Area

7.29 At present, on traffic booked from one
siding to another siding in the same station area,
in addition to siding charges at both ends, freight
charges are levied at the lowest class, viz., Class
32.5 for a distance of 40 kilometres.

7.30 Movement of traffic within the same sta-
tion area will, in many cases, involve movement
over main line. Further, such movements will
cause lot of detention to wagons. It is therefore,
desirable to discourage such movements by suit-
able pricing. i o I



7.31 In the Freight Structure proposed by us,
a minimum distance for charge of 50 kilometres
has been proposed, Instead of charging the trailic
booked belwen sidings at the same station area
at the lowest Class as at present, we recommend
that such trallic may be charged at the proposed
Class 100 rate for a minimum distance of 50
kilometres on the average loadability of 20 tonnes
for Broad Gauge and 14 tonnes for Metre Gauge,
4-wheeled wagons. On this basis, freight charges
for such movements would work out to Rs. 386
per 4-wheeled Broad Gauge wagon and Rs. 280
per 4-wheeled Metre Gauge wagon (inclusive of
terminal charge). Siding charges at both the ends
will be leviable in addition as at present.

Rebate in Freight in cases where Weighbridges
are provided by Private Parties

7.32 Weighment of wagons at the booking-end
is necessary not only for the purpose of calculat-
ing the freight charges correctly but also to guard
against the possibility of overloading of wagons.
Uveroading of wagons may not only resuit in
loss of revenue to the Railways if not detected
but is also a safety hazard. During the meetings
of the Committee with the various Chambers of
Commerce and trade associations, the rail users
have also emphasised on the necessity of weigh-
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ment of consignments at,the booking-end so that .

the shortages, if any, in transit could be pin-
pointed.

7.33 The Railways have been making efforts
to provide requisite wagon weighbridges at the
various places particularly at the pomts where
commodities such as coal, iron ore etc. are loaded
in bulk. However, it is found that the facilities of
wagon weighbridges are still far from adequate.
With a view lo overcoming this inadequacy, the
Railway Board have beenr encouraging private
parties to provide their own weighbridges for
which a suitable rebate in freight is given to
them.

7.34 In terms of Railway Boards instructions
dated 10-2-1964 rebatc on a lumpsum  basis
equal to 104% of the capital cost of weighbridge
plus the cost of railway staff considered neces-
sary and employed for weighment purposcs was
allowed for 90/100 tonnes weighbridges to col-
lieries whose monthly production and despatch
was 39,000 tonnes or more subject to the condi-
tion that such rebate did not exceed 10 paise
per tonne of coal weighed on the weighbridge for
despatch in each quarter. Subscquently, in
February, 1976 the minimum of 39,000 tonncs
loading per month for a colliery owner to be-
come entitled for weighment rebate was dispens-
ed with as per recommendations of the “Study
Team on Coal Transport Planning during the

Fifth Five Ycar Plan.” The rebate was also made
available {or lime, lime stone, dolomite, stone,
gypsusn, sand, bricks, tiles; china clay, iron ore,
manganese ore, petroleum coke and bones. This
rebate of 10 paise per tonnc is available for 90/
100 tonne weighbridges both for conventional
type as well as electronic automatic weigbridges.

7.35 A rebate of 6 paise per tonne was allowed
for lower capacity weighbridges without any ceil-
ing limit. However, according to the instructions
issued in February, 1976, the owners of the lower
capacity weighbridges were given the option
either 1o continuc the old rate of 6 paise per
tonne without any ceiling or to opt for the rebate
of 10 paise per tonne with the prescribed ceiling
of 104% of the capital cost of the weighbridges
plus the cost of staff.

~ 7.36 The Committee has received representa-
tions that the existing rcbate, in freight for private
ownership of weighbridges is not adequate. An
cxtract fiom the memorandum received from the
CIL in this connection is enclosed as Annexurs
7.1. According to the calculations made by the
CIL, they have requested for a rebate of 36 paise
per tonne per weighbridge.

7.37 In arriving at the ceiling limit of 104 %
of the capital cost of the weighbridges, the Rail-
;vz]llys have provided for the various elements as
LlOWS . — ‘ '

() Depreciation charges' - . 249
(1)) Maintenance charges e s . . 39
(nl) Interust charges - ", @ - ‘ . 5%

Total . 1049

So far as provision for depreciation is concerned,
we should take the life of weighbridges as 25§
ycars in the light of instructions issued by the
Railway Board in August, 1977. According to
that the depreciation should be provided at the
rate of 4%. In regard to the interest charges,
it has to be borne in mind that the Raiiways are
required to pay a dividend of 6% for the new
capital and, therefore, the interest charges should
be calculated at 6%. In this connection, it may
be mentioned that the CIL have suggested de-
preciation at 15% and interest on capital also at
15%. These percentages suggested by the CIL
are excessive and cannot be accepted, keeping im
view the fact that the life of a weighbridge may .
be taken as 25 years and the Railways can get °
new capital at the rate of 6% interest. In view of
the above, it will be appropriate to fix a ceiling
limit of total rebate in a particular year at 13%
of the capital cost of the weighbridge in qoestion
and not at 104% as is the position at present.



7.38 It has been mentioned in the memoran-
dum of the CIL that they have got 40 weigh-
bridges of 100 tonne capacity and that they are
weighing about 30 million tonnes of coal every
year at these weighbridges. It works out to 0.75
million tonnes per weighbridge per year.

7.39 The capital cost of a 100 tonne weigh-
bridge including the cost of erection, structure,
etc. has been given as Rs. 5 lakhs. So far as the
cost of railway staff and their amenities is con-
cerned, the CIL have indicated the same as
Rs. one lakh per annum. This is considered to
be excessive. According to the report of the
“Study Team for Coal Transport Planning”, each
weighbridge will require two weighbridge clerks
and one weighbridge attendant and the total cost
per annum for the same can be taken at the most
to be Rs. 20,000 per annum. In view of the
above, the ceiling limit for rebate should be work-
ed out as follows:—

Rs.
{{) Interest on Capital cost of Rs. 5 lakhs 30,000
(ii} Cost of Railway staff 20,000
(iis) Dopreciation . . . . . . 20,000
{sv) Maintenance . . . . . . 15,000
e Total 86,000

In case the quantity loaded per year for a weigh-
bridge is 0.75 million tonnes as is the case with
the CIL, the rate of rebate comes to 11.33 paise
per tonue, However, it may be pointed out that
most of the private parties will not be able to
achieve such a high loading as the CIL. It
would be desirable to calculate the rebate per
tonne at the most on the basis of original mini-
mum of 39,000 tonnes per month which was
fixed in the Board'’s letter dated February, 1976.
This itself will mean an average daily loading
of about 65 wagons with an average weight of
20 tonnes per wagon. On this basis the rate of
rebate works out to be slightly over 18 paise
per tonne.

- 7.40 Having regard to the circumstances
mentioned above and also keeping in view the
fact that the Railways should encourage provi-
sion of wagon weighbridges by private parties,
we recommended that the rebate for the pro-
vision of private weighbridges may be offered at
the rate of 18 paisc per tonne of the traffic
loaded and weighed at the weighbridge subject
to a maximum of 13% of the capital cost of
the weighbridge plus the cost of staff provided
to ‘operate the weighbridge. It is also recom-
mended that this rebate should be admissible
for all commodities and for all types of wagon
weighbridges.
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Rebate in freicht for traffic transported in
wagons owned by private parties,

7.41 Railways have been receiving requests
from rail users for allowing transport of con-
sighments in wagons owned by them subjecct to
the condition that Railways would give suitable
rcbate in freight to compensate them for the
cxpenses incurred on the provision of such
wagons. Such rate concessions have been granted
by the Railway Board in the case of movement
of liquid ammonia in tank wagons owned by
IFFCO and the Feriiliser Corporation. Railway
Board have indicated the guidelines under which
private ownership of tank wagons may be al-
lowed. It has been indicated that private owner-
ship can be permitted in respect of all restricted
types of tank wagons—tank wagons which can be
used only for the particular traflic for which
they are designed and constructed like tank
wagons for Hydrochloric Acid, Liquid Ammonia,
etc. Rebate in freight on traffic carried in
such wagons is, at present, allowed subject to
the condition that the wagons move in block
rakes in close circuit.

7.42 According to the present procedure, the
quantum of rebatc to be given in respect of
traflic carried in privately owned wagons s
determined in such cases individually. The re-
bate is arrived at kecping in view the following
factors:—

(i) the freight earned by the
should at least cover the
cost;

Railways
dependent

(ii) the amount which the Railways will
save on account of the interest and
depreciation if the users are allowed
to own the wagons and also on ac-
count of maintenance, if the owners
are requircd to undertake or pay for
repairs;

(iii) the quantum of traffic in terms of net
tonne kms. to be moved during the
year by these wagons; for this pur-
pose the turnround adopted should be
realistic and liberal. Net tonne kms.
should be converted into the total
freight earnings likely to accrue;

(iv) Percentage of ‘saving in expenses’ to
the ‘freight carnings’ should be the
basis for fixing the concession; this
can be further adjusted depending
upon the margin of profit, quantum
of traffic, vulnerability to diversion to
road, extent of terminal facilitics r>-
quircd, movement in hozk rl

possibility of loading wagons in returg

direction, etc.;



(v) no scparte charge be levied for empty
haulage, as the classification of the
commodity would cover this charac-
teristic.

7.43 Accordingly, a rebate of 20% in freight
rate has been notified by the Board for the fol-
lowing traffic;—

(i) For liquid Ammonia traffic in tank
wagons owned by Messrs. IFFCO and
moved in block loads from Kalol to
Kandla. Y

(1) For Liquid Ammonia traffic in tank
wagons owned by the Fertiliser Cor-
poration of India and moved in block
loads from Trombay to Nangal and
Rourkela,

7.44 The methodology, at present, followed
for determining the quantum of rebate to be al-
lowed for trafiic transported in wagons owned
by private parties is, to our mind, reasonable.
However, it is seen that there is a considerable
time-lag between the receipt of request for
freight rebate and the issue of notification for re-
bate in freight on traffic moved in such wagons.
It may be ensured that such cases are dealt with
expeditiously and necessary rebate in freight al-
lowed without delay.

Claims

7.45 In the several memoranda that we have
received from various Chambers of Commerce
and other trading interests and during the oral
evidence before us in different parts of the
country, it has been pointed out to us that the
quality of service on the Railways leaves much
to be desired and one point that has been fre-
quently stressed before us is that there is loss,
deterioration or damage to consignments and
where such loss or dumage takes place, claims
are not dealt with satisfactorily and expedi-
tiously. We have gathered the impression that
in this matter, the Railways image has to be
considerably improved.

7.46 Particulars of compensation claims paid
by the Railways, the commoditywise and cost-
wise break-up elc., are given in Statement 7.3.
While the amount of claims paid over the last
three years compared to the freight earnings
shows that the percentage of claims paid varied
from 1.06 in 1976-77 to 0.97 in 1978-79, it
has been represented to us in several places
that claims which are normally to be paid by
the Railways under its legal liability are not be-
ing accepted by the Railways, and parties in
several cases have to take recourse to litigation
before they get redress to their claims. It has
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also been mentioned to us that in several cases,
unnecessary expenditure has to be incurred in
taking matters to the courts and once a cCase

has been filed in courts, the Railways try to get
an out-of-court settiement.

Claims Prevention Measures
7.47 Railways, no doubt, are taking several

claims prevention measures. Some of the sug-

gestions made to us for improving the position

and reducing the incidence of loss and damage

to goods are:— .
(a) Greater vigilance at terminals |
(b) Special security arrangements at vul-

nerable points at stations, yards and

on sections o |

Necessity for armed escorts of goods

trains over vulnerable sections

(d) Greater involvement of State Govern-
ments in improving the law and order:
situation

(e) Enlisting active support from the
public to track down criminals and
also to maintain greater vigiance. ,

(f) Improving the strength and.. designs,
of wagons to make them more pilter-
proof

(g) Improvement in the standard of main-
tenance of wagons

(h) Training of railway employees and.
porters in efficient handling methods .-

(i) More accountability of railway . staff
for loss/damage. o

(c)

7.48 Regarding the conditions of the wagons,
the impression we have gathered is that the con-
dition, particularly of covered wagons, on the
Railways is far from satisfactory. This may be
due to the fact that adequate attention has not
been paid even to routine maintenance. The
neces:ity for better attention to maintenance of
wagons has been emphasized by us in our Main
Report (vide paragraphs 2.17 to 2.19 and 6.44),
The result of this state of affairs is that wagons.
are prone to pilferage by bleeding through the
holes on the sides of the wagons, and the cop-
tents are also subject to damage by wet elc,. as,
they are not leak-proof.

7.49 Detailed enquiries have been made
earlier in regard to the claims on Railways by
Enquiry Committees and it is necessary that
follow-up action on the accepted recommenda-,
tions should be sustained. In regard to security
arrangements, the One-man Committee Report
(Shri Kripal Singh’s) has made a number of
suggestions in this regard all of which have not'
been implemented. It has been represented to us
by several officials that the strength of R.P.F. in



particular Divisions and Railways is not ade-
quate. Greater coordination is required between
the RPF and the Government Railway Police
and indeed, between the State Governments and
the Railway authorities. All these matters re-
quire urgent attention if the criminal interfer-
ence to wagons resulting in loss and damage to
consignments is to be prevented.

7.50 Our attention has been drawn to the
fact that if lighting arrangements are improved
in some of the major yards, it should be possi-
ble for the Railway Protection Force to make
better security arrangements. The possibility of
providing watch towers with flood lights could
also be considered. It has also been suggested
that when remodelling major yards, there should
be provision for jeepable roads and pathways
on which scooters, cycles etc., can be used so
that better patrolling can be done. Better tele-
communication facilities between different points
in the yard would also be useful to ensure better
security.

Settlement of Claims

7.51 In regard to settlement of claims one
of the complaints which has been coming up
before us at various meetings with trade
interests is the inordinate delay in the processing
of the claims. In this respect we find that the
arrangements in the claims offices require
modernisation and systematisation. The procedure
for registration of claims, the method of keeping
the claims files and processing require to be
modernised and streamlined and this, in itself,
will go a long way in expeditious disposal of
claims. We have been told that in several claims
offices, the letters in which the claims have been
prefered are not even promptly registered and
files opened. It will also be useful if standard
forms are prescribed in preferring claims in which
all the necessary data required to be given by
parties could be indicated. Railways have, from
time to time, been issuing certain pamphlets and
folders indicating the procedure for preferring
claims and the documents to be sent along with
claims etc. These drives are made in spurts. It
will be useful to systematise the whole arrange-
ment and have proper filing methods introduced,

7.52 It would also be useful to have special
arrangements in the claims offices for dealing
with claims and representations from regular
customers representing important trade interests
which give regular traffic to the Railways. Taking
particular care of claims and representations
from such parties will also be uscful from the
marketing and sales angle.

7.53 One of the points which has been stressed
before us is that at present there are no arrange-
ments generally for settlement of claims in the
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Divisional Offices. Parties from all over the Rail-
ways have to prefer their claimis only at the
Hcuadquarters Oflice which, in many cases, is far
away from the particular stations concerned. At
present, the arrangements for settling  claims
locally at stations are limited to a very small
number. 1 would, thercfore, be uscful to have
arrangements for a claims oflice in Divisional
Offices also for dealing with all claims local to
the Division and other local claims pertaining to
the Zonal Railway upto certain limits.

7.54 It would be desirable to have regular
refresher courscs for ofiicers dealing with claims
where, apart from the lcgal Liability of Railways
in regard to claims, the subjects could include
public relations, busincss like practices and cus-
tomer goodwill and satisfaction. While on this,
we would like to mention that it has also been
brought to our notice that Claims Oliicers who
deal with claims cases expcditiously and with
proper emphasis on customer goodwill are often
looked at with askance. The tendency to look at
normal exercise of delegated authority with sus-
picion should be avoided if the Claims Dcpart-
ment is to function efliciently and give satisfaction
to the large number of traders and customers
dealing with the Railways.

7.55 There are complaints that even rcason-
able claims are not being paid promptly by the
Railways and claims are often rcjected on mere
technical grounds. Even when notice under Scc-
tion 80 is served on the Railways, they do not
settle claims and it is only after cases are filed
in the courts and a lot of expenditure is incurred
that a compromise is arrived at and the claims
settled. One point with regard to claims is that
the total value of the claims now paid by the
Railways is of the order of about Rs 14 crorcs.
If all reasonable claims are paid, probably, lhq
Railways will have to pay a little more, say of
the order of two or three crores of rupecs or so,
but by trying to artificially limit the amount of
claims paid by reducing the budget allocations,
zonal Railways are sometimes repudiating claims
which are normally and lcgally liable to
be paid leading to a lot of dissatisfuction
among customess and very often forcing
parties to seek redress in courts, As the amounts
involved are such a small proportion of the total
freight, there should be a review of the whole
policy so that there can be better customer salis-
faction in this respect. While claims prevention
measures require to be pursucd with vigour,
where the damage or loss has alrcady occurred,
Railways should show more readiness to accept
responsibility wherever duc and make payments

gracefully.

Re-weighment

7.56 One of the frequent representations we
bave heard from Chambers of Commerce is that



even when the parties suspect prima facie short-
age in wagon load consignmecnts, very often the
Railways do not agrce to reweighment so that it
becomes difficult for the parties to press their
claims in the event of a shortage. We have com-
mented on this aspect in paragraph 16.61 of our
Main Report and are of the view that normally,
wherever the reweighment charge is paid the re-
quests for reweighment should not be declined
particularly in regard to commodities like iron
and steel, the weighment of which at the booking
end is invariably witnessed by a railway clerk
and, therefore, any shortage can be estabilshed at
the destination end by reweighment if the parties
from their experience find that shortages are
occurring frequently.

Issue of Clear Railway Receipts

7.57 Another aspect of claims which causes
frequent customer dissatisfaction is the fact that
the Railways very often do not issue clear
receipts, Various qualified remarks are made in
the railway receipts. We have made sample
studies of the invoices and the railway receipts
issued at some of the major goods sheds and
find that a very large number of railway receipts
have qualifying remarks, some of them unneces-
sary. Even in regard to packing conditions, it
has become a practice to make very general and
vague qualifying remarks without specifying the
actual defect in the packing condition. These are
matters which could be rectified by frequent ins-
pection of goods sheds by commercial officers
and education of staff, provided the Railway
administrations emphatically accept the view that
such qualified reccipts will be frowned upon un-
less found justified.

7.58 One peneral practice which has come up
for a lot of criticism by not only private parties
but also major public sector underiakings is the
practice of issuing ‘said to contain receipts’ in
respect of even bagged consignmments.  This, to
our mind, is mainly because there is a tendency
on the part of both the Railways and the users
to take a rather narrow and legalistic view of
matters like isue of clear receipts and consequent
liability of the Railways. It should not be for-
gotton that the Railway is a great commercial
organisation dealing with a large number of
clients and working through hundreds of em-
ployees. There is a tradition of mutual trust built
up over the years between the users of the Rail-

ways and the staff handling consignments at .

booking and receiving ends. A lot of day-to-day
working arrangements are based on this mutual
trust, apart form tariff rules and regulations,
agreements and legal formalities. Considered in
this view, we feel that it should be possible for
the railway staff to issue clear receipts with regard
to the number of bags loaded in respect of food-
grains, fertilisers, ccment etc,, when adcquate
number of clerks are available or supervision.
The normal practice is that such bags are loaded
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in tiers in the wagon, and the goods clerks are
able to make a check of the tiers and of the
number of bags in each tier, and arrive at the
total number of bags loaded; and this would
normally tally with the number of bags mention-
ed in the forwarding note. Very meticulous and
detailed counting of the bags will not, in the very
nature of things, be possible nor is it necessary
to give clear receipts in such cases. Over the
years, it has been the practice to give clear re-
ceipts in respect of such loadings and we find
that the tendency to issue ‘said to contain
receipts’ has arisen because, in some cases, when
minor shortages are seen in seals-intact wagons,
parties have been insisting on Railways accepting
claims on the basis of their legal liability under
the Railway Act. To our mind, it should be
possible for the Railways and the consignors/
consignees, in respect of recular customers, to
bave working arrangements by which, under
normal conditions, railway clerks can give clear
receipts after making the prima facie checks re-
quired to arrive at the number of bags loaded
and the parties not insisting on claims in regard
to minor shortages from seals-intact wagons
which, prima facie, arise due to short loading.
Where there are substantial shortages, no doubt,
the matter will have to be enquired into and
liability accepted on the merits of the case. We
are mentjoning this only to show that if there is
proper understanding and working arrangements
mutually agreed upon between the Railway, which
is after all a commercial organisation, and its
customers, elaborate administrative arrangements
can be saved and there can be mutual satisfaction
also. In our discussions with various trade inte-
rests, we got the impression that the trade is
willing to accept the position that where there
is a small shorage in the number of bags in seals-
intact wagons, they may not press and claim in
which case Railways should be able to give ciear
receipts even where there is mechanical loading .
as in the case of fertiliser and cement factories.
It is, of course, necessary to have adequate
number of clerks to supervise the loading to
make the essential checks and this is a matter
to be decided by mutual discussion according
to the local conditions obtaining in the fleld.

Improved Methods of Handling Consignments

7.59 Railways at most of the stations and
transhipment points are still following outmoded
methods for handling consignments. For example,
heavy wooden boxes are just rolled about on
the platform for being loaded into wagons of
when being unloaded and hooks are used for
handling of bagged consignments. This results
in considerable damage to the consignments while
handling. There are a number of cheap handling
devices now available which can be used with
advantage for moving consignments on the plat-
forms to unload from brakevans and wagons and
taking them to the parcel offices, goods sheds



etc. Some of the industries like the Indian Tele-
phone Industries at Krishnarajapuram, Bangalore,
Bharat Electronics Ltd., Bangalore, etc., are using
some of these aids like small rollers, wheeled
crowbars etc., etc, with advantage. Such aids can
be used at goods sheds, transhipment sheds etc.

Claims Tribunals

7.60 We understand that a decision has been
taken to apoint Claims Tribunals to deal with
claims cases and to avoid unnecessary litigation.
We hope that expeditious action will be taken in
regard to setting up of such tribunals.

Suite-parred Claims .

7.61 Apart from the considerable dclay in the
settlement of some of the claims it has been re-
presented to us that the present practice in regard
to dealing with suit-barred cases also results in
considcrable customer dissatisfaction. According
to picsent practice claims cases that are not
being settled within thrce years of the date of
booking are considered as suit barred and, if
the parties have not already filed a suit in the
courts, the claims are not normally paid. Very
often, this results in a position that even where
on merits of the case, the claim is one for settle-
ment, the Railway takes refuge under the techni-
cal plea that the case is, in any case, suite-barred,
i.e., parties cannot initiate proceedings in a civil
suit and, therefore, the Railway can refuse to
pay the claims even though, on merits, they are
bound to pay the claims, The curious part of
such cases is that the delay in the settlement of
the claim is, very often due to the unconscionably
long time taken in the claims office itself for
processing the case. The Railway Board have
issued instructions that the claims can be settled
in cases where, even though they are time-
barred, the party has been persisting in the pur-
suit of the claim. The General Managers may
waive the time-limit with the concurrence of the
FA&CAO. From the study of a few claims files
pertaining to such cases, it is seen that, here
again, a narrow view is taken as to what is meant
by the party persisting in the pursuit of the claim.
This attitude of the Railways is also resuiting in
a large number of cases being unnecessarily
initiate\] in the courts, because parties feel that
unless a suit is filed before the expiry of the
time-lrit, their cases will go by default before
the Railways. It is, therefore, necessary that
avoidatle delays in settling claims should be cur-

tailed snd claims settled within reasonable time -

and if, in the processing of the case, there has
been undue delay but where on merits the claim
is one for payment, Railways should not deny
claims merely on the technical plea of the case
being time-barred. To our mind, the time limit
fixed for initiation of cases is from the point of
view of administrative convenience, viz., that if
a case is initiated too nng after the transaction,
the chances of proper enquiries being made be-
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come rcmote in that the documents and  the
relevant facts pertaining to the booking, despatch
and delivery of the consignments may not be
available. Therefore, in a case where partics have
preferred their initial claim within the 6 months’
time-limit and the case has been opened and
processed but if in the processing of the
case unduly long time is taken and where,
on merits, the Railway feels that the
claim is one for payment, there is no reason why
the claim should not be paid even if it becomes
time-barred for suits. Such cases are bound to
be only very few and far between and it will go
a long way towards customer satisfaction, if such
rules are not intcrpreted in too rigid a manner.

Excepted Articles

7.62 Undcr Scction 77 B of the Indian Rail-
ways Act, in respect of articles mentioned in the
Second Schedule to the Act, Railways do not
accept any liability for loss, destruction, damage
etc., of any parcel or package where the value
of such articles in the parcel or package exceeds
Rs. SO0 unless the value and contents are dec-
lared in writing at the time of booking and a
percentage charge is paid or engaged to be paid
on the value so declared. These articles are of
exceplionally high value and, thercfore, special
care has to be taken to sce that there is no
damage to these consignments. To enable Rail-
ways to take special care, the consignors should
give notice to the Railway Administration that
articles booked are of such high value. The per-
centage charge has been fixed in view of the cost
involved in taking such special precautions.

7.63 Tt is obvious that any list of such articles
cannot be cxhaustive and consignments which
are costly but which do not come within the list
of articles mentioned in the Schedule are also
offercd for booking and in casc of claims arising
large amounts of claim are to be paid. We fecl
instead of specifying only a few commoditics as
excepted articles, it should be stipulated that all
articles of exceptionally high value should be de-
clared and brought specially to the notice of the
Railway Administration. This can be done by
proposing that the Railways’ liability normally
wiil be limiled to certain monelary limits, say,
a ceriain amount per kg, of the gross weight in
respect of eoods and similarly in the case of
parcels and lureage. If Railways are to accept
liability for any higher amount, the value should
b= declared and a suvitable percentage charge
paid. We understand that suitable provisions on
these lines have becn suggested in the proposals
for the revised Railway Act.

7.54 Perdine, however, new legislation on these
lires, we recommend that the amount of Rs. 500
neew mentioned in Section 77 B of the Railway
Act should be raised to Rs. 1,000 in view of
the inflation in the value of the commoditics.



