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PART I 

Basic Considerations 



CHAPTER I 

IN'r:r:?.ODUCTJ[ON 

Setting up of the·Rail·Tn.ri_ff Enguiry Connittee 

1-1 

1.01 The· structure of rates for transport of goods by rail 

was last revie-vred in 1955-57 by the Freight structure Enquiry 

Coooi ttee ( 1955-57). 'Uoreover, no special enquiry. ha!. ever. 

been nade by an independent body in respect of passenger fares or 

the rates·for other coaching traffic. In view of the far 

reaching changes that have taken place in the country's economy 

in the past, and also the changes tho:t are· expected in_ the. years 

to cooe, there i'Tas. public de.mand for a fresh examination o.f fare 

and freight rates structure for-carriage o:t· traffic by rail. 
. . . . 

The Public Accounts Commttee as uell as· ·the Railway.CoAvent_i~n 

Connittee·had also.ei:lphasised th~ need for ratio:i:ialising ;the fare 

and, freight structure ~aving due regard to the cost :ef ._service'! 
' . I . ·- • 

In viei'r of these circur:J.Stances, the Governoent of India set.up. the 

Rail Tariff Enquiry Connitte.e(RTEC) uiidcr Resolution N.o.ERB-I/ 

77/21/70 dated 19-9-1977(cop; attache_d as Annexure I-1)! It 

consisted o~ the following:-

Dr. H.K.Paranjape · · • •• •-·~ ••••• Chairnan 

Shri i~T ~Mirchandani , ••• .; •• • .Menber 

Shri V,K,Sthanunathan ~~ ••• '! •• Member 

Shri Vinod ~~1 was appointed as the S~cretary of the 

Carmi ttee. 

Terris of .. Reference . 

1 .02 The terns of reference of the CoDmi ttee Iaid down in·· 

the Governnent Resolution are given belo"'i:-

n (a) To. exai:line the st~uc·t~re. 'of' far~-s·, rates.' ~a.nd 'other .. c.hp._:tge_s: 
for·· public' traffic carried· by passenger ~rains and/ or 
goods trains, in. all its aspects, . and an.'cillary' ana·· . 
incid~ntal natters such as packing bonditi:ons. and '·• 
bo'oking an·d delivery of' and payment for, .t_raffic; . . ........ 

(b) To e:X:aoine·the structure of fares, rates and other 
charges for post office 9ails and t1ili tary traffic 
carried by passenger trains and/or goods trains, 
as also ancillary and incidental natters; 

(c) To examine nny other cognate oatters that oay be 
referred to the Cocruittce by the Ministry of Railways; 
and 
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(d) Torecousend t~1e r:.lodi..':'ic::;.tions 1vl:.ic:1 should ':Jc n:1dc 
be::J.ring in nind, ::J.DOilG ot~cr relevant considerations 
the interests os.' tho connon rnn, t~1c roquirer_:::mts of 
de--Glopinc econor:w, n.nd +', G ir:::;orto.:acc~ oC' ~k :_nG the 
J.<.:nhmys finnncially vio.b.~..c n.nd the possibllity of 
increased efficiency; and 

(e) .Any other no.tters connected. lTi th the rntionalisc> tion 
and sin,lific::J.tion of the freight c.nd fL1:ce structu:to 
on the In<lian naihrays nnd any other· inc identnl. n::J.tt·ers 
relati:ag thereto.". -. · . · 

1 .03 As desired by the Goverm.10nt, the Conui t cee · s.ubni tted em ,_ 
Interin Ii.'eport in Novenber, 1978.o The nain objective of the Interin 

Report uas to rectify sone of tl).e obvious anon.al_io s in_ the fare 

m:d freight structures. On the pa-s-senger side, the Inter~n Report 

dealt 1-Ti th the suburban and non-suburban season ticket fares and 

the special concessional ·table applico.blG to S~Qond·Class(ordin::J.ry)' 
. -

fares upto a distance of 50 Krn. In rcgard.to the freight and 

Parcel rates~ the question of giving ~xenption~to certain connodit

ies fran the levy of supplenontary charges ir.1posed in 1974 and 

1976 uas dealt with. A copy of the Surma:ty o:f C_onclusions and 

R.econnendations given in the Interin Report is att:cched as Annexure 

The rcicor:mendations nade by the Con:-Ji ttee in the Interin 

Report liTere generc.lly accepte_d·· and ir.~:;?ier:wntod by the Goveri).nent 

except that the increases in the sea~on:· -ti'cket fq.~es suggested' 

by the Coumi ttee wer-e 'reduced. 

1.05 Details regarding staffing, office acconnodc.tion and 

foreign literature etc4 collected for the Co~nittee have already 

been given in the·Interim Report. 

Notification in Press ::;.nd issue of letters 

1.06 A notification was published in all leading newspapers in 

the country during October,1977~ calling for suggestions on the 

terns of reference of the CoDD.i tteo fron individuals, as >·Tell as 

various trQde interests., In addition noro than 4 1 000 letters 
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uere addressed to the following:-

1 • HeLJ.b_cr,s of Pe1.rlianet1t; 

2. Chct.nbel.~s. of Conr:~?rce; 

3. Passen~er ~ssocintions; 
L',. Public Sector UndertoJ:.:ings; 

5. Major Private Sector Undert~~ings; 

6. C entro.l I'Iinis tries; 

7. · Stn.te Gover:1uents; 

8. Universities; and 

9 .~ Henbers of the !Ic..tionn.l/Zonal :?..aihmy Users 1 

Consultative Cor:.1Jittces• 

Copies of the presc-; notification, a11d the letters addressed to 

ti1e various groups as indicate-d above uere gi_ven in ·t:1e Interin:. 

R?port. Copies of replies D.nd ·vnrious nem?rnnd~ received by 

the Corlili ttee in res:pons_e to these. notif_ica.tions and letters,· 

are given in Appendix I. 
' ..... 

'~hese replies and r1enorindn have 

been ca.refully exanined by the Connittee. 

R_uest~<?..nP...aire s to rai:J- users 3.llcl ra:iJ-u az._oJ_f_:h.q_:!-_g.)._E!.: 
. . 

1.07 Separate questionnaires uere seiit to the v.:1rious 

Chanbers of Connerce ,: Pn.sse:v:~er Associati~ns, Siding 0 ~mets, 

and General Ibnagers ·of the Zonul Rail w-ays. Copies of these 

Questionnaires are attached as Annexures 1.3 to 1 •7· Replies 

to t~1ese qu..estionnaire·s havo been ca.refully oxanined by the 

Conuittee. 

Di~<!_~s_sJ.C2.!113 ·w:i;.t..Ja._gg_~C_E?...Z:llP..E?..l1t off~~o.ls o,nd~r_:b.il users: 
. ' 

1.08 The Conni ttee visited variou:3' regions of .the country 
. \\.. I , , 

vfi th a_. view to -;;iving ru1 oppor.tul1i'ty to different organ~sn~ions 

representing the interests of rail users to pla~e ·: th~ir .-f~ews, 

di:f:?iculties,.::md suggestions befo.re the Coru:ri.ttee •. All the 

Stute capitals, inportant tr2.de and industrial centres and . 

nnjor- ports ~n3re covered by the Conni ttee dur~!lg these t~mrs 

and discussions v1ere held 1-li th tl1c folloHing: . . . 

.i) Inportant Ch~n1bei·s of Com1erce, a:ad Passenger 
J:..ssoci::'.ti,ons. · 

ii) Industries' Associations. 

iii) No..jor Public Sector Undertuldngs. 

ivv) State GovcrCine~'its •. -
) General Nano.gers and principal officers ofall the 

Zo11al Raibmys. 

vi) Divisionul Superint~ndents ru1d Divisiono.l officers 
o.f soe-3 of the irlportant Rniluc..y Divisions. 
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The p.::trticuk'.. rs of the tours c.:re given in A:i.1nexure 1 .G. In 

.::tddi tion, the Cor:~_li t tee holcl discus :Jions ui tl1 the Contro..l 

Hinistries concerned. Deto..iled discussions uore ~lso held 

with the v.:crious Director.:'.tes of tlwi:.c.ihr;:.y Bo2.rd. 

P.::tssenger Profile ·~~rvevs: 

1.09 The Ro..il Tariff Enquiry Co,·mi ttec or,~C'.lo.ised tuo no..jor 

passenzer profile surveys Hi th the help of tho Rclil way Bonrd 

and. the Zon.::tl Ro.il1i:tys. 1:... survey of seClson ticket holders, 

both suburbo.n o.nd non-suburbCl17 1ms orgnnisod by the. C onni ttee 

during August,1978. Hare than 32,000 po.sscngers nt about 2,310 

stations were interviewed during this survey with a view to 

dotornining the socio econonic profile of passengers trc.velli1~ 

on season tiokets and their travel habits. 'rho results of this 

survey which are given in Chnpter VII of the Interin Report; 

uere taken· into account. by the Carmi ttoe in no.king their 

reconnondations in the Interin Report, nnd havo been further 

taken into account for this Ileport. 

1 .1 0 The .second survey pertaining to non-suburbCln passengers 

1vas orgnnised by the Connittee in lbrch-April,1979. It is for 

the first tine in the history of Indian Rnil·nys thnt a survey 

of non-suburbCln passen3'ers of such a na~i tude has • .een carried 

out. A str::t-l.:ifi.od sanple of 32,000 pnssen;ers was c::osen 

scientifically covering various types of trains and all classes 

of accormodation. This survey vms orgo.nised in two parts 

one for the short distance trains and the other for long 

distance trains. Results of the survey hnve been delineated 

in Chapter VIII of this Report. 

1 .11 The Rnil uay B oo.rd nonino. ted Shri Cho.nd Nnrnin, Chief 

£-iarketine Supdt., Northern Raihro.y, o.nd Shri A.J .K11no.r, Joint 

Director, Raihm:y Board to assist tho Carmi ttoe in org.:mising 

the Passenger Profile Survey for non-suburban passen~ers. These 

officers rendered vo.luable help in designing, orgnnising o.nd 

conducting this survey. 

Costing Studies 

1 .1 2 In the Resolution setting up tho Counittoe, the need 

for rationnlisinG" freight nnd fnrc structure on tho bo.sis of 

trnffic costing studios o.nd bringii~ ch.:'.rgos in closer c.lignnent 
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with the cost had been enphasised. It was, therefore, considered 

necessary by the Coo::titteo to exnoine the costs of transporta

tion of traffic by rnil ~s thoroughly as possibla. For this 

purpose, a ver;l _close liaison wns oaintained liTith the 

Directorate of Statistics & :2cononics of the Raihr.:ty Bo.:trd 

and the results of tl_le various. studies ~the Rnihm.y 

Bonrd 1:rere dul7 to.ken into account by the Connittee. 

1 .13 Hot·;evcr, in .view or th.e fact that the existing costing 

systen on the Ra.iluo..ys is bnsed nuinly on fully distributed 

Zonc~vise average costs,· it was considered necessary by the 

Connittee to undertruce certain costing studies relating to 

tho variation in costs due to various factors . .such as gradients, 

speeds, density of traffic, lend of traffic, eto. _:T~c- reiil.tlv

ity of costs in carrying the traffic in train loads, wagon 

loads and snalls had also to be established us accurately 

as possible. In this the'Connittee uas assisted by Ness~rs. 

Ba.hndur Murao & Co. 1rrho 1in3re appointed as consul ta.nt s. The 

results of these studios ha vc also been. duly taken into 

consideration by the Connittee. 

1 .14 The Connittec also ho..d deto..ilod consultations with the 

Research, Designs and Standards Organisation regarding sevciral 

aspects of traffic costing pertaining to variation in costs 

duo to gra.dierlis., ,speeds, n:..1d corrosive effects of certain 

connodi ties etc. 

1.15 The Plnnning Connission hnd.entrusted certain studies 

~o the Rnil India. Tech~ical and Econonic Services Ltd.(RITES) 

pertaining to nodal costs, traffic flows and resource cost 

studies for Rail ways and Hi:3'h1mys. A close liaison uas 

na.inta.ined 1-Ti th the Planning Com.rl.ssion and RITES so that 

the CoDDittee ·could derive naxinun benefit fran these studies. 

RITES' reports on cormodity flows were received in Novcnber, 

1979, and on Resource Cost Studies in January, 1980. These 

reports have been found to be very useful by the Coonittee.-

Thc Conni ttee nlso oaintnined close liaison 1vi th the Nntional 

Trnnsport Policy CoDDittee appointed by the Pln1u1ing Con1nssion. 

Study on Sidin~Ss 

1.16 As hn.s been nentioned nbove, a. detailed q_uGstionnniro 
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wes sent to Qbout 2,000 siding owners in conn~ction with oxncinn

tion of siding ch:lrges. Consider~ble <L~tn u~s c~llccted in this 

connection ~d the ~ssist~ce of Sh~i V.~~~r~n, n retired 

reil~.y officer, ~s taken for nn:l~ysi~~ tho dntn ~~.d for 

conducting sona field studies in connection with the sidin~ 

charges. 
Expert Group for "R~lw!lys in Indinn Econocy - ='- Per!lpactivo 
for the Futuren. · 

1.17 As has been nentioned above, tho l~st ind~pth stu~ or 

the Railway freight structure W!lS done twenty ycM"s b~c!: by nr1 

Expert Coocl.ttee. It was felt by this Comrl.ttee thnt 'h"c should 

not confine ourselves to the i~ediate needs of tho Indicn R~l~~y3 

but we Should assess as realistically ~ possible its future rcquir~~unt~ 

for another tucnty yem-s or so. a expert inforn~l croup v:la, 

therefore, constituted for this purpose which, np~rt fro~ sc~o 

eninent econooists, also included representatives froo th3 Pl~ir.~ 

Connission and the Uinis'tty of Rn.ilveys. Th~ list of experts 

who constituted this Group i~ gi7~n in i-~erure 1.9. Six ccotincs 

of this Group were held with n view to dete~ning t~o role vhica 

the Raihmys would have to pl::-.y by 2000 a enC: tho inputs uhich 'Jill 

be necessary to enable then to p~y their expected role efficiently. 

The results of the work done in consultation with this Group have 
been given in Chn.pter IV and iwc:ullx VI. 

Frnnework of the ?.e~ort 
1.1 a 
1.19 

This Report has been divided into four pcrts. 

Part I prinarily deals with thetitsic considerations in 
approach to tariff nnking._ _J;t includes the firumcio.l reviev of 

the working of the railways.nnd an esti~tion of the fi~nci~ 

needs for the future. The role that the r~il~.ye are required to 
play and a perspective for future, i.e., "Railways in 20C~ 1D" 

has been discussed i~ this p~rt. Results.ot the various costi~ 
studies hcve also been.included in Part I. 

1.20 Part II deals with passen~er, lug~ge,.pnrcel and other 

coaching traffic. History of ·passenger fares, results of tho . 

passenger profile surveys, the Cocnitte~•s reco~ondations re~nrd
ing rationalisation of passenger fares season tick~t f~r ·1 • ... ... os, u~cnco, 

parcel rates and rates for other coo.chin~ traffic have beon dealt 

rlth in this Part. Other related aubje_cts such as tariffs for . 



spec~al trains, reserved coaches, passenger travel concessions 
' . 

etc. havo also been dealt with in Pnrt II. 

1 .21 Part lii deals with the freight traffic. The history of 

fre1$ht rntee nnd the proposals for rationalisation of freight 

rnte structure including classification of goods and rntes for 

snalls, wagon lond and trnin lond traffic hnve ~een given in 

this Pnrt. Other connected subjects such ns concessions for 

export trnffic, rates for ovcr-dinensionnl consignnonts hnve 
nloo been included in this Pert. 

1.22 Pnrt IV gives a Sucoary of the Conoittee 1 s Conclusions 

nnd Recoocendntions relating to the subjects dealt with in this 
Report. 

Finn! Report 

1.23 ~ 
The Cooci ttce. will be subnitting 'f:hRT Finnl Report 

in n few oonthsr tine. The Finnl Report will include the 

following subjects: 

1. Chnrges for l·lilitnry Traffic. 

2. Charges for Postnl Traffic. 
3. Port Traffic. 

4. Pncking Conditions. 

5. l·Ieasu:-~s for ioproving operationnl efficiency. 

Lcknowledgencnts 

1.24 The Coilnittee is t.tnnkful to the Ministry of Rnilwe..ys 

for ca~ing various facilities available to the Coumittee for its 

work. We nre specially grateful to the ~rious Chnobers of 

Coonorco, Passenger ~ssociations, Meobers of the Rnilway Users 

Consultative CoDP~tteas and other individuals representing 

various trnde nnd industry interests for giving their suggestions 

to th~ Co~ttee throu~h written neoornnda nnd discussions. Central 

LMinistries L State Governoents, and the various Public Sector Undertakings 

have also extended their uhole.hearted cooperation to the 

Co~ttee. The Connittec is particulnrly thankful to the 

General M~;ers and other officers of the various Zonnl Railways 

for helping the Cocrrl.ttee in their 1-1ork. The various Directora

tes of the Railwo.y Board have also extended their full cooperation 

in the ~rork of tho Conoittoc. Experts fron various institutions 

spent vnluablJ tiu:: :!..· :.::;. ·~~~.:.:;us 2.s nenber of the infornal 
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group on Re1.iluo..ys in 2000 AD. Ue o.re c;r.~tcful to thon. Tho 

Plnnning CorL'"1ission, the RITES ancl tl:c lktioaal Trnnsport Policy 

Connit-i;ee pornittcd us to n::clce uso of tll8 studios conducted by 

then to the :;xtont th8y uero relev .1t in our 11ork. l J.r thnn..."l<::s 

2re duo to then. Last but not the least, tho Coonittoe would . ~~ 
like to place Ol1. record their apprecio.tion fo:c 0inc ore nnd hnrcl 

lTork put in by the officers cmd sto..ff of the Conni ttee' s 

Secret.:triat he2.cled b;i the Socreto..ry, Shri Vinod Pnl, o..ncl[-;£ving 

neccssnry assistance to tho Connittee in conpletin:;- their tnsk. 
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CHAPTER II 

FINANCIAL REVIE~f OF THE INDI.A.N R.A.ILUAYS --- -----~---·-
Historical Background 

2. 01 Indian R~ihmys are· one of t~1e largest Raihray system;:~ 

in the. world, and the largest in Asia. Among the State 91rned 

Railwa.ys, the Indian Raihrays are second only to Russin.. ThQ 

Indian Rnihmy system consists of oiT"er 60000 route kilometre-s; 

it operates about 11000 trains, and carries 9.6 million_passengers 

and 6.5 lakh tonnes of freight daily. The rolling stock fleet 

coeprises ever 11000 locomotives, 37000 coaching vehicles and 

400,000 goot~s uago;,1s. The gros~ traffic receipts in 1978-79 

auounted to about ~5.21 00 crores. 

2.02 The Raihmys in India were origiDally constructed and 

-:>p\3rn tecl by Private · Sterli·ng Companies. The Government hoi-lever 
i 

was actively associate::~ vTi}!1 the R::til1;ay construction. As the . . ~~ 

first hro companies found.Lin the U.K. in 1845 ana. 1846could n.ot. 

attract sufficient capital on their O't'm, the Government depided. to 
. . . ·· .. 

give a guarantee of 5% return on the cnpi tal. The· Government also 

decided to make land available free of charge.· T'.ae development o"f 
'·.;,... 

In~_i.:m Railways since then cnn be broadly divided i·nto five·.o,istinct 

perio~_s·, viz., .o-id guarantee system (184'4 - 1869), S~ate .construc

tio;.1 (1869. - 1879), new· guarantee system (1879 - 1900), nationa

lisn'tion. (1900 - 1947), and the period after Independence. The 

characteristic 'feature ef,the initial period was that a guarantee 

of a specific return on capital uas giyen by the Government irrespe-
• : 'I ~ 

ctive of the actual performance. This system of guarantee resulted 

in extravagance b:V .the Railuay companies,. both in capital and revenue 

expenditure. The exorbitance of the expep.diture becomes evident 

uhen it is realised. that in Australia the cost per mile for Railuay 

construe tion was £12000 and in Canada £8500 vrhile in India, in the 

enrly stages of construction, it WJ.s £16536. * 

------· ------·---------------
* Initial Report submitted to the House of Co~~ons.in 1872-/3, 

quoted in "Indian Rnihmys '- 100 years", Nevr Delhi, 1953 ~.21. 
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2.03 The Government therefore C:lecidoc~ to ch::mgc this policy :mel. to 

purchase the private lil1es at tl1e fil.l'st opportunity. It 1vCts also decidecl 

t::> U:Llcl.ertG.l;:e ne•~ construction cl.irectly uncler Govcrn:-:-tent auspices. 

Houever, due to the i:1experie:1ce of the Government in Ro.iluny construe-

tion and operatio;.1, t11is expedient fZlilec~. Duo to the Af ghiln J::tr G.nd 

the severe fn:nine in 1878 the Goven1mcnt nlso faced finCtncinl difficul

ties: The policy· u2.s therefore agnin changed in 1878 n;,1d it Has decided 

to encourage private investment by gu.:trG.ntecLlg a fixed r.:tte of interest 

to ensure rapid expnnsi on of the' Rnilv,J,y systc.c:J. uhich WlS ncccssi ta ted by 

t:1e severe famine of 1878. 

2.04 In the earlier three perioc:ts upto 1 ~uu, · np01rt 1·roL1 t11e gu.:tr'lntec, 

the Government gave free lG.nd to the companies i:Ll' the first period 

(1844-18q9) as an adclitionnl incentive ;:md, d_u~dng the second and third 

periods,- the Government \vas constructing the trnck and. h:::mdL1g it to the 

R::liluay coDpan;i..cs for operation. It Hill be notec1_ thnt, in tl1e L1i ti1.l 

c_evelopment of the R::tihmys L1 IndiG. 1 a guaranteecl return of betucen 

4. 5% to 5% on capital investrJ.ent was considered necess::try to a ttr2.c t 

sufficient capital. 

2. 05 Regarding management, a peculiar dual system TTG.s in vo;-u.e for 

a long period. Hhile the bulk of the Ro.iluay system in the country caLJ.e 

to be the property of the· Govern.c:J.ei.1t after 1907, the :purcho.se 1ms oaly 

formal and fresh arrangements were arri vee~ at loJ"i th the foriJ.er ouning 

compm1ies to' run the Rniluays on behalf of the State~ CoopensCt tion for ·- ., take over uas generally not paid in cash but ln the form of bonds or 

annuities and, in return, the compG.nies ·Here appointed as managing 

agents of the Raihmys 01vned by the Gbvernnent. Tho contracts for rua-

ning the railw·ays were for fixed periods -:~.nd no option to Government for 

earlier purchG.So was laid dow·n. The systew lee to very peculiar results. 

As the Acuorth Committee pointed out, 

"A system seem.s to have little to recomwnd it uncl.er 1·rhich, 
Oi1 the one hand, a progressive coDpany is ha:npered by LJ.eticulous 
Government control of every detG.il of expenc:.i turc, ~vhile o:1 tho 
other h::md, the utm•st wisdom on the part of the Govcrn:1ont c.J:n~10t 

preyent the injury caused by the umvise c:md unprogressive policy 
of the Company's Board, ,at once to the revenues of tho St:tte :tncl. to 
t~e economic development of the country".* 

-·- ------ ·.-·----------
* Report of the East Indicm R2.il~ray Couui ttee 1920-21, VoluHe 1, f2-ge 66. 
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The Acwcrth Coi:lmittee (1920-21) recommended th~t the State should 

take over the Railways for direct State mane3ement as and uhen 

t~e contracts fell d.ue. The chvner1-1hip and Dahngement of the m.J.jor 

priv.J.te COI:lp.:inies H.J.s gradually taken over by the Government 

d.urins the period 1924·to 1944. 

2.06 Initially, the Raihray Finances formed part of the Gene-

ral Finances of the'Governaent. These.were separated. froD· the 

General Finances from 1924-25, mainly "to relieve the general 

budget from the violent .fluctuations caused by the incorP.oration 

therein of thq raihmy estimates and to enable raihiays to c·a.rry 

out a continuous railuay policy based on the necessity of making 

a def;Lni te return· to general revenues, on the money ex.pended by 
• ' ' ' ' I• . . 

. the State on railways. 11 ?E'. The fin::mcial objectives of the separa-. ' . . . . 

t;ion: were stated in tho speech of tho then Commerce Nember 

(rUniste~) made while introducing· the Resolution for separation 

of Railway Finances from Gener.J.l Finances, as reproducec~ /bel~w: 

"• ••• we vmnt to introc.uce ·a system of fina;.1ce which, 
while maintaining unimpaired the control of this H"use and 
while ensuring. the general rev~nues a fair return from their 
Raihvay prq,Perty, will be more sui ted to the needs of a vnst 
coi:unercial 'undertaking. Finally, and most important of all, ue 
want to establish a principle. It is right and proper that 
the tax-payer, the State, should get a fair and stable return 
from the money it has spent on its Railw·ays; but if you go 
_further,· if you take from the Railways more than that fair 
return, then you are indulging in a concealed vray in one of 
the most vicious forms of taxation, naDely a tax on transpor
tation. One of the objects we have most at heart in putting 
these proposals before this House is to establish that 
principle. 11** 

------------- ---··-· 
* flesolution on the separation of railuay from General_Finances, 

t.22, Railway Convention Committee, 1943. 

** ·"Indian Raih;r.::ty Administration and Finance - An Introduction", 
Government of India, Ninistry of Raihmys, 1976, para 702. 
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2. 07 The rclev-J.l1t d.a. t:J. on the L1o.ncio.l performc .1ce of the RaihrcJ.ys 

d.urL1c tJ.1e yc:trs 1950-51 to 1978-79 o.s culled out from the Railuay 

accou:1ts arc ::_)resented in Sb.tement 2.1. It ilill be observed fron the 

St.::.tcnent tl13.t t:1e Ibilu.J..ys ucre ·able to earn a net surplus, after 

providing for depreciation and dividend to the General Reye~ues, fron 

1950-51 . to 1965-66, in 1971-72, f97.2--T5 '& fr -,n1976-71 to 1978-7 9. In 

other years, the Rail':r.::tys 1·rerc ;.1ot able to earl1 enough to meet the divi

dend li:tbility. For fin.::tncial analysis; the period of the past 29 years 

ca:1 be d.~vidcd into tuo p~uts. Upto the year 1965-66, the Railways 

earned .J. net surplus in all the years, the net surplus ranging betlloen 

P>.2.5 croros in 1953-54 to a little less than Ps.50 crores in 1963-64. 

From 19G6-67 to 1970-71, the Railways sho1ved a deficit, r::mging fro.o. 

about ~>.8 crores. in ,1968-69 to about i>.32 crores in 1967-68. After 

1970-71 the R.o.ihrays earned a net surplus for tuo years, suffered losses 

for the next three Y~J.rs cmd ng::-,in C'lrj1'?C_ ,~. surplus for the re.o.::lining 

thl~ee yenrs. 

Tho p:r-ofito.bili ty of a commercial unit is nssessed either on the 

basis of net profits (after t~xes) as a proportion of net worth, or of 

gross profits before interest (but af.ter providing for depreciation) c:LS 

a proportiorc of the total capital c:J.ployed. It is :-,ot possible to uork 

0ut exa~tly such proportions h~re fOr the reason that the Indian 

Railuay Accounts mc:LL1t:J.in da.t.J. 011 a someuhat different basis. As 

they are organised ns a. Departu1e;.1t of the GovernniGnt of In<Ha, they 

a.re ;.1ot subject to the payment of o.;.1y tax on their income. The 

return earned by the Rail ~·rays lns therefore to be reltl. tee' ei ti.1er to 

"Capi tal-at-chc:Lrge ", <rhich repre sc;.1ts the loan c2p:j_ t,•.l adv:tnced by t:1e 

Government ancl on which a fixed dividend has to be p:tid, or to 

II Investment", ei.e:, .block 'G.ccount of value of . .J.ssetsi the l~tter 

ca.n be t:J.ken ::1s the ne.:1rcst approxim2tion to c::1pi t2.l omploy(32. * 

----------.-. ·-·-· -·--~----- ·- ----·--·---------· 
* The ma.jor limi b.tio:a is th:J.t the concept of 'Investment' :J.s usee~ ill 

Raihrny Bloc~c Accou;.1ts docs not illclucl.e tho infl:::ttion:J.ry elc::::J..:?i'lt 
Hhen the assets are replacecl_ Ctt a. higi112r pric8. DCtt-J. on invest::::12:1t 
thus co:1ti11ue to shou o:;.1ly tho original costs of assets, thougl1 
they may have boon subsequently replaced uta nuch higher cost; but 
improvement element is ntto~ptc~ to b0 c~lcul~tcd and in~ludod. 
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2.09 The net surplus, after providing for depreciation and 

di vic.end, ranged betueen 0. 3 per cent and 3. 3 per cent of the 

Capit.:ll-nt-charge during the perioG. from 1950-51 to 1965-66. 

This aver.:lgod to 1.4 per cent of tho Cnpi.ta.l-at-charco~ After 

1965-66, the hi~1est net s~rplus earned related to the year 

1977-78, 2,6· per cent of the Capit.:ll-at-charge. For the entire 

period 1950-51 to 1978-79,· the position of the net surplus earned 

by the Railways is i.ndicated bcHnn-

Yea.rs 

1950-51 to 1965-66 

1966-67 to 1975-76 

1976-77 to. 1978-79 

(rs. c rore s) 

Net Surplus(+)/Deficit(-.1 

.<+Y324.57 

(-)357.02 

(+)230.13 

Total 
-------

During this period, investment on the Railways increa.sed. 
. , 

by more than sev~n times, from ~.855 crorcs in 1950-51 to, 

P>.6180 crores by 1978-79. 

2.10 The gross surplus before dividend but .:1fter depreciation 

V.:lried from 4.2 per cent to 7.3 per cent of the Capital-at-charge, 

and from 3.7 p~~ cent to 6.9 per.cent of investment, during the 

years 1950-51 to 1965-66. For the period as a '-vhole, the propor

tions averaged to 4.6 per cent and 5.5 per cent of.the Capital

at-charge and investment respectively._ For the year;s from 

1966-67 to 1978-79, the grass surplus befare dividend rangud 

betueen 1 .4 per cent to 7.4 per cent of the Capi tal-at-cl>arL:,"' 

and bet't'leen 1.2 per cent· and 6.0 per cent of investment. For 

the entire period 1950-51 to 1978-79, the gross surplus averaged 

to 3~9 per cent of ;he Capital-at-charge and 4.7 per cent of 

investmcn t. 

2.11 In tho years 't'<hen surpluses vwre inadequate, the ~rdlways 

had to secure temporary- loans from the Government to meet their 

dividend liabili.ty. The outstand.ing temporary loans as at the 

end of 1978-79 amounted to i~. 216 crorcs. How·cver, the Rail'tvay 

Convention Collli!littee (RCC), 1977, on the recommendation of the 
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\'larking. Gr.ou.p on the Ca. pi t:::.l Structure of I:1:lian RnihrCl.ys, recomr:wnded 

the 1ui ting: off of the interest portion of rs. 94 croros, reducing the 

liCl.bili ty to . 5.122 crores. '.I'ho I\.J.L .. ~mys had ·o.lso to cake tomporo.ry 

loans from the Governm0at to finaECG ccrto.in unremunerative projects, 

required to be financed from tl1o Dovelopno:1t Fu::1c~~ Tho loJ.n outstnnd

ing at the end of 1978-79 o~ this account a.mounted to ~.158 crores. 

The Accounting Proceduro_s>_f_t_h_c _ _I].1_C":_i.fLJ2._R_[].j._l._vl.fl,;}:§_ . 

2.12 For a proper o.no.lysis of financicil perforn:::.nce, it is necessary 

to undcrst.J.nd the accounting procedure folloued by the India.n Railvra.ys. 

For their cJ.pi tal e::penc:l_i turc, the Il.c;il'tlCl.ys a.re adva~1cerl loans from 

the General Exchequer, .:.nd the ::.lc..ihm.ys are expected to pay "dividend" 
C\.YH.OI.\'fH" 

on this~ Tho loans nrc non-refunda.bl~. The pnymont Jf dividend is 

related to the loCl.ns o.dvancod from the General Exchequer termed as "Capi

tal-at-cha.rge". From out of their v.rorking expo::.1ses, the Ra.ill;.mys 

contribute .. tmmrcl.s the Dopreciu. tion Reserve Fund. Expencl_i ture on 

replCl.cement of 'I;Td!'n-out assets is cha.r.ged to this fund. The net 
--

surplus of tho R::tihnys after meeting the dividend lia bili ties to the 

General Reven·ws is crodi teo_ to tvo reserve funds - the Revenue 

Reserve Fun:d: and tho Development l''l.E1d. The Revenue Reserve Fund is 

mainto..ined ma.inly for meeting future dividend lia.bili t~r in case of 

unsatisfCl.ctory finCl.ncial llOrking. Tho Development Fmid, insti tutcd 

from 1-st April, 19'50, is utili sed for fin::mcing oxpcndi turc on passen

ger amenity uorks, labour WCJlfa.ro works and unremunerative projects 

costing f110ili tJ:lan Ps.3 lakhs each, but consi0.oroc~ osscntia.l for impro

vement of opern ti onnl offici cmcy. Apart from this, certain :1mv o.inor 

uorks and works relating to unremunerative improvements costing not 

more 'thn.n rs.3 lnkhs each nrc met from tho current e5r revenue accouat. 

It will thus be soon that tho dovclopncnt expondi turo of tho R.J.ihmys 

is financed out of (i) lonns ·aclvancc0. by the dencr2.l zxcl1cq_uor, 

(ii) De pre cia ti on Reserve }und, {iii)- Devol oprJei1t Fund, and (i v) for 

certain minor uorks, from current rovcnu~s. HoHovor, for nll r:LJ.jor 

now ca.pi tCl.l vvorlcs, tho J1.2.ilwa.ys c..ro obliged to obt~1i:;,1 noa-rcfu:1d.::.blo 

advances fron the Goncra.l Exchequer, and these a.ro c..ddod to tl:o c::-~pi t2..l-

a t-chargc. 
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"Dividend" to the Governnent 

2.13 Upto. the ye~r 1949-50, the R~ilw~ys were p~ying inte-

rest on the lo~n c~pit~l nt·fixed rates and were also contribut

ing a fixed ver cent ( 1% for most ._of the peri.od) on the Capital

at-charge of the commercial lines, plus a fixed per cent -of the 

surplus left, if any) thereafter •. , The procedure was changed 

from 195Q-51. Th) Rnihmy Convention Committee of Parliament 

(1949) rccommcJ;ldj_the following procedure:-

'iThe present relationship between General and Railway 
Fin::tnce should be altered to give the former the status of 
tho sole sh~reholdor in the Ro.ihmy Undertaking. GeneraL 
Fino.ncc should be guaranteed a fi:x:cd .. dividcnd on the ·loan 
capital invested in the Undertaking as computed annually. 
ThO 't'U to Of di vi dond should. be 4% ori. SUCh capital for a 
pori ~d of five yours commencing from 1950-51. A Commi ttoe 
of tho House should rorio-v• the r~tc towards the end of this 
pori"d and suggest for tho yours follo1dng it, ney adjust
mont co'nsidored noco'?snry, having regard to tho revenue · 
returns of tho Rmhm:y Undertaking, average borrowing ~ate 
ef Government and ~ny other rolov~ntfactors". 