Owner’s Risk Rates and Railway Risk Rates

7.65 From early days, there were two sets of
rates on Indian Railways for a large number of
commodities, one at Railway Risk and the other
at Owner’s Risk. The exact import of the terms
Railway Risk and Owner’s Risk depended upon
the liability of Railways in regard to claims,
Prior to 1-1-1962 the responsibility of Railway
as a carrier was limited to that of a Bailee. The
gencral liability of Railways was one of the items
which had beed rcferred to the Railway Freight
Structure Enquiry Committee (1955-—57), the
relevant terms of reference being “To examine
whether the statutory provisions dealing with the
responsibility of the Railways as a carrier need
any and, if so, what modification, and in the light
of modifications proposed whether any adjust-
ments in freight ratcs is warranted”. The Freight
Structure Enquiry Committee’s recommendation
was that Railways should generally assume the
liability of a common carrier, the liability, of
course, being limited in respect of consignments
booked under Owner’s Risk. In the amended
Railway Act, which came into force in 1962,
Section 73 defined the liability of Railways as
follows :—

*73. Save as otherwise provided in this Act,
a railway administration shall be responsible
for the loss, destruction, damage, deteriora-
tion or non-delivery, in transit, of animals
or goods delivered to the administration to
be carried by railway, arising from any
cause except the following, namely:—

(a) act of God;
(b) act of war;
(c) act of public enemies;

(d) arrest, restraint or seizure under
legal process;

(e) orders or restrictions imposed by
the Central Government or a State
Government or by any officer
or authority subordinate to the
Central Government or a State
Government authorised in this be-

half;

act or omission or negligence of
the consignor or the consignee or
the agent or servant of the con-
signor or the consignee;

(f)

(®) natural deterioration or wastage
in bulk or weight due to inherent
defect, quality or vice of the

goods;
| (h)
1¢))

latent defects:

Qri, explosion or any unforeseen
risk:
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Provided that even where such loss,
destruction, damage, deterioration or non-
delivery is proved to have arisen from any
one or more of the aforesaid causes, the
railway administration shall not be relieved
of its responsibility for the loss, destruction,
damage, deterioration or non-delivery unless
the administration further proves that it has
used rcasonable foresight and care in ‘the
carriage of the animals or goods.”

7.66 In the case of Owner’s Risk consignment,
however, the liability is limited by Section 74 of
the Act,

“74. (1) When any; animals or goods are
tendered to a railway administration for
carriage by railway and the railway adminis-
tration provides for the carriage of such
animals or goods either at the ordinary tariff
rate (in this Act referred to as the railway
risk rate) or in the alternative at a special
reduced rate in .this Act referred to as the
owner’s risk rate), the animal or goods shall
be deemed to have been tendered to be car-
ried at owner's risk rate, unless the sender
or his agent elects in writing to pay the
railway risk rate.

(2) Where the sender or his agent
clects in writing to pay the railway risk rate
under sub-section (1), the railway adminis-
tration shall issue a certificate to the consig-
nor to that effect.

(3) When any animals or goods are
deemed to have been tendered to be carried,
or are carried, at the owner’s risk rate, then,
notwithstanding anything contained in sec-
tion 73, the railway administration shall not
be responsible for any loss, destruction,
damage, deterioration or non-delivery, in
transit, of such animals or goods from what-
ever cause arising, except upon proof that
such loss, destruction, damage, deterioration
or non-delivery was due to negligence or
misconduct on the part of ‘the railway ad-
ntinistration or of any of its servants.

7.67 The liabilty of Railways in respect of
Owner’s Risk consignments js that the Railways
are liable for loss, damage, destruction deterior-
ation or damagc only if negligence or miscon-
duct on the part of the railway is proved. The
legal position is 'that the onus of proofs of such
loss, damage, deterioration etc, in certain circum-
stances is on the owner of the goods. It should be
mentjoned, however, that in the case of the loss
of a package or pilferage from well packed con-
signments the very fact of the loss of pilferage
leads to the presumption of negligence and
the onus is on the Railway to show that there hag
bheen no negligence or misconduct on the part of



the Railway. However in case of damage, deterio-
. ration etc. of consignments like perishables, the
-owner will have to show that there has been
- negligence or misconduct on the part of the Rail-
way before the Railway accepts the claim for
loss, damage, etc. of such consignments.

7.68 While prior to 1958, ther¢ were about
300 commodities for which owner's risk and
alternative Railway risk rates were being quoted,
. the Freight Structure Enquiry Commitice recom-
mended that normally all commodities should be
carried at only Railway’s risk and they had re-
commended quotation of Owner’s Risk rate only
for a few commodities. This recommendation was
accepied and owner's risk rates were notified for
the following commodities in the Goods Tariff
brought into force from 1-10-1958:—

1. Asbestos, crude

2. Bentenite

3. Betel leaves

4. Bonedust

5. Bonemeal

6. Bones

~ 7. .Bone sinews

8. Chalk

9. Charcoal fuel

10. Clay, china

11. Coal

12. Curds

13.. Eggs |

14. Fireclay

15. Firewood
16, Fish, fresh
17. Fish Spawn

18. Fruits, fresh NOC
19, Game :

20. Ice

21. Lorries, Steam

22. Meat, fresh

23. Milk- Co
24, Motor vehicles, NOC
25. Onions '
<26. Plants

27. 'Potatoes ' ' !
28. Potatoes, sweet '
29. Tiles, common (roofing)
30. Vegetables, N.O.C.

7.69 Subsequent to 1958, “Bentonite” and
“Chalk” were deleted from the above list and
the following commodities were added to the
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list of commodities for which “owner's risk” rate
are quoted:—

Coal/Coke Briqucttes

Coal dust

Coke, hard

Leather mcal

Leco

Sinews meal

Tiles, flooring (Earthern)

Water melons.

Nt h LR

7.70 The position obtaining at present, there-
fore, is that all commodities are booked at Rail-
way Risk Rates with railways assuming the
general responsibility under section 73 of the
Indian Railways Act excepting the few commo-
dities mentioned above. In respect of these com-
‘modities, the normal rate quoted by Railways is
at owner’s risk rate. An alternative railway risk
rate is provided at 20% higher than the owner's
risk rate, if parties specifically want to book
them at railway risk.

7.71 It will be seen that owner’s risk ralcs
are at present being quoted only in rcspect of
perishables and items like coal, tiles, sand, etc.,
which are carried mostly in open wagon except-
ing motor vehicles and lorries steam, Railways
would find it difficult administratively to tackle
the day-to-day problems which would arise if
‘such consignments are generally booked at rail-
way risk. It is the practice on Railways in other
countries also to have owner’s risk rates for
such commodities. We have also not received
any representations for any basic change in the
present system, We do not, therefore, recommend
any change in the practice of quoting normally
owner’s risk rates for the few commoditics men-
.tioned above excepting motor vehicles and lorries
steam. We have accordingly prescribed rates for
these commodities at owner's risk only for
normal carriage. A railway risk rate of 20 per
cent higher would be available if partics specifi-
cally want to book these consignments at rail-
way risk rate,

7.72 Inclusion of motor vehicles and steam
Jorries in this group of commodities does not,
however, appear to be logical. In view of this,
we recommend that steam lorry and motor
vehicles NOC should be deleted from the list of
items for which owner’s risk rates are quoted.
This should be booked only at Railway Risk
rate. ,

Payment of freights for goods and parcels

7.73 At present, for parcels traffic, compulsory
pre-payment of freight is neccessary for parccls
—boolged for distances upto 500 kms. In addition,
compulsory pre-payment is necessary for parcels
booked for all distances for ctrtain articles like
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perishables. In regard to goods also there are
certain commodities where it is compulsory to
have pre-payment of freight.

7.74 We consider that even in respect of com-
modities for which there is no compulsory pre-pay-
ment condition, the normal tanff rates should
apply only on the basis of freight being paid at
the time of booking. If, however, consignors
desire to have the consignments booked ‘to pay’,
there should be a surcharge of 1% on the freight.

7.75 A number of Organisations are given the
option to make the payment of freight by
Cheques or Credit notes-cum-cheques. These
negotiable instruments are collected by the stat-
ion staff and transmitted to the Divisional Cash
Office, alongwith the cash earnings, through
travelling cash safes. Cheques and Credit
notes-cum-cheques from all stations of the
division are collected together and sent to the
Reserve Bank/State Bank for clearing, The
procedure of collection of credit notes-cum-
cheques from all stations at the Divisional Cash
Office, and the bank clearing, is fairly time con-
suming. An analysis made of the time taken be-
fore cheques/credit notes-cum-cheques are credi-
ted to railway account, shows that it takes any-
thing upto four months before the cerdit is
received. Only 19% of the cheques/credit notes
get credited within 15 days. 41% take upto 45
days, 17% upto 60 days and as many as 10%
upto 100 days almost 13% even more than 100
days. These figures indicate that there is an in-
hercnt delay in the procedure of collection of
cheques and clearance, before credit is afforded.

7.76 Railway, should take necessary measures

to ensure that there is speedict clearance of
cheques. Some of the measures suggested to us
are that the cheques may be drawn on the local
banks to which cash collections of the stations
are remitted or on banks in the divisional hcad-
quarters to which cash collections are sent.

Payment for booking of newspapers and maga-
zines :

7.77 We recommend that pre-payment should
be made compulsory for booking of newespapers
and magazines. Instead, however, of making
separate railway receipts for each parcel, coupons
of necessary value for the requisite amount
should be affixed on the parcels. The newspaper/
magazine offices should buy their requirements
in advance and affix the stamps before forward-
ing them to the railway parcel office. Since the
size of the parcels booked to particular stations

do not vary from day-to-day, it should be con-
venient for the consignor, i.e., newspaper office,
to affix the necessary coupon and for the rail-
way booking clerks to check them. Along with
the parcels duly affixed with the appropriate
stamps, a manifest in duplicate will be prepared
indicating the number of parcels, weight, and
the value of stamps affixed. These could be
checked by the Travelling Inspectors of Accounts
on their periodical inspections, The ' receiving
stations should also check whether the appropri-
ate coupons have been affixed to the parcels
received. This, in our opinion, would simplify
the procedure with regard 1o booking and billing
of newspaper parcels. ‘

Out-agencies

7.78 In order to serve the interior points in
the various regions of the country which do not
have railway lines, Railways will have to organise
the setting up of out-agencies in a better manner
than will be-able to-give is at present being done.
As out-agencies will be able to give facilities for
traders to book through from the interior point
through the nearest railhead to various destina-
tion stations throughout the country and similarly
receive goods from any part of the country to
the interior point, it is a great convenience.
Parties will not have to go themselves long dis-
tances to the nearest rail head to book and re-
ceive consignments..Provision of out-ugencies
will, therefore, compensate, to a large extent,
the want of a regular railway line and, in our
view, Railways should go all-out to set up
out-agencies wherever there is appreciable traffic
that would warrant setting up of such out-agenci-
es. We find that, in some cases, protracted nego-
tiations are going on with regard to the terms
and conditions of setting up of out-agencies and
very often, the setting up of out-azencies is
blocked by minor difference with regard to the
terms. These will have to be viewed in the larger
context of providing adequate transportation
services in areas which do not at present have
the benefit of railway lines and, as a policy
measure, larger number of out-agencies to
serve the various interior areas should be set up.
The State Governments concerned through their
Road Transport Corporations should come for-
ward to run these out-agencies. We find that the
Railway Board hLave issued instructions with
regard to liberal setting up of out agencies vide
their letter No. TCI/75/5/24 dated 3-2-1977
(Annexure 7.2) and these should be followed

up.




Statement showt

STATEMENT—T. 1

the changes made in the rates for havlage

of engines on private accovnt

" Peried

Haulage charze for
engines hauled on
(privnbc account

MHaulaze charge for en-
ginoz loaned to outside
Parties

" 1-5.71
to
30-4.73

- 1-6-73
to

31-7-74

- 1.8-74

' to
31-3-75

From
1-4-75

Rs. B-50 per  ongine
per km. subject to o

 minimum of Ks. 1.500.

Rs. 5'68 per engine
per km. subject to &
minimum of Rs. 1000
per enging per trip.

Rs. 675 per engine per
km. subjcct to & mini-
mum of Rs. 1,000 per
engine per trip.

Rs. 9-26 per  cngine
per km. subject to a
minimum of Rs. 1,000
par engine per trip.

Is. 5-50 per engine
per km. subjeot to a
minimum of Ks. 500.

Rs. 566 per engine
per km. sulyjeot to a
minimum of 1is. 500 per
cngine per trip.

Rs. 6-75 per engine per
km. subject to a mini-
mum of Rs. 500 per
engine per trip.

Rs. 9 26 per engine por
km. subject to a
minimum of Rs. 600
per engine per trip.
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STATEMRNT —T' 2

Stucment showing the rates for the havlage of 4 BQ wheeled
wagon on Lrivale account ly scheduicd goods fraine at the

existing rates and at the provosed rales for cerinin

representative distances

100
300
500
800
1000
1500
2000
2600
3000

Rates for a 4-wheoled BU

Distance wagon
(Kilometre) - ——— A —_
Existing I'ropuosed
r Ao A
Excluling Including
Torminal Terminal
Ras. Ra, Ita,
123 282 132
3Ts 602 742
. 625 823 973
. 1,000 L145 1,208
. 1,250 1.242 1,492
. 1,876 1,410 i 960
. . 2,500 2223 2,378
. . . 3.125 2,623 2,773
. . 3,750 - 3,004 3,154

STATEMENT—T- 3

Cauae.wige, commodity-wise analysis of elaims paid by all Indian Ratlways for the year 1978-79 comprred with the
years 1976-77 & 1977-78,

{Amount in Lakhs)

‘ ‘ y . Loss/theft
sl Commodity Period of complete
No. packages/ Pilferago Brorlinge Leakage
consignments
(-—_-& r L L] [ sl J\- hl
I No Amt, No. Amt. No. Amt. No. Amt,
1. Grains & Pulses C. 7677 348 2-99 1,345 11-22 . e
(Govt.) 7778 270 1-24 1,472 868 .. . ..
78.79 . 184 1-42 680 8-68 e . ‘e .
2, Grains & Pulses . 78.77 2,089 28-85 18,135 157+59 20 010 + 3 0-01
(Publio) L 1178 1719 20-88 15908  11g-23 13 0-08 : 0-03
78-79 1,827  16-45 14,342 80°05 1 00 . .
3. Oil Seeds. . . 78-77 537 904 4,290 49:09 . . ot 2 0-02
7118 374 7-06 3,158 36-08 1 e 2 0-02
. .. 78-79 3718 #-05 2,920 32-64 2 0-01 4 0:-03
4. Presh Frnits & Vege- ' 76-77 6,403 14-66 7,842 7-11 13 0-03 - 2 .
tables. . . © 7778 9,201 26-47 8 044 11-64 7 0-02 2 0-05
) . 78-79 10,814 31+75 9,002 18- 10 . - e .
6. Other Perishables ' . 76.77 8.202 15-48 8,800 9-92 118 0-10 =« 2 0-02
= 7778 9,315 16-11 6,442 14-13 217 0-15 4 0-04
- ' 78.79 12,687 © 22-17 7.832 16-72 216 0-12 5 0-03
8. Vegotable and edible 76-77 246 2-R6 a T-48 8 002 - 330 15-38
oils. ' 7718 198 405 1,324 12-17 16 0-14 1,160 1541
e 78.79 241 3-89 1,063 10-69 3 0-09 1,680 20-44
7. Tea +-. . SOT8.77 200 5-33 3,391 28-62 793 2:05 - e ‘.
. TR 219 4-88 2,447 25-67 466 1:38 1 0-02
- T8-79 238 3-19 1,845 17-27 145 1-07 74 1-02
8, Spices . . 76-77 b42 - 5-97 1,696 12+19 2 0-01 e .
77-78 520 578 1,698 075 1 0-01 1 0-01
o 78-79 547 461 1,823 9-31 ‘e ,e .. ..
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STATEMENT—T7 - 3.—comid.

(Amount in Lakhs)

Damage by wet Delay in transit Other causes Total
8l.  Commodity Period
No. e ———y ———he————, A ——— r—'—"""L'T—‘
No. Amt, No. Amt, No. Amt. No. Amt.
I Grains & Pulses . 76-77 425 3-09 17 0-33 2150 1764
(Govt.) 77.78 585 2-85 . . 34 0-47 2361 1422
78-79 499 2-24 9 0-03 2 0-02 1,374 1087
2 Grains & Pulses 7677 11,365 5304 192 1-31 541 884 32346 248-44
{public) 77-78 14,885 7667 33 1-38 447 10-05 33,103 225-43
78.79 18,236 10356 100 0-91 319 6-89 34,875 20788
3 0il Seeds . . 76-77 1,828 11-34 28 038 215 2-64 6,900 72-51
77.78 978 853 4 0-10 72 3-61 4,687 54-30
78.79 1,213 11-66 4 0-27 12 1-15 4,533  51-81
4 TFresh Fruits & Vege-  76.77 120 0563 1,373 6-22 474 0-96 18,227 29-16
tables 77-78 222 1-78 2,445 1508 419 1-45 20,340 56-49
78.79 386 1:36 2,703 11-04 284 0-92 23,789 61-17
6 Other Perishables . 7677 260 101 2,004 422 5564 188 18,080  33:51
7718 348 2-69 3,938 8-04 439 1-85 20,703  42-01
78-79 797  21-61 5,719  11-52 557 2:66 27,713  55'83
8 Vegetable and cdile 784.77 432 0-23 1 0-01 152 4-62 2,689 30-80
oils. 77-78 28 0-37 2 0-01 38 073 2,766 33-48
78-79 48 0-24 8 0-01 16 1'16 2,956 3641
7T Tea . . . 17677 1,308 11-32 48 0565 52 0-56 5,792 48-43
7778 1,024 10-80 3 0-01 20 0-21 4,180 4297
78-79 752 8'14 3 0-03 10 0-08 3,067 30-80
8 Spices . . . 78.77 1,332 875 8 0-11 90 1-91 3,808 28-61
77-78 1,439 1047 8 0-11 41 0-48 3,608 26-61
78-79 1,313 9-05 31 0-15 9 011 3,723 23-23
STATEMENT—T7*3—conid. (Amount in Lakhs)
Loss{Theft of complete Pilferage Breakage Leakage
Sl. Commodity Period packages/consignments :
Neo. -~ e 2] r—'———h ~— A s A, \
No. Amt. No. Amt, No. Amt, No. Amt.
9 Coal & Coke . . 7677 3,110  117-36 983  19-51 . ) v L
(Public) 7178 2795 10219 1,412 2958 - . 3 0-12
78-79 1993  77-24 1691  33-36 . . X ..
10 Sugar o« o . 7677 613  11'30 5689 6317 6 0-07 ..
77-78 842 10-63 5,083 48-13 1 0-01 v ..
78.79 287 7-26 2,995  29°08 . . .. .
11 Picce goﬂds . « 7677 1,891 32479 3'254 19-53 7 " 0-03 3 4
7778 1,631  33-44 2,803  20°41 4 0-01 3 0-01
78.79 1,363 2507 2415 1376 1 0-02 . ..
12 Iron & Steel . . 76-77 388 28-80 254 10-18 2 -0 ve .
(Steel Plants) 77.78 356  33-51 206  8-95 3 0:01 - -
78.79 238 18-38 242 12:17 4 0-13 . .
13 Iron & Steel o , 76.77 ™ 2170 880 15-43 4 040 , _
{Other points) 77.78 702 31-60 1,009 24-57 41 036 1 0-01
: 78.79 516 19-28 783 15-53 28 031 e .
14 P.O.L. . . 7677 102 10-73 378 6-40 10 013 1,470 - -92.8p
77.78 112 1134 468 19-35 L *0-11 1,393 26-33
78.79 69 834 231 4-85 2 -003 733 1677
15 Cement . . . T16-77 1,214 423 6564 1-79 38 - 0-33 .e -
77-78 1,104 4+:41 737 2-24 37 ~ 016 . ..
78-79 1,006 406 714 1-85 274 -0-76 3 0-01
16 Chcmical Manures .  76.77 1,618 9:-65 2,278 11:88 5 0-01 . .
71.78 2073 1610 2610  13-08 1 . 3 0:03
78-79 1,613  13-19. 2,074 1652 1 . 8 0-02
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STATEMENT—T - 3—concld.

{Amount in Lakhs)

No.

8l. Commedity Period Damage by wet Delay in transit Othcr oauses Total
[ As Al r A r A LI g % A
No. Amt, No. Amt, No. Amt, No. Amt,

9 Coal & Coke . . 16-77 3 0-02 29 1-12 932 3229 5,057 170- 30
(Public) 77.78 1 . 19 1-44 832 31-99 6,002 165- 34
78.79 2 002 14 0-38 598 19-24 4,208 130-23
10 Sugar . . . 78717 891 451 10 0-09 164 2:70 7,262 81-84
77-78 838 4-93 8 0:10 137 3-92 6,409 a7-72
78-79 796 4 b4 1 0-03 193 260 4,272 43-40
11 Piece goods . s 1677 1,227 6-86 14 0-13 286 269 6,881 62-03
: 77-78 798 6-32 9 014 291 4-76 5,528 6508
78-719 620 4:66 14 0-07 204 3-98 4,697 47:64
12 Iron & Steel . 76-77 4 0 46 1 0-02 17 3-03 646 42-48
(Steel Plants) 77-78 6 0-22 3 0-62 16 404 587 47-35
78.79 5 017 2 035 10 3-62 0ol 34 82
13 Iron & Steel . . 7677 27 0-38 004 1156 415 1,028 42-28
{other points) 71-718 21 1:03 1:83 &9 497 1,844 84-30
78.79 23 0-70 029 40 5-99 1,394 42-10
14 P.O.L. . e . 7677 3 " 005 0-25 7T 12:25 2,042 52-61
77.78 005 3 0-13 65 3-99 1,961 '61-30
78.79 8 0-11 3 002 3 7-27 1,080 37-30
16 Cement » o o 7077 8,671 21:70 7 015 103 1-28 8,685 20 45
7778 8,461 22-69 13 0-26 116 1-49 10,468 31-23
78-79 7,048 2104 5 0-03 124 1-42 9,174 29-17
16 Chemical Manures . 76-77 281 2:03 11 0-49 a8 0-82 4,169 2480
77.718 681 3-55 16 1-07 22 0-90 5,306 34-72
78.79 782 4:08 10 0-G7 31 092 5,119 35-38




CHAPTER VIII

SUMMARY OF CONCLUSIONS AND RECOMMENDATIONS

Operational cfficiency

8.01 Keeping in mind the limitations relating
to the time and resources available to the Com-
mittee, we thought it appropriate only to draw
the attention of the Government to imporlant
aspects of the problem. indicate certain possible
approaches and leave it to Government to decide
on the exact course of action. (Para 1.03).

8.02 For tackling the problems that Railways
have to face as a result of conditions prevailing
in the Country, the fact that the Railways can do
very little to improve the over-all situation has
to be realistically faced. (Para 1.05).

8.03 Taking into consideration the deteriora-
ting law and order situation in many parts of the
country, expansion of the RPF and improve-
ments in the facilities available to them as well
as increase in the subsidy to the State Goveirn-
ment for improving the services of the State
Government Railway Police will be a small cost
to pay if it results in improvement in the situa-
tion. (Para 1.06).

8.04 Taking into consideration the need for
supply of essential commodities like foodgrains,
salt, sugar and cement to the North-Eastern
States, it may be necessary to sanction special
extra funds for speedy gauge conversion works in
the area. (Para 1.08).

8.05 The whole question of transhipment needs
ta be given a fresh look. Appropriate facilities
should be crcated at the transhipment points,
more authority and discretion should be given to
the local authorities in organising labour and if
necessary the work should be continued at nipht
hours also by additional payment, (Para 1.15).

8.06 New methods and systems for tranship-
ment should be attempted so as to study in a
System Analysis the design of wagons, the manner
in which transhipment should be organised and
the equipment that should be used, (Para 1.15).

8.07 Though the container traffic on the Indian
Railways is now very small, in the year to come,
to cater to a special kind of traffic container ser-
vices will have to be augmented. More attention
should be paid to the development of different
types of wagons suited to various types of traffic.
To overcome the difficulty about the shortage of
investment resources the major wusers of such

wagons should be encouraged to own such
wagons. (Para 1.20).

8.08 Improvement in the working of marshal-
ling yards has an important role in achieving
better wagon utilisation. (Para 1.21).

8.09 Improvements in lay-out of marshalling
yards, better tele-communication facilities, better
facilities for movement of staff in the marshalling
yards and provision of pucca jeepable road all-
xiouggi the yards should be attempted. (Para

22),

8.10 As railways are best suited to carry bulk
traffic and traffic over long distances, measures
to maximise movement of traffic in bulkloads,
point to point train loads and unit train loads
may be nccessary. A beginning ¢an be made on
the basis of the studies undertaken by the
RITES in respect of pairs of points between
which such trains on a regular basis can be
introduced. (Para 1.25 & 1.33),

Research and Development ™

8.11 For an undertaking of the size and impor-
tance of Indian Railways, Research and Develop-
ment work has got to be organised as a major
activity. (Para 1.38). [

8.12 India has the potentiality of becoming a
major producer and exporter of Railway equip-
ment on account of the substantial base market
in the country. For this purpose the approach to
research and development as well as to the
development  and organisation of production
units on the Railways will have to undergo major
changes, (Para 1.40). : .

8.13 It is necessary to ensure that potentially
rescarch minded technical officers should not only
be carcfully selected and brought to the R.D.S.0.
but there should be adequate incentives for them
to stay on in the R & D work. Every opportunity
of permitting the concerned Railway oliicials to
visit producing organisations abroad should be
used. (Para 1.41),

Use of Computers

8.14 It is necessary for all authoriiies concern-
ed-Railways own management, the Planning
Commission, etc., to give far higher priority and
inject much greater urgency in the introduction
of a new computer system especially for wagon
control. (Para 1.46).

(1c0)



Traffic Costing

'8.15 To make the cost analysis on the Indian
Railways more meaningful for utilisation in mana-
gement control, planning and decision making, it
1s necessary to carry out cost analysis in a far
more dis-apgreeatcd manner. To do this it would
be necessary 1o suitably augment the traffic cost-
ing organisation in the Railways. (Para 1.52).

8.16 It is necessary to have more expertise in
cost accounting teohniques as well as statistical
techniques for evolving appropriate standard costs.
It may be useful to provide both incentives and
facilities for training in cost accountancy for
the Railway Accounts Service Officers and it may
also be necessary in the earlier stages to induct
some expertise from outside. (Para 1.57).

Economics and Management

8.17 It is essential that the Railway organis-
ation should have at its disposal a well organised
unit for economic analysis and advice.
would involve not only strengthening the econo-
mic unit of the Railway Board and the creation
of small economic cells in the Zonal Railways
and in the production units, but also the regular
association of the economic unit in important
aspects of policy analysis. (Para 1.59).

8.18 It may be mutually beneficial to build up
close association between the University Depart-
ments and the Railways. Similarly, the Institutes
of Management and the Indian Institutes of Tech-
nology as well as other expert organisations
should be more closely associated with the Rail-
ways. (Para 1.60).

Inadequate Attention to Railway Users

8.19 The shortages, the semi-monopoly condi-
tions and the bureaucratisation many times, lead
to a situation where the Railway ollicial does not
show enough consciousness regarding his obli-
gations to the public. (Para 1.61).

Passenger and Employee Amenities

8.20 A method has to be found to remove the
bottleneck in the availability of funds for creat-
ing facilities for passenger and employee ameni-
ties. (Para 1.62).