2.14 The Government's borrowing rate at th~t time was 3.16%. 

Fran 195o-51 onwards, tho Railways nrc thus required to p~y a 

fixed 'dividend' on tho Cnpitul-o.t-churgc which includes both 

tho interest clement as well as n contributioa from tho sU:rplli's~ 

Tho rdtos of dividend payable by the Ruihmys nrc dctor:minod by 

tho Rnihmy Convent:i,..on Commi ttcc of Parliament appointed. froo 

time to time. Tho rnto of dividend was 4% on the Cupit~l-ut

ch~rgc fran 1950-51 to 1960-61/4.25% from 1961-62 to 1962-63 and 
' .. ' . . . I -

4.50% for 1963-64 ... From 1964-65 ommrds, tho rate of dividend 

l'Tas culcula.i;od at 4·.5% on the capital invested upto the 'year 

1963-64, ·and 6% on. tho cupi tnl invested in sub~oqueht years. The 

ra to of di vidcnd on tho c:tpi tal ·invos ted upt~ 1963-64 was 

increased to 5.5% from 1966-67 in lieu of tho tax on passenger. 

fares~ From tho additional contribution, tho R:tilw:tys nrc 

pnying n 1umpsUL1, u t present rs.16.25 croros, for distri butiop; ~o 

the Stu to· Governments in lieu o{ the passenger f.J.ro tax, and the 

balance ·is credited to a fund fron whore matching grtints nrc 

given to tho State Govornnonts to undort::tkc safety works. 



2-8 

2.15 .The R::lihm.ys h.::J.vo boon exe:o.pt,ed froLl the pJ.ywent of dividend 

in respect of the co.pi t:.1l i;.rvested i:1 str2 tegic lines, unrc::Junor.::J. ti''J"C 

br.:1.nob lines .::J.nd tl1e construction o1 :n.e"ll lines. 'l~1esc cxcrxptions 

hnve been li bcro.lised fron tine to· tiru.o. Tho c:::.pi to.l cxcr.aptec~ fron the 

lio.bility to p.::J.y dividcnd.incrcnse~ fron 4.2% of the toto.l Co.pit.::J.l-

.1. t-ch::trge in 1960-61 to 20% in 1977..:..78. l''or the yc.:J..r 1977-78, the 

c::tpi t.J.l qu::>.lifying for exenption froc.1 po.ymcnt of dividend included 

c.J.pit::tl exp<;mciture on (a.) unreuunerative br.:J.nch lines, (b) North..:. 

E.::J.st Frontier llnihr.::J.y, (c) eleBcmt of over-cnpita.lisJ.tion, (d) 50;0 

of capit.::J.l autla.y on works in progress during 1975-76 to 1977-78, 

(e) construction of neu lines, .::md ccrtu.in other niscell.::J.noous i toDs. 

Of thc·c::tpital thus··qu.:J.lifying for pnynent of dividend, .:1bout 50% 

roi.J.tod.to co.pit::tl a.dv:J,ncod prior to 31st I·Inrch 1964on which cUvidond 

.::J.t tho_rocl~cod rntv of. ?.5% is being po.id. As n result Gf those 

exonptions, tho, a.ctu.:1l dividend paid by the R.:J.ilu.J.ys to tho Gonor::1.l 

E:x;choq.ucr v.:1ricd bebvoon 3.6% .::J.nd 4.9% of the C.::J.pit:J.l-nt-oh¥,"go during 

tho years 1950-51 to 1978-79. 'TLo effective rc.tc in 1973...,.79 - tho 
.l • . 

last yenr for 1·rhich .::J.ccounts .::J.ro .::J.V:l.iln ble - 1ms 4.5% _ (~ta tonen-G 2.1). 

The· Surplus 

2.16 
>. 

The gross surplus earned before p.::J.yJ.:J.ont of Dividend h.:1s been 

shmvn in par.::J. 2;,10 .:1bovc •. The surplus shovm is after mo.king provision 
,P" lepreciation. l' b'l't . dd't· .t ··-. k' It .. or a.nd p-ens1 on 1a. 1 1 _ y ll1 a 1_ 1 on o 1..ror. 1ng ezpcnses. n<J.y 

ho-vrever be necessary to examine uhether tho level of surplus presented 
~ ' ... , 

in tho Ro.ihr.:1y accounts~ cnn be considered real in tho s·cnsc th.J.t 

adequate provisl.ops arc mo.dc for _those i toms. '·TI1o Ex~crt Grouf> on 

the Ca-pit.::l.l Structure of Indian Raihw.ys (1978)* h::tvo drawn attention 

to the large arrears in dcprocio.tion and to the need for clo::tring 

.::J.ccumulatod arrears on account of deprc9iation. The Accident Enquiry 

Commi ttcc appointed by the Rnil1mys h.::J.vc recoo;:;:tcndcd th.::J.t the 

R::dlwnys should t.::J.kc spcci.::J.l stops to reduce the increc.sing ::.ccid.ents ..... 
on 
I 

acc·ount of failures of R.::J.ihT.J.Y cquipnont which w.sy be duo, to 

some extent, to inodcqu.1te provision for tho Ll~"intcno.nco of c.ssots. 

It is'thcrcfore nocess.::J.ry to exc.mine these f.::J.ctors fully for .:J. proper 

.J.sscssL1cnt of tho fin.::J.nci.:J.l perform:J.nco of the R:J.ilu:cys. Due to these 

f:1ctors the level of surplus incl.ic:J.ted. i:1 tllc Rc.ihr:J.y Accounts IJ..J.Y not 

nccess.::J.rily reveal tho truo fin.::J.ncial posi tlon. 

* "Report of tho Expert Group on tho C:2pi t:::tl Struc turc of Incli:::.n 
Rnihlc.ys", rhnistry of R<lillmys, October 1978 (llinoo). 
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Provision for r.l<:intennnco of Assets 

2.17 In the nn~lysis of.fin~~cinl performance, it is nece-

ssary to ox~ino whether adequ:J.to provision is made for the 

working expenses. During tho discussions with some of the con

corned officers, tho Co~ittoo got the impression that, on account 

of fi1uncial difficulties, adequate provision for the proper 

mnintennnco of assets has not .:llvmys boon mndc in the past years. 

1fhilo every care is apparently taken to soc thnt ndcqunto funds 

nrc made nvnilnblc so ns not to permit any adverso effect on 

safety, it was brought to our notice by corbin TI,.:tilway ndminis

tr.:J.tions th~t sane maintonnncc uctivi tics hnd to be curtailed 

on account of paucity of funds •. A plo.:t was ·ulso made on behalf 

of some of tho Railway administrn ti·ons f'or a.n urgent need to 

increase the availability of funds for track renewals and track 

maintenance. It was pointed out that the track which has ou~~ 

lived its ·life is difficult to mnintain, and requireS nddi tional 

inputs to mnintnin it to the roqu~sitc standards. 

2.18 The Railway Accident Enquiry Coomittco_hns also drawn 

attention to the increase in tho incidence of accidents duo to 

·fniluro of Railway equipment. Tho CoJ.;li!littoe has observed~ 

"Failure of Rnilwn.y Equipment, ncu:aoly, loconotivos, 
rolling stock, por~1anont way, etc. ~.owever, incrcnsed 
subst~tially during the .period 1968-69 to 1977-78. 
This 'd.or:J.nnds innodinte nttontion and action."* 

. ' 

Tho Colilllittec has pointed out thnt thoro has boon a sharp increase 

in tho nunbor of accidents per million train kilometres on 

account of' f.':'.ilure of RnilHay oquip:oent from 6.4 i;l 1971-72 

to 20.1 in 1975-76. Even in 1976-77 and 1977-78, the nUr:J.bor 

of such accidents wns quito high, :;~.t '15 .. 4 and 17.6 per million 

kilometres respectively. 

2.19 It has to be noted that the failure of equipment may 

not be necessarily due to inadequate provision of funds for 

repairs and mainto'nanco; it cc.n o.lso be due to dotoriornti on in 

tho efficiency of labour, But if t~1is deterioration is not 

purely temporary, it may be necessary to increase the allocations 

*Para 21, Summary of findings and rocommondntions, Report of 
tho RnilwJ.y Accident Enquiry CaD.o.i ttoo, 1978, Part-I, 
rllinistry of Railways. 
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for repairs .::md na.inten2.nce. 1!hilc no obvious risks arc ta.l:cn, 

th~rc n~y be a tcnd~ncy to reduce tho alloc~tion of fun~s for 

rcp:U.rs o..nd Lltlintcn::.nco ;rllcn thorC' is prcssur:: for ~conooy in ezp:)il-
' 

cEturo. The dotorioratio:1 L1 rcp.":cirs :1.nd. LlJ.into;.Kcncc of C.3S0~3 D.J.Y 

have .:::.dvbrso effects on their ocononic lives. On-tho b13is of tho 

icpressi~n gathered. by tho Counittoo frau discussions with the 

concerned offici.:::.ls and tho obscrv.J.tions n~de by tho Accident Enquiry 

Conui tteo, it is felt tlnt funds provided L1 tho pJ.st for rcp::.irs 

::::1d n::tintcn.:::.J:lCO n::ty not abnys h::wc beel1 :J.deq1:.c.to. At the s.:::.nc 

tine, it ha.s to be noted tho..t every executive ~gency, especially in 

the traci_i ti ona.l budget sys ten, dentw.ds core than vrln t c.::ty be 

actually neccss2.ry, expecting .:::. certain cut. 

Dcpreciatio~ Reserve Fund (DRF) 

2~20 It has been fener.:::.lly accepted that provision for deprecio..tion 

by the Indian Rai luays has been less th.::tn J.t the desired level, 

cspcci:::tlly after the fi~nnci al position st:::trted de tori or:::t ti ng ::tftcr 

the la to I Sixties. The vJorl~ing Group on tho C:::tpi t:::tl Struc turo of 

Indian R::1.ihmys droV'r a ttontion to tho ho::tvy_ :::tccunul.:::. ti :ms of J.rro:J.rs 

in tho replacocant of assets, c.nd l.:::.id stress on tho inperativo need 

for stepping up tho alloc::. tio11 to DRF to cn:::t blo tho R:cil;r2..ys to ov::::r-

t.:::.ko these. Tho PL:-.nning Directorate of the R:::.ilF:!.Y BoJ.rti_ cstin_:::.tcc~ 

tho level of fu:c1ds required to clo,'.l~ the :::trroars .:mel tho ropl:lCoDOllts 

f.:::.lling du~ by tho end of 1982-83 at ~.2050 croros ::tt 1977-78 prices. 

Tho tentative provision accepted by the Pl.:::.nning Connission is Ol1l;'l 

rs.1 050 crorcs. The oxistonco of ovcro..ged c.sscts on tho system ~:lso 

indicates the need. to stop up contributions to DRF. 

The Concept of Dcprocia ti 011 

2. 21 The Llportc-ince of1 providing .:::.ppropriJ. to QllOunts under tho 

Harking expenses of C1 c oaiJ.erci::.l unit to take c::tro of tho 1To2.r Cln::'. 

tc::tr of t:1o c.·:tpi tal oq_uipncnt used fo:r tho productio~l. of goods ~:.nd 

services is gonor.::tlly o.ccopto~~. aoc,rcvor, such 1,rou.r e1nd to:::r or eve::. 

tho clement of obsolescence c2..nnot be noo.surod precisely in pr~cticc, 

2nd has nocossirily to be ostinu.tod L1 gcmor.:~.l terns. Therefore, 

th6 concept of ~oproci~tion h~s ron~incl one of tho ~ost contrcvcrsi~l 

subjects in thci ~ccounting world. I b .:J t' n a ro:::~ w~y, ~o 



2-11 

evolved around two requirements. One view looks a.t the 

prob1.cm a.s n ncnns of charging the cnpi tnl expon.di ture of n 

unit ngninst profits earned over the useful service life of 

the assets used in the process. This is tcrmcd.a.s·thc account

ing concept. Under the other, the ccononic concept, deprecia

tion is viewed a.s a. non-cash charge to tho p~ofit and loss 

account nimod nt retaining the'portion of tho profits for mnin

tniining the producti vc. equipment of tho business or ns a nca.ns 

of ensuring retention of cash for reha.bilita. tion .and rcpla.co

mcnt of fixed assets. 

2.22 A number of ncthods have been evolved to estimate tho 

proper a.llovmnco for depreciation. Basically there nrc two 

a.pproa.chcs, one following the historical cost of the assets 

us the basis fo.r working out depreciation and the other, the 

current rcpla.ccmont costs. A number of methods such ns esti

mating depreciation on a.'str.::tiglit line basis, written down 

value or declining bal:mcc· bnsis etc. arc tried. Generally 

the tax lnws nllml depreciation on the historicL..l cost bnsis. 

However, there is. nn increasing mmrcnoss nbout tho inadc,qun-
1 

cics of this system, ospccinlly inn situation of continuously 

rising prices. In many countries including .India, .a. number of 

concc~si ons nrc allov-10d by t~10 tax authori tics to encourage 

commercial uni1ts to D.::J.ko libcr.:1l provisions .. :for depreciation 

so as to tako care of price inflation. Thoro is nlso increas

ing mmroncss of the need to chango over to inflation account

ing systomsp 

Practices follovrcd ~y Commercial Organisations 

2.23 Under the Indian Income Tax Act, the Commercial Units 

nrc permitted to charge Depreciation in their accounts on the 

basis of the original cost of assets on tho vlri ttcn Down Value 

method. Tho lvri tton Down Value was first introduced in India 

in tho Incono .Tax Act 1939. Prior to that, tho straight-line 

method vms nllmvcd under the Tnx Lmm. The rules under tho Tax 

Lm1 proscribe rates of porni ttcd depreciation allowances for 

various types of assets. However, most of the commercial 

orga.nisD.tions goncra.ll;y follow in their accounts the strnight 
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line nothod of depreciation on origincl cost of (l.ssets. For tho 

:purposes of Incono Tnx, Do:precintion is sep.::.r::.toly cnlculntod ::lCcord

irig to the :pr .cticos p.::;;rni ttod undo. tho Act. Howovc .·, tho :>..wounts 

ctllo1v.Jd under tho Incono Tnx Act :tro liborctl. Further, ctdditionctl 

provisions h.:1vo boon .'llloHod by tho Govornnont ¢f Indi.J. under V.J.rious 

concessions such cts tho Dovclo}_:nont Rob::.to in c.J.rlior yo.:1rs or tho In

vcstnont AllovlG.nco ::.t :present. CorJnorci.:tl orgnnis.:ttions .:1.ro .:J.lso 

por~ittod to chnrgo depreci::.tion .:tt .:tccolorntod rates under certain 

co::1cli tions. Those provisions o.:::: 1·:roll LJ.G tho t9ndoncy to build up 

reserves fron surpluses to tho extent possible on.:J.blos those org.:lnis.'l

tions to ropl.'lcc their o.ging a.ssots 1ii thout ovorroli.:J.nco on outside 

funds. rbny such units .:no .:J.blo to nnn.:1.go in spi to of providing 

do:proci.:J. tion on historicctl cost bnsis, .:J.s isha a.ddi tionctl provisions 

porni ttod .:J.s 1'lell as tho reserves genera ted enable thou to t.:J.ko ca.ro 

of tho infl.:J.tion:o..ry~ olonont. 

2.24 Tho Incono-T.:J.x Act docs not allov; doproci.:J.tion on roplLJ.cenont 

cost basis. In f.:J.ct, t:t.o co:J.:T:)~·,:.,.:..J..t. UL.:... -cs in tho country follow tho 

origin.:J.l cost approach though tho privo.to corpor.J.to sector is 

incro.:J.singly boconing ,J.u.:J.ro of tho n.ood to resort to tho ropl.:J.COLlOnt 

cost appro.:J.ch. Tho priv.:J.to corporo.to sector is .:1.lso mnro of tho 

need to introduce infln. tion ::-.ccounting for no.n.J.gcrinl purposes. 

However, a.t f ·osont, only .:1. few con~ ~nics a.ro followL_g this pr:J.ctico, 

in .:iclcli tion to tho nccoptocl .:tccounting procedure on historic.:J.l cost 

b.:J.sis, for their own infornation& It has boon ::J.:J.do out th2t oven 

tho liberal provisions allowed under tho Incono-Tnx Act will not 

tnko caro of tho infla tionnry olonent a. t tho tine of roplnconont 

of assets. It hns boon recently brought out nt 0- <vorkshop on inflo..

tion nccounting hold in Docc::J.bor 1979 th.:1t tho ge1.p in tho nccunulatod 

provisibns on account of deprocintion on historicnl cost bnsis nnd 

funds required nt roplnconent cost is quitp substnntinl for tho 

nnjor i"ndustrios. The rolevetnt do.tn nro given in""fablo 2.1. 
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T::tblo 2.1 

Roplnconont Costs in Soloctod Industries in tho Eighties 

InC::.:.~.stry 

1 

Aluniniun 

Sugar 

Cotton Spinning 

Scooters 

Mini-Stool 

Tractors 

Nylon Yarn 

Conant 

Fertilizers 

Roplaco
nont 

Accunulatod 
value of 

costs depreciation 
(lls. croros) and dovelop

nont rebate 
reserves 

Rosourccs . Gap 
. r~.crorosr'ai% of 

roplaco
nont 
cost 

2 
. (lls. c roros) 

------~3~~~----~4------~5----

155 01 

9~5 

6.6 

29.0 

2.3 

. 7.1 

16.4 

11.2 

112c-4 

48 .. 7 

3.0 

2.1 

15.2 
1. 2 

3.9 
11 .4. 

8.4 

90c8 

1 06.4 

6.5 
4.5 

13.5 
1 • 1 

3.2 

5.0 
2.8 

21.6 

68.6 

68.4 

68.4 

. 47.1 
47.;.5 

45.3 
30.6 

25.2 

19.2 

Source.:. FICCI \forksho-p paper, Dcccnbcr, 1979 ap reported in 
"Business India", r-1nrch 3 to 16, 1980, fagc 56. 