8.21 One way of generating additional re-
sources for meeting this problem would be to
provide an incentive to the local management
to increase earnings from sources which are
basically local in character. (Para 1.63).

8.22 It is high time that early attention be
given to improve the basic facilitics at the goods
sheds. (Para 1.69).

'8.23 Another method of dealing with  this
question would be to treat such expenditure as
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essential cost of providing Railway services
and provide this as a regular charge on Revenue
irrespective of the financial surplus position of
the Railways. (Para 1.73).

8.24 There is no reason why investment
funds required for exploiting potential revenue

carning asscts of a local character cannot  be
raised on a commercial basis. Appropriate
2gal and administrative procedures includ-

ing delegation of power will have to be worked
out for this purpose, (Para 1.75).

Unreserved Accommodation

8.25 It may be nccessary to provide at lcast
one unreserved second cluss coach on almost
every train which will ensure that  passengers
who badly nced to travel and have not been able
to secure reserved accommodation arc able to
travel even though they may have to travel in
discomfort, (Para 1.76).

Reducing Demand for Passenger Scrvices

8.26 It has to be remcmbered that Railway
services being one of the capital intensive ser-
vices a disproportionate share of national invest-
ment will be requried to watisfy the full demand
for passenger services adequately, To discourage
additional demand for rail travel, fares without
subsidy should be charged; it may also be
worthwhile to provide an option in the form of
cash benefit in lieu of leave travel concession
offered to the cmployees by Government  and
other organisations and even for railway emplo-
yees in lieu of privilege passes ctc. (Para 1.77
& 1.78).

Social Burdens on Indian Railways

8.27 The Rail Tariff Enquiry Commitice have
taken note of the report of the Commitice on
Social Burdens. R.T.E.C. suggests that the
basic approach sugiested by the majority mcm-
bers of the Committee on Social Burdens, en-
dorsed by the National Transport Policy Com-
mittee and which is in line with our overall re-
commendations, should be accepted by the
Government. (Para 1.87).

Unecanomic Branch Lines

8.28 On the basis of special passenger surveys
conducted on Darjeeling, New Jalpaiguri and
Nilgiri Railways Sections, the RT.E.C. is of
the view that the tourist traffic on these railway is
net large enough to warrant hcavy costs to the
Railways in running these Scctions (Para 1.101)

829 It is futile to expect that the Railways
would be able to close down all such lines either
on their own or wilh the concurrence of the
Stale Government, or sccure any further finan-
cial relief from the General Exchequer, 1t



is also felt that the nct savings from the closure
of such lines would be much smaller than
the accounting losscs calculated, It would be
appropriate if a dctailed examination is made
of each of the large 10ss-makmg branch lines
by Expert Groups coasisting of the represen-
tatives from the Railways and the State Govern-
ments concerned. (Para 1.103).

8.30 Where the real operating losses from
running specific lines are substantial and where
alternative means of transport are or can be
made available, thought should be given both
by the Central and the State Governments to the
possible closure of such lines. If the Central
Government is not able to persuade the State
Government to agrce to the closure, the losses
should be borne by the Central Exchequer and
such amounts should be considered as a part of
the Central assistance to the States concerned
with all its implications, (Para 1.104).

8.31 The Railways may consider in their
own intcrest to provide an incentive in the form
of grants, say, equal to ten times the real annual
loss to the authoritics concerned for providing
additional transport facilities or for any other
kind of developinent in the areas likely to be
affected by closure of wunremunerative lines,
(Para 1.107).

8.32 In respect of lines which, for whatcver
reasons, cannot De closed dowr, alternatives
suggested by various committces to improve the
services should be implemented after these are
examined by the Tcams of Experts suggested
by us so as possible to reduce the losscs.
(Para 1.108).

8.33 The committec is of the opinion that the
total burden on the Railway finances of the
losscs on a large number of minor loss-making
lines is too small for much time and energy to
be wasted on the question regarding their
closure, (Para 1.109).

New Lines

8.34 In respect of new lines constructed after
taking into account social cost and benefits,
normally it may be much better that the Railways
charge tariffs on such new lines equal to those
charged on the Railway net work as a wholc
and not inflated tariffs, and the Central Govern-
ment provide a devclopmental subsidy for a fixed
period of time to make up the difference between
the revenue earned by the Railways and the
social benefits calculated as accruing to the
economy as a whole. (Para 1.113).

The Necessity for Business Like Approach

8.35 In a poor country like ours it is not
ssible to trcat the Railways as a public organi-
sation to be largely sustained like educational or
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health facilities mainly on the basis of resources
obtained through the tax mcthod. (Para 1.1i8).

8.36 There is a need to have a full-fledged
member (Commercial) - in the Railway Board
to attend to the essentially commercial aspects
of thc Railway working. (Para 1.119).

8.37. The Railways should be treated more
firmly and emphatically than they have been in
the past as a commerical undertaking,. cven.
though it is a public utility organisation owned
by the Government. (Para 1.120).

Regulation of Tariffs and Services

8.38 There is no body which is authorised
rcgularly and in an obligatory manner to look
at the rate structure of the Indian Railways and
to suggest or enforce changes therein.
(Para 1.126).

8.39 While there is no doubt that the cover-
age of the Railway users consultative committees
is very wide, it is doubtful whether these com-
miltees are very effective in ensuring that the
Railway users’ interests are adequately guarded,
(Para 1.128).

8.40 Members of Parliament can take note of
the grievances but the main difficulty is the very
limited time that Parliament can spare for this
purpose. The major handicap faced Ly Parlia-
mentary committees in this respect is that they.
have no independent expurt advice available to,
them. (Para 1.129).

8.41 Taking into consideration the experience .
of regulation over railway tariffs and services in
other countrics and the sitvation in India, the:
committee is of the view that some regular
machinery to look at the rates charged and ser-
vices provided by the Railways for different:
streams of traflic needs to Dbe set wp.
(Para 1.139).

8.42 The matter is so important that it re-
quires a full scale examination of alternative
methods of tackling it. Therefore the Committee
has only thought it fit to draw attention to the
problem and mention some of the alternatives.
One way would be to entrust the task of regula-
tion to the Railway Rates Tribunal after pro-
perly equipping it in terms of members and
staff to deal with such matters. (Para 1.143).

8.43 Alternatively’ a separate body specially
constituted for looking at the prices of trans- .
port services or public utility services may be
constituted. (Para 1.144),

8.44 A third alternative would be to entrust -
this work to the Monopolies and Restrictive
Trade Practices Commission after making ap-
propriate legal and procedural changes required
for this purpose. (Para 1.145).



8.45 The results of the scruliny by such a
regulatory body, if not made binding, should be
available to the public and the Parhament so
that it would not be difticult for railway rates
to be continually based on a proper justification
in terms of the: overall. objecuves. of raling
policy. (Para. 1.146),
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8.46 The Committee however would like to:

emphasise that such a regulatory body should
resort to an expert examination of the matlers
rather than a judicial one, Sccondly, the body
to be set up should be enabled to discharge its
work expeditiously. (Para 1.147).

Organisation .and Management

8.47 It may not be wrong to say that railway
operation is sometimes considered as an end in
itself irrespective of what result it has on the
financial side.. Commercial and marketing consi-
derations receive inadequate attention and posts
such of those of marketing oflicers are consi-
dered to be of secondary importance. (Para
1.148).

8.48 It may be necessary to think of a more
rationalised Zonal and Divisional structure as
also a proper organisational structure for the
production units. (Para 1.150).

8.49 A specialised branch or organisation
with its own specialised cadre might be able
to do better justice to activities like the running
of railway hotels and catering organisation which
are. connected with the railway operations but
need a different approach, (Para 1.151).

8.50 If, as is reported in newspapers, under-
takings such as those in the Steel Industiies, are
permitted to set up their own captive power
plants, it may well be appropriate for the Rail-
ways to do so. In that case a special unit to Jook
after these may be necessary, (Para 1.152).

8.51 Officers at the top heirarchy like General
Managers and Members of the Railway Board
should be enabled to concentrate more on policy
matters and long term issues instead of getting
embroiled in details of day-to-day working.
(Para- 1.153}.

8.52 It is considered necessary that increas. -

ing care is taken to recruit and train inade-
quate numbers proper talent for carrying out
the personnel function upto the highest levels.
(Para 1.155).

8.53 The Committee is of the view that how-
ever talented they may be the individual officers
cannot give their best when they hold charge of
key positions in the Railways for- very short
periods of time. (Para 1.158).

8.54 The Railways baving one of the largest
oflicers cadres as compared to other conuncrcil
and industrial establishments in the country can
rcally afford to have a full scalc higher manuge-
ment devclopment institution of its own. (Par
1.160).

8.55 Such an institute will also help in the
efforts recently undertakcn to export railway
equipment as wcll as technical and manugcrial
expertise abroad. (Para 1.161).

8.56 It cannot be said that adequate attention
has beer paid in the Indian Railways for ensug-
ing personnel development. (Para 1.162).

e r)

8.57 The existing systcm of lateral recruitment
in the intcrmediate categorics on the Indian Rail-
ways as in the case of Irallic Apprentices, Per-
manent way Inspectors etc. may bave to be
extended to other ficlds for manning important
posts in the various supcrvisory grades. (Para
1.163).

8.58 The Commillce thinks that it may be
uscful to have the question regarding the mana-
gement of the Railways looked at by a high level.
(Para 1.165).

8.59 We recommend that Divisional Storcs
Organisation should be set up as early as possi-
ble. (Para 1.172).

8.60 While the Committec have dcliberately
refrained from dcaling with matters refating to
welfare measures for employees as various other
bodics have dealt with this matter, it is felt that
a strong case exists for provision of adcquate
number of Central schools at least in areas
where there is much concentration of Railway
staff as well as for provision of adcquate number
of subsidised hostcls. (Para 1.173),

8.61 The Committee recommends that in
respect of staff promoted to higher posts it s
accessary to impose a condition that they should
serve on those posts at least for a period of 2-3
years before thcy are considered again for
promotion. (Para 1.174).

8.62 The Committce has noted * that the
deterioration in the labour situation is aflccling
the operation of the Railways. This problem is
too vast in its complexity and implications for
a committee like ours to attempt to tackle. The
Committee hope that the Government will, take
steps to build up better relations with its labour
and espccially railway labour, (Para 1.177).

8.63 36% (Rs: 11 crores) of the post oflice
expenditure on convcyance of mails is incurred
on carriage of mails by rail. 98.5% of this
amount is paid for haulage of reserved accommo-
dation, and the balance for mail bags carried
under the weighment system. (Paras 2.01 &
2.03). :



8.64 For carriage of mail by rail, the post office
is charged on the basis of the actual costs incurred
in rendering the service. However, the existing
method does not achieve the objective fully, and
the procedure of adjustment of the charges
causes distoritions. (Paras 2.06 to 2.11).

8.65 The rates for carriage of mail by Indian
Airlines are so designed as to be roughly equal
to the Airlines public tariff rate for cargo. For
carriage of mails by State Road Transport Cor-
porations, the Post office pays one passenger
fare per bag. (Paras 2.12 & 2.13).

8.66 Fixation of rail rates for conveyance of
mail on the formula used for determining the
rates for carriage of mail by air will be more
remunerative to the Railways than rates based
on the existing system. (Para 2.14).

8.67 Transactions between the Railways and
the post office, both of which are commercial
undertakings, should be conducted cn business
principles. Each Department should be entitled
to, and should, charge the other Dcpartment the
fair market rate for the services rendered to
it. This principle already underlies the rate struc-
ture for mail trailic carried by air and by road.
(Para 2.15).

8.68 Post office mail traffic is of the nature
of ‘other coaching’ traffic and should be charged
for at the General Parcel rate on the same basis
as other categories of ‘other coaching’ traffic.
(Para 2.16 to 2.18).

8.69 While post office mail should be charged
for at the General Parccl rate, the rate should
include a rebate for scrvices rendered to the
public which are not availef™ oI by the post
office. The existing rebates allowed in this con-
ncction may be allowed to stand. There is, how-
ever, no justification for any other rebate being
granted. (Paras 2.19 & 2.23).

8.70 In the light of the foregoing, and in the
interests of simplification, the rates for post
office traffic carried by the Railways should be
dctermined on the basis of the formula given
herein. (Para 2.24).

8.71 We recommend that Military Tariffs
should be based on dcpendent costs which works
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out to about 20 per cent less than fully distri- .

buted costs. (Para 3.09),

8.72 Goods Trafficin wagon-loads may bz
charged at Public Tariff rate 100th class at a
wagon-rate for a pay-load of 19 tonnes less
20%, as an omnibus charge for all commodities,
except those already being charged at Public
Tariff rates. (Para 3.13),

8.73 Small traffic may be charged at Class-125
less 20%. (Para 3.15).

8.74 Military passengers travelling in Passen-
ger coaches may be charged ' at a Passenger
Bogie Rate worked out on the basis of II class:
Mail/Express fares foc: 72 persons being the
weighted average capacity for' BG and MG,
plus 25% to cover the element of slecper charge.
A concession of 207 over this rate may be
given. This rate will be applicable for 1I class
or I class coaches BG, or MG or NG. (Para
3.17). . co ‘

8.75 Baggage rates may be charged at the
telescopic public tariff rates a General Parcel
Scale less 20%. (Para 3.21).

8.76 Military Stores/Baggage carricd in
coaching vchiclcs mav he charged at Vehicle'
rate worked out on the basis of Baggage rate
at General Parcel Scale rate for a pay load of
6 tonnes less 20%. (Para 3.23). ‘ ‘

8.77 Siding charges may be levied on disconti-
nuous kilometrage basis on the actual length of
rate the siding at a wagon-rate worked out on-
the basis of 100th Class excluding terminal charge
for a pay-load 19 tonnes less 20%. This rate
will apply to a loaded four-wheeled vehicle or
wagon, for all commodities, in addition to freight
charges. (Para 3.24). s

8.78 For travel in I class on duty, the exist-
ing concession may be reduced from 40% to
20%. (Para 3.36). - - ) |

8.79 In respect of II class journeys, all cxist-
ing concessions should continue. (Para 3.28).

8.80 A scparate Military Warrant for ACC I
class travel may be prescribed. (Para 3.29).

8.81 A scparate Military Warrant for Luggage
may be prescribed. (Para 3.30). '
8.82 The minimum number of vehicles or
wagons to be paid for may be increased from
20 to 40 vehicle or wagons. Coaching stock may
be charged at coaching rates as per Rule-201(4)
of Military Tariff. Goods stock may be charged
at Goods rates as per rule-301. A minimum djs-
tance for charge at 50 kms. may be laid down .
instead of minimum charge per train. (Para 3.31).

8.83 Wlagon Regisﬁ;ttion fee mayt;e leviéd for
placing indents for Military traffic and forfeited
when the stock is not utilised. (Para 3.32).

8.84 Dectention charges may be levied for
Military Special personnel trains detained for .
more than 30 minutes at originating, terminating
station or stations enroute owing to the require-
ments of Military authorities. (Para 3.33). :

t

8.85 The facility of authorising a passenger, .
who has lost his ticket, to travel on payment of
25% of farc of the lost ticket, may be extended
to Military personnel also. (Para 3.34). l



8.86 For saloons provided by the Railways
sometimes for the use of Defence Officers, the
special charges for the haulage of carriages given
m Appendix II/I of Military tariff may be levied.
(Para 3.35).

8.87 With the introduction of Public tariff rate
basis for charging Military Special trains. there
would be no justification for levying passenger
fare Tax of 1957 on Military traffic. (Para 3.38).

8.88 With the introduction of Public tarilf rate
basis for charging Military Special trains it is not
necessary to levy separate accident compensation
charges for special trains. (Para 3.40).

8.89 The block distances for charge and also
calculated rates for distances from 1 to 5000 kms.
mentioned in Rule-125 of Military Tariff may be
revised in accordance with the Blocks recommen-
ded for Public tariff rates, in our Main Report.
(Para 3.41).

8.90 Miscellancous items of Military traffic
such as cyles, dogs, live-stock carried in excess
of carrying capacity, haulage charges for saloons,
etc., may be charged at public traffic rates less
20%. (Para 3.43).

8.91 A review of Military tariff rates should be
made whenever there is an increase in Public
tariff rates and rates may be revised as per princi-
ples laid down in our proposals. (Para 3.45).

8.92 The percentage of concession may also
be reviewed once in five years to ensure that
Military traffic rates cover the dependent costs.
(Para 3.45).

8.93 A thorough revision of Military tariff No.
5, should be got done by the Railway Board in
consultation with representatives of Ministry of
Defence, Army Headquarters, some Railways and
IRCA, to stream-line, simplify and rationalise the
rules keeping in view the existing Railway rules
for the public, changed conditions and practices
and avoidance of hardship to the Army personnel
travelling on duty or on leave. (Para 3.48).

8.94 We recommend that the one end terminal
charge to be collected from the Public under the
Freight Structure recommended by us in the Main
Report should be credited to the Port Railways
as the terminal services at the Port-end are being
performed by the Port Trust Railways. (Para
4.12).

8.95 We are of the view that the placement of
wagon in sidings should be considered as part of
the scheme of total transportation from the book-
ing station to the destination and that, therefore,
it is not necessary to segrcgate in meticulous
detail the costs involved in the placement of
wagons in cach siding and then try to recover
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the costs by way of the siding charges. We accor-
dingly recommend that siding charges may be
reckoned in the same way as freight charges
for the additional distance involved from the
serving station to the factory prcmises. In view,
however, of the general telescopic pattern of the
freigh rate and in order to ensure that adequate
additional charges are collected in such cascs, we
recommend that the additional freight cherges
for placements in the siding should be reckoned
on a discontinuous kilometrage basis. (Para 5.10).

8.96 In the case of collicry sidings, however,

the charges over the siding nced not be  levied
separatcly and the total distance for charges
should include also the distance of the siding.

{(Para 5.12).

8.97 We recommend that placement of wagons
necar the plots leased to parties should be trcated
as part of railways transportation arrangements
and that no separate charge, apart from the
freight for the appropriate distance, should be
levied for such placements. (Para 5.18).

8.98 We recommend that Railways should
determine, by trails or time studies jointly con-
ducted with industries, the number of wagons
per-working hour that can reasonably be loaded/
unloaded under actual conditions obtaining in
the factory and that free time to be allowed
should be co-related to these time-studies and
then norms fixed for the number of wagons to be
loaded/unloaded during the interval between the
normal runs of the pilots, (Para 5.21).

8.99 We recommend that the Railway may,
after taking into account social cost benefits,
examine the question of reintroduction of the
system of supplying wagons to small sidings also
in the colliery area. (Para 5.26).

8.100 Where parties make heavy investments
like, provision of mechanical handling of wagons,
etc., which would enable the wagons bcing dealt
with more quickly, we recommend that the ques-
tion of granting suitable rebate per wagon can
be considered so as to act as an inccntive for pro-
vision of such facilitics. (Para 5.28).

8.101 In regard to big industrics like, Stecl
Plants, where very large number of wagons are
being dealt with, we suggest that instcad of
checking individual delays to wagons, a systcm
of interchange of wagons could be thoupht of.
(Para 5.29). :

8.102 We recommend that instead of charging
maintenance charges at 41 per cent of the capital
value of the sidings, the per kilometre average
cost of maintenance of a branch line of the rail-
way system be taken as the basis for recovering
maintenance charges from the siding owners,
(Para 5.30).



8.103 Transportation, coupled with handling,
exposes goods to a variety of hazards—risks.
The goods to be carried by the Railways should
be so packed as to afford a suitable protection
against these. (Para 6.02).

8.104 About 45% (95 miilion tonnes) of the
goods carried by Railways per year need packing.
Over 3/4th of this quantity is packed in jute
bags. (Paras 6.03 & 6.08).

8.105 “Smalls”, and goods requiring tranship-
ment en route, are exposed to greater hazards—
risks than other goods. Therefore, packing condi-
tions for “smalls” traffic should be more stringent
than those for wagon loads and packing conditions
for goods involving transhipment en route should
be more strict than those booked through to
destination. (Para 6.09).

8.106 Each packing condition should indicate
the relevant 1.S.1. specification. (Para 6.10).

8.107 A container must be inexpensive and
cost no more than is absolutely necessary to do
its job. (Para 6.12).

8.108 Packing conditions must be so worded
that the Station staff are able to determine with-
out difficulty, and in the limited time available
for the purpose, whether the goods have been
packed in the manner laid down. (Para 6.13).

8.109 The Railways should allow greater use
of solid and corrugated fibre-board containers
for wagon loads, “smalls” and parcels traffic.
(Para 6.20).

8.110 Goods should be handled with greater
care and atleast simple mechanical devices should
be used for the purpose. (Para 6.21).

8.111 At present a large proportion of Rail-
way receipts bear the remark “packing conditions
not complied with”. The need for this remark
will not arise if the container used is (i) new and
(ii) bears remarks of quality or approval as evid-
ence of compliance with the prescribed specifi-
cations, (Paras 6.23 to 6.25),

8.112 The revised packing conditions should
be formulated by users and got approved by them
from an expert institution such as Indian Insti-
tute of Packaging or Indian Standards Institution,
The Railways should normally accept these after
field trials in actual conditions of transport. At
the same time, the Railways should themselves
revise the packing conditions in consultation with
expert institutions for products which are getting
damaged or which damage wagons. (Paras 6.28,
6.29 & 6.31). )
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8.113 Railways should also revise packing
conditions wherever possible in the light of the
results of research in improved packing being
conducted by certain industry research institu-
tions, Specifically, in the case of cement, the
Railways should pursue the question of prescrib-
ing the use of only new bags preferably of the
improved designs being developed, and encour-
age movement of cement in bulk. (Para 6.32),

8.114 The Railways should allow a suitable
rebate in freight charges on goods packed in
accordance with the revised packing conditions
in new containers bearing a mark of quality or
approval denoting compliance with the prescrib-
ed specifications. (Paras 6.30, 6.31 & 6.32).

8.115 Changes in packing conditions for cer-
tain commodities suggested by consignors which
have been agreed to by individual Railways con-
cerned may be tried out as an experimental mea-
sure pending action in terms of Recommendation
No. 8.112 above. (Paras 6.33 & 6.34).

8.116 The special packing condition No. /27
which is compulsory at present may be made
optional. (Paras 6.35 & 6.36).

8.117 Individual Railways should be given
power to modify packing conditions where con-
sidered justified experimentally for one year, for
(i) local traffic and (ii) inter-railway traffic not
involving transhipment where the other Railways
concerned also agree to the proposed change.
(Para 6.37).

8.118 The packing conditions for export cargo
should conform to the specification laid down in
the relevant statutory orders issued by thz ad-
ministrative ministries concerned. In regard to
imported cargo, the existing rule on the subject
is considered to be reasonable and no change is
required. (Para 6.38).

8.119 As suggested by the Estimates Commit-
tee, the Railways should hold exhibitions at im-
portant places to educate trade and industry as
to how goods can be economically packed and
damage in transit avoided. (Para 6.39).

8.120 We find that the elements taken into
account in working out the costs for arriving at
the crane charges are reasonable. We, however,
recommend that the crane charges in force from
1976-77, be escalated by 30 per cent. We also
recommended that the crane charges should be
escalated in tune with costs from time to time
e'}s in) the case of freight charges. (Paras 7.02 &

.03).

8.121 We do not recommend any change in
the existing crane haulage charge. (Para 7.04).



8.122 We recommend a uniform haulage
charge of Re. 1 per kilometre per 4-wheeled
wagon for all gauges for haulage of guard or
dummy or trailer attached to crane. (Para 7.05).

8.123 We recommend that the Railways should
plan for more cranes including road cranes. We
also recommend that Railways should encourage
private road cranes operating at stalions where
heavy lift consignments are dealt with, (Para
7.06). '}

8.124 We feel that the demurrage rules should
be framed realistically so as toc ¢ncourage more
and more bookings in train loads/rafts of wagons.
(Para 7.08).

8.125 We recommend that time-studies should
be carried out jointly by representatives of the
Railway and its users with a view to determining
realistic time required for loading/unloading of
full train loads/rafts of wagons. We also feel that
free time will have to be determined in respect of
diflerent commodities instead of having a uniform
free time for all commodities. It would also be
worthwhile considering a lower rate of demurrage
for exceeding the free time only marginally and
having a system of demurrage charge which in-
creases with hours of detention, (Para 7.09).

8.126 We recommend that the Railway Board
may give discretion to the local railway adminis-
trations for exempting stations from general in-
structions regarding wharfage free time, efc,
taking into account the local conditions obtaining
at these stations. (Para 7.10).

8.127 We recommend the following charges
for the haulage of engine on private account

(i) For private engine hauled attached to
scheduled goods trains—Rs. 5 per en-
gine per km,

(ii) For private engine hauled separately or
worked by its own power—Rs. 15 per
engine per km. (Para 7.15).

8.128 We recommend that for the haulage of
empty wagons on their own wheels on private
account by scheduled goods trains, charges be
levied at class 200 for a weight of 60 quintals
in the case of BG wagons, 45 quintals in the case
of MG wagon and 35 quintals in the case of
NG wagon. (Para 7.18).

8.129 We recommend that when empty
wagons on private account ave hauled as special
train, charges be levied at class 200 for 60 four-
wheeled wagons at 60 quintals each in the case
of BG. 40 four-wheeled wagons at 45 quintals
each in the case of MG and 30 four-wheeled
wagons at 35 quintals each in the case of NG,
(Para 7.19).
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8.130 We agree with the basis adopted for cal-
culating charges for transport of consignments by
special train and rccommend a rate of Rs, 155
per train kilometre subject to a minimum of
Rs. 7,750 on the BG and Rs. 125 per train kilo-
metre subjcct to a minimum of Rs. 6,250 on the
MG. (Paras 7.26 and 7.28).

8.131 We recommend that traflic booked from
one siding to another siding in the same station
area be charged at the proposed class 100 rate
for a minimum distance of 50 kms. on the aver-
age loadability of 20 tonnes for BG and 14 tonnes
for MG four-wheeled wagons, (Para 7.31).

8.132 For weigh-bridges provided by private
parties, we rccommend a rebate of 18 paise per
tonne of traffic loaded and weighed at the weigh-
bridge subject to a maximum of 13% of capital
cost plus the cost of stafi provided to operate
the weight-bridges. It is also recommended that
this rebate should be applicable for ali commodi-
ties and for all types of weight-bridges. (Para
7.40}. ‘

8.133 We find that the methodology at pre-
sent followed for determining the quantum of
rcbate to be allowed for traffic transported in
wagons owned by private parties is rcasonable,
(Para 7.44)

8.134 We rccommend that general conditions
of wagons require to be improved in order to
prevent pilferage, damage, efc. (Para 7.48).