2.25 It_ha~.· boon nn.dc out by sonc exports that tho provision . . . 

allowed for depreciation is t.nadequatc _in cor::."'·arison with what 

is allowed in other countries. vfuilo in India only tho Written 

Down Value nothod is pcrnittcd under tho Tax Laws, tho asscssocs 
I 

in tho U.S.A. have a choice of selecting any of tho following. 

four ncthods. of dcprccia tion, nancly, (i) Straight-line ncthod, 

(ii) Double declining balance ncthod, {iii) Sun of tho years 

digit nothod, and (i v) Mul tiplc straight-line typo of 1-rri to-off. 
- - .. ' 

In tho U.K. also, tho assossoos hn.vo a choice to fo1low' ci thor tho 

declining balg.nco nothod or tlie straight-line nethod. In respect 

of c~~tain typos of assets, tho roplaconont method Of providing 

doprocia tion. is perni ttod in tho U.K. In other countries, the 

rate schedule is also flexible and tho conncrci::tl units have a 

choice regarding tho pori od over -vrhich tho assets can be replaced. 

'While thoro is incro::1.sing n.vraroncss in foreign countries to 

nako usc of tho inflation accounting nothods, with sonc exceptions 
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tho t~x laws in inportant countries like tho U.K. and U.S.A. do not 

still allow rcplacancnt cost as o. t~sis for doprocic ion. The 

Choksi* Connittee (1977) also rcconucr:ded that no such ch2nges should 

bo no.de in Inc!_io.n Incono_Tax Lavr. However, tho French Tnx La-vrs h~vo 

recognised tho loss in tho purchnsing pov1or of tho currency, by 

porni tting ro-vnluo. tion of tho assossoos1 fixed nssots 0~1 tho basis 

of approved co-officiants to tllo original cost of fixed o.ssets, 

and the recorded provision for depreciation. The co-efficients ~re 

vlOrkod out by the Govornnent. 

2.26 In the U.K.. the Consuners ~l.ssoci:J. ti on lEts nade o. dono.nd 

that tho e1.ccounts of tho najor public sector units should be prcp:J.rec1_ 

on inflo..tion accounting basis. It has boon brought out in the study 

prop2.rod by, the Association that d.oproci.:J.tion 1wrkod out on tho b::tsis 

of current qost accounting (C .c.A.) basis is two to five tines tho 

ostinntos vlOrkod out on historic cost bnsis. Tho rolcv:mt d.etta nrc 

gi von bolo"r::

Ind.ustry 

British Airue1.ys 

British Gas Corpor:::.ti on 

British .Rai lvnys Board 

British Stool Corporation 

Electricity Council 

Nationo.l Bus Conpo.ny 

National Coal Board 

Posts 

Telocouounications 

Ratio of CCA Dep~eciation to 
Historical Cost Doproci:J.tion 

1.7 

2.4 

5.4 
2.8 

2.8 

2.5 
1.8 

2.6 

1.9 

* Intorin Report of tho "Direct T.:1.x Laws Coc.ni ttoc", 
Govornrtont of India, Hinistry of Fino.nco, Doconbor, 1977 7 pp.1 0 7 11. 
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It has been brought out ~n the· -Report* the~.t, ·while thO' British 

Rnihmys nrc providing C!.cpr·ccic.t:i.,.on on historic6.1 cost basis, 

nn nc~litior).:J.l provision to .• 10 extent of nbol...; 53% of that.·.·. 

~revision is further nadc so as to take caro 'of price inflation. 

,The· -~lectrici ty Co~.u~qil of U.K. -is also enhnncin.g the deprecia

tion p~ovision by 40% as :t-lOrked cut on historical cost -basis 

to tclco care. of p~ice increases. In India the Bonb:J.y El~ctrlc 

Supply n.nd Transport Undertaking is following a sinilar tl.'pproach 

by contributing 50% adcli tional contribution to that 1vorked out 

on historical cost basis to take care of inflation to soiie . ' . 

content. 

Depreciation Procedure· on Indian Railways 

2.27 ·. The oethods of charging depreciation ':have chg.n~ed on 

the :[ndian Railways fron tine to tine.·· I-rior to 1875? several 

of the old guarnnteed conpanies naintained renewo.l reserve funds. 

As it _w[l.s thought that this, conbine(l 1vi th guaro.nteed return,. 

led to.unfair results for the Sto.te, the Govcrnnent abolished 

it in 1875. The conpanies were required to charge cxpendi turo 
. I 

on rc.newals and replil.cencnts directly to revenue. The. quo·stioa 
' . ' ' '. . . 

of instituting a Deprccia tion Reserve Fund c.3.De into p'ronincnco 
. . . 

after the First World Wo.r as the postponcncnt of renewals of 

:Railw:1.y :assets •.tturing tho \·ln.r -required ·serious consideration, 
.. 

Various bodies like tho Acworth Co'ru:iittee, the RnilwayFino.nce 

Connittec of 1921·and the Inchcapo Connittec rcconnendod the 
. ' ' . 

establishn.ent of a Deprecin.tion Reserve Fund·. A Special Cormi ttoe 

was also appointed by the Rnil1mys in 1923 to consider the 

arrears of .deprccia~ion and to suggest ncthods for thO foroa

tion. and i'lQrking ~.f q. depreciation fund.. A regular Deprecia-

tion ~eserve Fund (DRF) -vms constituted froo fst April, 19?4, 

as part of the inplcnontation ·of tho proposals relating to 

sopar:1. tion of Rn.ilwo.y finan_cos frou. General Finances. 

* "!iation::t.liscd Industries,· ·.'l..ccountint; Policies'.', An .Exanination 
of the Accountint; Policies of Bight Nationg.lised Industries of 

· Part:tculn.r Interest to Consunors 1 · Consuners' Associ\J,tion,London, 
Decenbcr, 1979, pp.7 and 10" · · ·.. ~ · 
The Report of the Inflation Accounting Connittee appointed by 
tho UoK.Govoir' .. LCl!J" Lnc_':. (.::_l.L 1 )~-~)l.JOintod out thnt "it is pro.cti
cablo and desirable to apply €urrent fPst Accounting to the 
accounts of na tionnlisod indus·!;:.:-j,'";f.1 and we have, therefore, 
roconnonded spocifically 'tha-i; tho initial stnnd9rd of e.;urront 
f3.ost .l.ccountint; shoulc, apply. to then" (c·rJIND 6225, IDIJ:SO London 
(reprinted) 1977, p.217o) 
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How·ever, the :tccur:.ml.:J.tod deprcci.:J.tion upto th.:J.t cbte H.:J.S not crodi tocl_ 

to the Fund .:J.t its inception. 

The uethod of cletornininG .J.nnu.:J.l contri butiuns to tho DRF 

:tn-~ .::1.lso tho procedure for ch:uginc; ropl:-1.cenent oxpen.:J.i ture ch:mgecl_ 

froil tir1e to tiL:.e. Fron 1924-25 to 1934-35, the .:J.nnual COl1tribution 

l'l:ts vrorked out on a str.::tight line nothod on tho original cost of 

individ.u.:J.l w-.:J.sting assets .::mel_ their service lives. Dot.:J.iled c..ssct 

registers. vlere n.:Lint.:Linod for this purpose. \Vhen :tn .:J.ssot •v-as replaced, 

tho origin~l cost ~ms ch:ugocl to tho DEF vThilo tho excess cost, if any, 

vms o.cl.dod to tho block nccount of assets ( tornod c.::1.pi t.:J.l ). Tho 

infl.:l. tiono.ry and inprovonont elonon ts in tho roplac eel o.sso ts uero thus 

added to tho value of tho Railway assets. 

2.29 Fron 1935-36, tho olnbornto syston of D:J.int.J.ining cl.ot::;.ilod 

.:1.sset registers w.::1.s discontinued, :-1.nd tho nnnual contribution wo.s fixed 

.:J.t 1/60th of tho Capita.l-at-chargo, tho proportion being nrrivod nt on 

tho basis ·of tho actual oxporionco during tho yo.J.rs 1 924-25 to 1934-35*. 

The intention wo.s to arrive at nn appropriate .:J.nnual contribution to 

DRF roughly equal to what would ha.ve boon contributed in tho e.::1.rlier 

systen, 1-ri. thout tho cunbersono procedure of koopin,;- dot.:J.ilod nsset 

registers. Sinultaneously it I'J[l.S nlso decided to cha.rgo to tho DRF 

tho full cost of roplncor.J.ont by a like :tssot, but tho inproven2nt 

elonont in th-.J replaced asset vv.:l.s t~ be chnrgocl to tl~0 t capi t::tl 1 
1 

repro sen ting Governnent loans. In other 1ivords, 1·rhilo tho infln tiono.ry 

elonont 1ims charged to tho DRF, the inprovonont element continued to be 

charged as now capital expondi ture ::tnd ·w1s fin:tncocl_ fron Govornwo:1t 

lo.J.ns. 

2•30 This systen ~rms aso.in changed in 1950-51. Since then, the 

contribution to DRF is detorninocl by tho different Rai hny Co~1vention 

CO[JDi ttcos on tho basis of expected rono-vr.o.ls ancl ropl.o.coDcmts f.o.llint; 

duo, ::md t::cl,dng note of tho fin.o.nciiil position of tho Railif:J.ys. Tho 

full cost of replaconont including inflntionary and inprovenont olo

ncnts is cl12..rgccl to DRF since 1950-51., Houovor, tho inprovcncnt 

* For tho yco.rs 1943-44 to 19~5-46 .:1.:1d. 1948-49 ::.nd 1 g:~9-5 0 1 a. deli ti on2..l 
contributions vTcro na.dc in vic"\\' of the special .(U::..r) si tu::..tio:1 
prcv.1.lont then. 
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clcncnt in tho repl~ccd assets is being a.dQed to the block 

V::J.luc of o.ssets ::'.S given in the Rnilunys 1 block accou-nts but 

not to the Ca. pi tnl-n t-cha.rt, ; , 111hich repros on~ s the loans 

received fro::1 the General Exchequer. Tho position n.s it 

existed nt different tines is presented in-n. tnbuln.r forn in 

Annexure 2.1. 

R~tion::'.lo behind the Depreciation Procedure 

2.31 Tho DRF on the Indinn ~nilwnys is in effect a. renewals 

:1nd. repl.'lcencnts fund. Tho existing nethod of provid.ing contri-; 

butions to DRF o~ the basis of need-bused repln.conents was intro

duced by tho Ra.ih'l'uy Convention Connittoc of 1949. It wa.s 

observed by tho Conni ttoo that t_J;1o a.nnua.l contributions nude 

durint; tho previous yours on the. basis of 1/60th of the Ca.pi ta.l

a.t-cha.rgo resulted in in.J.dequ6.to c·ontributions n.nd nrrc~rs _in 

ropln.cenents-. The Conni ttee ··further observed: 

"While tho contri-bution is based on the original costs 
and tho ostinutcd lives of tho assets,· the present dn.y 
replnconont costs h.:wo no rol.n.tion to the original cost of 
acquisition. Nor wore tho ostinntcd lives of ouch signi
fic::mce, ns replnconents h.:wo now becone necessary for ,_ 
obsolescence also, before the expiry of the estin~ted lives 
of the existing assets. For one ro~son or other, tho 
Rn.ilwny undert~king h::J.d been prevented, over a. period of 
years~ . fron following·:....,__ o.ontinuous policy of providing 
for ndequ.1.te ren~wnls and replacenonts, nnd there 1t1as, 
in consequence, n heavy backlog now to be overtaken involving 
heo.vy expendi turo in tho next few years. The prevailing 
price level-was also a.bnorua.l and ns a. result -of the opera
tion of those bro f:J.ctors, the 11Ti thdra.wnls fron tho_ Depre
cia-tion Fund nrc now running nt tho level of r.s.30 crorcs a 
yeCir·. a.g::linst the nornal contributions a.t the rate of . · · 
r.s.11.5 crores.. In other words, unless innediate sf;eps 
.dre taken for altering the b.J.sis of contribution and" or 
strengthening the Fund very substn.ntialiy, it is likely 

'to be liqu.id{lted by tho yon.r 1953." 

Tho Coru:ri ttee therefore decided to rocoruJ.end contribution 

to the DRF for n.·fixed period on tho basis of the renewals 

requ.irpnonts a.~ iadico.. ted by the H::.ilW?-YS and scrutinised by it* • 

).;).Q.V '· 

* ItLb~noted that the St.Louis- San Francisco Railway Conpa.ny 
of tho U.s.A.· follovrs si~lila.r practice of 'roplacenent' 
accounting for r:J.ils, ties,bn.ll~st, and other truck naterin.ls. 
Thus for these assets, ro:;_)lc..coflonts in kind are. charged to 
expense, n.nd inproveuonts arc cn.pitaliscd. 
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This systoa Has continucc~ by the subs2quent Convontioa Cormi ttceo 

~lsc. Tho systen h::tc~ the D .. c~v:lnt.J.Ge thJ.t this procedure en:J.bled the 

Riilwnys to ch:trgo to· the IJorldnG cxpcn;:;cs, ui.·1cl.er tho provision for 

contributions to DRF, the full repl:::tcencnt cost of .:lssots repl:::tcec~. 

not only did this procedure ensure th~t tho contributions cn.:::tblo the 

buildin,; up of a fund for tho physic::.l repl::wenonts of existinG :J.ssets 

over ~: period, but it nlso enabled the R:.l.ilways to clnrge tho infl:l.

tionu.ry and inprovoncnt olenonts in the roplnccd nsscts to the 

vJorking expenses in tho forn of COi1tribution to DRF inste'J.d of to 

c-:pit::.l. 

2.33 The RCC has usually disf:1voured contributions being n:J.do 

to t~1e DP..F which vroulC. not be required for ropl:1ceucmt purposes in 

a short tiD.e. In f:J.c t, c.ny large b:J.lanccs being outstanding in the 

DRF has boon cri ticisod by P:J.rlinnont.:1.ry Conni ttees. It >vill also 

be observed th:J.t over tho w·holo period, tho nccretions*to tho fund 

includint; interest norc or less na tchecl the ui thCI.r:J.wals fron tho 

fund (sao Tnblo 2.2). 

Yenr 

1950-51 

1951-56 

1956-61 

1961-66 

1966-69 

1969-74 

1"974-79 
Total 
( 1 951 -1 97 9 ) 

T::1.blo 2.2 

Accretions to c.nc1 wi thdrmv:J.ls fron DRF, 1951-1979 

(Rs.crores) 

i.ccretion to DRF 
Total Annua.l 

avornge 
_ _? ___ :? 

3;2.59 

184.57 36.89 

241.28 48.26 

393.40 78.68 

306.03 1 02.01 

571.79 11,1ro36 

721.80 144.36 

2418.87 86.38 

vvi thdru.wa.ls 
Totql 

______ !r 

26.62 

206.49 

320.42 

360.30 

253.90 

494.07 
61 6.14 

2251.32 

5 

4t.30 
64.08 

72.06 

98.81 

123.23 

80.40 

* Contributions fron Revenue, Production units ::me. interest on 
balances. 
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2.34 The procedure followed by the Rnihr:J.ys in the pnst 
,, 

h:J.d, in the e:J.rlicr ye:J.rs, t·:.ken C:J.re of the :.'.nflntion:J.ry f:J.ctor 

to n consider:J.ble extent. If the R:J.ilwnys h~d continued only 

to provide depreci:J. tion on the bnsis of original cost of assets, 

it vwulcl h:J.ve perh:J.pS resulted in Consider:J.ble shortfalls in 

the provision on account of r:J.pidly rising prices, unless 

steps w·erc t:J.ken t.o na.ke contributions on a. repla.cenent cost . 
b:J.sis. Houever, vri th the C..eterior:J.tion of the- fina.nci:J.l 

position of the &~ilwa.ys :J.fter 1966-67, it a.ppa.rent1y beca.ne 

·necessary for the Ra:il.wa.y~ to reduce their contributions to 

tho DRF nuch below· the contri butiori.s vrhich could be considered 

nppropri:J.te to t::tke care of need-ba.scd re.plncenents. As a. 

result, considerable :J.rrenrs in depreciation hnve a.ccunula.ted 

after 1966-67. The accretions to depreciation a.s :J. proportion 

of the C:J.pital-:J.t...;cha.rgc wa.s generally around 4% for nost of 

the ye:J.rs upto 1. 965-66, tho :J.ver:J.go for tho e·ntrr.·e period being 

3.75% (Soc St:J.tene~t 2.2). Fron 1966-67 onw:J.rds, the rnte 

declined a.nd re:J.chod a. level of 2.9% for 1975-76, the average 
. . . I 

proportion for the entire period f966..,.67 to. 1978-79 being' 3.24%. 

In roln tion to the value of :J.ssots (block c:J.pi ta.l ), the propor

tion observed during the years 1950-51 to 1978-79 however 

r:J.ngod betwecnl.ll-.4% in 1955-56 to 2.4% in 1975-76, the nvera.ge 

proportio"n for tho entire period 1950-51 to ,1978-79 being 

2 •. 8 per_cent. In relation to gross receipts, the contribution 

to DRF fron Revenue declined fron a. leyei of .13% in ,1966-67 to 

6.5% during recent ycnrs. It will be of interest to note 

in this connection th:J.t the Rnilwa.ys suffered a loss, :J.fter 

providing for dividend, fron the years 1966.:..67 to 1970-7.1, a.nd 

:J.g~n fron 1973-74 to -1975-76. Thus, the deterioration in the 

fin:J.ncial position of the Ra.ilwa.ys appo:J.r's to have directly 

affected the provision for depreciation, resulting in considera

ble accunul:J.tion of overnged nssets. 

Over:J.ged Assets 

2.35 The arrenrs of contribution to the Depreciation Fund 

seens to be one of the constraints in repia.cenent of physical 

assets :J.s nncl when due. Tho result of such clela.yed replacenent 
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is thc..t ovorCl.cod. assets continuo to be in service. Sono ostiu-J.tos 

by v::uious officiC'..l groups in respect of c.ifforcnt typos of assets 

a.ro indica. ted in. tho folloHing p:::.ra.c;rnphs so a.s to gi vo a nora vi viC!. 

picture of tho results of inadoqucto provision for deprccia.tion. 

RollinG Stock 

2.36 As a. t tho end of N:1rch 31, 1978, about 11% of tho steo.n 

loconoti vos and 2/b of ol oc tric loconoti vos 1.vore overage d., in rcl:J. tion 

to tho tota.l stocl:. Abcut 7% of coo.chcs, and 8% of wagonn 

(in vehicle units) wore also reported to bo overaeod in relation to 

those in service. 

2.37 Tho draft Report of tho Harking Group on Raihmys 1 Five Year 

Plan for 1978-83 shows the need-based roquironont"s of the Rolling 

Stock, t:J.k:ing into account backlog of arrenrs :-

Asset Nood-b:1s0d 
roplnconent (Nos.) 

Loconotives 348 

Coaches 5755 

ENUs 302 

llagons (in·terns of 4-wheolers) 64025 

Power p'acks of loconoti ves 671 

The Railways 1 Draft Pla.n · sugg.cstod a.n outlay of Ps.1760 crorcs for 

the rolling stock, rs.1230 crores for Cl.C.di tions o.nd rs.530 crores for 

repl<J.cenents; even this was on a nodified scale to.king into coi1sido

r<J.tion capacity constraints as well as paucity of funds. The 

Pl11m1ing Cor:iJJ.ission has however approved 11n outl11y of et SLl:lller 

<J.Dount, Ps.1 046 croros for adc.i tions a.nd Ps.505 croros for replace

Dents. Thus tho 11rrears of ovcr:J.god rolling stock arc likely to be 

c<J.rried forward to tho next Plan. 

Track Reno-vml 

2. 38 The draft Report of the Uorking- Group on Rc..ihJa.ys 1 Fi vo Yc:J.r 

Pl:~m, 1978-83, observed th:J.t n. bncklog of around 5500 Kilonctrcs· of 

prinary trnck renew·als hetd etccunul:J.toci.. by then. It h:::.s been indic:::.

ted tha.t about 2000 kilonctrcs of tr:::.ck h2d to be ?Ut under speed 

restrictions duo to woa.k structure. On nccount of lioitcd etva.il:::.bility 

of funds, tho \'JOrk on track ronovr:1.ls h(l.s boon pro;rcssivoly clocliEin.::; 

as inclicntocl in To.blo 2.3. 
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Tnble 2.3 

Pror;ress of Track Renewals durinJL_the Pl-'lns 

Plan 

1 

Second Five Year Plah(1956-61) 

Third Five Year Plan (1961-~6) 

Inter Plan Period (1966-69). 

Fourth Five Year Pla~ (1969-74) 

Fifth Five Year PlD-n ( 1 97 4-79) 

(I:r; Kilonetres) 

Annual Average length renewed 
in terns of conplote renewals 

Prin2ry Secondary 
2 2 

1900 530 

·2,600 620 

1700 500 

1300 316 

950 290 

Source: Draft Report of ~he \'forking Group on Railways' 
Five Year Plan, r.113) .· . 

2•39 . On the basis of ft track length of. a little over one 

lakh kilonetrcs, 'and tnkin·g into acco~nt·: the· safety aspect, the 

growth of traffic, agc-cun~condition and econonic service life 
~ 

of various conponenys, the--:1lorking Group ha.t_ assessed that. the 

required level of average prinary t.rack renewals should be,'- 1900 
. I 

kilonetres per annun and of secondary renewals 900 kilonetres: ·. 

per annun during the next fi vc years. For· the plan, the \·forking 

Group suggested n progranne of prina.ry renewals of 12,100 kilo

netrcs a~d secondary renewals of 6100 kilunetres after taking 

into account the indigenous capa.ci ty constraints. It estina.ted . . 

the fund requirenents for this progr.:mne at Rs.480 crores after . 
taking into account the crcdi ts for the value of rel,eased 

n'l terin.ls. As against this, . the Planning Cor:mission has approved· 

only a sna.ller outlay for track renewals during the next 

Plnn (~.350 crores). 

Workshop Eguipnent and M.:1chinery 

2.40 ~iost of the v1orkshops a. ttending to the repairs anu 

D.J.inten.:1nce of the rolling stock of the Indian Rn.il1~ays, 

inhc·ri ted fron individual Sta to Conpany rail ways in the distant 

p:lst, are 'equippe'd With obsolete and overaged nachinery. and 

tools. The Working Group on "vlorkshop Nodcrnisation Project, 

Phase I 1978-81 11 , in its repo~t .pr~pared in Decenbe:-, 1977, 
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obs.::orilied th.J.t nnnufa.cturin1:; c.nd n::dnton:mco c::1.pnbili ty of tho worl:

shops nni Sheds hod been seriously undorninc~ duo to a backlog in the 

rcpla.concmt of ovor(l.gcd o.nd obso1oto cquipnont. It is observed fron 

tho Report that the porccntetgc of over<1.ged. n::tchincr:_y nnd plnnt in the 

rcpa.ir workshops incroa.scd fran 46.7% in 1952 to 57.8~ i~ 1973~ On 

t:1e bnsis of a. clcta.ilcd na.chincwiso census, it has been osti:uo..tocl th:1t 

77% of. such n.:tchinery .:tnd plc..nt in IVJ:ochanicJ.l l'l"orkshops, 53;0 in 

produ~tion Units nnd 46jb in Loco Sheds o..nd. sicklincs v1ould be due 

for rcpl::tcenent by 1978-79. The Study had a.ssossed th::tt the funds 

required to noet tho nrroetrs in roplncenent ns well ns roplncenent 

fo..lling d.ue in the next five yeo..rs, .:tt 1976-77 prices, were ns.300 

croros. In the next Five Year Plnn, 2-s ngainst a tota.l neecl-ba.secl 

requirenent of ns.429 crores (r:s.260 crores for a.cldi tions n.nc1 Rs.169 

crores for replacenonts) for llorkshops c:md. Sheds, nnd. rbchinory a.nd 

Pl::mt, the Rnilwnys suggested. n provision of 2>.395 crore:s. The 

Planning Connission hns only etgreod ton se:.J.llcr outlay 9f rs.244 crores 

(~.149 croros for nd~itions and ~.95 crores for repla.cenonts). 

2.41 l~s h::ts been inc~ic::ttccl earlier, the contributions to DH.F 

have been sucgeste'-~ by the R::tihmys n.ncl. roc·or.lLlencl.e.~ by the vo..rious 

Ro..ihray Convention Cou::.l:l_ ttces not vr::Colly on the bo..sis of noecl.-b,-,_sed 

repl(l.co"nents, bu-t nlso in vicnv of v1h~1.t they thoug;h t c·mulc~ be finnn

cia.lly feasible. In suggesting tho cstino..te.~ contributions, the 

R:Jih1a.ys h?,ve nlso been t::king into c onsic~cr:t tion physic ::>.1 constr:-Lints 

in the forn of proc~uctive c:tpr:.ci ty in the country in vrorking out the 

J.ctu(l.l repl.J.cer.wnts to be J!rovic~e l_. For ex8Dple, for the fornulJ.

tion of the Sixth Five YeJ.r Plnn, though the R:::tih;o..ys v.ro rkel~ out the 

level of neod-bnsel repl.:tcencnts nt R~2050 crores, they sugGoste~ 
. . 

replo..cenonts only nt the level of ~.1650 crores taking into consi2e-

rettion the indigenous pro~~uction constrnints. Thus the nrroetrs 

on account of repl:::tccuonts hetve nccuuul':'.. teJ. on the In:~inn· R.:;.ihnys 

both on nccount of petuci ty of funJs md, to souc exton t, duo to 

in:~igenous pro:~uction constretints. ··~ C1.ecision hetc1 boon tetkcn e.J.rlier 

not to resort to etvaicl.nblo i:c1ports. vnulc this policy ::.:ny hetvo bGcn 

nppropriet te in the context of foreign exch.:mge shortJ.ges in the p::tst, 

it ncec1s to be rovieHod. >vhcn tho foroic;-n exch::tn&'e reserves :1ro not 
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unsatisf~ctory. We un~crstand that latterly inports of urgently 

nccQcd itcns like tr~ction notors, nnd-whcol sots-hnvo 

boon orc~crc .l. Inc~i gcnous p .. :ocluc tion capacity ccrt.ninly neocls 

to bo cro.J. ted, nne~ rcgul~r c1cnn:q.c1. by tho Rnilwnys· will help to 

cro~to and n.::1.intc.in such cnpncities, both vrl. thin .::1.ncl outside 

the fu.ihl.:J.Y qrganisation. It is well knownthnt wagon-building 

C[l.p:J.ci ty of n nllilber of un.i ts m1~1 eve~ tho· tr:1ction notor 

n::muf::lCturi:pg cnpaci ty of units like Bhnil:'a t Heavy Electrica.ls 

hJ.s been inac1equntely utilised in n nunbcr of years, not bcc.1.use 

the R"lilwa.ys did not need these i tens for roplnccncnt purposes, 

but becnusc they had sevare fina.ncinl constraints. This even 

appears to h.1.ve resultol in the BHEL converting the concerned 

units for other production and, when the fu.ilwnys wanted 

traction notors,these could not be available in the required 

quantities. In the neant~ne, the averaged assets continue to 

be flogged into use. 

The a.ccunulation of averaged stock not only creates 

safety problens but nlso results in consicl.ernble· increases in 
i 

the cost of na.intcna.nce a.s ~'loll ns in deteriorn tion in the 

quality of service.. He nrc therefore of the view that contri

butions to DRF should be vrorkoJ. out on a. proper basis, irres

pocti ve of thc'··'va.rying nr.1ounts required for physic1nl repla.co

ncnts froo yonr to year, or the production capacity nvnilnble 

in the country at a particular tine. 

Proper Appro.::~.ch 

2. 43 . In the Rn.ihmys, it is obvious that the problori of 

infln tion 6.ssunos .-:1 ouch: grea tor inportancc on account of the 

long life of the najor assets like the rolling stock as well 

o.s trnck. Public utili tics like tho Rn.ilvmys nlso require 

reln ti vely l.::trger fixed invcstnont in relation to their turnover 

as conpnrcd to no.nufncturing units. The provision for clepre

cin tion is v.lso of greater inportancc in public utili tics thnn 

for qthcrs because the c1.opreci"ltion policy U.irectly affects 

the pric~s nt vlhich utility services nrc pcrnitteJ to be sole .• 
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Doproci':'. ti on policy docs not ho.vc tho sJ.no c~i roc t lJrico Jotcrninine 

effect Hhcn prices o.ro not rcgult.te.~ or a.dr..;.inistero:~. On a.ccou11t of 

these f::.ctcr::.:, o.c:oqu2 to provisiun f r r.1oproci::t tion L t.1.ko c2ro of 

infl-J. tion:cry olc:_:cnt is of spoci::tl L:.1portc..nco for tho Ra.ilw.J.ys*. 

2.~.-~ . Thus, w-hile tho procc,~uro follo1·J0,1
. by tho Ro.ihv-a.ys served 

tho:.1 vmll for .:1 pori oc~, tho ro. thor subjocti v6 n:J. turo of tho provi

sions DJ.clo thcrcmnc~cr croo. tee~ clifficul tics, ospeci.t.lly o. ftor tho 

fina.ncio.l position of.tho Ro.ilw:;.ys clotorior.J.tod since 1966-67. As 

loll(; .:::~s tho RJ.ilu::tys' fin::tncia.l position porui ttecl, .J.c~equ.J. to p revi

sion i:T::ts u:;_.:'.o to o.oot noc;cl b.:1sod roplc.cer.:o nts. Uhen tho fimncio.l 

position st.J.rtcJ cletorioro.ting, contributions wore rcclucod, resulting 

in nccucula.tion of o.rrenrs and overa.gol .J.ssots in tho systoo.. Under 

the norn.J.l couuercinl principle of providing for depreciation, a.ncl 

as 110 cash flOW is involvccl nncl 110 clistinction is DQC~C betuoen C.J.pi

t.J.l expcn:~ituro on roplncononts .J.n:~ on no1v- ncL~itions, there is no 

questi:m of noecl-b.:J.sc'-1 provision. No;rna.lly, surplus in a. -vrell

o.anngecl cocnercio.l unit is c::'.lcul.J.toJ_ only after full provision is 

nac~c for poro.is si ble deprccio. tion. Under the system follouec.~ by tho 

R.'1ilii'".J.ys so far, the nllotuori t of func~s for rcplcl.Ccmonts toncls to be 

reduced in cnse of finnncinl constrnints c..ncl t1us tho surplus does not 

re.J.lly reflcc t the true pcrforncmcc of the un(lerto.king. Another 

---- --·-·- - -·- -
*In this conn0ction tho follmJing p~.rngrnph fron "Public Utility Econo-
nics" by Pa.ul .J.Gc..rfielc~ & ~hllnce G.Lovcjoy,Prenticc H.::tll,New .Jersey, 

1964, o.ny be. of interest: 

"Although depreciation is inportnnt goncr::tlly, it is of special inpor
tnncc 1v-here public utili tics are concornod. Public utili ties c~iffer 

fron other enterprises bec::tuse they require proportiono..tely greator 
invostnent in plaat a.ncl equip::.10nt •••• Thus 7 tho nn:1unl charge for 
deprecintion uill be proportionntoly greater for utility coo.panios 
th:::.n for othGr conp':lnies doinG tho snne o.nnu:o.l volune of business 
beco.usc utili ties hnve ::t rel':.'.tiv_ely grco..tcr invostnent in c.~epre
cinblo o.ssets •••••• 

Second, depreciation is of gro:o.ter i~portance for utility conpo.
nies tho.n for others boc.J.usc tho rogulCt tion of cbpreci Q.. tion policy 
clirectly affects the priC.OS o..t uhich utility sorViC2S :J.rG sold~ 
Dcprccintion policy does not lr.vc tho so..Do direct pricc-cleternining 
effect in the non-reQllntecl so,sucnt of business. Third, since 
cleprecintion nccruals represent cost nnortization, price inflation 
will hnvc ~ nora n~vorso effect on public utilitics,th:'.n upon non
rogulo.tcd businesses bec,'lusc of the utili tics proportion::. tcly 
GTC::tter invostnent i:1 fixo,l :J.sscts of long service lifo. 11 



disadvantage of the present nethod arises fron the lunpiness. 
. : . . . . " . : :: \.: ~ . . ~" . .. . . . ' ~ .. . '. :. : .. 

of investne;nt •.. ].lost of tho: lliiihmy nssots h:J.ve a long life-
• . ~ .. '' . ' ', I ' ' 

span o,f 30-3.5_ yoars. The ·i:1vestrrent nctivit:r on the. I.ndin.n 

~:iihmys gained nonentun after the beE~ning of the pinnning 
. . . . - . tk . 
ern. The ,najqr assets acquired ·in.L.enrlier _pnrt. of this period 

·~ill;~b~co~c du.~·for'.roplnccnc~t-'j:-n a short ti~~_fron no.w .. 

·onwri.rJ.s. ~n:. acco~nt_ of tl1.is·_ f.::~.ctor .rilone, it n~y be .necessary 

·for the R:lil;mys to provide for depreciation anou~ts ouch 

larger th~n the.. need bnsod riaquiren~~ts as at present if they 

'ar6' to avoicl finc.ncin.l. strains. iri tho nea.r future ;and. ue 

trust thnt theywill do so. 

Reconnendn ti ons ·for Posts and Telegraphs 

2.45 In this connection, it n.if be interesting to. note: that 

the Pos'ts and ~eleg:.:a.p_h~_ -:.Depn.rtnent :>or t~e :Gover~e~t of India_, 

nnother· connercinl unit n~naged depn'rtr:ientnlly by the Governnent, 

appointed a tcnn of British Consultants ··to' ex~inc, into; alia, 

tho worldng of their· Renewals Reserve Fu~d (RRF') ~ The' . , 

Consultnnts ~cco.nncndod* th.::i.t the prbserit· contribution t6 RRF 
~ -~ 41 

should be repiaceJ by a. depreciation provision based on the 

original cost of assets nnd expected life, plus a supplenentnry 

depreciation provisio:n:'-.. to ·~·over.the·. effec_ts of inflation on 
. '~. ·~- " I ,. ·•~·• .. • : ... ,. . .'.:-- :.: .• .:.: ,. •• • • • ., ... •• • ·_ • .' • • ,, •, 

rcpl .cenent prices. · · I_t wile. suggestel ;._-t;h~_t. t~1e.~.cost _of ns·se'ts 
.. J. ••.• 

should be adjusted annually by noans of a fncitor to indica t~ 
-··: .. . --~· : .. ·< .~: (.: . .. ' ! 

the curroltt·"rcplacenent cost. Tho provision under·su]?pleL1e;rt'!;nry_ 

depreciation· 'limulrl thus be the differei1ce b<3tween the deprccia::..· . 

tion on the roplacenent basis and the depreciation on historicAl 
• 

cost basis. 'The Consultnnts also observed that the nethod 

so far -being ,"followed by the Departnent for chnrgi·n·g the co~t 

of replncenent of nssets** hnd resul jed ·in showing in the 

capital account not the nctual cost of assets but nerely a 
sunnn tion of _original costs which for connorcial accounting 

w.:1.s ·highly und:osirnblo. The consul tn.nts therefor:_e roconnenq_ed 

* "Review· of· the .Accounting Procedures of. the Toleconnunic.:; tions .: 
Operations." Ind.inn Posts & Telegraphs Departi:wnt, 1965,pp.15,16. 

** The nethod was sinilar to 'the nethod being used by.the 
Rnilwn.ys. 
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the discontinuance of the Rene1mls and fwservo Fund. and suggested 

that the actual charge against revenue on account of depreciation 

should comprise a straigh t_line cl.eprecia tion based on the .historicaL 

cost.of the assets plus a supplementary provision to cover the 

inflationary element on replacement co~t. It was specifically 

recomillended that the depreciation provisi~n should not be decreased 

on any grounds other than on revisions in the lives of assets and 

specifically ;.lOt on the ground that the department cannot afford it. 