8.135 The recommendations of the Enquiry
Committees regarding claims and security should
be implemented. We also fcel that greater co-
ordination is required betwcen the RPF and the
GRP and between the State Governments and
the Railway Authorities in regard to security
arrangements. (Para 7.49)

8.136 We suggest provision of watch towers
with flood lights in important yards. We also
suggest that when remodelling major yards, there
should be provisions for jeepable roads and
pathways on which scooters, cycles, etc., can be
used for patrolling. We also recommend provi-
sion of better tele-communication facilities bet-
ween diffcrent points of the yards to ensure
better security. (Para 7.50)

8.137 We recommend that the procedure
for registration of claims, the method of kceping
the claims files and processing of cases be
modernised and streamlined. We also recommend
prescription of standard forms for preferrine
claims in which all the necessary data rcquired
to be given by the party should be indicated.

(Para 7.51)
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8.138 The Railways can also think of having
special arrangements in the claims offices for
dealing with the claims and representations from
regular customers. (Para 7.52)

8.139 We suggest having a claims office in
Divisional offices also for dealing with all claims
local to the Divisions and other local claims
upto certain limits. (Para 7.53).

8.140 We suggest that regular refresher
courses for officers dealing with claims be con-
ducted, where apart from the legal liability of
Railways in regard to claims, subjects could in-
clude public relations, business-like practices and
customers good-will and satisfaction, (Para
7.54)

8.141 We suggest that, while claims preven-
tion measures require to be pursued with vigour,
where damage or loss has already occurred,
Railway should show more readiness to accept
responsibility wherever due and make payments
gracefully, (Para 7.53)

8.142 We recommend that by proper work-
ing arrangements between Railways and their
important customers, the practice of issuing ‘said
to contain’ receipts could be avoided and clear
receipts issued as far as possible. (Para 7.58)

8.143 We recommend that handling devices
such as small rollers, wheeled crowbars, efc. be
provided at goods sheds and transhipment sheds
for improving handling of the consignments.
(Para 7.59).

8.144 We recommend early establishment of
Claims Tribunals. (Para 7.60)

8.145 If, in the processing of claim cases,
there has been undue delay but where on merits
the claim is one for payment, Railways should
not deny claims merely on the technical pleas
of the case being time-barred for suits, (Para
7.61)

KULBIR SINGH .
Acting Secretary A\

New DELHI, 28tk June, 1980. « h)
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8.146 We recommend that a suitable mone-
tary limit be fixed in regard to extent of normal
liability of Railways per kilogramme goods and
similarly for luggage and parcels. Higher liability
should be accepted only on payment of suitable
percentage charge on the higher value declared.
Pending suitable legislation in this regard. We
recommend that the limit of Rs. 500 mentioned
in Section 77 B of Indian Railways Act be raised
to Rs. 1000. (Para 7.64).

8.147 We recommend that the present
scheme of owner’s risk rates for a few commodi-
ties should continue. We, however, recommend
that motor vehicles NOC and steam lorries be
deleted from the list of items for which owner's
risk rates are quoted. (Para 7.72)

8.148 We consider that in respect of com-
modities for which at present there is no com-
pulsory pre-payment conditions, the normal tariff
rate should apply only on the basis of freight
being paid at the time of booking. If, however,
consignors desire to have the consignments
booked ‘to pay’ there should be a surcharge of
1% on the freight. (Para 7.74)

8.149 To ensure speedy clearance of cheques,
we suggest that the cheques may be drawn on
the local banks to which cash collections of the
stations are remitted or on banks in the Divi-
sional headquarters to which cash collections are
sent. (Para 7.76)

8.150 We recommend that pre-payments be
made compulsory for booking of newspapers
and magazines. We also recommend that coupons
of necessary value for the requisite amount
should be affixed on the newspaper parcels by
the consignors. (Para 7.77)

8.151 We recommend that the Railways
should go all out to set up out-agencies wherever
there is appreciable traffic that would warrant
sctting up of such out-agencies. (Para 7.78)

H. X. PARANJAPE

Chairman

K. T. MIRCHANDANI
Member

V. K. STHANUNATHAN
Member
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ANNEXURE 1.1

CONTAINER SERVICE ON THE INDIAN RAILWAYS

The first container service on Indian Railways
was started in January, 1966 on the Bombay—
Alhmedabad route; this was followed by a service
on the Bombay—New Delhi route in November,
1967. These services soon became popular and
were gradually extended to more routes. At pre-
sent, container services are in operation on the
following twelve routes:—

Date of
Pairs of Stations introduc-
tion
1. Carnac Bridge (Bombay)—Asarva 15.1-66
(Ahmedabad)
2. Carnao Bridge (Bombay)—New Delhi « 20.11-67
3. Madras—Bangalore Cantt. ‘. . . 14.1.69
4, New Delhi—Howrah 15-3-69
5. Wadi Bunder (Bombay)—Madras 18-4-69
6. Wadi Bunder (Bombay)—Secundorabad .  23.-5.69
7. Yeswantpur (Bongslore)—Wadi Bunder  11.11-68
{Bombay)
8. Shalimar—Madras . . . . 3-11.70
9. Wadi Bunder—Shalimar 16-4-71
10. Carnsc Bridge (Bombay)—Kota 16-4-73
11. New Delhi—Mudras—Bangalore Cantt. 1-10-73
12. Pune—Madras . . . . . 20.12-74

In addition to the above 12 sanctioned ser-
vices, ad hoc movement of containers on certain
limited routes is also permitted.

2. The main advantages of container service
are as under :—
(i) Door-to-door service.
¢ii) Reduction in fransit time.
(iii) No intermediate handling of goods.
(iv) Safe transportation of goods, thus

reducing considerably the incidence of
claims.

(v) Reduction in packing costs.

3. The containers in use are of two types—
one with a payload of 4.5 tonnes and the other
with a payload of 5 tonnes. 5 tonnes containers
are now the standard containers.

6 of these 5 tonne containers can be carried
on a bogie flat wagon of cither BG or MG. The
containers are placed transversely on the wagons
so that the swing doors open out on the plat-
forms and the containers can be stuffed or de-
stuffcd without having to be removed from the
wagon on a station-to-station service.

The containers arc placed longitudinally on the
semi-trailers for road transport. They can  be
approached eithcr from the end of the vehicles
or its sides and stuffed and destuffed while stund-
ing on the semi trailers.

When bogie flats are not available, containers
are carried in BOX wagons also, Precautions like
providing wooden sleepers or wedges between
containers and between containers and walls of
the wagons are taken to prevent damage to con-
tainers. Six of these containers can be loaded in
a BOX wagon,

4. The present holding of container stock is
as under:—

{s) Coniainers :

4:5 tonne . . . . . 139
5 tonne . . . . . 1,805
Total . 2,034

(57) Flala ;

(@) 4-whevler flats (BC) . . R 47
() Bogie flats

() BQG lots . . . . . 300
(i) MG flats . . . . . - 8

(34é) Road Units consisting of
124 tractors and

124 somi-troilers S ° . . 124

5. The rate for thc container scrvice is an
all-inclusive rate for the transport of goods from
the consignor’s godown to the consignee's
godown. It includes charges for the rail portion
as well as the road portion at the two terminals.
It is quoted as a lumpsum rate per quintal. The
rate is based on the principle of ‘what the traffic
can bear’, but is fixed so as to be competitive
with the total charges paid by the parties to the
road hauliers. The cost of this service is taken
into account while fixing the all-inclusive rate.



Concessional rates are also quoted if necessary,
on account of the over riding consideration of
meeting the competition from the road hauliers.
The all-inclusive rate is fixed after negotiations
and mutual agrcement between the Railways and
the parties.

When a party offers at least two containers or
more at a time, the benefit of wagon load scale
of rates is given. If only one container at a time
is given, a highcr rate applying the ‘smalls’ rates
for the rail portion is generally quoted.

A detailed note containing guidclines for fixa-
tion of rates for domestic container services is
given in the Annexure 1.1.A.
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6. The performance of the container scrvice
since their inception has been as under:—

No. of Freight

container earned
Your loaded (in lakhs of

Rs.)

1966-67 1,864 3:68
1967.68 3,640 9-34
1968-69 9,306 34-94
1969.-70 20,484 73-15
1970-71 25,585 97-98
1971.72 31,880 143:72
1972-73 . . . 28,769 140- 60
1873-74 . . . 28,206 15738
1974-75 . . . 30,329 203- 58
1975-78 N . . 36,939 270-99
1976-77 . . . 43,052 338-44
1977.78 . . . 40,402 321-67
1978-79 39,762 32812

ANNEXURE 1.1.A.
FIXATION QF RATES FOR CONTAINER SERVICE—GUIDELINES FOR

Container Rate a Composite Rate

(i) The container-rate is an all-inclusive
rate for transport of containers from
the consignor’s godown to the con-
signee’s godown, and is quoted as a
lumpsum rate per quintal. It, therefore,
includes charges for the rail and the
road haulage at the two tcrminals,

Fixation of All-Inclusive Rate

(ii) The all-inclusive rate is generally fixed
so as to be competitive with the total
charges paid by the party to the road
haulier. Deducting the charges for the
rail portion at Tariff Rates from the
all-inclusive rate thus fixed the balance
is shown as terminal charges for the
road haul. Normally, there should be
no occasion to reduce the rail rates
below the tariff level.

Where No Reduction is Necessary in Rail Rate

(iii) Where there is no reduction in the rail
tariff ratc, the Railways may finalise
the conlaincr rates having regard to
the following—

(a) The road portion charges of the all-
inclusive container rate need not
necessarily be governed by the cost

of road haulage in all cases. It may
be necessary in the case of some
commodities to quote road haulage
charges even lower than the cost of
such haulage.

The endeavour should be to see that
losses incurred on the road-haulage
portion in such cases are compen-
sated by higher road-haulage charges
levied on other commodities.

(b)

Where Reduction in Rail Rate is Involved

(iv) Where in a specific case, owing to
conditions of road competition, a
reduction in the rail-rate becomes

necessary, road charges should be so
fixed as to meet the acteal cost and
then the reduction on the rail portion
of the freight calculated. In such cir-
cumstances while quoting a suitable
station-to-station rate, the Railways
should ensure that no charge of undue
preference to container traffic can arise
from other similar traffic already
moving by rail.

In case the non-containerised traffic
in a particular commodity is nil or
negligible between two points and the
Railway Administrations concerned are



satisfied that traffic for containers
between these two points can, how-
ever, be secured by a suitable rate re-
duction within the Administrations’ rate
reducing powers over the rail portion,
the Railways could then very conve-
niently quote, within their existing
powers, a reduced rate for the com-
modity under consideration between
the two points in question. Such a
reduced rate will then be automatjcally
available for containerised traffic also
in that commodity.

Rate of Charge
(v) The Railways may give the benefit of

wagon-load scale of rates to a party
who loads atleast two containers at a
time. This would, however, be treated
only as a floor rate, which should be
quoted only if the total charges both
for the rail and road portions of the
journey are not competitive with the
charges levied by the road hauliers for
carrying the same traffic from door to
door. In other words, the Railways will
have the authority to quote rates at
wagon-load scales but where the traffic
can bear a higher charge they may levy
the ‘smalls’ rate or a rate which may
be in between the wagon-load scale and
the smalls rate.

The all-inclusive rates should be fix-
ed at the maximum possible level,
taking into consideration the prevailing
road rates.
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prescribed for bulky articles fully
occupying a wagon, vide Rule 164 of
the IRCA Goods Tariff Part 1—Viz.
60 quintals for a B.G. 4-whecler flat,
and 40 quintals for an M.G. 4-whecler
flat. Commoditics loaded lcss than this
quantity should be charged at the
smalls rate. Prior concurrence of the
FA & CAO should be obtained for
granting excmptions from the minimum
weight condition,

Where the minimum weight condi-
tion prescribed for a particular  com-
modity for wagon load rates exceeds
the carrying capacity of four 5 tonne
or 4.5 tonnes containers ie. 20 tonnes
or 18 tonnes respectively, the minimum
weight condition to be applied should
not excecd the carrying capacity of the
containers, i.c. 20 tonnes for 5 tonnes
containers and 18 tonnes for 4.5 tonne
containers,

Packing Conditions

(viii) In fixing the all-inclusive rate in com-

2.

petition with the road, the cconomy
that the trader obtains from the saving

on packaging should also be taken into
account,

General

Relative Advantage to be Preserved

(i) Since the all-inclusive rate is fixcd with

reference to road competition and is
a matter of mutual agreement between

Element of Crane Charges
Inclusive Rates

(vi) Proportionate capital cost of crane fork

in Evolving All- the Railway and the Party, it is quite
possible that the road portion charges

for the same traflic at the samc place

lift or any other handling equipment
and working expenses thercof either at
terminals or at break of gauge tranship-
ment points must be taken into account
while working out the capital cost and
working expenses of the services.

Minimum Weight Condition
(vii) Normally, the prescribed minimum

weight condition for wagon load should
be fulfilled. But where it is established
by an adequate number of trials
(which should be done in the prescnce
of a railway officer), that the propor-
tionate minimum weight prescribed
cannot be loaded in a container, the
minimum weight for charge can be
reduced to the level that can actually
be loaded, subject to the floor level

will differ from party to party. How-
ever, every endeavour should be made,
while fixing these charges, to sce that
the relative advantages cnjoyed by the
parties in transporting their goods by
road are not disturbed, as far as
possible.

* Need to Avoid Undue Difference in Rates Quoted
to Various Parties

(ii) While quoting containcr rates to partics

(iii)

the need to avoid anomalics or undue
difference in the rates quoted for the
same or similar commoditics booked
from either end on the same service
should be kept in view.

The rates of each container service and
the container rates for the freight for-
warders in containcrs should be review-
ed once a year in the beginning of each



financial year and invariably whenever
there is a general revision of rates and
other changes in respect of traffic
moving in conventional wagons/vans.

Fixing Per Container Rate for Mixed Com-
modities

(a) The rate may be fixed initially for a
period of six months, it should not be
less than the rate arrived at on the
basis of total freight payablc at wagon
load scale inclusive of QTS charges in
force from time to time for each com-
modity in the mix as per a forecast to
be given by the consignor plus both
handling cost and the cost of road
transport at either end.
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average return for that service in the
preceding half financial year.

(c) The ratc to be fixed for the next six
months period after review should be
on the basis of actual proportion of
each commodity booked during these
six months period in the same basis as
in the case of (a) above or on the
basis of a revised forecast for the six
months given by the consignor, which-
ever is higher,

The rate should not be less than those
allowed to freight forwarders for con-
tainers.

(d)

(e) The other terms and conditions and
guidclines would be the same as in the

(b) The rate fixed per container should case of containers loaded by freight
ensure a return of not less than the forwarders.
ANNEXURE 1.2
CONTAINERISATION——(ISO)

Background

1. Until the middle of 20th century general
cargo sector of world sea borne trade was dealt
with by break-bulk methods. Cargo was loaded
and discharged in small lots and individual items
were manually handled at the ports and in the
ships. This began to change in the fifties with the
unitisation of cargo into homogenous units, which
could be handled mechanically. By the early
sixties, the containev system made a big break-
through and over the last decade therc has been
a rapid growth in the containerisation of cargo.

1.1 Howcver, in India, it is only in the last
threc or four years that containers are being
handled in significant numbers. Nevertheless, the
subject has reccived considerable attention. A
Working Group on Containcrisation was set up
by the Government of India in 1969, which sub-
mitted its report in 1971. This report, which
examined containerisable trade routes, potentially
containerisable traffic, location of Inland Con-
tainer Depots (ICD) as well as a number of
other aspects of containerisation, has provided
the basis for much of the later thinking on the
subject.

1.2 In 1975, a Study Group was set up by
the Ministry of Commcrce specifically to make
suitable recommendations for improving docu-
mentation and customs and procedures relating
to container traflic. Tater in 1977, another Work-
ing Group was sct up to identify the necessary
facilities particularly related to the nceds of
various groups involved: port, customs, shipping,
road and Railways etc.

1.3 In 1978, at the request of the Govern-
ment of India, the Common Wealth Secretariat
engaged the services of a reputed firm of Consul-
tants—RPT Economic Study Group—for a
comprehensive study of the potential for increas-
ing developing the containerisation facilities in
the country. The Consultants have since submitted
their report in May, 1979. (Summary of recom-
mendations is given in Sub-Annexure 1.2.A).
They have estimated the modal split of hinter-
land transport for the ports and have worked out
the rail portion of the container traffic.

Choice of Mode of Transport

2. Import and export traffic has started
moving increasingly in ISO containers. At pre-
sent, these containers are being stripped and stuft-
ed in the port area, thereby depriving the ship-
pers of the benefit of through movement of
cargo.

2.1 Presently, on account of the conditions of
bridges and roads in India, the capability of the
road system for handling inter-modal containers
offered over any appreciable distance, is in doubt,
As against this, as brought out by the various
Working Group, Railways are a more suited
mode of transport and are in an advanced stage
of preparedness in undertaking this movement,
The design of a wagon to carry inter-national
container has long been finalised and a prototype
has also been manufactured, which has been
successfully trialed and tested. The flats (50
units) now under manufacture for domestic con-
tainer scrvices also capable of carrying 1.5.0,
containers.

o~



Present Position

3. As a follow up of the various recommen-
dations of the Working Groups and where neces-
sary in consultation with the Ministry of Com-
tmlférce, the following policy decisions have been
aken:—

(a) The Railways will develop adequate
infrastructure facilities for rail move-
ment of ISO containers between ports
and Inland Container Depots,

(b) Inland Container Depots would be set

up at Delhi, Ahmedabad and Bangalore,

These Depots would serve as dry ports

where customs examination would be

undertaken thereby eliminating the
customs formalitics at the maritime
ports.

(¢) Railways will procure adequate number
of container flais for carriage of ISO
containers.

The traffic projections as worked out
by the Common Wealth Consultants
should be adopted for the purposes of
rolling stock planning.

(d)
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Provision of Rolling Stock

4. Bascd on the traflic  projections of the
Common Wealth Consultants, it has been decided
to make provision for 425 BFKS wagons in the
Rolling Stock Programimes so as to ensure that
the same number are available for use by {98S-
86, In the first instance, provision of 350 fluts
is proposed to be made in the Rolling Stock
Programme 1980-81,

Simultancously provision for mobile lifting
cranes and Goliath crancs of adequate cnpocities
is also being scparately made in the Plant &
Machinery Programme 1980-81.

Points for Consideration

5. Based on the studics that the Ruilways are
most suited mode of transport for carriage of ISO
containers, rail infrastructure is being developed
for this purpose. The cost of the infrastructure
including development cost of Inland Container
Dcpots would be about Rs. 18 crores. It s,
therefore, considered desirable that other compe-
titive modes of transport for this purpose are not
developed.

5.1 The operation and management of Inland
Container Depots should be under the exclusive
charge of the Railways.

ANNEXURE 1.2.A

EXTRACT TAKEN FROM THE REPORT OF THE STUDY GROUP ON DEVELOP-
MENT OF CONTAINER TRAFFIC IN INDIA

RECOMMENDATIONS

Rates

12. Having recognised the fact that Railway
will play an essential and significant role in_the
movement of containers within the country, 1t 1s
recommended that they should accelerate the
manufacture of the required rolling .s'[ock and
other suitable container handling facilitics on a
priority basis. As the quantum of container
handling will be very large and as such containers
will involve a two way movement to and from
the port, it is recommended that the Railway
evolve a special container tariff. In this connec-
tion, it may be mentioned that railways consider
the possibility of charging one-way freight for
two-way movement and special concessional
rates for exclusive container trains, The Rail-
ways should also waive infringement charges for
movement of containers, {Refer Section X).

13. With a view to ensure simplified and
concessional freight rate structures for the move-
ment of containers by sea, it is recommended
that the shipowners evolve a system of Freight
of All Kind (FAK} rates on a per container
basis. (Refer Section X).

14. Recognising the fact that when require-
ments of International Standard Organization are
modified, infrastructural changes requircd 1o be
made are expensive and time consuming, cspe-
cially for the developing countrics, it is recom-
mended that Government of India cnsure that
once certain practices and standards are estab-
lished by the ISO are not changed too frequently
and short intcrvals. (Rcfer paragraph VII 4 and
5).
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ANNEXURE 1.3
NILAGIRI RAILWAY

1. The main point that is coming up is that
the linc 1s working at an cnormous loss—some
Rs. 50 lakhs per year recently, Normally, such a
line should be closed, especially as alternative
transport by road is easily available and is
apparently popular among most of the users.
The mam difficulty is rcgarding the Defence
traflic, the most important of which is the traffic
to and from the Defence production establish-
ment at Aravankadu. The Manager of this unit
has specifically pointed out to the Committee that
the use of road vehicles for transporting their
production is very hazardous, and that regular
despatch of this material to other Defence pro-
duction establishments in the country is a matter
of gréat importance for overall Defence produc-
tion. The railway line has therefore got to be
maintained for the transport of this essential
traflic. It needs to be emphasised that this may
turn out to be the main reason for maintaining
this railway line.

2. Other reasons also exist but are not that
compelling. Tt is true that this is a unique railway
line from the engincering angle and can serve as
a kind of museum piece. It may also have some
tourist attraction. But the cost involved in main-
taining the line in a running condition is so
high that one wondcrs whether anyone will agree
to so much expenditure purely for these reasons.
Data available as well as observations show that,
except for passengers who come from long dis-
tances and thercfore can travel up to the hill
station practically free, not many prefer to travel
by the railway line by choice. For extra journeys,
even tourists apparently prefer road transport to
the railway. This is inevitable, as the time taken
by the train is far longer than that taken by a
road vehicle. Similarly, only certain types of
goods which are low-rated are sent by the rail-
way. The Dcfence establishments like the College
at Wellington send their material by railway; but
that is partly because of the low rates which
Defence traffic has to pay. Otherwise, even
public sector units like Hindustan Photo Films
hardly use the railway. To some extent, when
they want to ensure their long journey bookings
via Mettupalayam, they book for passenger
journeys by the Nilagiri Railway. i

3. Once the decision is taken that this rail-
way line is to be maintained essentially for
ensuring safe and regular transport for the Cor-
dite Factory at Aravankadu, certain other con-
clusions follow. The first is that some special
method of charging for the expenditure that the
Railways have to incur on maintaining this line
jn spite of its highly uncconomic character has

to be found. Inflated distance is already being
applied, but it does not serve much purpose with
the benefit of telescopic rates. The most appro-
priate answer to this difficulty would be to charge
on a discontinuous mileage basis for all traffic
on this section. The other alternative would be
to enter into a special agreement with the
Ministry of Defence that they would pay for the
losses incurred on this line,

4. Once it is decided that the line is to be
maintained in any case, the approach should be
t0 examine how the permanent way and other
facilities can be best used so as to reduce the
losses to the minimum. Would the running of
more trains give some surplus over and above
the direct cost of running the trains? To the
extent that this is so, running extra trains will
be worthwhile. Whether it is a matter of
improving signalling facilities or mode of trac-
tion, it has to be looked at from this angle. At
present, does a passenger train in the busy season
give more revenue than what it directly costs to
run it? If so, more passenger trains in the busy
season may be worthwhile. Does the earning
from an additional goods train provide a surplus
over and above the cost of running the train?
Is the cost of running the present trains especially
high because the wagons and coaches are old
and run on steam traction? Even with the extra
capital cost involved in acquiring new diesel
engines, would diesel traction be cheaper in that
the cost of repairs and maintenance would be
lower, and the fuel costs would be comparable
(if full account is taken of the fact that coal has
to be brought from a long distance), and that
new diesel locomotives would enable trains to be
run more regularly and, perhaps, more punc-
tually? Some such computation should be made
for the purpose of arriving at a decision.

5. A policy of special passenger fares to
attract more traffic, and even special goods rates
for traffic in particular directions or in particular
commodities, could be thought about if it is
found that more traffic can be carried and this
will reduce the losses. The Tamil Nadu Govern-
ment has some scheme to develop the tourist
facilities in this area. The railway line can be
treated as a part of the tourist facilities. In the
report prepared by a Study Team of the Southern
Railway, they have examined certain alternatives
and rejected them. It has not been possible for
the Committee to go into these details. It is
quite apparent however, that, with the loco-
motives as well as other rolling stock having
tecome old, their replacement is overdue, and
a decision about the continuance of the railway



line and the type of traction that should be used
needs to be made very early. As the locomotives
as well as other rolling stock will have to be of
a special type, designing and producing it is
bound to involve a gestation period of some
years. It would therefore be essential that a
special Study Team of the kind envisaged by us
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should be appointed very early to examine the
various alternatives and prcpare a report. In this
case, in addition to the Ministry of Railways and
the State Government, it will be  essential to
associate the Ministry of Defence as well as the
Comptroller & Auditor General with the Study
Team,

ANNEXURE 3.1

MILITARY TRAFFIC—QUESTIONNAIRE FOR DEFENCE MINISTRY

1. General

1.1 Military traffic is presently charged on
wagon/vehicle kilometre basis. The wagon/
vehicle kilometre rates for Military traffic are
revised annually on the basis of weighted aver-
age cost of hauling a wagon/vehicle per kilo-
metre (BG & MG) including interest during the
third preceding financial year to the year in ques-
tion i.e. the wagon/vehicle kilometre rates for
Military traffic during 1977-78 have been fixed
on the basis of cost of hauling of a wagon/
vehicle per kilometre during 1974-75. Such a
system automatically results in concessional rates
as the escalation of costs or public rates during
the intervening period is not taken into account.
The charges for other items of Military traffic
are fixed by escalating the rates by a percentage
equivalent to percentage increase in the wagon/
vehicle kilometre rates over the previous year.
Are you satisfied with the present procedure or
would you suggest any modification to the prin-
ciple of charging by relating the rates to the cost
of haulage? If so, please give your suggestions
keeping in view the need for a simplified account-
ing procedure and easy adjustment of transac-
tions between the two Ministries.

2. Goods

2.1 Would you agree for Military goods
traffic in wagon-loads (other than those charged
at present at public tariff rates like coal, coal-
shale, coke, patent fuel, explosives etc.)_ being
charped at the wagon-kilometre rate arrived at
on the basis of the lowest classification in the
Goods Tariff on the average carrying capacity of
22 tonnes for a BG four-wheeler and 18 tonnes
for a MG 4-whecler wagon?

22 Do vou have anv other suggestions for
revision of Military Tariff rules for despatch of

Military stores etc. by goods trains?

3. Coaching

3.1 Would you agree to Military coaching
traffic being charged at public tariff rates? If not,
what are your proposals regarding the extent of
concession to be given to various types of such
traffic?

3.2 Passenger Fare Tax: Passcnger fare tax
of 1957 in respect of traffic other than Military
traffic has been merged in the fare itsclf while
for Military passengers carried in special trains,
Ambulance, and kitchen cars etc., it is continued
to be charged scparately on the haulage charges
of these vehicles as laid down in Rule 210 of
Military Tariff. Would you suggest a simplified
method for adjustment of the amount of tax
annually on lump-sum basis?

3.3 Rules 109 and 201 (8) to (13) lay down
the Military carrying capacity for the vehicles
and charging of Military personnel carried in
excess of Military carrying capacity. Do you find
any difficulty in observing these rules? Would
you suggest any revision in respect of these rules?

3.4 Various concessions to Military personnel
have been enumerated in the Appendix 1[/2, the
schedule of rates given in Annexure ‘A’ and
various types of forms, warrants given in
Annexure ‘B’. Plcase furnish your views repard-
ing modification, simplification etc. of these con-
cessions, rates and forms.

4. Rates for Livestock: Do you suggest any
revision of rules contained in this chapter of
Military Tarifi?

5. Special Trains: Do you sugpest any revi-
sion of rules contained in Chapter V rclating to
special trains?

6. Govt, Explosives: Would you supeest any
revision or addition for the rules contained in
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this Chapter VI, kecping in view also the safety resulting in unnecessary empty haulage of stock
and security aspects? etc. and wastage of railway resources. Would
you agree for the levy of advance deposit amount

7. General Charges for special trains and wagon-registration fee for
. fei hese fees in case

11 Rie 01 preceives emply haulage ST sock and el o (1% 5
charges for special type of stock moved from the infractuous movement of the stock and the
station from which such vehicles are hauled Defence Deptt. Field Officers from placing un-

empty to thc station at which they arc required.

Complaints of non-utilisation of these vchicles necessary demands for supply of stock on raii-

after long empty haulage are received. Would you ways.
agree for levy of wagon-registration fee and for- 8. Would you suggest any revision for these
fCllUl'e Of the fee In case Of non-ullllsallon Of ru]es reluti“g to Dangerous goods (convcyance
wagons to prevent the Defence Decptt. officers of non-explosive ammunition by rail)?
from placing unnecessary demands on the rail- P
ways? 9. Other Charges

7.2 Charges for Military sidings have been 9.1 Would you suggest any revision for Rule
fixed on some ad hoc basis and have been revised No. 713 ?—:Iatiﬁg toggpaymeﬁt of commission
from time to time on the basis of percentage charges for the use of Warrants?
increase in the wagon/vehicle kilometre rates
every year. Would you agree to fixing of the 9.2, Would you supgest any revision for
siding charges on the same lines as for public existing rule No. 126 relating to Mode of Pay-
traflic ? ment?

7.3 Shunting charges arc revised once in five 9.3 Would you suggest any modification or
years. Do you suggest any revision for this pro- simplification of other rules contained in Chap-
cedure? ter I of Military Tariff?

7.4 Rules 707(1) to (8) relating to deten- 10. Miscellaneous
tion and dcmurrage charges, lay down the ’

charges for detention 1o stock. A number of 10.1 Please furnish a Note on the position
complaints have been received that Defence of outstanding claims indicating the steps requir-
Deptt. Field Officers order for trains/supply of ed to be taken jointly by the Defence Department
wagons and when stock is arranged from distant and Railways to prevent losses/damages due to
places, the trains are cancclled at short notice or thefts, pilferage etc. giving the details as per
goods stock supplied are not utilised, thereby proforma given below:
No, of claims Settled Repudiated by Pending Main canses
Year preferred the railways for
— e N r A — A v A -~ claims
No. Amount No, Amount No. Amount Na. Amount
1 2 3 4 5 ] 7 8 9 10
10.2 Please furnish a Note on the position of procedural di_fﬁ_culties involved in book adjust-
outstanding amounts between the two Ministries ments etc. giving the details as per proforma
on account of non-payment of undercharges, given below:
(a) Reference made by the Ministry of Defence to the Qist of the case and Reasons for delay in Remedial measures if
Railways, amount to be realised. settling the disputed  any may besuggested,
amount.
{b) Referencos received from the Railways. Gist of the case snd Reasons for delay in - Remedial measures if
smount to be paid. settling the disputed any may be sugpested.
amount.
1 2 3 4 s
10.3 Would you suggest any revisions in the 10.4 Other suggestions in regard te rates and
. . s o procedures for transport of Military traffic by
packing conditions for Military stores? If s, ) 'not covered in the questionnaire may please

give details, be furnished.
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ANNEXURE 3.2
MILITARY TRAFFIC—QUESTIONNAIRE FOR RAILWAYS

-- General charged at the wagon kilomctre rate arrived at

. - on the basis of the lowest classification in the
1.1 The present system of charging Military Goods Tariff on the average carrying capacity.
traffic on wagon/vehicle kilometre basis is in exis~ of 22 tonncs for a BG 4-wheeler and 18 tonnes
tence since many years. Would you suggest any for a MG 4-wheeler wagon?
general modification of this system? If so, please &

give your suggestions keeping in view that they 1.4 It is said that Military traffic is carricd

facilitate a simplified accounting procedure and below the cost of haulage. Have you worked

easy aq]uslmcnt of transactions between the two out the quantun of loss for any period or over

Ministries. any section or for any commodity ? If so, please
1.2 The wagon/vehicle kilometre rates for furnish the details if any.

Military traffic are at present revised annually
on the basis of weighted average cost of hauling
a wagon/vehicle per kilometre (BG & MG) in-
cluding interest during the third preceding finan-

1.5 In regard to coaching traffic, how much
concession in monctary value was given during
1978-79 in respect of the following :—

cial year to the year in question i.e. the wagon (i) Conveyance of Military personncl
kilometre rate and vehicle kilometre rate for by Ordinary/Mixcd/Passcnger trains/
Military traffic during 1977-78 have been fixed Mail and Express trains,

on the cost haulage of a wagon/vehicle per kilo-
metre during 1974-75 thus providing concession
due to time lag. The charges for other items of
Military traffic are fixed by escalating the rates
equivalent to percentage increase in the wagon/

(ii} Conveyance of Military stores, other
consignments of Defence Deptt. and
personnel by Military Special trains.

vehicle kilometre rates over the previous year. 2. Rates
The Military traffic rates have been revised .
every year since 1973-74, irrespective of the fact 2.1 Goods: What are the commodities book-

ed on your railway for the Defence Deptt, at
public tariff rates? What other commoditics of
Military stores can, in your vicw, be charged
at Public Tariff rates?

whether there has been revision in the rates for
public traffic or not which has resulted in the
dimunition of the concession to some extent in
some cases. Would you suggest any modification
to this principle of charging by relating the rates

to the cost of haulage? 2.2 What are the commoditics booked on

your railway at Military traflic concessional

1.3 Would you suggest for Military goods rates (contract rates)? Please furnish the dctails
traffic in wagon-loads (other than those charged of some important commodities booked during
at pre<ent at public tariff rates like coal, coal- any six months (monthwise) during 1978-79 as
shale, voke, patent fuel explosives etc.) being per proforma given below ;

Name of the commodity No. of wagons loaded Freight chargos
— - — . v Conoession
Month From To  Distance At Military At public
tarif¥ tarilt
rates rates
1 2 3 4 & 6 7 8

2.3 Rule 301 of Military Tariff prescribes a rates? If not, what proposals you have reparding
minimum charge per wagon of every description the extent of concession to be given to various
on each railway. Do you find any difficulty in types of such tratfic?
charging on this basis? Would you suggest any

revision for this rule? 3.2 Do you agree that the special charge for

the haulage of carriages reserved for the high

2.4 Do_you have any other suggestion  for officials of Defence Services given in Appendix
revision of rules applicable for despatch of Mili- 11/1 of Military Tariff should be the same as
tary stores etc. by goods trains? applicable to other Civil Departments as given
3. Coaching in Coaching Tariff?

3.1 Would you suggest that Military Coach- 3.3 Rule 201(3) of Military Tariff stipulatcs

ing traffic should be charged at Public Tariff that air-conditioned accommodation will be paid
80.L/P(D)616MofRailway—9
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for at public tariff rates, Are there any cascs
where Military pcrsonnel travel at concessional
rates in air-conditioned accommodation? Do you
suggest any revision of this rule?

3.4 Rule 201(4) prescribes a minimum
charge per Military vehicle of every description
over each railway. Is there any difliculty in levy-
ing charges as per this rule? Would you suggest
any revision of this rule?

3.5 Rules 109 and 201(8) to (13) lay down
that Military carrying capacity for the vehicles
and charging of personnel carried in excess of
Military carrying capacity, Do you find any
difficulty in observing these rules? Would you
suggest any revision for these rules?

3.6 What are the items of Military traffic on
which passenger fare tax of 1957 is still levied?
Would you suggest abolition of this element of
tax or would you suggest any other simplified
method for calculation of this e¢lement of tax?

3.7 Various concessions enumerated in the
Appendix 1I/2, the schedule of rates given in
Annexure-A and various types of forms, war-
rants given in Annexure-B, are in vogue since
many years. Please furnish your views regarding
modification, simplification etc. of these conces-
sions, rates and forms.

4. Chapter IV—Rates for Live-stock: Do you
suggest any revision of rules contained in this
chapter?

5. Special Trains

5.1 Rule 501 stipulates the minimum number
of vehicles to be charged for at wvehicle kilo-
metre rate and minimum charge for a special
train. What changes, if any, do you suggest for
revision of this ruie?

5.2 At present Military  special  trains  arc
charged at vehicle kilometre rates irrespective
of the fact whether they are run as goods trains
or passenger trains, except in the case of Am-
munition Special Trains. Do you consider that
Military traflic carried by Special goods trains
shou})d be charged at goods vehicle kilometre
rates’

5.3 Have you any other suggestion for revi-
sion of rules relating to Military special trains?

5.4 Rule 504 prescribes charges for Armour-
ed and patrol trains. Do you consider that these
rates are very low and should be charged as for
Military special trains ?

5.5 Please furnish some examples indicating
the methodology followed on your railway to
calculate charges for Military specials run.

6. Govt. Explosives: Would you supgest any
revision or addition for the rules contained in

this chapter, keeping in view the safety aspect
and security aspects also?

7. General Charges: Rule 701 prescribes
empty haulage charges for certain type of spe-
cial stock. What other types of rolling stock
should be included in this list? Do you consider
the rate as adequate? If not, furnish the basis
on which it should be charged.

7.2 Rule 702 prescribes rates for double-
heading of trains. Are there many instances of
double-heading? Do you suggest any basis for
revision of this rate?

7.3 Do you consider whether any revision of
Rule 703 relating to Ferry charge is necessary?
If so, please furnish your views.

7.4 Charges for Military Sidings have been
fixed on some ad hoc basis and have been revised
from time to time on the basis of percentage
increase in the wagon/vehicle kilometre rates
every year. What changes are necessary and on
what basis siding charges should be fixed?

7.5 Shunting charges are revised once in five
years. Do you suggest any revision for this rule?
Also furnish the basis on which these charges
should be fixed.

7.6 Charges in lieu of hire: Is there any
difficulty in levying these charges? If so, please

" suggest any simplified method for levying this

charge.

7.7 Rule 707(1) to (8) relating to detention
and demurrage charges lay down the charges
for detention to stock, etc. '

A number of complaints have been received
that Defence Deptt. order for trains and when
stock is arranged by moving them from distant
placcs, the trains are cancelled at short notice
thercby resulting in unnecessary empty haulage
of stock etc. and wastage of railway rolling
stock, power, etc. Would you suggest any revi-
sion of these rules whereby unnecessary empty
haulage can be prevented and wastage of power
can be avoided; and also some measures to
exercise checks on the Defence Deptt. Oflicers
from placing unnecessary demands for wagon,
special trains etc.

8. Other Charges

8.1 Do you suggest any revision for Rule No.
713 relating to payment of commission charges
for warrants etc.?

8.2 Do you suggest any modification for
existing rule No. 126 rclating to Mode of pay-

_ment?

8.3 Would you suggest any muodification or
simplification of other rules contained in Chap-
ter-I of Military Tariff? ‘



9. RULES FOR THE DANGEROUS
GOODS (CONVEYANCE OF NON-EXPLO-
SIVE AMMUNITION BY RAIL) : Would you
suggest any modification in the rules contained
in Chapter VII1I?

10. Miscellaneous :

10.1 Complaints about thefts and pilferage
of explosives, ammunition, etc. while in transit
by rail, have been received. Would you suggest
any measure to prevent thefts, etc?
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10.2 Would you suggest any scparate packing
condition for Military stores?

10.3 Please furnish the amount of claims
received from Defence Deptt. during the year
1978-79, the reasons for the same and remedial
measures if any, in your opinion to prevent such
claims.

10.4 If you have any other suggestions re-
garding Military traffic, delay in settlement of
outstanding claims, realisation of undercharges
accounting procedure etc., please fucnish the
details.

ANNEXURE 3.3

.., .

HISTORY OF MILITARY TARIFF RATES

1. The Defence Department have been en-
joying concessional tariff rates for carriage of
military stores and military personnel by rail
due to historical reasons from a long time. The
question of determining the quantum of conces-
sion to be given to Defence Department had
arisen in the past and the rates had been
revised periodically with the consent of Defence
Department. The rates which have been fixed
after mutual agreement have come to be known
as ‘Contract rates’. Even now the system of
evolving rates chargeable for carriage of mili-
tary stores and personnel, by mutual agreement,
continues. \

Historical Background

2. Prior 1o 1868, the basis for charging mili-
tary traflic used to be the actual number of
seats occupied by military personnel and t_he
maundage of goods and stores carried. With
a view to dispensing with the procedure of
counting and checking large number of men and
material carried and to eliminate weighment of
luggage and stores and calculation of numerous
rates under the ordinary method of booking
traffic, which caused inconvenience, dispute and
delay, the system of charging on vehicle rate
basis was introduced in 1868. However, in 1884
the old method of ‘per seat’ system was reintro-
duced as the vehicle rale system was proving to
be costlier to the Army.

3. In 1904, The Army Dcpasiment represent-
ed that the ‘per scat’ and ‘per maund’ system of

L/P{D}616MofRuilway—9

charge was complicated and was not casily
workable on general mobilisation and they pre-
ferred the simpler and more practicable vehicle
rate system which could be followed both in
peace time and during war without any change,
A tentative settlement was reached and the fol-

lowing scale of rates was. introduced from
1-1-1908 :—
B.G, M.G./N.G
——r— —A—
ReAP Re AP
(i} Conching anil goods traffic por
4-whoelod vohicle or waton
por miles 0-1-0 0-3-8
(1i) Small bodies of troops As boforo,

{iii) Small consignments, othor than

1/3 pie per maund
coal, and explosives

per milo,

(iv) Coal and exploaives Tarciff rate8 (Public

tariff rates),

{v) Militacy parcols traffio bookel

Ocdinary parool
by passengor trains

ratos,

4. However, in the sccond year, the question
of revision was raiscd by the railways as the
railways suffered a considerable loss on the
basis of 1908 rates. Though the Army Depart-
ment conceded that the rates had affccted the
railways adversely, they were reluctant to agree
to any revision. A settlement was reached later



on and the following scale of charges were
adopted with effect from 1-1-1910:
B.G. M.G./N.G.
L4 A LI ¢ A h
Coaching 0.5-0 per 4-whoeled 0.3-8 per 4-wheeled
vehicle per mile vehicle per mile
Goods 0-4-9 per 4-Wheeled  0-3-3 per 4-Wheeled

Wwagon per mile wagon per mile.

5. The question of revision of rates arose
again in 1921 on the ground that rates for
public traffic had increased by 15% to 25%
and that the cost of working railways had
increased. The Finance Department of Defence
Headquarters (Military Finance) also agreed for
enhancement of the rates as they conceded that
the cost of working of railways had increased
to a very large extent. The basic rates were,
therefore, revised from 1-2-1923 at the following
scale of rates:

B.G. M.G./N.G.
[ A ' X A N

Coaching 0-5-6 per 4-wheeled 0-4-0 per 4-wheoled

vehicle per mile vehiole per mile
Goods + 0-5-0 per 4-wheeled 0-3-8 per 4-whesled

Wwagon per mile wagon per mile
Smalls con- 0-38 pie per maand
signments per mile (corres-

ponding to revised

1st class rate).
Coal and
Explosives Public tariff retes.

6. The question of further revision of rates
was considered only in 1949, but the question
was deferred as it was not desirable to increase
the Defence Budget at that time. Again in 1951,
for the same reason, the question was held over.

7. In 1954, a reference was made to the
Ministry of Decfence to accept the revised rates,
proposed to be recovered on military traffic for
wagon and vehicle loads, which included the
element of interest in working out the cost of
haulage per mile of a wagon/vehicle.

8. After prolonged discussion, the Ministry
of Defence agreed to the revision of rates with
effect from 1-6-1957. The rates were fixed on
the basis of cost of hauling a wagon/vehicle per
mile as published for 1953-54, With the intro-
duction of metric units, these rates and other
units were converted into metric units in 1960.

9. The next revision was made in 1963 after
five years on the basis of cost of haulage in
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1960-61. Thus, the cost of baunlage figures adopt-
ed were three years old and did not correspond
with the cost of haulage in the year in which
the revision was effected. This anomaly was
sought to be corrected.

10. The next quinquennial revision was due
in 1968-69 and the working costs were going
up. With a view to relate the costs of haulage
to current costs, the available cost of haulage
for 1965-66 was escalated by 25% and the
revised rates were fixed, which the Defence
Ministry did not agree, The Ministry of Defence
particularly objected to the ad hoc increase of
25%. The debits raised by the Railways at the
revised rates for the period 1968-69 onwards
remained unaccepted. The stalemate continued
upto 1972-73 and all the transactions during the
period 1968-69 to 1972-73 remained under dis-
pute. L

11. In the meeting (copy of the Minutes
attached) held on 16-8-72 between the Finan-
cial Commissioner, Railways and the Addl
Secretary, Defence, it was agreed that the
Defence should get at least the same level of
concession which they were getting in 1963-64,
as appreciable increase in rates will be reflected
in the Defence Budget, which would attract wide
notice. RS

12. In 1963-64, the published figures of cost
of hauling a wagon/vehicle (including interest)

" per kilometre available for 1960-61 was 34 paise

per wagon/per kilometre and 43 paise per
vehicle kilometre. These figures were adopted
for Military traftic chargeable from 1953-64 to
1967-68 (for five years). Thus there was an
added concession to the Defence Ministry in
relating the military tariff rates to the cost of
haulage obtaining three years before the first
year of settlement period.

13. However, in the 1972 meeting a major
change was effected to in that though the cost
of haulage during the third preceding year was
adopted as the basis for military tariff rates,
the Ministry of Decfence was made to agree to
annual revision of rates instead of quinquennial
cevision,

14. The annual revision of rates during the
last five years, ie., 1973-74, 1974-75
1977-78, have eroded in the element of concession
enjoyed by the Ministry of Defence to some
extent. The Ministry of Defence have been pro-
testing against the increase in Military Tariff
rates when there has been no increase in the
public tariff rates. The railways stand has been
that military tariff rates are related to cost of
haulage while public tariff rates are related to
Budget proposals.

--------
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15. The increase in rates has been as under ;—

Year Vehiole Percentage Wagon Porcentage
Km. rate inecrease Km. rate inorease

1973-1¢ . . . « 83 paise —_ 56 paise -_

197476 « . . . 865 paise 29, 69 paise 5%
1975-16 . . . . 92 paijse 89, 62 pajeo 8%
197677 . . . . 106 paise 159 73 paise 189,
1977.18 . . « 134 paijse 269, 87 paise 19%

16. In the case of passenger traffic the rates
for vehicle kilometre which is supposed to be

less than the public tariff rates works out to be
more than the public tariff rates in some cases.

Distanoe in Kms. Cost at individual IT Class rate Cost at vehiclo km. rate per Concession
Year for 76 individuals per pas- bogio for military traffie
senger bogie
Rs. Ra.

1977-78 500 22- 50 x 76—=1688 @268 1340 848 2009,
800 33:-B0x75=2536 @2-68 2144 391 18- 404
1000 4045 x 75=3034 @2 68 2680 354 13-294
1500 55-26x 715=4144 " 4020 124 8:0%
2000 6815 x T65=5111 " 5360 (—) 248 {—)4-60,
2500 80-70x75=6053 ' 6700 (—)047 (—)- 69y

According to the Ministry of Defence, the
rates over 2000 kms. are producing negative
concession,

17. In the case of goods traffic the wagon
kilometre rate is still less than the lowest classi-
fication viz. 32.5 for goods traffic.

Year Rate for one wagon- Rate at wagon Concession

load 24 tonnes kilometre rate
{32-5 elass) for military
traffic
1977-78 Distance rate @87 paise %
500 Kms. 732 433 299 40-8
800 1,075 692 383  35-7
1000 , 1,267 866 401 31-6

1500 ,, 1,718 1,301 417 24-2
2000 2,106 1,738 414 19-6
2500 ,, 2,407 2,154 253 10-6

18. In the case of goods traffic, the military
tariff rates will continue 1o be concessional,
whereas in the coaching traffic the concessional
clement will go on decreasing if there is in-
crease in cost of haulage without increase in
public traffic rates,

19, The revision of rates for 1978-79 has

been kept pending till the matter is finalised by
the R. T.EB.C.
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Minutes of meeting held in the room of Financial Commissioner for Railways on 16-8-72
at 16.30 hrs.

PRESENT

Ministry of Defence

Shri S. K. Mukherjee, Addl. Secretary.
Shri R. Anandakrishna, Jt. Secretary.
Shri L. K. Malhotra, DS(Q).

Ministry of Finance (Defence)
Shri S. G. Dube, Addl. FA(D).
Shri B. V. Holla, DS(Q).

Office of CGDA
Shri Bahadur Murao, Addl. CGDA.

Shri Dube, Addl, FA(Defence) initiated the
discussion by recalling the background of fixa-
tion of the rates for the military traffic from
1963-64 and, inter alia, explained that in
accordance with the general principles already
agreed upon in the serics of meetings between
Railways and Defence, the level of concession
available to the Defence Ministry should be
about 40% on the cost of haulage figure of a
loaded wagon/vehicle. In reply, it was pointed
out by the Financial Commissioner that a misap-
prehension seems to have crept in so far as
the interpretation of the agreement at the last
meeting, the relevant portion of which reads as

follows :

“Financial Commissioner, Railways stated
that he would be prepared to give the
Defence Department the same concession
as enjoyed by them earlier i.e. when the
cost was 3,45 paise, Railways were charging
them 3.00 paise thereby giving a conces-
sion of nearly 13%”.

After some discussion both Shri Sundara Rajan
and Shri S. K. Mukherjee, Addl. Secretary
Defence agreed that it would be best to devise
afresh a simple formula within the framework
of the earlier discussions. Shri Mukherjee felt
that broadly the Defence Ministry should get
the same percentage of concession which they
enjoyed in 1963-64 as compared to the Rail-
ways’ cost of operation,

Ministry of Railways .
Shri K. S. Sundara Rajan, Financial Com-

missioner.

Shri K. S. A. .Padmanabhan, Director
Finance. -

Shri D. B. Vohra, Director Traffic Com-
mercial.

Shri V. C. Rajagopal, JDTR.

Shri V. N. Gopala Desikan, JD Stat, (CA).
Shri R. N. Patro, DDF(A).

Shri H. S. Patel, DDTC,

Shri Mukherjee added that certain special
features of the case should be given due weight
in deciding this issue. Firstly, any heavy in-
crease in military tariff rates could be reflected
by an increase in the Defence Budget and thus
give a distorted and unfavourable picture.
Secondly, the rates for military tariff did not
get the advantage of the telescopic effect, avail-
able in public tariff rates, and therefore, for
longer distances, there was little or no conces-
sion.

Shri Sundara Rajan elucidated that while in
theory this position could possibly have the effect
indicated by Shri Mukherjee, in fact, as the public
tariff rates had about 30 different classifications,
for the average classification (ie. for other than
the lowest few classes in the scale) the military
tariff rate, even without the advantage of the
telescopic element, would still be favourable to
the Defence  Ministry, After further discussion,
it was agreed that the broad principle adopted
in 1963-64 for fixing the military tariff rate
should be applied for the years from 1968-69,

2. It was explained by Shri Sundara Rajan
that in 1963-64, the published figures relating
to 1960-61 for the cost of hauling a wagon/
vehicle per kilometre including interest, namely,
34 paise for goods and 43 paise for coaching
were adopted as the basis for the military tariff
rates during the quinquennium 1963-64 to 1967-
68, thus giving the Defence Ministry the benefit



of the timelag in relating he military tariff rate
to the cost of haulage obtaining 3 years carlier
than the first year of the period of settlement.
Railways, therefore, felt that by following the
same basis and relating the charges for a parti-
cular year to the published cost figures of 3
years earlicr, the Defence Ministry wiil continue
to enjoy broadly the same level of concession
as they enjoyed in 1963-64.

3. In the light of above, the rates for each
financial year will be revised with reference to
the figures pertaining to the third preceding year.
Thus the weighted average of the published
fipures of cost of hauling a wagon/vehicle per
kilometre (including interest) BG and MG for
the financial year three years prior to the year
in question will be adopted as the rates charge-
able for military concessional traffic. Rounding
off will be done to the nearest paisa. Thus the
concessional military tariff rates to be charped
for financial year 1968-G9 will be the weighted
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average of the published figures relating to BG
and MG in 1905-66. Similarly, for 1969-70 the
weighted average of the published figures BG
and MG for 1966-67 will be adopted and so on,
This was agreed to by the representatives of the
Ministry of Dcfence. The same basis  will be
adopted in future also and the rates will be
reviscd on a ycarly basis.

4. The rates worked out on the above basis
for the years 1968-69 to 1972-73 are given in
the enclosed statcment,

5. In regard to adjustment of past transac-
tions it was agreed that in order to avoid infruc-
tuous clerical work lumpsum figures will be
worked out without reopening the vouchers, by
applying the diffcrential in ratcs on the total
amounts billed for. It was further agrced that
for this purpose, the concessional trallic
covercd by this arrangement may be taken on an
ad hoc basis as 44% of the amounts billed for
each year from 1968-69 onwards,

Starement skowing Vehicle]Wagon kms. rates for Military tra ffic based on the cost of haulage during third preceding year

Cost of haulage
.

Military traffic rate for corresponding period
A,

r

* Year Vehicle km. Wagon km. Year Vehicle km, Wagon km.
rato rato rate rate
1965-66 . . . . . 64 paise 43 paise 1968-66 64 paise 43 paise
1968-87 o, 48 ,, 1069-70 n ., 4 ,,
1967.68 . . e 73 49 1870-71 73 . 49 ,,
1968-69 . . . . . . 8, 60 1971-72 8 ,, 50 ,,
1969.70 . %, &1, 1972-73 79 ,, 51
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ANNEXURE 4.1

COPY OF RAILWAY BOARD'S LETTER NO. TCR/1078/75/9 DATED 6-3-1978
REGARDING PAYMENT OF TERMINAL CHARGES TO COURTS.

Sub :—Payment terminal charges of Ports.

1. It was agreed between the Ministry of Rail-
ways and Ministry of Transport and Shipping
at the meeting held on Sth Nov., 76 that the
entire question of rates of payment, frequency,
etc., of the terminal charges to the Ports effec-
tive from 1-4-76 will be referred to the Com-
mittce proposed to be appointed by the Ministry
of Railways for reviewing the freight structure.
A copy of the minutes of the meeting is enclos-
ed.