It is understood that those recommendations have not yet boon fully 

iwplcmentocl. 

The Position on Foreign Raihrays 

2.46 To arrive at an appropria to neasure for .. determining de pre-

ciation uith respect to net fixed assets, the proportions .of deprecia

tion allm.,red by a fev1 i121por~ant foreign_ rail- road systems were exanined 

by us. The proportions of depreciation to. net fixed assets allo1'red 

by foreign rail~road systons rn..ngc fro:-.1 The propor-

tions ohserved in respect of solJle t:oportant Raihmys arc given in 

Table 2.4. 

Table 2.4 

Deureciation on Foreign Ro.ilwnys 

Nm:io of t1_::; Railuay Unit 

1 • French National Raihray Conpany 

2. Italian State Railways 

3. Swiss Federal Railways 

4. Japanese National Raihmys 

5. British Raih·mys 

· 6. Canadian lTational Raih;ays 

7. Americann Rail Roads 

8. Gernm1. Federet.l Ret.ihmys 

Proportion of ~cpreciation 
to net fixed assets 

13.7 

6.0 

5.9 
5.6 

4.7 

4.7 

3.4 

3.3 

Conpared to these, _the prol_)ortion of deprecic. tion on the Indio..n 

Raihmys to block et.ccount of assets (invostneYJ.t) het.s boon o..round 

2.6 to 2.7 per cent in the recent past. 

Source: \Iorked out fron the da t.1. avet.ilet.ble in nintorna ti ornl Il~!.ilc;~'2r 
Statistics, 1976n, Intcrnatiorul Uni,):l of R~l.il"II:J.ys, ?::.:ds, 
and Annual Report of the Can.1.di::Ln N'J. ti ornl f.:1i l c·r~1ys f~,r 1977. 
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Pf?eSi blo Sol uti on to tho Problon 

Tho· Railway autho"J.~i tics as well as other. bqd~.es such 

as tho. _Railway Convention Conni ttcic _have shown inc,r~asing . 

. consciou,snoss of .the inportancc of providing adequate. deprecia

tion. The RCC.(1971) had suggested that the .technique of 

assessing depreciation rcquircnents should be refined to avoid 

the risk of any futuro undorprovision. On its reconoendation, 

the Railw.:ty Board appointed a Working Group to go ~nto the 

whole question. Tho Working Group cnphasised that the current . . 
rcplaconont cost approach should bo followed in: th~ .. Railway~ ·in 

vic~ of tho pernhncnt charactc; of ·±-ailways and th~ir crucial 
. . ' . . . '... . .. 

role in providing J.nfrastructure for developnent. A.t tho sane . . . ·•. . ' . 
tine, the Working Group cane· to the conclusion that there was 

~o necessity to m1ke ··a fundru::-~rital change 'in the present s.ysten 

of working out the deprediation provisio~~ It considered three 

alternatlve systens.:. (i) rlainte~ancd of.registers by individual 

~sscts or by. gr~ursand estinati·on of contribution' on the '-basis 

of ori~inal cost . and service lif~; (ii) the. depreciation provi-

sion to be worked out on the basis of data already available•in 

the block acc'ount on the. yalue of wasti~g rail way as sots and. 

cstinntcd service l~ves, and :n.'ddirig to it estinnted overall · 

inflationary d.fici ·i·np~oveno!{t olomnts; ·~rid (i~i.i) tho deprecia.:_ 

tion provision to be based on revaluation of D£!.jor railway 

assets' at current prices; and estinating depreciation on ·the . 

basis of 'assunod service life for each najor group of.assets. 

Tho Hinistry of Railways accepted systen (ii) suggesting 

calculation of contributions to DRF on· the ··basis of the origi-· 

nal cost of assets and estinated setvice life, and adding to 

it the contri buti·on required on account of inflationary and 

inproverrcnt elenohts. '··.: 

2.48 Tho reasons for accepting this nothod wore stated to 

be as follows: 

(i) it cones closest to tho object o~pressed by tho 
Convention Coonittoc; 
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(ii) it breaks up tho contribution to the Depreci.::ttion Fund 

(iii) 

(iv) 

on a rational and scientific basis into t~ree constituents, 
J.< 

Lanely depreciation pro~er, inflationa~y olcnent and tho 
cost of inprovencnt; 

w"lrile the d.epreci:J. tion proper could beL st:J.nding ch:1rc;o 
rel:J.tod. as it is to tho lives of assets, tho inflationary 
olcnent nnd tho inprovonont cost could be up-dnted 
porioCically, thereby no.int~ining the rationnl and 
scientific character of tho systoL.l on a long-torn basis; and 

it has tho added advantage of being tho uost ocononicnl 
way of >mrking out tho cost of renewals· and replaconent 
in a given period and its adequacy c:J.n be reviewed to 
coincide with the Plo.n period. 

2.49 Thus, the principle that depreciation should be attenptocl 

to be provided after taking into account the inflationary elonont, 

and on so.no practicable b:tsis relating to replacenont costs, has boon 

accepted by the Governnont. It is on the basis of these rocon2ondations 

of the \"forking Group that the actual provision for doprociation in tho 

Fifth and Sixth Plans has boon .attcnptccl_ to be l'rorkod out. llhat is 

not clear is whether tho provision that is being nado.satisfactorily 

neots tho requirononts of providing for tho inflationary olcnent 

as well as tho largo backlog that has already accunulatod because 

of inadequate provisions in tho ;pnst. Tho fetct th:o.t tho doproci.:;.-

tion provisions being naclo in tho current Plan period arc not ade-

quate to noet oven tho current rcplaconent needs, leave aside takin~ 

care of bunched roplacononts which na.y hetvo to be faced n fcl'l ye2.rs 

hence, is an indic:J.tor that 1-rhatover tho principles adopted upto novr, 

tho actual provision for depreciation continuos to fall short of 

the roquirononts. 

As pointed out above, the concept of depreciation provision 

is one of tho cost controversial in tho fields of accounting c.s >roll 

as tax adninistr::t.'tion. \lhile 1iVO h.'1vo o.ttonpto(l_ to inchcato a. bove 

tho contours of the problon, and a.rrivod et t tho conclusion tl-::.:J.t the 

provisions for clcprocia. tion that have boon no.do by the IncUo.n 

Ro.ilways in tho p.:1st do not D.J.Jpo.1.r to h::tvo been c.3.oqu:J. to oven ui th 

tho ch.:mges effected in tho recent yo:::.rs, n Co:rr.:i ttoo like ours 

is lmrdly in a position to go into further c'l.et.J.ils of this question 

and nctke specific roconr:\.md.::ttions. Our ox::tnin.J.tion ho1vovor SU(;t:;-osts 

the need for o. nore thorough ox:J.nin'ltion of the quGstion th:::.n h:.s 
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been attempte~ in the past. Perhaps, it may be worthwhile to 

consider the appointment of a special Expert C·ommi ttee to go 

into the question. From O'.lr point of view, what is important 

is to make assumptions about the appropriate provision for 

depreciation l-Thich can be considered reasonably satisfactory 

so as to make sure that, with normal efficient operation of 

the railway system, the earnings of the P~ilways are enough 

to enable them to provide every year for depreciation amounts 

~;hich would not b~ too inadequate to carry out replacements when 

they fall duo, keeping in vimi the inflationary situation as 

well as the large arrears regarding the provisions made in the· 

past. There has in the past been an attempt to limit deprecia

tion provisions to what was thought practicable in view of 

tho financial situation of the Railways. This is the kind 

of situation which ~m w·ould like to avoid in the future. There 

should be, in a large public utility organisation l$ko tho 

Railways, a more objective and satisfactory basis for regularly 

setting aside appropriate amounts for carrying out replacements. 

2.51 ~le have already stated that depreciation should be 

reluted to the value of capital assets rather than to:the 

Capital-at-charge. As 1'le have earlier ·pointed out, how·over, 

tho system of accounts followed by the P~ilways upto now does 
•.·· 

not give precise information about oven the historical value 

of their assets. \fua t is shmm as 'investment' in block 

accounts. pf Rnihmys comes nearest to the not value of assets. 

It is therefore appropriate that tho depreciation should be 

charged on tho basis of this value rather than on the basis 

of th~ Capital-at-charge. 

After tho recommendations of the llorking Group 

mentioned earlier, in recent years the Railways have been. 

providing for depreciation at a rate Hhich is about 2.6/2.7 

per cent of tho value of assets. ile have. already stated that, 

in our viou, this provision is inadequate. iie arc therefore 

assuming for our purpose a rate of 4.7%* on 

tho value of assets. This would, ------------
*Tho proportion is arrivod-~t· on tho basis of tho experience 
of important foreign rail systems, especially Canada and the U.K. 
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in our vieu, en.:1blo tho lbilwnys to make the minimum adequate provi

sion required for necd-b.:1sed replncements .:1nd nlso take cnro of the 

nrre.:1rs relnti.,.,_g to the p.:1st to sor.1e oxtent. Ue .:1lso hope that, 

as we h.:1vo recommended e.:1rlier 1 the Government will appoint an 

Export Committee to go into this ·whole question .:1t nn e.:1rly d.:1te 

so that a long-term policy decision c.:1n be arrived nt on a more 

scientific and acceptable b.:1sis thnn hns been the position upto now. 

Ue also hope th.:1t early steps will be taken to begin maintaining 

data regarding assets when they nrc replaced in such a manner that, 

at least in the future, it -:·rill be possible to calculate· the net 

value of assets in the proper sense of tho term. 

2.53 The pension scheme 1·rns introduced in tho Railways in 1957 

.:1nd all the staff appointed subsequently are compulsorily pensionable. 

The staff ~~ho were in service on that date have been given the option 

to join the pensionary scheme, and nany have done so. At the end 

of 1977-78, over 11 lakh o:mployeos vw:ce pensionCl.blo. 

2.54 Upto 1964, pension payments were currently charged in the 

yeCl.r ih which the payments vJ"ere made as in the case of other Govern

ment D_epartments. Ho~rrever, the coming over of a large number of 

existing staff belonging to VCl.rious .:1ge groups to the pension scheme 

w.:1s expected to give rise to >videly fluctuating expenditure from year 

to year_. Therefore, in 1 964, a pension fund 1-ms set up to reflect 

not only the amount actually paid as pension each yenr but also the 

potential cumulative liability for the pension benefits earned by 

each year of service so as to avoid tho inconvenience of a fluctuating 

burden'~ 

2.55 It was decided to appropriate amounts annually to the Pension 

Fund on the basis of an actuarial vnluation of the pensionary liabi

lity. The first valuation of such liability ~~as made by the Rnilu:J.ys 

in 1964-65 on the basis of snmple d:::Lta.. The contributions were >·TOrked 

out by the Government actuo.ry for a hypothetico.l pop<1lntion of ten 

lnkh railway employees in different gra.des u.nd on the b~sis of ro.tes 

of pensions prevC~.lent u.t tho.t time. The Cl.ctunry suggested o. contri

bution of about rs.29 crores per o.nnum. Tho .:1c tu~\1 contributions m'lcl.e 

by tho RCI.iluo.ys houever fell short of tho suggc;sted level. 
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As a result of an increase in the nunber of pension 

optees as well as libor.'llisation of pension benefits, it was 

decid.od to undertake a second valuation in respect of tho staff 

in position as at the end of 1969-70. Tho report of tho Second 

Actuary, subnitted in 1974, was b~sod on the actual data for 

about 4Y2 lnkh railway ec.ptoyoos. ·Tb.Q. nctuary suggested that 

thoro should be a balance of ~.332 croros in tho Pension Fund 

as at tho end of 1969-70, and nn annual·contributionfat the 

rate of 13.7% of tho total enolunonts of the staff op~ing for 

pension should be nado. Tho actual contribution nade by tho 

lbih1ays were nainly governed by the rcquirenonts for actual 

disburscnonts and tho financial constraints of tho Rnilvm.ys. 

The contributions thus fell short of those roconnended. 

2.57 At tho instance of tho Connittee, tho Railway Board 

attonpted an exorcise to estinat9 the arrears in the pensionary 

contribution as at the erid of 1977-78. It has· been estinatod 

that, tnkine into consideration the initial balance suggested 

by the actuary and the required level of contributions on tho 

fornula suggested by hin, tho balance in tho Pension Fund as 

at tlio end of 1977-78 fell short by about Rs.350 .. crores. 'Tho · 

real short-fall rtay be even nore than the figure suggested. 

As inclicated earlier, tho fornuln was suggested by the actuary 

on.tho bn.sis of the nunber of pension optecs a-t a little over 

4Y2 lakhs. Apart fran the annual contrl.bution on tho basis 

of enoluuonts, the actuary had also:suggested an initial 

balance in tho fund which averages out to about ~.6000 per 

enployo?• The nunber of pension optees had increased to a 

little over 11 lakhs ::1. t the end of 1978-79. Considerable 

changes have also taken place in the pay scales as well as tho 

qunntun of benefits under the pension schene. A~l these 

:i.1Gnsion li beralisations as well us adcU tions to the nunber will 

require contribution to tho Pension Fund at a nuch higher rate. 

It. nay be necessary for the R::1.ihvnys again to undertake a 

fresh valuation to Lletornine their pension liability. Neunwhile 

the .'J.ccunuln toJ arrears can be tnkon at least to be P.s.350 

croros. 
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2.58 If ndjustnents nrc n~~~~e to t2.ke c.:trc of tho inac1.equ:'.to provi-

sions .:J.S illustrate.~ above, the fin::.nciCLl porforn::mc-e of the Ibihrays 

1vill appear nore unsatisf::wtory tlnn inlic::.te:~ eCLrlier. 

Fincmci::-.1 Perfornance ns Effi_<?.J.ency Inc~ic:'l. tor 

2.59 The financial o.n.:tlysis Ul'l.~ert::-.kon earlier ,~oes not show· n 

heL:PPY· :picture about tho Indiar~ R:J.ilu,'J.ys especially since the late 

'Sixties. Howaver, it is necessary to keep in uin~ certain peculiar 

char.'J.ctori sties of tho Raihm.ys as n coauercial unit· before any 

The Inc~ian Rctih;nys is one of tho olc~est 

business units in tho country, the first ;r-aihrny having starto·.:. oper.:J.

tions in the year 1853. Tho present In~i.:J.n Railway systen is a canso

. lic~ntion of a. largo nunber of orig.i.nnlly privnte-oimccl conp.:J.nios, with 

varying degrees of efficiency an~:. stnrte_l a. t different points of tine. 

Uhilc ini tinlly a. systcu ,,Ji th broncl-gn.ugo· w.:ts intro::".ucoc:., tho Govern

r.:.cn.t b. tor z.~eci c:.ocl to go in also for rwtro-gaugo sys tons in the 

interest of rnpic~ oxpa.nsion of route lcncth. A la.rge nunbor of prin

cely St1.tes founl_ it oconouicnl to construct nnrroH-gnuge lines. 

As a rcsul t, 2. t present the Inc.~iCLn RCLihmys n re snclcllod with three 

l:.ifferent gcmgos. The Railugys also oper:J.tc over a vu.st geogr2.phicnl 

area l'l"i th cop.siLl_crnble region.::tl cliffercnces. The cl_ensi ty of trnffic 

experienced shous 1fido v.:tria.tions ·-:-:1 ~l_iffero11t soctic:1s. There are 

ccrt:::.in routes on which there is consL1crnblo pressure on .:J.ccount of 

heavy tr.1.ffic clennml, souo sections arc workoJ just at optinUD cnp:10i ty, 

-vrhilc thoro is gross under-utilisation on sone. 

2.60 'l1ho lbil '.rays, o.s. a com2orcio.l unit, ho.s also certain special 

characteristics. They nrc like a r.:ulti-product nulti-unit concern. 

ThO;'/ provLle trnffic services both for goor_l_s :mel pnssent;ers, anc~ the 

services :J.re of different ltinds. Go:):ls tro.ffic consists of parcels 

a.n.~ sDo.lls, uagon-lo::tcl_s an c.:. .tro.in-loac:.s, co.rrieJ for Ci stn!lcos 

varying frou o. fc'\v kilor:wtr:::s to thcusan:~s of kilonotros. Passenger 

tro.ffic goes in stoprlinc passonccr tro.ins, orc.lino.ry exprc sses am:. 

speci2l super fnst tro.inn of c~iffcront kinc~s. K1.0ili tics vary fro::.::. 

.. lir-con-~i tionecl c:J.bins to orC.in.--;.ry uoo~.lon bench co:::tchos. Over h::;.lf 

the passenger tro.ffic consL;ts of cor.:.:·.mtcrs trc!.Vcllint:; in Bloctric 

Troins in netropolit:J.n nrens. 
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certain production units for. the production of loconotives 

nne~ couches, and the accounts of these· foro. a part of the 

· Ra.fhmy accounts. As a -::1epurtnentally run :public utility, 

there is ·ouch Purliane~ta.ry interest regarding the 'prices 

chnrgel by th0 RJ.ilways. The lbilways a.re therefor0 subject to 

all the nornal linitations of udninistered prices. 

The Question of 1 Soci_a.l Burdens 1 

2.61 . In assessing the :fina.ncia.l pcrfornunce of the Rail-

'imys, the. fa.ct that the &.'l.ilwuys have ha.d to nect certain social 

. o~ligq. tions inposed on thou clue to the fa.ct that it is a public 

enterprise, dopa.rtnontally ndninistcre~l, subject to public c.nc1 

. ·p::irli~Lwn-tary pressures, anc~ which lini t _their earnings, ha~· 
" 

also. -to. be taken ·note· of.- A private coouercial organisation, 

even if j. t is a. public utility concern, offers ouch .r:iore 

resistance before unJcrtilfdng: such expenli ture or· forcgciri.g 

such revenues. Such oblig:ttions ha.vo been terned. as 'social 

burC.cns' on tho Indian Raflliays. Recently a hi gb. level 

Comi ttee was a.ppointeJ. by tho Raihmys to exo.nine the problen 
. :! 

of social burdens. Tho Co!Il:i ttoe cnunora ted* the ·following · 

itens generally included unccr 'social burdens', which affect, 

the Ra.ilways' financial perfornnnce: 

(a) Coonodities carried below cost. 