DA : As above.

Minutes of the meeting held on 5th November,

2. Accordingly the Railway Ministry desire
that the question of rates of payment, frequency,
etc., of the terminal charges by Railways to
the Ports should be examined by the Rail Tarift
Enquiry Committee. It is considered that this
matter would appropriately be examined by the
Committee under para 7(c) relating to the
terms of reference of the Committee.

( Sd/-
+ (R. N. SAXENA)

. . Joint Director, Traffic Comml. (Rates),
Railway Board.

bt

1978 in the room of Shri B. M. Kaul, Member

Traffic, Railway Board, regarding the payment of terminal charges to Port Railways from

1-4-1971 onwards.

PRESENT

Ministry of Shipping & Transport

1. Shri M. Ramakrishnayya, Secretary.
2. Shri V. R. Mehta, Director (Ports).

Ministry of Railways

1. Shri P. N. Jain, Financial Commis-

sioner.

2. B. M. Kaul, Member, Traffic.

3. Shri V. K. Sthanunathan, Director,
Traffic {(Comml.).

4. Shri P. S. Sivaswamy, Joint Director,

Finance (Stores).

1. Secretary, Shipping & Transport, observed
that the basis on which payment of terminal
charges should be made by Railways to the Ports
for the period from 1-4-1971 onwards had been
under discussion between the two Ministries for
quite some time. While the Railways maintain
that the increase in the rates of such charges
would be allowed only to the extent of the in-
crease in supplementary charges imposed by the
Railways during the previous quinquennium,
the Ports have contended that the terminal
charges should be calculated as g percentage

(around 5 per cent for each terminal as comput-

ed by several Committees in the past) of the
total freight earned by the Railways. The
Ministry of Shipping & Transport had suggested
a compromise formula, viz,, that the revisions
in the rate of terminal charges could be made
annually on the basis of the increases in the
freight earnings of the Railways per tonne km.
This method of computation would enable the
Ports not only to meet the increasing costs of
terminal services but also comply with the re-
commendations of the PAC that the revisions
of the terminal charges should be contempo-
raneous with the revision of freight charges on the
Railways. The question whether the percentage
increase in terminal charges for the year 1971
and thereafter should be related to the percen-
age increases in the per tonne km. rates since 196€
or since 1958 (when the terminal charges were
first merged in the freight rates) could also be
gone into and decisions taken in this meeting.

2. Member Traffic observed that the funda-
mental concept of making a separate paymeni
to the Ports as terminal charges should itseh
be examined in depth, The Ports are recovering
from the public local haulage charges to cover
the line haul and other operations over the small
length of the Port Railways, There has been
a heavy increase in the local haulage charges
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since 1958; for instance, on the Bombay Port
Trust Railway, it had gone up by 291 per cent
upto 1970-71 as against only 56 per cent on
the trunk railways, Consequently, it would also
be argued that duplication of charges for the
same facility is involved in this process to the
deteriment  of trade in general and might also
be consequently shying away traffic from rail
to road. He stated that any further increase
in the local haulage charges is, prima facie, not
justified until the matter is comprehensively
examined in the context of an overall through
rate within the existing freight structure. Mem-
ber, Traffic also mentioned that the obligations
of the Port Trust Railways as terminal agents
should be clearly defined and laid down in the
respective agreements, If the Port Trust Rail-
ways are to get the terminal charges, thcy must
undertake to perform the terminal services to
the extent, and in the manner expected of any
terminal agent of the trunk railways. The trunk
railways should also have the right of inspection
and supervision over the working of the port
railways to ensure observance of the same
standards as are applicable to the trunk railways.

Secretary, Ministry of Shipping & Transport,
stated that observance of standards laid down
by the Government Railways as the regulating
body is unexceptionable. The question of super-
vision of Port Railways by Government Railways
did not, however, arise. Local haulage charges
in ports have to be revised in view of increase
in operational costs and the Railways’ unwilling-
ness to fully reimburse the cost of terminal
operations; these cannot be frozen.

3. Financial Commissioner observed that the
principle adopted in the past two quinguennia,
viz., relating to the increases in the rates of ter-
minal charges to the increases in the supplemen-
ary charges imposed by the Railways, was a
rational one. He recalled that when this subject
“was first discussed in 1962, the Ministry of Rail-
ways had not, in fact, accepted the principle of
automatic revisions of terminal charges on the
basis of future increases in surcharges, as the
latter were intended to augment the trunk rail-
ways revenues according to their requirements
and the revisions might, in some cases, not at all
affect the traffic pertaining to the ports. However,
in respect of the quinquennium 1966 to 1971,
the Railways had agreed to relate the increase
in the terminal charges to the increases in supple-
mentary charges imposed upto 1-4-66, and this
method of computation was also accepted by
the Ministry of Shipping and Transport for that
period. The adoption of the earnings per tonne
km. as a base for regulating the payment of
terminal charges would not in his view, ‘be justi-
fied. The increase in freight rates, including
changes in classification, efc., should be decmed to
have been more for the purpose of covering the

costs of other significant facets of Railway opcra-
tion, e.g, line haul and marshalling in the mid
sections, efc., than the terminal activitics which

constitutc only a small proportion of the total
¢ost.

Secretary, Ministry of Shipping & Transport,
statcd that the above statcment could not be
substantiated unless supporting data is furnished
showing the break-up of increases in freight carn-
ings. Some rough dala of costs was then shown
at the meeting ; it was however stated that this
necded considerable amplification and elabora-
tion before meaningful conclusions could be
drawn. Sccretary, Ministry of Shipping & Trans-
port, stated that as the cost base was not being
followed, the tonne km. rate would be the only
fair basis even though it would be disadvanta-
geous to the Port, in that it shows a depressed
figure of increase due to the telescopic line haul-
age rates and the increase in lead on Government
Railways during the past many yecars. He added
that it was difficult to accept a statement that the
increase in integrated freight did not involve
increase in earnings for all items of operations
(which are covered by integrated freight).

The Financial Commissioncr, while conceding
that the problem of segregating, on a notional
basis, the element of terminal charges included
in the total freight was somewhat complex, sug-
gested that so far as the quinquennium between
1971 and 1976 was concerned, it would be neces-
sary to find some ad hoc solution. In rcgard to
the period commencing from 1-4-1976 the entire
question could be comprchensively cxamined by
the Committee which the Railways were propos-
ing to appoint for revicwing the freight structurc
and other related aspects of railway operations.
Financial Commissioncr (Railways) also pointed
out that so far as the quinquennium betwcen
1971 and 1976 was concerncd, the question of
making the revisions annually would not arise ;
any such procedure could, however, be consider-
ed for the next quinquennium commencing from
1st April, 1976, subject to the recommcendations
of the proposed Committee.

Director (Ports) clarificd that the increase in
local haulage rates in some of the port railways
looked big when viewed as percentages because
the original ratcs in these port railways systcms
were very low ; the rates in all the port railway
even after the increases are very much lower
than the lowest slab of rates on Government Rail-
ways. It is well-known that haulage over short
distances within the port arca is by its very nature
expensive and even on the Government Railways,
the rates of haulage on certain sections like
Darjccling-Himalayan Railway or Kalka-Simla
Railway or Neral-Matheran Railway are much
more than the rates on other sections. The delay
in the approval of the proposals for increase in



local haulage charges submitted by Calcutta Port
some time ago to the Railway Board had come
in for criticism by the Public Accounts Commit-
tee. Director (Ports) also mentioned that since
the Governmcnt Railways were collectling the
notional increases in tcrminal charges (including
in the increcases in freights) from the date such
rates came into force and such onc-cnd increases
(for the port rail traffic) are on behalf of the
ports, it is only fair that the revision of terminal
charges payable to the ports is done on an
annual basis and the Railways do not retain the
revenue collected on behalf of ports by depriving
the ports of the benefit for 4 years. Hc also
pointed out that there was no decision in any of
the past meetings that the payment for the years
1971 to 1976 would be only on the basis of a
single quinquennial rate,

4. In response to a query, Director (Ports)
clarified that the financial implications of the
following alternative methods of computation of
the terminal charges had been worked out : —

(1) Linking the increases in the rate of
terminal charges to the increases in
supplementary charges ;

(ii) adopting the differences in the earnings
per tonne km. between 1965-G6 and
1970-71 ;

(iii) adopting the earnings per tonne km.
+  as the base, but revising the rates from
year to year ; and

(iv) calculating the increases in the tonne
km, rates with 1-4-1958 as the base
date and revising the rates annualy
(lfg?gg the 5 years between 1971 and

The various calculation involved additional
payments ranging from Rs. 20 lakhs to Rs. 80
lak_hs per_annum over those proposed by the
Railway Board in their letter of 14-3-1975.
These were all roush figures as the distribution
of total traffic handled by ports between ‘I’ and
non ‘L’ and coal traffic was not available in the
Ministry and figures of Cochin, though small
were not available and not included. ,

5. The Financial Commissioner (Railwa
observed that since the present dccis(ion woﬁ?i
apply only to the quinquennium 1971 to 1976
it would, perhaps, be necessary to arrive at a
mutually acceptable solution for this period only
w.ntho.ut examining in depth the merits or defi-
ciencies of the various alternatives proposed.
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6. After discussion, the following decisions
were accordingly taken so that the long pending
matter of payments relating to the last quin-
quennium ending 31-3-76 is settled :—

(i) For the 5 ycars period 1-4-71 to
31-3-76, the Railway Board had earlier
offcred the following rates for payment
of terminal charges :—

‘L’ Traffic—Rs. 1,18 per tonne,
Non-‘L’ Traffic—Rs. 1.57 per tonne,
Coal Traffic—Rs. 1.21 per tonne.

It was decided that, purely as an ad hoc
arrangement, an additional amount of Rs. 80
lakhs would be paid for the entire quinquennium
in addition to the amounts arrived on the basis
of the above rates. This payment will be in full
and final scttlement for the tcrminal charges due
for the quinquennium 1-4-71 to 31-3-76, The
Ministry of Shipping & Transport would advise
the port-wise distribution of this amount, based
on the tonnage handled, to enable the Railways
to effect payment accordingly. While doing so,
the rates of payment may be made uniform for
all the ports including Madras & Cochin,

(ii) The entire question regarding the
principles, rates of payment, frequency,
efc., of the payment of terminal charges
to the ports from 1-4-76 will be refer-
red to the Committee proposed to be
appointed by the Ministry of Railways
for reviewing the freight structure, etc.
The Secretary, Ministry of Shipping &
Transport, requested that the terms of
reference of this Committee may be
shown to him. Member Traffic stated
that the terms of reference would be
advised to him and the Ministry of
Shipping & Transport would have the
opportunity to express its views fully
which will be given due consideration
by the Committee.

(iii) The payment of terminal charges for
auinquennium commencing from
1-4-76 will continue to be made pro-
visionally at the rates fixed for the nre-
vious quinauennium nending the final
recommendations of the proposed
Committee referred to in sub-para (ii)
above. :

(iv) The rights and obligations of the Port
Railways as terminal agents should be
clearly defined in the respective aoree-
ments. )




(1)

(2)

(3)

4)
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ANNEXURE 4.2
QUESTIONNAIRE ISSUED BY RTEC TO PORT TRUST RAILWAYS

Please furnish the financial results of
working of the Port Railway for the
last 20 years. In case the financial
results indicate deficit, plcase staic the
main factors responsible for the deficit.

Please furnish the total traflic handled
by the Port Railway during the last 20
years year-wisc. The information may
please be furnished separatcly for in-
ward and outward traflic.

What are the principal commoditics
dealt with on your Railway? Pcasc
indicate the fipurcs of traflic in these
commodities booked over the Port
Railway during the last five ycars. This
information may please be furnished
separately for inward and outward
traffic.

What is the quantum of local traflic
booked over the Port Ratlway?

(5) Since 1958, how many times were the

(6)

(7

(8)

haulage charges over the Port Railway
revised? Please indicate the changes
made in haulage charges from time to
time since 1958.

At what rates terminal paymcenis are
being made by the Trunk Railway to
the Port Railway on through traffic in-
terchanged with the Port Railway?
Pease also furnish the changes made
in the rate of terminal payments since
1958, indicating also the amount of
terminal payments received from the
Trunk Railway ycar-wise since 1958.

Please furnish the dctails of tcrminal
services rendered by the Port Railway
and the Trunk Railway at the Port-end
in regard to inward as wcll as outward
traffic.

Are the costs of terminal services ren-
dered by the Port Railway scparatcly
worked out and if so give details there-
of?

(9) (2) Please furnish the details of working

(10)

(an

(12)

arrangement between the Port Railway
and the Trunk Railway in  repard
to handing over and taking over of
loads/cmpties. Upto what point docs
the Trunk Railway haul the wagons
and hand them over to the Port Rail-
way and vice-versa?

(b) Plcase furnish a copy of the Agree-
ment executed between the Port Rail-
way and the Trunk Railway,

How is the movement within the Port
Railway done? Arc the wagons hauled
by the locomotive of the Port Railway
or by the locomotive of the Trunk
Railway? If the haulage over the Port
Railway is dond by the locomotive of
the Trunk Railway, how is the Trunk
Railway compensated for the work
donc within the Port Railway?

What are the existing arrangements
for the interchange of wagons between
the Trunk Railway and the Port Rail-
way? What is the timc upto which
wapgons could be detained in the Port
arca without payment of detention
charges? At what rate arc dctention
charges levied by the Trunk Railway
for the wagons dctained beyond the
time allowed?

What is the average detention of
wagons in the Port Railway?

(13) Are clear RRs issued for goods booked

(14)

(15)

from Port Railway? If not, what are
the rcasons for not issuing clcar RRs?

Is the levy of a scparate freight charge
over Port Railway proving to be a de-
terrent for attracting additional traffic?
If so, what suggestions have you got
in this regard?

Are there any features special to your
Port Trust Railway which you would
like to bring to the notice of the Com-
mittee?
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ANNEXURE 5.1.
REPORT ON SIDINGS—CONSTRUCTION, OPERATION AND CHARGES SUBMITTED

BY SHRI V. SANKARAN, S.C.O.

1. When a railway line of small length runs
sideways from a railway station to handle parti-
cular descriptions of traffic of the railways, we
have a “Siding”. The line thus gets designated as
a “Siding” as it runs sideways from the main
railway system. As a corollory the siding must
be of the same gauge (width) as the one on which
the railway station is situated. As a consequence
the siding gets integrated to the railway system
of the country.

2. The particular descriptions of traffic men-
tioned above can be placed for general purposes
under the following heads:— '

(1) For handling defence materials, These
in railway jargon are called Military
Sidings.

(2) For handling railway’'s own traffic
offered in large quantities. These are

called departmental sidings.

(3) For handling special types of traffic for
all Customers suhc as—

(a) inflammable and dangerous goods.

(b) heavy merchandise such as timber,
Iron and Steel etc.—

(¢) market produce close to the market
yeards for the convenience of the
traders.

name of Public

These sidings go by the
Sidings; and

(4) For handling goods consigned to or by
Industries. When the whole outlay is
borne by the owners of the factories,
they are called private sidings when the
railway partially assests the owners to
reduce the capital outlay on the cons-
truction of the sidings they are called
“Assisted Sidings”.

3. Items 1 and 2 are not available for the use
of the customers of the railway at large and need
not therefore become the subject matter of this
report. Item 3 is built on the volition of the
railway leaving the option to the customers to
use or not to use the sidings. This too need not
become the subject matter of this report. The
report therefore dcals only with matters pertain-
ing to item (4) viz. Private and Assisted Sidings.

4. To agree to construct a siding for handling
the traffic belonging to parties, by and large, in-
dustries engaged in mass production of goods
lies within the discretion of the railways. The

(R), SOUTHERN RAILWAY (RETD.).

discretion is mostly influenced by considerations
of terrain, location of residential areas and what
is more important conditions of operation of
trains generally in the section of the railway and
particularly at the station from which the siding
will take off.

5. For a Private Siding the applicant must
have the land in his premises to lay the railway
line (of the siding). The land between his and
the railway’s if any must be acquired by the rail-
way at his cost. The railway must lay a connect-
ing line from the existing one. If the siding is
1o be taken beyond the premises of the applicant,
that too must be acquired at his cost. Thus the
land surface in (i) the area betwen the railway’s
land and his, and (ii) the land beyond his pre-
mises if needed by him, must be acquired and
he bears the cost of acquisition, For the railway’s
land he pays rent. The acquisition is made by the
railway conforming to the provisions of the Land
Acquisition Act, by applying to the revenue
authorities of the State Government.

6. The railway line consists of two portions—
Sub grade and super grade. The sub grade is
the earth work and formation which will facili-
tate the fixture of the super grade. The super
grade consists of rails the sleepers for the rails
to rest on, Girders in the case of bridges or
culverts and such things as can be removed. The
applicant pays for both the sub grade and super
grade. As he bears the cost of both, he bears no
charge on the capital invested to the railway.
When the siding is to be conditioned for Electric
traction, he bears the cost of the required equip-
ment.

7. In the case of the Assisted Sidings, the land
acqusition is on all fours with the Private Siding,

‘with the applicant bearing the cost of acquisition.

In both the cases—Private or Assisted Siding—
the land so acquired vests with the railway. The
difference between the two appears in respect of
the Super grade work, for in the case of the
Assisted Siding also, the sub grade work is done
at the cost of the applicant. For the super grade
work, the railway supplies the materials—i.c. the
materials which can be removed when of if the
siding is abandoned, and the applicant |bears
the charge of interest on the value of the materials
supplied. Similarly for introducing Electric trac-
tion, the equipments are supplied by the railway
while the applicant would pay the interest on
the cost of the equipment and installation thereof.
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8. The difference between the Private Siding
and Assisted Siding can be briefly stated as that
while the Private Siding has all the capital found
by the applicant, the Assisted Siding has the
Capital partially found by the railway for which
the applicant pays an annual interest.

9. An applicant initially is requested to go
through the format of the agreement he is to exe-
cute with the railway later, If he feels the terms
are acceptable he pays for the initial expenses to
list preparation of the estimate of costs and the
survey. When he gets the estimate he deposits
the amount of the estimate. The work then starts.
When the work is complete the siding is ready
to be opened—which means it can handle his
traffic.

10. For the preliminary expenses the amount
demanded is not uniform in all the zonal rail-
ways. While in the N.F. it is a graded levy based
on the estimated cost; at 2% of the cost when
the estimate is for Rs. 1 lakh and more, 24%
when it is over Rs. 60,000 but less than a lakh
and so on, it is a sum of Rs. 1,000 over SC Rly
and Rs. 800 over S. Railway for the first km
and Rs. 500 for every additional half km or less
over SC Railway and Rs. 400 for every addi-
tional half km or less over S, Railway, As the
salaries of the establishment and cost of mater-
ials used are now more or less uniform in all
Railways, this difference in preliminary expenses
is unwarranted. The railways may consider mak-
ing the charges uniform.

11. The applicants have the choice to do the
sub grade work in which case the railways
charge an inspection charge. This inspection
charge varies between railways it being 63% of
the estimated cost over N.F. Railway and Rs. 20
per km. over Northern Railway and 124% over
S.C. Railway. This charge also can be standar-
dised and made uniform.

12. Similarly for the cost of the permanent
way materials supplied, though the railways uni-
formly charge the actual cost according to the
ledger plus freight and departmental expenses,
there are variations here and there such as the
Central Railway charging 64% towards depart-
mental expenses and besides freight. The term
freight is an elusive expression because it 1s a
factor variable with the distance over which the
materials are moved. It should not be difficult
for the railways to nominate a depot as close to
the siding as possible so that the freight can be
calculated for a definite distance,

13. To arrive at the Capital Cost on comple-

tion of the work, some of the agreements clearly .

show that the interest during construction and
the departmental Inspection charges etc. will be

added to the amount spent on later on materials
etc. In the railway's ledgers the capital at charge
shown includes the interest during construction
as well. To attain uniformity the same procedure
should be adoptcd by all the railways and the
relevant clause in the agreements should be so
worked as to show that this is done.

14. With the opening of the siding, the scrvice
or the purpose commences and a scries of re-
curring charges are detailed but to ensure that
there is no future dcfault by the owner of the
siding a security dcposit is taken. The amount
of this security deposit is not uniform over the
zonal Railways. The N.F. Railway takes Rs. 350
the Central Railway takes 41% plus 6% of the
capital for private sidings and 9% of the capital
subject to a minimum of Rs. 200 for Assisted
sidings and the S.C. Railway Rs. 1,000. The
amount of deposit can also be made uniform
over all the railways as the cost of the default
cannot materially vary between Railway and Rail-
way. This amount earns no intercst and this
provision may continue.

15. When the siding starts handling traffic, the
railway collects a siding charge for the service
rendered. This is dealt with later in this report
at some length. The over charges which
the owner bears irrespective of whether traffic
is handled or not are:—

(1) Interest on capital invested by the rail-
way.

(2) Land rent in the case of Private
Sidings.

(3) Repairs and maintenance charges,

Item (1) applics mostly to Assisted Sidings
which contain permanent way materials and Elec-
trical installations supplicd by the railway. The
rates arc not uniform in all railways. Most of
the railways state that the rate will be as notified
from time to time. The Central Railway specify
it as 61%; the N.E. Railway as 6% ; the North-
ern as 5.75% and the S.C. Railway 6%. This
charge again is another that can be the same
over all railways but it should be an amount that
can vary with the fluctuations in the interest rates
each year. The intercst is collected half yearly
but the rate can apply for a whole year. To
enable the railways to bill the charges, the rate
proposed should be advised by the Ministry of
Railways at the time of the presentation of the
railway budget.

Item (2) remains fixed for 5 years as the
market value of land is reviewed quinquennially,
The present procedure calls for no change but
the review should be made compulsory every five
years over all Zonal Railways.



Item (3) is levied as a %oage of the capital
invested by the railway and the party together.
By rcpairs are meant only tightening the fittings
or greasing joints. For any replacements calied
for the owner is asked to foot the bill. The pre-
scnt rate in most of the railways in 43% of the
capital which is evaluated at the present day
costs,

16. The levy of this charge has been resented
by the owners some of whom have complained
to the Railway Rates Tribunal. The provocation
has been the annual increase under the head, as
prices have shown no-tendency to stabilise or
come down. The Railway Rates Tribunal in their
judgements are seen to have probed deeply into
the matter. The Tribunal has compared the
actuals in the sections of the railway and have
tested the levy with Mafflings formula and it is
scen that the levy has stood the vigourous tests
of reasonableness guide well. The Tribunal how-
ever goes by evidence on record or as tendered
by witnesses during trial. A visual test however
may lead to different conclusions. During the
visits recently made to study conditions in sidings
one piece of information uniformly given was that
the Engineering Department of the railway very
seldom visit the siding. The evidence given before
the Tribunal must therefore be deemed to be
based on the theory that as there was no accident
the maintenance was properly done. For this
state of affairs if the railway lowers its levy, it
will not be out of pocket. The levy can reason-
ably be pitched at 2% of the present day capital
cost and this would meet the expenses incurred
by the staff to make an occasional call on the
siding. It would however be desirable to bring
the charges to as near the expenses actually in-
curred as possiblc and the best way to levy the
costs as incurred by the railway for their own
maintenance. The cxpenscs as on a branch line
is considered reasonable.

17. The owner pays what are called siding
charges which finds the most important place in
the relationship between the owner and the rail-
way. Indced many of the complaints preferred
before the Railway Rates Tribunal relate to the
unreasonableness of the Siding Charges. The sid-
ing charges are the charges levied by the railway
to convey to godown or factory or other premises
to which the siding has been laid, the goods con-
signed to or by the owner. Which of course- is
the very purpose of constructing the siding. As
it is a service done by the railway, the charges
therefore has necessarily to be rcasonable. The
scrvice is one of the terminal service which was
mentioned in the Indian Railways Act IX of
1890, till it was replaced by an amendment effec-
tive from 1958. The relevant sections of the Act
read as under:—

“(Section) 32—Power of Central Govern-
ment 1o fix TERMINAL and other charges.
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The (Central Government) may, by gengral
or special order, fix the rates of terminal
and other charges for the whole or any
part of a railway, and prescribe the condi-
tions in which such rates will apply.

The next original S. 46 (Power of appro-
priate authority to fix terminals) rep: by the
Indian Railways (second Ammendment) Act
1948 (65 of 1948) (w.c.f. 4th April 1949).”

*“(Scction) 3—Definitions

(14) terminals includes charges in res-
pect of stations, sidings (under line not in
the Act) wharves, depots, warehouses,
cranes and other similar matters, and of any
services rendered thereat.”

18. Both Section 32 & 3(14) do not appear in
the Act at present, The amendment of the Act
w.e.f. 1958 was necessitated by the Ministry of
Railways accepting a rccommendation of the
Freight Structure Enquiry Committee (1955)
Report that terminals were a legacy of the
colonial (British) rule which introduced a rating
pattern copied from the British Railways’, and that
tcrminal charges are not levied in Railways of
other countries. The subject has also been exten-
sively dcalt with by Mr. K. L. Crawford in his
voluminous and (may it be further qualified)
luminous report of 1948, The discussion in the
RFSEC'S Report (1955) and Mr. Crawford’s
report centre round the terminal added to the
freight rate and little round the siding charges.
When the sections enabling levy of terminal
charges were repealed, the authority for the
levy of siding charges should have gone there
with but the levy finds its authority in the fact
that the railways notify these charges in their
Tariff and Rate Circular and the RRT takes
complaints hereon into their file as Sec. 41 gives
jurisdiction to the Tribunal to hear complaint
of unrcasonable other chargcs’.

19. The Act as it stands can provide a fertile
field for the litigant customer of the railway to
argue that when section 32 with sect. 3(14) was
repealed the intention of the law makers was to
do away with all kinds of charges for terminal
services and therefore there is no case for the
railway to collect the siding and crane charges.

20. The railway on the other hand could offer
the plea that the other charges mentioned in
Secn. 41 providing jurisdiction to the tribunal to
hear complaints of unreasonable siding charges
had gone out of the Act with the annulment of
Secn. 32 and could not be applied to siding
charges which are levied according to an agree-
ment entered into with the complainant.

" 21. The several judgements of the RRT (Pub-
lished) do not however show any one taking
this line of argument except partially by the rail-



way that the charges are levied according to the
agreement. It still looks as if the RRT has no
jurisdiction but if on closer Icgal scrutiny it is
felt that jurisdiction is not barred, the Act should
be made frece of the ambiguity.

22. For the service of goods transportation
rendered by the railway, charges are levied on the
well known principle of what the trailic can bear
or the cost of service or the value of service.
The railways notify at what stations they will
accept tralfic and where they will deliver the
trallic. Thus the traffic move between notified
points. The traflic accepted is moved in wagons
and the railway undertakes to accept for convey-
ance even very small quantitics inadequate to fill
the space in the wagons. But as there are several
points in between which can offer traffic in varying
quantitics the railway is in a position to collect
as much as is necessary to crcate a payload. The
payload so created can more than cover the cost
ot transportation as the goods which bear higher
rates of freight pay for what the goods bearing
lower rates of freight fail to pay. In the case of
a siding the trallic offered belongs to only the
owner and no one else and in most cases of the
same description when the quantity offcred is
small the earnings for the distance of the siding
cannot cover the cost of hauling the wagon which
inescapably has to be employed. The same inci-
dence can be applied for the utilisation of the
engine also. While in the case of traffic between
Stations wagons in sufficient number can be col-
lected from stations enroute to make up an
optimum tonnage for an engine, an engine has
to be employed irrespective of the number of
wagons consigned to or by a siding owner.

- 23, All along siding charges have been listed
on the assumption that the value of service prin-
ciple does not operate as there is no change of
location, i.e. the goods appreciate in value when
they reach the point of consumption and the
railway claims a reasonable share of the apprecia-
fion in value to which it had contributed. In
the case of the siding it was considered here 1s
no such scope for appreciation as the railway
station to which the siding is connected is in
the same locality.

24. There was thus no other way then the
principle of cost of service to apply and the
indian Railways have been adopting the prin-
ciple. What causes the cost to be incurred is the
locomotive and as the cost of the locomotive is
calculated on the time spent in rendering the
service the charges are calculated on the cost of
the engine per hour remaining in service. Being
essentially a terminal service the charge should
be claimed scparately from the freight charges
which are claimed for the service of transporta-
tion. In fact in most of the railways the charges
are collected locally by a scparate bill. In the
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E.R. and S.E.R. the distance of the siding
(length) is added to the distance for calculating
freight from the booking to the destination sta-
tion and one rate arrived at to calculate the
total freight. Apart from the railway not getting
any freight when the hauls are long—the small
distance of the length can get lost in the ratcs
for blocks of 50 kms or cven less—it is incorrect
in principle to combine charges due for scparate
services viz. terminal and transportation services.

25. It should now be clear that the levy docs
not admit of over simplifications like charging
1% of the freight towards terminal charges, for
a few wagons handled in the siding meant for
long hauls will bear a heavier incidence of siding
charges while a large number of wagons hauled
for shorter distances will bear comparatively
lower termunal charges.

26. When the owner has a locomotive of his
own to do duty in the siding no siding charges
are due. )

27. Belore the present levies are commented
upon, it will be interesting to recall the evolution
ot the charges as thcy appear at present.

28. Sidings arc ncarby as old as industrialisa-
tion in this country. Most of the sidings were
laid around Bombay and Calcutta where indus-
trics sprang up in earlier years. Though at this
date no papers ar¢ available to show how much
of and on what basis siding charges were levied, -
it looks certain that the charges bcgan in the
Bombay area with so much per wagoen. This was
always nominal, In the case of Calcutta, the rate
was based on the weight—at so much per maund
(about 37 kgs). The number of siding increased
especially in Northern India when in the thirtics
several Sugar Mills were established, following
the results of research conducted by late Sir
T. 8. Venkararaman of Coimbatore in Sugar
Cane Cultivation. Most of the sidings sprang up
in the B & NW portion of the present N.E. Rly.
and EIR portion of the prescnt N. Rly. The
economy was so much under the grip ot depres-
sion that the railways found there rolling stock
idling for want of traffic. These railways offcred
casy terms to the sugar factorics to get their
product moved by rail and one inducement was
construction of sidings at nominal costs and levy-
ing nominal siding charges. When the war broke
out, the incentives stopped but when after inde-
pendance the country took to widespread indus-
trialisation, the number of sidings multiplied
manifold. Fresh applications continue to come for
new sidings but the rush has thinned.

29. The East Indian (Now ER) and Bcngétl
Nagpur (now SER) bad a number of collicrics
from where Coal had to be conveyed to distant



places but mainly to Calcutta. In the case of col-
licries the siding charges were calculated slightly
differently. The distance was taken upto the
station ahead or upto the buffer end of the siding
whichever was longer and the freight calculated
on the through distance. No separate charges to-
wards interest, maintenance and repairs were
collected. But as the freight rates upto 1948 were
on a flat basis irrespective of the total distance,
some thing accrued towards siding charges. In
the case of the Central India Collieries of the
BN (Now SER) a siding charge of Re. 1 per
4 wheeler and Rs. 2 per bogie (8 wheeler) were
levied. Interest, Maintenance & repairs charges
were collected in addition,

30. Over the Northern Railway at some
stations the siding charges were based on the
engine hour cost but these charges were limited
to 5 wagons in a shunt. When in a shunt more
wagons than 5 were handled, no charges were
collected for the number in excess. Interest,
maintenance and repairs charges were levied in
addition.

31. In the MSM now mostly in S.C. Rly, and
S.I. Rly. (now S. Rly.) the charges were based
on the cost of the shunting engine hour but the
methods slightly varied between these railways.

32. In the GIP Rly. (now C. Rly.) charges
were related to the length of the siding and a
charge of Re. 1 per wagon and Rs. 2 per bogie
were levied. .

33, In the OT Rly. (now in NER) a lump
sum contribution of 10% of the Railways part
of the capital was collected—81% of which was
treated as Repairs, Maintenance and interest
charges and the balance 1}% towards siding
charges.

34. The Eastern Railway is scen to have
taken the actual time taken by the engines and
reckoned the cost per engine hour on the assump-
tion that the engine moved at 5 miles per hour.
Evidently that Railway was working out the unit
cost at so much per engine mile,

35. The first stcp towards uniformity was
taken in 1958. While the siding charges for the
collieries and some sidings dealing with general
merchandise were excluded. (Where one engine
served more than our siding) the others in all
Railways were asked to adopt one or the other
of the following:—

(1) Re. 1 per 4 wheeled subject to a mini-
mum charge per trip arrived by multi-
plying the average time taken per shunt
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by the cost of the shunting engine
hour, or

Rate per 4 wheeled wagon arrived at
by dividing the total estimated cost of
shunting per annum by the total
number of estimated loaded wagons
(inward and outward) to be dealt with
on the siding without any minimum
charge per trip. These charges are to
be reviewed once in 3 years.

(2)

36. This placed on the Zonal Railways the
responsibility of working out the engine hour
cost. The Railways adopted their own methods
and the uniformity aimed at was missed. In 1963
the Board directed the railways to work out the
engine hour costs according to a note prepared
in their Statistical and Economics Directorate.

37. The next step was taken in 1964 when it
was found that train engines were employed for
shunting purposes and as these engines cost the
railways a little more the railways were asked
to add 20% to the rates fixed for shunting
engines and demand the charges where train
engines did duty in the siding.

38. The rate per wagon at Rs. 1 per 4
wheeler still remained in the Tariff and the Board
in 1966 directed that siding charges should be
calculated on a trip basis by multiplying the time
spent by the engine by the engine hour cost.

39. In the case of new sidings a provisional
rate may be fixed initially to be fixed after 3
months during which period, there would be
actual work done in the siding.

40. In 1973 instructions were given to the
railways to add 10% to the charges calculated
on engine hour cost towards an element of profit.

41. By the end of 1973, the railways were
directed to calculate the actual train engine cost
so that the ad hoc levy at 20% over shunting
engine hour costs can be given up. This was in
pursuance of the Judgement of the RRT on a
complaint. '

42. To comply with the observations of the
Railway Rates Tribunal, intensive study of the
costing method was undertaken thereafter and it
was decided in 1976 to have an all India cost,
per BG & MG and for train engine and shunting
engine separately. This was notified in 1976 but
it was confined to steam traction. As diesel trac-
tion in the meantime had replaced progressively
steam traction a charge with weightage for diesel
traction was worked out and notified to be effec-
tive from 1-6-78. The cost of engine hour now



in force is
B.G. M.G.
Ra. Ra,
Bhunting enygine 174 151
Train enZines 247 337

The siding charges are now quoted by multi-
plying the above engine hour cost with the aver-
age time spent in the siding. These charges are
not revised trienially but annually a review should
be made of the variation of the cost in gredients
and revision made but no change of the dura-
tion adopted already is necessary.

43. The siding charge quoted by N.E. Rail-
way became the subject of a complaint before
the Railway Rates Tribunal complaint No. 4 of
76. In the Judgement reported vide 1978 RRT
the Railway Rates Tribunal has struck down the
adoption of an all India average of engine hour
costs and the addition of the 10% profit.
According to the judgement the correct engine
hour cost for adoption was the Zonal Railway
cost which in the case heard and adjudicated
upon was lower than the all India costs, observes
the Tribunal in para 15.9 of the judgement. “We
therefore consider that it will be reasonable and
just to fix the siding charges on the basis of Zonal
Cost . . . We are not unmindful of the fact that
siding charges so fixed will be higher than the
charges now fixed on the basis of All India Cost
on certain railways. Such a position is inevitable
as siding charges have necessarily to be cost
based,” The Tribunal has quoted Philip Lockin
to point out that the railways need not adjust
their rates to neutralise geographical disadvant-
ages. The reading would show that the earlier
judgements in deference to which an all India
cost was adopted had been delivered where no
one argued that the siding charges fixed on the
basis of the DSEA formula was already on a
Zonal basis. To this observation has it been added
that it does not take away the “inherent power
of the Tribunal to examine whether the fixation
of charges on such a basis is reasonable or not”.

44. On the question of the addition of 10%
towards profit the Tribunal has interpreted the
Supreme Court Judgement which authorised the
levy to mean that “the Supreme Court in the
Riga Case™ made a distinction between shunt-
ing charges and siding charge for including an
element of profit. According to the judgement of
the Tribunal para 14.9 (RRT 1/76) *the deci-
sion of the Supreme Court in the Riga case
(1967 RRT) has to be interpreted to imply that
an element of 10% as profit must be added to
the cost of a shunting engine hour only when a
shunting engine is made available for use in the
private siding at the request of the siding owner
on a temporary or casual basis.” The Judgement
80-M/P(D)816MofRailway—-10
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of the Supreme Court in the Riga Case (Report-
ed in 1967) RRT Contains the following
sentence. “* . . . we think that in these circum-
stances there is full justification for incrcasing
the rate chargeable for rendering the service of
shunting the wagons from lines 3 and 4 to the
yard of the company ...... “The relevance of
line 3 and 4 to the yard of the company does
not enter the discussions in the Judgement. In
any case the distinction made by the Tribunal
between the Shunting Charge and the siding
charge seems too subtle for commoners reading
the written and understanding the spoken langu-
age. No further comments are oftered in this
regard as the Government has gone on appcal to
the Supreme Court. The case is sub judice.

45. How far Locklin’s views on offsetting
natural disadvantages is applicable in the con-
text is debatable, for the complaint here is not
that the railway declines to reduce a rate which
is charged to the party on account of disadvan-
tageous location. It is- on the other hand a plea
of exploiting a natural advantage. Independant
of the grounds of appeal to the Supreme Court
which will decide according to the Law as read
by them, there is no reason why the railway
ih?;ld not consider if they want this profit of

0%.

46. In the normal course a siding is consider-
ed necessary when an entrepreneur fecls he has
large quantities of goods to consign by and/or
to be received by rail. If there is no silding he
woud no doubt arrange to cart his goods from or
to the railway station but then the railway on
its part will be compelled to extend the goods
lines, expand the goodshed, create platforms for
the operation of loading and unloading and
somctimes install a crane to handle the traffic of
this magnitude. The railway does save a lot of
capital investment which must not only earn
interest but also incur depreciation. The saving
so effected will far exceed the amount of profit
at 10% earned on the siding charges. It is reason-
able to suggest that the savings in capital invest-
ment and the interest saved thereon and the
depreciation not incurred can be shared between
the railway and the owner to whom, a part if
not the whole of the terminal expenses can be
given back as a rebate. This may incidentaly
result in increased traffic. It may be argued that
the railways bave stopped levying terminal
charges and therefore the question of a rebate
will not arise. Here comes the parallel case of
the Madras Port Trust Railway. Like all Port
Trust Railways, the Madras Port Trust Railway
is for all practical purposes a siding or a scrics
of sidings. This railway pointed to the contiguous
M & SM Rly. that they render the terminal ser-
vices which the M & SMR would have rendered
at Rayapuram, the station lying close to the Port
Railway. Though initially it was resisted by the



railway, the Railway Board conceded the claim
of the Port Railway. The Southern Railway now
continues payment of the terminal charges work-
ed out separately after the levy of terminal
charges was given up from October 1958, and
what is now paid to the Port Trust Railway can
be paid as rebate to the siding owners.

47. It may now be considered if the method
of the levy of the siding charges can be further
simplified. At the outset it must be acknowledged
that for the first time a constant factor has been
introduced with the calculation of siding charges
viz. the time taken by the engine inside each
siding and to this can be applied the variations
periadically in the cost per engine hour. It may
now be examined if the constant will remain
constant and if it has removed irritants from the
procedure all round. The constant factor which
is the average time fixed for each siding can
vary with the increase or decrease of the traffic
handled at the siding. When conditions of train
operation become erratic, it can happen that what
should be done in one trip will be done in more
trips, each trip incurring a siding charge which
will inflate the costs of the owner. In fact in a
recent ruling, the railways are required to'levy
the siding charges even when empties are placed
in the siding and the engine was returned. Some
of the stations not understanding the instructions
failed to collect the siding charges and the Chief
Auditor has issued a Draft Para. It cannot, there-
fore, be taken for granted that the irritants have
been removed for ever when each siding was
given a duration for which engine hour costs as
siding charges can be collected. ,

48. A scheme of charges drawn up therefore
must ensure that the owner bears no more than
he does at present on each wagon for the wagon
is the unit of service. It must also be borne in
mind that the railways collect annually about 43
crores of rupees under the head of siding charges
which being just the cost of the service done
admits of no infraction.

49, An exercise was undertaken by the com-
mittee to correlate the number of wagons dealt
with in each siding and the length of the siding.
A low rate of Rs. 1 per wagon per km over the
siding was adopted for siding handling over 100
wagons per day. At the other end a rate of
Rs. 15 per wagon per km was adopted for sidings
dealing with less than 10 wagons per day. At
the rates proposed the earnings worked out to
nearly what is earned at present. The proposal
on closer examination showed that in some siding
which were selected at random, the rate per
wagon very sharply fell or very steeply increas-
ed—in one case by 120 kms. As the increase or
decrease in the rate per wagon is not just margi-
nal protests from the owners are certain and the
Rates Tribunal is certain to strike down the rates.
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50. Another exercise was undertaken, again
to correlate the length of the siding  and the
number of wagons. Here the sidings were group-
ed according to the length such as upto 200
metres, 201 m to 1 km, 1 km o 2 km, 2 km to
3 km, 3 km to 4 km, 4 km to 5 km and over
5 km. It was examined how many wagons were
received in these sidings at 5 wagons, 6 to 10
wagons, 11—20, 21—40, 41—50, 51—80, 81—
100 and over hundred. It was noticed that the
heaviest concentration took place in the 201 m—

1 km group. The distribution showed the
following: ‘
of of
wagons9, earnings
of total 9 of
Upto 20 km. . , 36 .33
201 km, to 1 km, . 33-7 30-6
1 km, to 2 km. . 16-7 20-1
2 km, to 3 km. . 6-7 6-3
3 km. to 4 km. 56 76
4 km. to 5 km. 5:2 5-0
Over 5 kms, . . 28-3 27-0
I
Total . 99-0 99-9

51. It is seen that the Sbage of the traffic in
terms of wagons and the % of earning for each
distance group are nearly the same in all cases
but one. As the smallest sidings will account for
the smallest shunting hours normally, a low rate
was proposed taking the 201 m—1 km. as the
base for arriving at the rate the following cal-
culations were made. (For all the group together) -

(1)

The total earnings were divided by
Rs. 200 to arrive at the engine hours.
This works out to 2,23,796.

The mean cost of engine hour (Shunt-
ing and train) was taken at Rs, 200.

Total number of wagons 2,594,594,

No. of wagons per engine hour
2,594,594.-2,23,796=11.6.

(5) For 11.6 wagons Rs. 200, .
(6) For 1 wagon 200--11.6=Rs. 17.24.

(7) The running time for 1 km @ 8 kms
per hour (assumed) = 74 minutes,

(8) The engine hour cost for 7% for one
wagon Rs. 17.24 8= Rs. 2.15,

(9) Round off to the next higher rupee the
rate per wagon Rs. 18,

(2)

" 3)
(4)

52. Ttem 9 was applied to 201 m to 1 km,
group for all densites of traffic. As smaller sidings
deserve a lower rate it was pitched at Rs. 15
for the other (higher) length groups the rate was
pitched as under—Rs. 20 jor 1 km-2 im.



Rs. 22 for 2 Km-3 Km, Rs. 23 for 3-4 Km,
Rs. 24 for 4-5 kms and Rs. 25 for over 5 kms.
The earnings totalled Rs. 5.47 crores. The addi-
tional income worked out can be worked back
1o reduce the incidence on sidings which handle
larger number of wagons.

53. This method is also not free from defects
though it gives a more equitable rate than the
one calculaied on the per wagon per km basis.
The first defect is that the engine hour cost is
assumed (as mean of the train engine cost and
the shunting engine cost). The running time is
assumed at 8 Kms per hour. Though this would
be justified by the earlier practice in the ex EIR,
the fact that it is assumed deprives it of its
authority. Again when the per wagon average
paid at present is more in some or less in others
than the proposed rate and this variation would
be resented in some quarters though the volume
of protest will be much less.

54. Thus every scheme of rating contem-
plated contains an element of defect and it is
worth while to see how the defects crops in. A
spot study of a few sclected sidings was made
and the study showed the following results.

Name of the Length  No. of Amount Average
~ Siding : wagons of per
dealt siding wagon
charges

Kms . Rs. Rs.
1. India Cement 6 1,631 20,000 1778
Siding (Sankari-
drug) .

; C :

2. FACT siding i 500 6,012 13-82
(Kslamassory).
3. ACC) Siding - 1 1,232 22,339 1854
(Madukarai). -
4. SPB Pidiaz 1 293 9,135 31-17

(Cauvery).

55. It may be seen that with the difference
in length, items 1 & 3 pay nearly the same rate
per wagon but item (2) which is half as long as
item 3 and dealing with less than half the
number of wagons pays only about 7_’5% of what
item (3) pays. Item 4 is a class of its own deal-
ing with fewer wagons than the rest. Further dis-
cussions in this regard with the Divisional offices
and officers in HQ office show that what creates
the difference materially is the work done by the
engine after it reaches the point of exchange.
This point of exchange marked ‘X’ in the plans
prepared by the railway when siding owners want
the railway to place the wagons in the siding is
the spot upto which the railway normally hauls
the wagons and tell the owner that beyond in his
business to place the wagons. When the owner
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specially requests the railway to berth wagons in
nominated places beyond, the owner is asked to
pay for this service also at the rates quoted for
conveyance upto the exchange point. Some
owners have locomotives which do duty beyond
this point while most others do the work by
pushing the wagons with human labour (hand
shunting). As the service beyond the X point is
rendered in some cases and not rendered in
others, the duration ceases to be uniform and
charges naturally vary. This feature of operation
leaves no uniform trend to identify and adopt
for a standard siding charge with the wagon as
the unit. The railways will do well to prescrite
on the basis of distance form the serving station
to the point X a siding charge calculited on a
basis that will ensure a rcasonable requittal for
the service rendered without materially infract-
ing the earnings at the present rates. It woull
reasonably be a rate based on the weight of the
goods conveyed for the distance hauled over the
siding upto the X point. When charging for the
actual weight is adopted, it will admit of charging
also on the basis of the class of goods conveyced
as in the case of freight. By charging on the basis
of weight, the anomoly in the present charging
for trips made for bhauling only empty XX
wagons will disappear and more direct nexus
established between service and charge. By
applying the class also with weight and distanccs,
what low rated goods fail to pay, will be paid by
high rated goods manufactured by the siding
OWners. :

56. The difference between the siding charge
(upto point X) and the shunting charge should
be kept clearly defined. While the siding charge
admits of inclusion in the Rail Receipt indeed it
should be insisted upon the placement charge
should be a local charge notified to the station
concerned and collected locally.

57. As the siding is a separate and special
facility, it should be separate charge apart from
freight. The charges should be calculated separa-
tely from the serving station upto which freight
is due and collected scparately i.e. after dis-
continuing the distance upto the serving station.

58. In the back ground of the present day
railway operation, it is true that the wagon must
remain the unit of charge for the service of place-
ment of wagons in sidings, It may be remember-
ed here that when the wagon is made the unit
of charge, it is replacing the bigger unit of a
group of wagons placed at a time in the siding.
if simplification is the end sought, it is necessary
that the lower unit of charge viz. the quintal
which is already the unit of charge for the levy
of freight, may also be thought of.

5§9. At the outset it may be mentioned that
over the Eastern Railway, the length of the sid-
ing is added to the distance for charge and the rate



per quintal applied in respect of outward Coal
tooking and again it is a per quintal rate that is
applied .to the calculated siding charges for in-
ward bookings, the rate being applied according
to the length of the siding. The practice in vogue
over the remaining railways is to base the siding
charges on the time spent by the engine to place
and/or remove wagons from the sidings. The
owners have been disputing that the time worked
out is faulty and they are mulcted to pay more
charges than are justified for the service. Another
source of complaint from the owners is that they
are made to pay for each instalment of place-
ment or removal of wagons though all place-
ments in a day could be done in one entry of
the engine into the siding, If a per quintal rate
is levied for the separate service in the siding
in addition to the freight charges upto the serving
station a lot of friction between to owners and
the railway can be avoided. In the first place,
there will be uniformity in the levy of the
charges all over the country and this can help
invoicing of charges at the booking station itself
right upto the point of exchange in the siding
only if the length of the siding is notified by the
railways. Secondly, the charges can automatically
go up when due to escalation of the cost of
operation freight rates are introduced. Thirdly,
the owner knows that as he consigns or receives
goods, he pays for the service according to the
capacity of the traffic. Fourthly, in the case of
traffic which pay lower freights, the incidence of
the siding charge will not be disproportionate to
the freight charges. This will be an incentive for
entreprenuers to get siding facilities which would
reduce capital investment by the railway to ex-
pand terminal facilities.

60. An exercise was, therefore, undertaken to
see how much more or less siding owners would
have to pay when siding charges are levied on
the basis of the chargeable weight at the classifi-
cation rate for the length of the siding. Ten
sidings over different Railways were chosen for
a comparative study of the earnings that accrue
at present and what would accrue on the basis
of the proposal made. The siding earnings on
the present basis and on the basis of the proposal
made are shown in Sub-Annexure 1.

61. If, however, the overall picture is consi- -

dered by applying the proposed Class 100 rate of
23.5 paise per tonne Kilometre, it will be seen
that the return per wagon placed in or removed
from siding does not materially vary. The earn-
ings under siding charges during 1976-77 was
Rs. 4,43,97,984 from 25,94,594 wagons or
Rs. 17.11 per wagon. The service in sidings in-
curred 12,750,123 wagons kms. or the average
lead per wagon was 4.91 kms. If each wagon is
estimated to contain 20 tonnes, a wagon in stdings
would incur 98.2 tonne Kms. At the average rate
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of 23.5 paise per tonne per km at the basic
Class 100, the average wagon return would work
out to Rs. 23.08 which is more than the average
wagon return applying the engine hour cost
worked out at page 13 which is Rs. 17.24,
Though for the purpose of the calculation, an
average rate at class 100 has been assumed, even
if for the actual commadities carried, the rates
are slightly lower, it will be seen that earnings at
the proposed rates will be, by and large, at the
level of the present earnings. It is, therefore,
suggested that calculation of siding charges for
the distance over the sidings at the rates appli-
cable to the commodity per quintal on a dis-
continuous kilometrage basis may be considered.

62. Now remains the question of siding
charges for collieries which have special features
mainly on account of history.

63. It may be poinfed out that siding charges
are levied on a per wagon basis over Central
Railway, §. C. Rly. and the Central - Indian
Collieries of S. E. Railway the cass where of
can be included in the discussions on general
sidings made already.

64. The Colliery sidings in S. E. Railway and
E. Rly. laid in the Jharia and Raniganj Coal
fields pay no siding charges practically now. The
coal mines had a market in Calcutta where-into
both the railways entered. Coal had a lower
schedule of rates than for general merchandise
and at the then prevailing low price of coal, the
railways could not quote a rate that will put up
the price palpable. The Collieries in then E.L
Railway (Present E. Railway) had a nearer loca-
tion to Calcutta than those on the then B. N.
Railway (present S. E. Railway). The shorter
distance had a rate advantage and the B. N.
Railway which had a longer distance to haul, to
retain the traffic produced in their area, quoted
rates equal to those charged by the E.I. Railway.
As the return per ton mile was lower for the
B. N. Railway, they could not improve the but-
den of a siding charge on the traffic. They levied
siding charges for the distance of haul over the
siding and the E. I. Railway in self interest
followed suit. These railways added the distance
of the haul over the siding to the haul from the
serving station thus integrating the siding charge
with the freight charge. In years prior to 1948
when telescopic rates were introduced, the rates
were flat and this ensured some recompense for
the terminal service in the siding. When teles-
copic rates were introduced from 1948, in most
cases, the small distance of the siding got lost
inside blocks of 50 kms. for longer hauls and
no siding charges accrued. It was not considered

iz; carlier revision to undo what was a fact of
history.



65. With the progressive industrialisation of
the country, the demand for coal increased. Pro-
duction incrcase to mcet the demand but with
the increase in production the quality of coal
in some mines declined. To improve the quality
by removal of impuritics etc, Washerics have
been established near the collieries. The mined
Coal is taken to the washeries and the washed
coal is taken to the consuming centre. For the
movement of the Coal from the Collicrics to the
Washeries, freight is charged for minimum dis-
tance of 40 kms. A siding charge is also levied
in addition. Protests have been received that the
lcad between the mines and the washerics is
much smaller than 40 kms, and to demand
freight and a siding charge for 40 kms. is out
of all proportion to the service rendered by the
railway. There is some merit in this protest. It
was found on enquiry that the wagons (Loadcd)
going to the washerics are dealt with in the sid-
ing are removed by the engines of thc washerices
and the Railway staff who work in the sorting
lines of the washeries are paid for by the
washeries. The case for a siding charge thus
becomes slight. It is, therefore, considercd that
due to the special conditions prevailing in the
washery, sidings, a separate siding charge in
addition to the freight charged for from the
collieries is not necessary.

66. A customer of the Railway can bring his
goods to a goods station, book them and go
back taking the railway receipt or produce a
receipt and . take delivery of his goods either
secured by the railway in the goodshed or kept
from in a wagon waiting for him. In the case of
goods consigned at or due for delivery in the
siding, the conveyance from the station would
always call for the use of a wagon which in the
case of traffic handled at the goods stations can
be emptied by the railways and utilised. In other
words irrespective of the weight of goods the uti-
lisation of a wagon is inevitable and the wagon
is available again to the railway only after the
owner of the siding has given it back to the rail-
way. As a corollary, irrespective of the condi-
tions of booking the loading and off loading
operations have to be performed by the owners.