(b) Suburban nnd certain short-dist6.ncG services 
ca.rricJ. bclo-vr_ cost. 

(c) Losses arisinG on new 11 developriontn1 lines" 
cons true ted to open up bnckwa.rcl areas. . i . 

(d) Losses arising on unrcnunerntive branch lines. 

(e) Restoration of lines disrr::mtled during the. 
Second Vlorld Uar.< 

(f) Losses on account of subsidized housing provided 
to the staff and clevelopnent of new townships •. 

(g) Losses on o.~count of certain welfare ·a.ctivi tics 
co.rried by tho Rnihmys, such as education, 
honlth, etc. 

(h) Losses onnccount of onploying police force to 
protect rnilvmy property and nnintnining law 
anc1 order on the Rail ways. 

*"Report of th0 High Level Conni ttoe on Social Burdens· on 
Inc~ian Rnil'tmys", Govornnent of I,ndin, Ministry of Railways, 
January, 1979, Pa.ra 2.9.-



2-34 

It ha.s. been estio.a.ted th::tt the losses incurred by tho Ra.ihr::tys on 

::tccount of sonc of these f::tctors ra.n,;oc~ botuocn :'s.124 croros to 

PcS.244 croros d.urinc tho periocl.1971-72 to 1979-80. The estir.wtcd 

losses suffcrel by tho Ra.ilwa.ys on sane of these itons in 1979-SO(R.E.)* 

nrc in~ica.tod below:-

. (1) 

(2) 

(3) 

Losses on coaching services 

Losses on low ra.tod cormoditios 

Losses on freight concession 
on· relief nea.suros 

Tota.l 

-
~>.175.45 crores 

Rs. 68.09 croros 

Rs. o;;15 crores 

R>.243.69 crores 

R.62 In a.dc_i tion, :tho Rnilu.:J.ys nrc a.lso spending ~s.33.48 crorcs 

on the .P.n.ilvmy Protection Force, a. bout' Ps. 7 croros a.s contri but::. on to 

St::ttc Govorn::onts_·for police o;tc., ~s.44.69 crores on health, noclic.:J.l 
~· .·· .. 

a.nd wolfa.ro services, ~s.7.09 croros on oduca.tiona.l assistance to 

Ra.ihrC!.y cnployoos 1 children a.ncl rs.18.92 croros by i'lCl.Y of subsidised 

housing df onployeos. The .:J.Ggroga.to losses on tho ~wrl:ing of unrcnuno

ra. tivo brCl.nch lines a.o.ounting to !:'s. 25 croros nrc incl uC.ocl.. in tho 

ostinCl.tes L~von above. 

2.63 lle do not a.greo thn t a.ll those oxj_)ensos are special only to 

the Ra.ilua.ys nn~l tha.t they should a.ll be sopa.rn toly c:J.lculo.tcd Cl.S one

rous "social burc1_ons ". For cxC!.Dplo, qui to Cl. letrgo nunbor of on tcr

prisos both in the public nn'1• tho priva.to sectors provL~o housing 

to tho staff a.t subsicliseJ r3.tos. This is ospocia.lly necess:1ry in 

thG ca.sc of enterprises w·hich a.re loco..toJ. in out of tho r.va.y pla.cos 

a.n-:1 1-rhere tho nu. turo of the enployoos' C.utios a.nd working hours Detke 

it necessary that the enployees should be housed nea.r tho work pl:J.ce. 

Fa.cili tics for enploycws 1 o-~l.ucc:. tion 2nd hoa.l th nrc a.lso na.c~e a. va.il::tblo 

by qui to a. largo nunber of enlightened employers. It is true tha.t 

thoro a.ro onployers, especially in the pri vo. te soc tor, -vrho provide 

no such .scryicos; but thoro is no rea.son uhy r.ve should nocessetrily 

coupo.re tl1o R.1.ilua.ys 1vi th tlw uost uncmlichtoneC. eilployers in tho 

country. Evon tho provision of protective forces is n::Jthinc unusu::tl 

for lo..r[;"O enterprises which usc or sto:r·c vo..luetble a.sscts. The rc::tl 

* Appendix XIX, Expla.n2.tory Iicnornn~un on the P.:::.ilF::cy Buclcct,. 
1980-81 1 I'linistry of 1\.:J.ilF:cys. 
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problen in the case of the Rn.ilways arises beca~se they are 

a vast organisation enpl?yi~g a large work force exceeding 

· 17 lakh onployees~ 1d th tho rail way tr_ack spr~ad in the nooks 

and corners of the country, and its rolling stock running in 

different purts o'f t_he country ope~ to raids ancl obstructions 

w·hen law and order in certain areas is: unsatisfactory. While 

it nay not be inappropriate to expect .the Stu to Go.vernnents, 

,..ihoa.o constitutional rosponsibili ty it is to look, after law 

and· order within their o11m areas, to provide protection to the 

· P..riihmy syston, like any prudent business organisation it is 

only proper that "the Rniluays nust supplonent this effort fron 

their own resources in view of tho special n,ature of their · · 

assets and uorking s;ystens. It is therefore only right that .the 

Rnih1ays !nnvo rocon.tly decided to encourage the State Govern7"' 

nonts to build up uore pr9tective forces for the benefit of 

tho Bnilways by· agreeing .to share up to 50% of tho cost invol

ved. in such work. 'The Cor.llJ.i ttec on Social Burdens has also nq.de 

a reference to sono· sinilar burdens· carried'by other enterpri

ses and also by rnilwnys in sane· other countries. It is only 

uhcn the Railways nrc obliged to provide their own services 
... . ~ . '• ... 

at rates ouch belovJ' cost - evert ~epcnderit cost - or to no.in-
-

tnin and even construct unromtnorative lines, and provide 
•.·· . ' . -. . . . . •'·. 

facilities·such ns season tickets at unecononicnl rates, that 

tho question of 'social burden' inn genuine sense arises. The 

losse,s on such burdens have of course to be taken into 6.ccouni 
~'l'h~~ assess~nc _the financio.~ ·:perforoance d'f the Rz:ii).wa.ys and 

usi:ng· it as· an indicator of the nanner in which the, Bnilways 

have bqen nanaged • 
.. 

2.64 Past experience suegests thb.t, evcn.in respect of·such 

burdens, thd Rnilways nay not always succeed in finding suit~tla 

ways out df their difficulties~ The best e.xanple of this is the 

questions arising: out of th~ continunnce of·what are generally 

kno'l·m as unrenunerative branch ).ines. vlhile not all of then 

nrc of a character whichre~lly indicates that they should be 

closed down, sonc of then nrc clearly redundo.nt with hardly 

any usc being no.do of then. ·Especially vli th tho, c;rowth of 
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nl terna.tive nodes of tra.nsport like rond>ro.ys, the usGfulnoss of sone 

of the raihr.?..y J.:i..nes hns cone into question; .:mel the losses suffered 

on then run into la.rge nuounts. For oxa.ople, tho losses on the 

Dnrj2elinc Hinnla.yu.n R.:1ihro.y :tnd on the Nilgiri R_1.ihr.:1y o.ro qui to 

lu.rgc. Ui th notarised road tr:1.nsport providinG excellent nl tornn

tivc services, the utility of n.:tintnini::lg ouch ra.il11.:ty sGrvicos is 

Tho Rnilunys hnvo boon ox.J.nining this problen for a. 

long tina·. They h:we been .:1 ttcnptinc to pursunclo the Sb. te Govern

ncnts to .:1grec to the closure of s,'ne of those lines; but the Sta to 

GovernnGnts ha.ve continued to oppose such ::1ttcn1)ts. They also shovr 

no willin[;ness to sh.:1ro the burden of nainta.ining such raihmy lines. 

The Central Governncnt has found it clifficul t to take a strong line 

of action in tho fu.ce of such OPlJosi tion. 

2. 65 One nore factor -vrhich ho.s also to be taken in to o.ccount in 

this rospec t is tho long ti:J.e span over '\vhich nany of the R:J.ihra.y 

projects nrc spread. To satisfy the o.spirations of different reGions, 

nany tines the Governnent has initiated o. large nunber of projects 

at the smw tine. Ho1iTOvor, duo to the ovcr-o.ll constraint of resour

ces, it boconos difficult to': provide adequate funds for speedy 

conplotion of all the projects. Tho result is that the period of 

conplotion gets spre.:tcl over a long tine span.* This adversely affects 

tho Rail·w.o.ys 1 capa.ci ty to eo.rn adci tionnl returns on the c-:::tpi b.l 

investocl. 

*Fron the :1nalysis of no-vr Railv,ro.y lines constructocl. u.fter 1950-51 
and conplotocl by no"tv, it hns been observed that about 25% of such 
projects were conpletod in a period of two yeo.rs or less, 21% in 
throe yea.rs, 14% in four yo:J.rs a.ncl 40% in five yeo.rs or nore. In 
terns of tho project cost it has boon obso~red tha.t about 63% of 
the total project costs of those lines represented the projects 
trhich took nora than five yeo.rs to canplote. 
There arc instances of projects >·rhich took nore th.:tn 12 to 
13 years to c or:.plcto. For ox::tD.plo, the Hass-:::tn-I'b.nG::tloro line involv
ing :1n outlay of Pc3.42 croros ua.s c::>r'Jllotod in 15 ye:lrs. Tho Gunn
r-1aksi line took 12 yo::trs to conploto 1vhile tho Panskur.:t-Ha.lC.in 
Port line took 13 yea.rs to couplete. 

Of course, the ro.:tsons for the lone poriocl to.l-=cn for construction 
nny vary fron project to proj oc t.2Ecl only a c1 ot::.iled s tuJy co.n 
indicCJ.to in wh.:tt c.:tses tho spread over of fin:::tnci.:tl resources h:::s 
been n nCJ.jor factor rosponsi blo for the lunc tiDe to.kon. 
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Level of ,Fares o.nd Freie;ht Rates 

2.q6 , The reasons for unsatisfactory financial perfornance 

_of the Ru.ilvmys_nay be either that the fares and-freight rates 

have no~ incrensed in the pnst in line with the increase in 

the operating expenses of the Railways, or that tho costs have 

increased disproportionately, or both. 

2~67 The -analytical study bro~ght out by the Econonic Unit 

of i;hoRnilways in Octooer, 1975, on "Productivity Trends in 

tho Indian Raihmys" covering tho' pc_riod 1960-61 to 1972-73 

highlightoJ. tlio fact, that tho profitability of tho Railways 

deteriorated to a considerable-extent, especially after 1965-66 

in spi to of. inprovcd operational efficiency, nninly because 

_i~croases i:n tho fares·' and freight r~tos lagged considerably 

behind the incro:ises ili tho price levels of najor inputs · 

required by· tho Railways._.· It has been ostinated in tho Study 

that the operating surplus ·llt constant pri-ces ( 1972-73) :would 

have increased by 360 per cent during 1960-61 to. 1972-73, 'as 

against an increase of only 161 per cent at c~rrcnt pri~es, 
. . .'.. . . . .· . ! ·.: 

which:highlights the dotGrioration in the profitability~clue to 

fares and freight rates not ko~iping pace with the increa~_o 'in 

prices between 1960-61 and 1972-73.* Tho profitability of the 

Rniluays 1·10uld •.r1nvo iuproved considerably, if fares and freight 

rates had incre2seJ in line 1vi th price increases. 

2. 68 Extending tho Study further, it has been estinatec't in, 

the Corporate Plan of the Railways that fares and freight z:ates 
'' 

in 1975-76 wore only about 67% of what they wore in 196~61 

when adjusted for price changes, i.e., registering an annua~_ 

reduction of 2.5 per cent ns against an ostinated annual 

average increase in productivity of the order of 2%.** This 

is clained t_o have resulted in a oassivo transfer of real 

incone fron the Railways to -tho users, and consequently in 

considerable dotoriora tion ~in· tho Railwa-ys r financial position. 

*A study of Productivity Trends in the Indiar. Bailways,1960-61 
to 1972-73. Econooic Unit, Octobor,1975,P.V.9 (Mineographed) 

** Indian Raillmys Corporn.te PUm,- 1976, p.55 
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2.69 Sto. too.cnt 2.3 c,-:i. ves do. t-2 on ch::mccs in o.voro.ee enrnin.:.; 

per po.ssenger kiloo.etre o.nd per tonne kiloo.etre for specified yoa.rs 

·-~urine 1950-51 to 1978-79 in rclatioa to increnses in the prices of 

soo.e na.j or inputs of tho R.2ihro.ys nnd nlso o. fc>v other connocli ties. c • 
During tho period 1950-51 to 1978-79, the avernge cnrnine l'Yt{~e 
.Ibihmys per _p.:J.ssent,"or kilonetro incrensol by about 203}S. The 

avcr~go enrning par tonne kilonotre show9d nn incre.2se of 178% 

during this period. As a.eninst this, the prices of o.njor inputs 

showed o.ore subst.2ntial incroa.sas. Tho .2voraco cost- per P ... :ri.l'lva.y 

onployoo incro.2soJ by 441%, tho index nuo.bcr of wholes.2le prices of 

cv.:J.l by 405% .2nd th.:J.t for o.inornl oils by 447%. The index nunbcr 

of wholcsnlo prices for iron & steel .2nd ferro ... nlloys showed an 
. f 

increnso of. 558~a1 th.:J.t for transport cquipnent registered an increase 

of 281%, and tha. t for nachinory and o.achine tools of 307% during this 

period. Even tho prices of focclcrnins shmv-ed nn increo.se of 236%, 

which is higher tho.n tho incronse in tho Rnilwa.y fa.res o.nd freight 

rntes. The go~ernl index nuo.ber of wholesnle prices for all 

coDD.odities reg-istered an increase of 291% nnd tho cost of livine 

index nuo.ber ( workinc clD.ss) increased by 298?b during this period. 

It will thus be seen th.2t in rol::.tion to tho increases observed in 

tho prices of the o.njor inputs of the Raihinys ns well as certnin 

other io.port~ont co:o.uodities, ·the ir"cronses in the Ro.ilwny fnros and 

frei.::;ht rc.ttos 1-TGre c.tt n considerably lower level. It is interestinc 

to note that the cnp bohreen increo.ses in tho r;onernl price level 
~ 

:mel tl1e :f"1.a.ihr.2y fo.res o.nd frmichtj..stnrtcc~ 1lidenin:::; rnpidly since 

1965-66, :tnd it 'is since then tho. t the Ro.ihrays started shmvinc 

deficits. 

Conclusion 

2.70 Our exno.inntion of tho financinl workinc of the Indi.2n Rniluo.ys 

sugGests th.:J.t their fino.ncinl position is not sntisfactory, an~l tlut 

o.o.ny fnctors such ns innclequ-::tte )revision for eleuents like deprccintion 

h.::ve plc.ycd o. po.rt in it. In o..clcli tion, tho f::ucs c.'nc .. freight rc.tos 

ho.vo not l:ept pncc with the increase in the t;onoral prico level -::ts 

1voll ns with t:10 prices of iuporto..JJ.t in:;mts. Before dr.:nring e1.ny 

specific conclusion, houevor, it is necoss'l.r;;r th'1t 1rc .2lsJ o:x:::t;J.ine 

d.::tt::t nbout the non-finnnci.::tl indices of r:-tihr::cy pcrfornnnco. This 

1vo procee3.. to clo in the next Cluptor. 

***** 



Statement 2.1 

Financial Performance of Indian Railways, 195Q-51 to 1978-79 

( P.s. in crore s) 

Sl.No. 1950-51 1951-~2 1952-53 . 1953-54 1954-55 

1. Capital_at
charge 

2. TotaL 
investment . 

3. Revenue Gross 
Receipts 

4. Depreciation 
Provision 

. 5. Working Expens.es 
including Depre
ciation & ~~see-
llaneous 

827.0 850.1' 

263.30 291.16 

33.59 30.00 

expenses 215.74 229.41 

6. Gross Surplus·. . 47.56. ·,:. 61.75 

7. Dividend to 
General Revenues 

8. Payment to States 
in lieu of Ta:x: 
on passenger fare 

9. Net sU:rplus/ 
deficit (-) 

Ratios ... • 
10.Percentage of Net 

Surplus to 

32.51 

• • • • 

15.05 28.34 

857.4 

915.4 

270.88 

30.00 

223.70 

47.18 

33.99· 

• • 

13.19 

Capital-at-charge 1.8 3.3 1.5 

11. .Percentage of Net 
Surplus to 
Investment 1.8 3.2 1.4 

12.Percen~age of 
Gross Surplus 
to Capital-
at-Charge 5.8 · · 7.3 ·· · 5.5 

13.Percentage of 
Gross Surplus 
to investment 5.6 6.9 5.2 

14.Percentage of 
Dividend to 
Capi tal..:..a t-
Charge 3.9 3.9 4~0 

15. Operating 
ratio* 80.0 77.1 80.6 

· (per cent) 

901.6 

950.0 1006.7 

274.60 286.81 

30.00 30.00 

237.68 242.75 

36.92 44.06 

34.96 

•• • • 

2.56 9.1·o 

0.3 1.0 

0.3 0.9 

.4.0 

82.3 

* The relation of working expenses to gross traffic receipts. / 
· Conti ••• -



Statement 2.1(Contd.) 