67. At the railway stations the customers are
given reasonable time within which the wagon
should be returned -for further use by the rail-
way. This is called the free time. A siding is
attached to a nearby railway station upto which
or from which freight rates will be calculated
and the free time allowed to customers at the
station is ordinarily the free time allowed to the
owner of the siding for the wagons dealt with
in the siding, when customers at the station are
unable to return the wagon to the railway after
loading or unloading as the case may be. a
penalty is levied which is called demurrage. The
siding owner who fails to return the wagon to
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the railway is liable to pay demurrage after the
lapse of the free time on the same terms as the
customer at the station. The demurrage is levied
at a rate per hour per tonne of the carrying capa-
city of the wagon. These conditions are included
in the agrecment which the owner exccutcs with
the railway,

68. The demand for demurrage on decfaulting
owners have always been the subject matter of
dispule between the owners and the railway.
Any convinent situation is capitalised by the
owners to disown liability and being in the nature
of a penalty which can be condoned by the rail-
way, to continue the good will of the customer
who owners the siding large sums have been
waived by then. To obviate foresceable points of
dispute in this connection, a system of opcration
is introduced by the railway which is called the
Pilot to Pilot system. This system assumes that
there will be suflicient number of wagons every
day and engine available at ccrtain given hours
of the day to take the wagons from and to the
siding. The main advantage, for the owncr u_nt}er
the system is that if an engine calls on his siding
after the lapse of the free time—which is now 5
hours—and the wagons placed by the immediate-
ly preceding pilot are ready for removal not
demurrage accrues. If the engine gocs carlier
than the lapse of 5 hours, but the wagons placed
by the preceding pilot are not ready for removal,
then too no demurrage accrues. If on the other
hand the engine calls on the siding aftcr the lapse
of the free time but ‘the wagons are not rcady
for removal, the wagons will incur dcmurrage
from the time of the placcment upto the time
an engine comes again, the free time benefit of
course being allowed.

69. This system is equitablc to the owncrs and
is encouraged by the railway. It has }gowcvcr
some practical difliculties inherent therein, T!le
main difliculty is that the railway should keep its
time schedule—that is the pilot should be run
at a nominated hour. By then the wagons due
for placement most have arrived and engine must
be available. If the time schedule cannot be
adhered to or less supply of wagon made the
labour kept by the owner would be idling and
probably dispersed to comfortable places waiting
for the pilot to come. When the pilot does nrrl‘\;c
late, precious time would be lost in collccting the
labourers together for the work. In some cascs
pilots would reach having little margin hetween
it4 arrival and closurc of the factory gates f‘(:r
the day for sccurity reasons. In some cascs ¢ (cl
owners will not allow the wagons to be npen_ck
late in the day when they can foresce the n;
of off loaded materials or goods waiting to de
loaded lcft without proper carc thc1rd‘vnr 3,
petting stolen. In such cases the unfoa mgﬂr:;
loading operations commence only when th
factory opens the ncxt day but the frece time 18
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counted from the time the pilot reached the sid-
ing. There are also instances in which the owners
hope that the next pilot would come the next
day or late in the day and deal with the wagons
in a leisurely way. When they find a pilot steam-
ing in just after the lapse of the free time they
plead all kinds of excuses the content of which
will be some fault of the railway or other. The
pilot system though essentially equitable to both
sides has not thus solved all problems.

70. The problems mount when to meet the
demands of traffic the railway runs more than
one pilot., For sidings handling 50 or more
wagons the wagons reach the siding in successive
pilots with a head way of 2 hours or less or in
long intervals. As demurrage is calculated on each
wagon by its painted number what arrived by
the first pilot of the day should be ready for
removal when the third or fourth pilot arrives.
The arrival of successive pilots can distrub the
work in progress with the wagons which arrived
earlier and the owner finds that he has lost a
lot of time in restoring order in the work, allow-
ing the wagons to incur demurrage. In some
cases, labour would idle when for long hours no
pilots are run. The owner may be able to make
up all his lost time after the last pilot has visited
the siding and perhaps, before the free time for
wagons which arrived by the last pilot has cla-
psed he would be able to return not only those
wagons but all those that came by earlier pilots,
This is a state of affairs that works to the dis-
advantage of the owner. To minimise the dis-
advantage save palliatives like bunching allow-
ance are tried but the causes of irritation still
persist and large seems under demurrage dis-
puted by the owners are outstanding in the Rail-
way’s books.

71. The problems created by the irregular run-
ning of pilots can be understood if conditions
in a cement factory noticed some time ago in
Southern Railway are explained. This factory
produces cement every day enough to load into
about 100 wagons. The factory works round the
clock and the processes from feeding of raw mat-
erials to packing into gunny bags of the produc-
ed cement is continuous. The railway arranges
empties for loading, from different dinctions at
different hours of the day. A pilot or two comes
in the morning with a few wagons—say 10 or
15 and loading commences, No pilot would again
be sighted for another 8 hours. The wagons
placed in the morning would be ready in 2 or
3 hours after placement with cement loaded.
The labour then idles. Suddenly one or two trains
arrive with about 70 empties and the whole lot
is required to be loaded within the free time with
a reminder to the factory owner that failure to
Joad within the free time would invite demurrage
charges. The impossible is not done, demurrage
is raised and the owner protests. The amount is

kept in outstanding in the station books. It is
true that the railway strove hard to collect
empties and it is natural that the Operating
Supdt. of the Division would like to get all the
wagons loaded during the day so that his turn
round time will go down but when he expects
the impossible to load about 70 wagons in 5
hours—he is being cavalier in his attitude. It
will be reasonable for the railway to remember
that the rules which they enforce are drafted in
the back ground of normal conditions and they
lose the sense of equity they breathe when they
are enforced in abnormal conditions.

72. The pilot to pilot system can work satis-
factorily if the number of wagons meant for the
siding is not so large as to warrant running of
more than two pilots at intervals of six hours
each day; and the operating conditions in the
main line should admit of engines being avail-
able to work the pilots at nominated hours each
day. When more pilots than two are warranted
by the volume of traffic or the operating condi-
tions in the railway, the system will project all
defects inherent thercin—disputes and bickerings
becoming a regular feature. A workable system
has to be thought of to eliminate all irritants.

73. The factories served by sidings which
handle 50 or more wagons work round the clock.
Some if not many of them have their own loco-
motives, which makes it possible for them to
return wagons as and when they are ready to
be banded over to the railway. They may be
permitted to refurn as many as they can in
batches during the day irrespective of the se-
quence in which they entered the siding. A total
of wagons so handed over upto zero hour next
day may be balanced with the number handed
over during the day and any short fall charged
demurrage for 24 hours which can be worked
out either for the earning capacity of a wagon
per day or at the average carrying capacity of
the wagon of the gauge multiplied by the usual
rate for charging demurrage per hour, per tonne.
This scheme can project two main difficulties :—

(1) How does the party get the free time ?

(2) Cannot the party substitute one type
of wagon say ‘open’ for another say
‘covered’ and make up the number ?

To surmount the first difficulty, the ralway
may allow wagons handed over after 19 hours
to be treated as if they were handed over the
next day.

For the second difficulty the railway staff may
record under acknowledgement by the owner’s
staff, the number of wagons in each type handed
over and the balancing should be done not for
the total number but for the’ total under each
type. If return of special type of wagons such as



BFU, BRH, Tanks i.c., is desired by the railway
in less than 24 hours, this may be stipulated in
the agreement for levy of demurrage in case of
default. It is likely there will be slight Joss under
demurrage when an average carrying capacity
is adopted for calculating demurrage but the loss
is more than made up by the saving in clerical
labour and retention of good will,

74. The issue of demurrage in sidings gets
more complex with the increased number of
wagons handled at such levels as about 200 or
more as in the Steel Mills. A study was made at
the TISCO in Tatanagar for the purposc.

75. This is a private siding. The owners pay
no siding charges as they own their own loco-
motives for duty inside the siding. They get the
raw materials by rail and consign iron and steel
in different stages of manufacture to all over
India. The import consists mainly of ore, dolo-
mite & Coal in large quantities besidcs others
in smaller volume. The export is mostly itcms
that are placed in the Goods Tariff under Iron
and Steel Division B. About 200 wagons arrive
the siding and a large part of them go back
loaded with the product of the Steel Works,
Where special type of wagons such as BFRs are
required for consigning their goods empties are
supplied.

76. The Steel Works is & vast complex with
railway lincs extended to reach almost every
corner. The raw materials are required in shops
which lie for apart. When in comings wagons are
emptied, they have to be taken to loading points
whch are far away. In some cases such as dolo-
mite consignments, the traffic is carried in wagons
of set rakes of KO type wagons moving in close
circuit between the mines and the works. Coal
reccived in train loads of BOX wagons which
can be utilised for back loading of course at
points far away from the unloading points. Thus,
there is a miniature railway zone dealing with
movement of wagons and the number handled
is more or less equal to a zonal railway’s inter-
change with the adjoining railway at one junction.

77. On account of the magnitude of the work
the ‘free time' allowed for the owners is much
higher than what it is in other sidings handling
wagons of general merchandise.

78. For calculating demurrage in conventional
procedure of working out the difference between
the return time and placement time for each
wagon is followed with a slight difference that
when wagons are returned before the expiry of
the free time credit is afforded to the works
for the time not availed of, of the free time. This
is a modified versions of the crcdit which the

143

Port Trust Railway gets when the total frce time
for 4 month is caiculated on the total number
wagons interchanged during the month and this
is reasonable for a customer who reccives and
sends wagons in large number. As cach wagon
is separately accounted for the clerical labour is
high. The wagons arrive with no regularity and
the loco have to be frequently diverted to deal
with wagons that arrive later, when the work
on hand is not yct completed, To obviate situa-
tions crcated by bunching of wagons which Icad
to delayed returns to the railway, the railways
may tlunk of a system of daily balances for the
diflerent types of wagons such as KO, KC, BOX,
BKC & C. The cssences of the system has been
cxphaiined carlicr in the report. The variation
called for in the case of Stecl Mills and other
industrics which handle very large number of
wagons is to allow wagons in the siding for as
many days as the free time would allow. The
number of days during which the wagons will
remain free of demurrage should be decided upon
by mutual agrecment between the works and the
railway. The daily receipts i.e., loads o be return-
ed as cmpty, loads which can be utilised for
loading after release of the contents and emplics
supplicd for loading purpose multiplied by the
number of days of free time agreed upon mutu-
ally in each type of wagons—will be the numbcr
of wagons which can stay in the siding free of
demurrage charges. Extraordinary situations
which can cause detention beyond the normal
period agreed upon, should be reported by the
works at once but not when demurrage bills are
presented. When it is thus arranged, the daily
return to the railway should be equal to the daily
receipts. For example if before zcro hour on
1-1-80 the intake is 200 wagons in tcrms of 4
wheelers, the return before zero hour on 2-1-80
should be 200, The demurrage charge should be
bascd on the average earning capacity of a 4
wheeler per day or at the rate per tonne per hour
mulliplied_ by 24(hours) and then by the carry-
ing capacity of a 4 whecler which may be fixed
at 22 tonne for BG and 18 tonnes for MG. The
accounls hercon should however be prepared for
cach month so that the additional number made
over undcr obligation of the arrangement on some
days may cancel” the shortfall on other day.

79. The proposal is based on the procedure
of payment of hire by zonal railways which fail
1o hand over to the neighbouring railway as many
wagons as it had taken over during a day. In the
case of the railway, the stock owned by it is
determined by the number of wagons normally
toaded multiplied by its turn round time. In the
proposal made, the turn round time is replaced
by the time the works would take to rcturn a
wagon to the railway after off loading and/or
loading to determine the number of wanons which
can stay free of demurrage in the siding.
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80. These proposals need not be restricted to
Stecl factories but 1o all other factories where the
anumber of wagons handled excecds 100 per day.
In fact a beginning in this direction is sccn to
have been made by the S. E. Rly. at the Bhojudih
Washery where a per wagon per day ‘basis’ of
demurrage at Rs. 50 per 4 whecler per day is
applicable. There, as long as a full load of 65
ordinary emptics are offered by the Washery on
the post tippler lincs, irrespective of whether the
emptics rclate to the same rake or not, no demur-
rage charge is leviable.

81. Disputes and bickerings arise not because
the agreement is worded vaguely but because the
clauscs relating to payment of charges and the
subscquent conditions stipulating the tcrms on
which the siding will continue to operate are out
of tune with the changed conditions.

82. Clause 8(b) of the form of agreement in
use over Central Railway provides for the rail-
way closing the siding or acquiring it for convey-
ance of public trafhic. This clause appears with
minor variations esp : re: the period of the
notice, in the agreement forms adopted by the
other railways as well. If under this caluse the
ruilway takes over the siding, the compensation
proposed is the value of the materials less depre-
ciation. Another clause lays down that deprecia-
tion is calculated @ 5% per annum and that if
the siding is 20 years old, the siding will be
valued as of no value. Two points merit con-
sideration in this regard. First, the owner pays
repairs and maintenance charges annually the
purpose of which is to keep the siding in the
same condition as it was when it was opened.
Where the fittings are worn out or damaged, they
are replaced at the cost of the owner. The condi-
tions in the main line of the railway is similar
but there the value adopted is not the depreciated
value but the book value. Secondly, for purposes
of calculating the repairs and aintenance
charges, the agreement lays down that the rail-
way claims it at the present day market value
or book value wichever is higher. If the condition
is good for claiming repairs and maintenance
charges, it must be equally good for purposes of
compensation. Of course, the clause must be
deemed reasonable if the siding is abandoned or
dismantled as the railway will find no use for
the earth work and formation, It is in this back-
ground that the question of compensation for
sidings acquired for conveying public traffic and
the acquisition of the siding itself has to be con-
sidered. A tyvpical case that came to notice
recently may be explained in this context.

83. The Cochin Rcfineries had ¢ot a siding
(BG) constructed from the yard of Ernakulam
Town station to their factory about 15 kms away.
The siding ran South-Southeast and entered a
yard of their own at a place called Irimpanam.

From the Irimpanam yard a line was taken to
the refinery where the refind petroleum products
were loaded.

84. A little Iater the Fertilisers and Chemicals
Travancore (Ltd.)—FACT for short-opened
their factory in the vicinity. With the consent of
the Refineries, they got a line constructed to their
factory premises from the Irimpanam yard. They
paid thc cost but rather heavily at 50% though
according to the agreement, the cost of construc-
tion and the cost of operation are subjects for
the Railway's decision. There is no dispule on
this issue which in this context is beside the
point.

85. After the siding was opened, the Erna-
kulam (Jn.)-Quilon-Trivandrum section was con-
verted from MG to BG. The Railway foresaw
that with the arrival of BG wagons from both
sides, Ernakulam Junction would get congested
and therefore a marshalling yard, which could
handle wagons for Ernakulam Jn. (Goods),
Ernakulam (Old) goods station, Cochin Hr.
Terminus and stations in the Quilon-Ernakulam
sections, was laid. This yard was laid just north
of the railway line in the Ernakulam-Quilon
scction between Ernakulam Jn. and Tripunithura,
the next station. Goods trains avoided Erna-
kulam Jn. by running on the siding of the Refine-
rics upto Cabin West and then Cabin East bet-
ween Ernakulam Jn. and Tripunithura, while
coming from the North (Shoranur side). While
coming from Cochin Hr. Terminus, the goods
trains passed Ernakulam Jn. and the West to East
Cabins to enter the goods marshalling yard. While
coming from Quilon side the goods trains could
eater the yard through the east Cabin. There
the line laid at the cost of the Refineries and
shared by FACT is utilised by the railway for
the general (Public) traffic in the portion between
Ernakulam Town and the West Cabin. The small
section between the West Cabin and East Cabin
was also part of the siding but this is now part,
of the main line between Ernakulam and Quilon,

86. It is true that under one of the clauses of
the agreement the railway is free to use the sid-
ing without payment of charges but it is doubt-
ful if in a case of this nature where the sidine
becomes a regular running line, this clause will
operaie to the benefit of the railway. The clause
may provide protection to the railway only when
the siding is availed of on infrequent occasions.
In fact there is the other clause in the agreement
which calls upon the railway to issue a notice
to the owner of its intention to acquire the line
and offer the compensation due. This has not
been done and the owners the Cochin Refineries
and the FACT pay siding charges as if the goods
are conveyed from Ernakulam Town station
When the section from Ernakulam Town to the
East Cabin has become regular running lines for



the railways public traffic, the railways are enti-
tled only to freight upto the newly created
Marshalling Yard and siding charges thercafter

87. It may be argued now by the railway that
Ernakulam Marshalling Yard is not yet declared
as a station and shown in the Alphabetical List
of Stations published by IRCA and that for want
of an approach road, the Marshalling yard can-
not be called a goods station, The present ‘serv-
ing’ Ernakulam Town is not a goods station and
if that is so there is no reason why the Goods
Marshalling Yard not open for goods traftic can
not be declared the serving station. It is true that
there is a condition in the agreement that if for
any reason wagons cannot be take into or from
the siding, the owners must deal with their traftic
at the serving station. Apart from the fact that
this condition cannot be enforced by the railway
with the present serving station not open for
traflic there is no reason why the marshalling
yard should be denied goods booking facilitics
by providing an approach road when the present
tcrminals in the area are getting more & more
congusted. Till this is done, the agrcement may
be suitably qualified through a rider agrecment
to provide for the owners offering or effecting
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delivery of their goods at Ernakulum (old)
Goods station, Therefore the present form of the
agreement which provides no safeguards for the
owner when the railway continuously and inten-
scly utilises the siding for its own purposcs,
should be suitably altered.

88. The representations made to the Commit-
tce by owners of sidings mostly relate to the high
incidence of the repairs and maintenance charpes
and a few of them to the siding charges and
demurrage. The observations in the immcediately
preceding part of this report being relevant only
when the question of closing down the sidings
ariscs, no representations have been receivedl.

89. A siding is advantagcous to the owner who
suves so much on carting his goods from the
railway slation while the railway saves in the
maller of capital investment to expand terminal
facilities at stations. The siding is a link not only
of the railway line but of a cordial rclationship
that must exist betwcen the owners and the rail-
way, This cardinal principle must be born in mind
by both the parties while drafting clauses for the
agreement and enforcing them.

Sup-ANNEXURE=1

Statement showing earnings from Siding Charges when charged on a per quindal biesis compared to the present method of levy,

8. Name of Siding and Railway Lengh

Trattic handled 76-77

Siding  Siding oharges anticipated ot the ratey

No of 8dg. —m8m8Mm """ Chargoes proposed to be Jovied
' (kms.) Commodity Tonnes now o~ A -
sarncd Rateper  Tonne Earnings
tonne por kms,
kma.
Rs. Paise 1ts,
1. New Standard Engine Siding 1 Tron &,l.;‘ubcul 28,197 34,327 42-30 28,197 1,927
' WR B
2. TFoodgrains Godown Siding 4  Foodgrains 1,85,400 67,800 17-63 7,41,800 1,300,744
" Khendivii. WR
3. I0C Siding Vasai Road 4 Keroscne 0il/Diesel 1,63,020 71,024 35-25 6,52,080 2,20,858
) WR
4. Sri Khedut Sahakari Kahan- 1 Sugar 14,602 2,089 28-20 14,602 4,118
) dudys Sahakari Mandal,
Bardoli. WR
5. Andhra Cement Vijaysvada 2 Lime Stone & 21,720 2,068,821 26-85  5,21,280 1,34,751
) " SCR Cement
6. Food Corpn,, Cochin Hr. 1 Foodgrains 96,935 76,857 17-63 96,935 17,000
" Perminus. SR
7. 100 .do- i Kerosene oiif Diesel 8,600 8,130 35.25 8,600 3,032
C aedi Samkari- 3 Coment 3,34001)  2,78,087 25-85  10,02,003  2.50.018
8. India Coment - Suntech Coal 1,46,778) f 18-80 440,334 82,783
rue: 3,41.801
9. Indian Iron & Steel 1 Iron & Stee! 43,768 91,723  42-30 43,758 18,510
) WR
Iron & Steel 23,100 31,922 42-30 69,300 20,314

n & Steol TKD 3
10, Tata Jro NR
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ANNEXURE 7.1

JUSTIFICATION FURNISHED BY COAL INDIA LTD., CALCUTTA FOR INCREASING
THE FREIGHT REBATE OF 10 PAISE PER TONNE IN CASES WHERE WEIGH-
BRIDGES HAVE BEEN INSTALLED BY COAL INDIA LIMITED.

The installation of a weigh-bridge at the col-
liery involves—(a) Capital cost of the weigh-
bridge, (b) the cost of installation including con-
struction of base platform, and other cement and
stcel structures, (¢} in terms of weighbridge
agreement, maintenance of the weighbridges also
devolves on the colliery, (d) similarly the cost
of Railway staff employed for the weighbridge
which also includes housing, electricity, water and
other facilities also devotes on the colliery, (¢)
apart from the above, account has to be taken
for the interest on capital and as well as depre-
ciations.

The approximate costing has becn worked as
under :(— A1 |
(i) Capital cost of 100 tonne weigh-
bridge—Rs. 4,80,000(Aprox.).

(ii) Cost of erection, structure etc.—

Rs. 20,000.
(iii) Cost of maintenance, repairs efc., per
annum @ 5% of capital cost—

Rs. 25,000.

(iv) Cost of Railway staff and their ameni-
ties per annum—Rs. 1,00,000.

(v) Interest on capital @ 15% p.a—
Rs. 75,000

(vi) Depreciation on
p-a—Rs. 75,000.

capital @ 15%

Thus, the total recurring cost on a 100 tonne
weighbridge works out to items (iii), (iv), (v) &
(vi) Rs. 2,75,000 per annum. The present
strength of 100 tonnes weighbridge in CIL is
40. We may assume that about 30 million tonnes
of coal are being weighed per annum at these
weighbridges after accounting for weighment at
railway weighbridges. It works out to 0.75 mil-
lion tonncs per weighbridge per year. Against a
recurring expense of Rs. 2,75,000 per vear, it
comes to 36 paise per tonne per weighbridge.

On the above basis, there is a strong case for
a4 substantial upward revision of the existing
weighbridge rebate of only 10 paise/tonne.

ANNEXURE 7.2
COPY OF MINISTRY OF RAILWAYS (RAILWAY BOARD'S) LETTER NO. TC-1/

75/5/24 DATED 3-2-1977 ADDRESSED TO THE GENERAL

INDIAN RAILWAYS.

MANAGERS, ALL

Subject:—Opening of Out-agencies.

It is observed that inspite of directives issued
from time to time liberalising the policy to be
followed in the opening of Out-agencies, the pro-
gress achieved in this regard is not encouraging.

In the context of present day economic acti-
vities on account of expansion of banking faci-
lities by the Nationalised Banks in the country-
side and strengthening of rural economy, therc
is need to provide more and more booking faci-
lities.

In providing adequate transport facilities to
interior areas, QOut-agencies have a large part to
play. While it may not be possible to lay new
Railway lines to connect all interior areas, open-
ing of Out-agencies will give transport facilitics
similar to that of stations particularly to small
traders and passengers, because they will be able
to get direct booking facilities at the out-agencies
instead of having to go to Railway Stations which
are normally far away.

Further Parliamentary Committees like the
Estimates Committee have also been advised that

opening of_ Out-agencies is another scheme to
bring the interior of the country within the ambit
of the railway booking, providing transportation
service from the interior which is treated for all
purposes as a station and consignments booked
are brought to the rail-head from these places.

The Out-agency will act as a feader i
to the.Railw_ays and will also ensure lhsaetrvtlﬁg
traffic is retained by the Railways. Attention is
invited to Board's letter No. ICtv/58/5/11/
Policy dated 5-11-58, in which certain guide-
lines have been indicated. It would appear
ll]'%we‘i?r’ tl;(at Out-agencies are not being openeti
ibera ceping In  view certaj idel;
liberal )i,n 1965. g certain  guidelines

In supersession of instructions given in Board’
letter No TCIV/62/5/9 dated 15~12—1196§art(:1:
Railway Mn}lstry desire that Out-agencies sh’ou]d
be opened liberally in order to provide bookin

_ facilities to the trade and travelling public,

Please acknowledge receipt.
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ANNEXURE 8.1

WHO SERVED IN THE SECRETARIAT OF .
ENQUIRY COMMITTEE RAIL TARIFF

LIST OF OFFICIALS

Schg:)al.l Namo Designation S&:inl Name Designation
1 8hri Vinod Pal Secrotary 28 Shri 8. Raman + Tochnjoal from 15.2.80
2 Shri Kulbir Singh « Joint Director Assistant
3 Shri N. P. Srivastava " upto 31.1.79 29 Shri P. C. Nautiyal "

4 Shri 8. N. Trivedi . from 1-2.79 30 Shri Hackirat Singh "
5 Shri N. K. Chandckar D. Economio Adviser - Shri K, Venkatakrishnan -
6 Shri D, K. Saran Deputy Director 32 Shei Q. 8. Negi "
7 Shri C. P. Chandrase- . 33 Shri R. L. Goel .
karan. 3 Shri K.8.R. Krishna Assistant
8 Dr. {Mrs.) Stuti Lal Asstt, Director Sarma
9 Shri Ajit Singh Private Sccretary 35 Shri M. V. Srinivasan "
10 Shri B. K. Bhatia ” 36 Shri T. L. Loomba .
11 Shri R. N. Sarna " 37 Shri H. 8. Sharma .
12 Shri V. A. Ramachan-  Scction Officer 38 Shri K. V. Dhandapani P, A
dran. 3% Shri K. N. Sivarama- "
13 Shri 8. Rangamannan » krishnan.
14 Shri R. K. Sckhri Senior P. A. 40 Shri V. Thyagarajon v
16 SBhri M. Subrahmanyan Commercial Inspector 41 Shri K. L. Ahuja -
16 Shri J. N. Pati " 42 Shri 8. R. Bansode v
17 Shri 'G. Venkatasubra- " upto 2-2-80 43 Shri N. Sivaraman . "
manian 44 Shri 8. C. Ahuja . v
18 Shri A. K. Das . » 46 Shri K. 8. Gusain 8teno. Grado ‘D’
19 Shri Lachman Das " 46 Shri Naresh Kumar "
20 Shri Joginder Pal » 47 Shri R. P. Jindal "
21 Shri N. R. Bhowmick . »  upto 22.11.79 48 Bhri G. G. Chatterjoe . U.D.C.
22 Shri J. K, Pathak ” 49 BShri 8. 8. Bawa . L.D.c,
23 8hri J. P. Tyagi » 50 Shri R. K, Chopra . "
24 Shri G. K. Nair . " upto 15-11.78 51 Shri Vir Son . "
25 Bhri A. K. Ojha Inspoctor 52 Shri H. K, Madho Shah "
26 Shri A.C.S. Biswas , Technical Assistant Singh,
27 Shri K. B. Singh . from 23.11-79 53 S8hri 8. K. Bavoja .
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