Financial Performance of II].d~an Raily_a_y_s1 _ 19:2_0-51 to 1_978-79 

Sl.No. 1955-56 1956-57 1957-58 1958-59 1959-60 1960-61 
-----

1. 969.0 1071.7 1222.4 135 6. 6 1432.3 1520.9 

2. 11 02.1 1 23 9. 1 1434.2 1 611.7 1732.7 " 1868.6 

3. 316.33 347.94 379.98 393.90 423.60 460.42 

4. 45.00 45.00 45.00 45.00 45.00 45.00 

5. 265.99 289.56 322.20 334.58 349.04 372.55 

6. 50.34 "58.38 57.78 59.32 74.56 87.87 

'j. 36.12 38.16 44.40 50.39 54.43 55.86 

8. ¥• •• •• • • . . • • 

9. 14.22 20.22 13.38 8.93 20.13 32.01 

1 o. 1.5 1. 9 1 • 1 0.7 1.4 2.1 

11 • 1.3 1. 6 0.9 0.6 1. 2 1.7 

1 2. 5.2 5.4 4.7 4.4 5.2 5.8 

13. 4.6 4.7 4.0 3.7 4.3 Lt. 7 

14. 3.7 3.6 3 .. 6 3.7 3.8 3.7 

15. '81. 6 81.5 82.4 79.2 

Contd ••• /-



Statement 2~ontd.l 
Financial Performance of Indian Raihrays, 1950-51 t'01978-79 ___ _ 

. --~--~--. ---. -... _ ----- ___ .... _ 
Sl.r:o. 1961-62 1962-63 1963-64 1964-65 1965-66 1966-67 

--·-----
1 • 1683.0 1896.8 2159.6 2435.1 2680.3 2841.6 

2. 2055.8. 2318.6 2634.2 2960.0 3255.5 3463.6 

3. 503.14 567.74 632.86 661.03 733.76 769.00 

4. 65.00 67.00 80.00 83.00 85.00 1 oo.oo 
~ 

5. 403.39 444.42 487.67 
( 

542.92 598.92• 654.88 

6. 99.75 123.32 145.19 118.11 134.84 114.12 
'. 

7. 62.85 68.76 83.45. 92.43 1-03.78 132.39 

8. 12.50 12.50 12.50 12.50 12.50 

9. 24.40 42.06 49.24 13.18 18.56 (- ).18. 27 

1 o. 1e4 •.·· 2.2 2.3 0.5 0.7 (-)0.6 

11 • 1.2 1.8 1.9 0.4 0~6 (- )0.5 

.; 

12. 5.9 6.5 6.7 4.9 5.0 4.0 

13. 4.9 5.3 5.5 4.0 4.1 3.3 

14. 4.5 4.3 4.4 4.3 4.3 4.7 

15. 78.0 75.8 74.7 79.9 79.5 83.2 

---

Contd ••• /-



-~tate!ilent 2.1 (Crmtd~) 
Financial Performo_nce :>f _]p._diB:p_P:.a_i~y_s_, 1_9_5_Q-5_1 __ t_o _ _197§_-_7_9_ 

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

Sl.'No. 1967-68 f968-69 1'969-70 1970-71 1971-72 1972-73 
------· -·-------·- -·-·- -~------ ------

1 • 2978.0 31 01 • 3 3195 .. 5 3330.3 3519.4 37 26~ 0 

2. 3639.2 3797.,2 3927.9 4099.4 '4333.5 4581.7 

3. 81g.,36 899.07 951.,60 1 006 .. 95 1 096.97 11 62.77 

4. 95 .. 00 95.,00 95.00 1 oo. 00 1 05.00 11 o .. 00 

5. 708.36 756.26 805* 04 862.22 927.89 998.3tr 

6. 11 o. 00 142., 81 146.5 6 144 .. 73 169.08 1 64-c 43 

7. 141.53 150.6( 15 6. 3 9 164~57 151.24 16L51 

8.-

9. (-)31.53 (-)7 .. 86 (-)9.83 (-)19.84 11.84 ·L92 

1 o .. (-)1.06 (-)0,3 (-)0.3 (-)0.6 -0.5 0903 

11 • (-)0.9 (-)0.2 (-)0.3 (-)0.5 0.4 -0.06 

12. -~. 7 4.6 4.6 -4.4 4.8 •Lto 4 

13. 3.0 3.8 3.7 3.5 3.9 3.6 

14. 4.7 4.9 4-9 4.9 ~~. 3 .. ~. 3 

15. 84.7 82.5 83.0 84.2 83.1 8-1-.5 

---. -----·-- ------------

Contd ••• /-



Statement 2.1 (Contd.) 

Financial Performance nf Indian Rail'li-rays, 1950-51 t,., 1978-79 

... -- ---------------·~·-

Sl.No. 1973-74 197 4-75 1975-76 1976-77 1977-78 1978-79 --·--- ______ ,_._ 
1 • 3893.4 41 05.6 4354.8 4533.7 4797.1 5023.9 

2. 4791 .4 5050.3 5345.0 5572.4 5896.0 6185.7 

3. 1138.19 1415.19 1775.51 2045.69 2133.83 2161.30 

4. 115.00 115.00 115.00 135.0 140.0 145.0 

5. 1 082.78 1341.55 1638.48 1749.40 1781.04 1900.47 

6. 55.41 73.64 13'7. 03 296.29 352.79 260.82 

7. 170.92 187.47 198o 14 209.05 226.56 224.16 

8. 

9. (-)115.51 (-)113.83 (-)61.11 (+)87.84 126.23 36.66 

i .. • 

1 o. (-)3.0 (-)2.8 (-)1.4 1.9 2.6 0.7 

11 • (-)2.4 (-)2.3 (- )1 .1 1.6 2.1 0.6 

12. 1.4 1.8 3.2 6.5 7.4 5.2 

13. 1.2 1 .. 5 2.6 5.3 6.0 4.2 

14. 4.4 4.6 4·.6 4e6 4.7 4.5 

15. 93.7 93.5 91 .. 1 84 .. 4 83.0 87.5 

-·-· 

Source :i)l:ndian Raihrays Annual Report and Accounts, 1973-74 and 
1977-78 .. 

ii) Annual Statistical~statements of Indian Rail•mys - 1978-79. 
,. 



Statement 2.2 
Accretions to Depreciation Reserve Fund, 1950-51 to 1978-79 

(rs.in crores) 

Capital- Invest- Gross Contri- --Tot-a"i-i.c"cr-et{orf to--DRF as Contr~-
Year at- ment rccei- bution Accre- ~ercentage of buj;io¥ as 7tJ o charge pts to DRF tion ·Capital- Invest- Gross 

from to at- ment receipts 
revent..e DRF cJ-w.rge ( 6+3 )"ltiu (5+4) ~/c e 

------- ~-
( 6+2 )!iiOC 

1 2 3 4 5 1 ---··a---------- :_-·9-----

1950-51 827 855 263.30 30 33.59 4.1 3.9 11 .4 
1951-52 850 895 291.16 30 33.79 4.0 3.8 H>.:J 
1952-53 857 915 270.88 30 34.42 4.0 3.8 11.1 
1953-54 869 950 274.60 30 33.97 3.9 3.6 10.9 
1954-55 902 1007 286.81 30 33.72 3.7 3.3 1 0~5 
1955-56 969 1102 316.33 45 48.67 5.0 4.4 14.2 
1956-57 1072 1239 347.94 45 48.90 4.6 3.9 12 .. 9 
1957-58 1222 1434 379.98 A5 49.38 4.0 3.4 11 .8 
1958-59 1357 1612 393.90 45 48.40 3•6 3.0 11 • 4 
1959-60 1432 1733 423.60 45 47.96 3.3 2.8 10.6 
1960-61 1521 1869 460.42 45 46.64 3.1 2.5 9.8 
1961-62 1683 2056 503.14 65 67.63 4.0 3.3 12.9 

1962-63 1897 2319 567.74 67 69.02 3.6 3.0 11.8 

1963-64 21 60 2634 632.86 80 82.57 3.8 3.1 12.6 

1964-65 2435 2960 661.03 83 85.69 3.5 2.9 12.6 
1965-66 2680 3256 

.... 
733.76 85 88.49 3.3 2.7 11.6 

1966-67 2842 3464 769.00 100 1 04.61 3.7 3.0 13.0 
1967-68 2978 3639 818.36 95 100.33 3.4 2.8 11.6 
1968-69 3101 3797 899.07 95 101.09 3.3 2.7 1 o. 6 
1969-70 3196 3928 951.60 95 102.34 3.2 2.6 1 o.o 
1970-71 3331 4100 1006.95 100 1 08.55 3-3 2"6 9.9 

1971-72 3521 4335 1 096.97 105 114.36 3•2 2•6 9 • .f:J 
1972-73 3726 4582 11 62.77 110 120.53 3.2 2.6 9.5 
1973-74 3893 4791 1138.19 115 126.02 3.2 2.5 10.1 

1974-75 4106 5050 1415.19 115 126.88 3.1 2.5 8.1 

1975-76 4355 5345 1775.51 115 127.98 2.9 2.4 6.5 

1976-77 4534 5572 2045.69 135 148.75 3.3 2.7 6.6 

1977-78 4797 5896 2133.83 140 155.62 3.2 2.6 6.6 

1978-79 5024 6180 2161.30 145 162.57 3.2 2.6 6.7 

-~---

* includes contribution from revenue, frcm production units and 
interest on balances. 



Sb. tr-nent 2, 3 

Changes in nvcr,J.ge Fare & FrGight f:J.tc:::: in relation to 
Prices of certain rolcvnnt itcBs - 1950-51 to 1978-79 

---·------~----- ... -- ,. ---·------~·---

]: ndc_uTlli11?_c:_:r_s_1"_i j;_h 1..9_5 0-51 = 1 OQ 

-----·- ---- ··--- ·---- ----. --- ... --•-· --- ___ ., .... ~ ... ·---- -~- --
1950- 1955- 1060- 1965- 1970- 1975- 1976- 1977- 1978-

51 56· 61 66 71 76 77 78 79 --·- ------------ -- ---- ---- - .. __ ------- - ---- .. ,._ - -- - . ------ .. -_____ .,. ___ ------ -
1 .Av:.eragc earn

ings per 
passcntser km. 

2.-Avorc..go earn
ings per 
tonne kB. 

3.Avoro.ge c·ost 
per r.1.iluay 
eoployee. 

4.Index nur:J.ber 
of "tvholesale 
prices:..:. 

i) Coal' 

. ii) rlineral 
Oils 

iii) Iro'n & 
Steel & 
Fe;rro 
Alloys 

i v) 'rrans port 
equipmc1t 

v) ifachinery & 
Hachine 
Tools 

vi ) Food grai_ns 

vii)· All commo
dities 

5. Cost of living 
index number 

100 

100 

i 00 

100 

100 

100 

100. 

1 o6 

100 

100 

( Vorking Class). 
1949=100) 100 

11 6 

111 

117 

1 01 

11 0 

147 

123 

125 

68 

86 

95 

116 154 

122 145 172 

142 185 269 

141 173 238 

127 16f 203 

186 310 

149 171 204 

143 '175 223 

96 145 195 

116 153 211 

123 1 67 224 

23fl-

257 

481 

439 

522 

568 

349 

386 

339 

364 

234 

280 

500 

470 

543 

579 

343 

380 

297 

372 

376· 3,q2 

--------·-·------ -·- ------- ·-·---··-- ---------· 
Source: 1. Indio.n Railwo.ys Annunl Report & Accounts,1977-78. 

238 

273 

512 

473 

583 

351 

385 

332 

391 

390 

303 

278 

541 

505 

547 

658 

381 

407 

336 

391 

393 

2. Annual Statistical ;:itatemcnts of Indio.n Retilu2.ys- 1978-79. 

3. "Uholeso.le Price Sta.tistics in India" 1947-78, Vol.I, 
Shri H.L.Chanclhol:::, :Cconoaic and Scientific Reso2rch ?cu:::·i:1.tic~1, 

HeH Delhi, 1978. 

4. Indinn LJ.bour Journnl. 



CHAPTER III 

OPERATIONAL PER?ORHAHCE 02 INDIAN RAILUAYS· 

Growth of Traff~c 
... 

3.01 The. gro1rth of passenger a~d freight traffic on the 

Indian Railways ~ince .. 1950-51 is given in Annexur~s 3.1 

and 3.2. A summary is given in Table 3.1 below: 

!_ABLE 3.1 

Gro'llrth of Traffic 

Perc ;ant
age Incr
ease in 

S.No. 1951-52 1976-77 1977-78 1978-79 1978-79 
'' fiVer 1951.:.. 

52.·· 

·1 ~ PassengersOrigi-
nating(in millions) 

(a) Suburban .·~ 11 1802 1928 2113 414 

(b)Non-Suburban 7.97 1498 1575 . 1606 102 

(c) Total 1208 3300 3504 3.719 208 

Index 100 273· 29o "30~. 

2.Passen~er ·Kms•(in 
. B.illions) · 

(a) Suburban 6.8 37.0 39.4 4).4 :538 . 
(b)Non-Suburban 56-3 126.8 ·137 .3 149.5 .. ~ 69 .. ... 
(c) Total' 63.1 163.8 176.7 192.9 206 

Index 100 260 280 306· 

;I?ercent-
... age Incr-
e as~ "C:f .iAn 
1978-.79 

1950-51 1976-77 1977-78"1978-79over 1950-
21 • 

3.Gooda . Traffic 
WTotal Tonnes , 
Origina~ing(in. 93 239 237 223 140 
·millions) 

ln.dex 100 257 255 240 

.(b)Net Tonnes Kms •. 
251 (in Billi'ons)· 44.:1 156.8 1 &2.7 154.8 

Index 100 356 369 35.1 

.. 



Passen~er Tr~ffic: 
--"~--'-~-------

3.02 It u:l..ll be seen from Annexure ).1(a) thilt the number of 

originating passengers has gro~m nt an av;ra0e rate of 3.~~ 

per year durin.:; the period I'rom 1950~51 to 1978-79. The gro-v;th 

r8:te uas higher in the Second, Third and J:"ifth Plan :9eriods, 

the avera8e per year being 4.6, 5.5 and 7.~~ respectively, as 

comp<;tred to a marginal declii1.e durin; the }_.'irst Plan, and 

average increases per yBo.l' oi.' 2.1j; durin.; the Ann.ual Plans from 

1 966-67 to. 1 968-69, and 3. 1;~ during the :l?ourth Plan~ It is , 
. ;W') 
also seen that the grouth rate ef suburban passengers has been 

r 
~ . 

rr.uch higher than that 'O't non-suburban passen~crs, the overall 

average annual rate of increase .du1·ing the period from 1951-52 
~ - . 

. to 1978.::::79 being 6. 3f~ for suburban passengers and 2. 7%- for non-

suburban passengers. The averac;c gro1·rth rate per yeo.r in t:1.e 

t_otal passen,;er-kilometres 'during theperiod 1950-51 to 1978-79 

is also 3.91b, tl'le corresponding percen·cages for suburban and non

sub~·rban passengers beir..z ·7. ';"" c...:c:.. j_':{jj raspectively. l"rom t!1is 

it may b.~ seen that average leads have gone up both for suburban 

and non-suburban passeng-ers, the average.lend in 1978-79 for 

suburban passen-;ers being a~)out 20.5 Kms. and for non-suburban 

93.1 Kms., as against 16.'5 Kms. for suburban and 70.6 ICms. for 

non-suburban during 1951~52. It i3 pertinent to no·~-; that the 

rate of grol'ith of passeng·er traf:ic has been comparatively much 

higher durin.; the years _1975::76 .to 1978-7_9.· 

Freight Traff~~ 

·:rhe growth of freight traffic since 1 950-51 is indica ted 

in Annexure 3. 2 both_ in· terms o.f tonnes originating as 1rell as 

net ;tonne kilometres .. The averaee -rate of grmv:th .per y~a~ ·during 

the 'period 1950-51 to 1976'-77 has. been 3.85~ for originating tonn.es 

and 5.1% for net tonne kilometres. The average rate oc grouth 

per year has been between 6 to 8j6 during tl1o .l!'irst, Second, 'l'hird 

and iifth Plan periods; The perfon.1o.nce during tl1e Fourth Plan 

uas much locTGr ( -0. 3~-;) due .to a steep decline in tra~fic durin.:; 

1973-74. 

CO~'lt. •• 



3.04 The average lead of goods tro.f .fie has appreciably increase-. 

from 370 Kms. in 1950-51 to 721 Kms. in 1978-7.~ for revenue 

earning traffic and from 470 to 693 Kms. for total revenue and 

non-revenue traffic (Annex~re 3.7). 

3.05 It is thus sepn that so far as·.passenger traffic is 

concerned there has_ been almost a continuous growth, ~owth 
rate after 1974-75 being P':rticularly high. HovTever, in 

respect of total origina t:ing ~oods. traffic, there ha':"~~en 
stagnation from 1965-66 to 1974-75. T~e total originating 

traffic picked up again during 1975-76 and 1976-77, the record 

'level of 239 million tonnes being ac~lieved in 1976-77. It 

declined to 237 million tOnl).eS in 1977-78, and to 223 million 

tonnes in 1978-79. The revenue earning traffic reached the 

lo~r level of a't::mt 194·. million tonnes in 1979-80. 

!:lodernisation 

3~06 Indian Railways have made nota'ole progress in modern-

isation since 1950-51. SpMe ~f the. inpo~tant aspect~ of 

modernisation are given in Annexure 3.3. It will be seen from 

this Annexure that rapid strides have been made during the. last 

three decades in modernisation of traction, 1-mgons and. 

signalling and telecomrJ.unication equipment._Eleptrified route 
. . . . 

Kms. have increased .from 388 Kms. in 1950~51 to 4720 in 1977-78, ... 
increasing the'~ercent3ge of electrifi~d route Kms. to total 

route Kms. from 0.72 to 7.7ff;{>. In regard to the passenger services, 

tl1e diesel ~nd electric traction which together contributed 

only 7.6% of GTKI-ls in 1950-51, carried 49.3% of GTKMs in 1977-78~ 

Sinilarly, in hatiling goods traffic, the percentage proportion 

of diesel und electric traction inbreased from 1. 7%. to 83.27b 

during this period. Higher capacity wagons have hecn provided, 

increasing the average carryii.1g capacity' per vuigon from 22.6 

tonnes to.29.9 tonnes on the· BG, and 17.f tonnes to' 21.3 tormes 

on the llG_. On the signalling and tel ecominunications side, the 
~ 

number of block sta tio:.1s lTi th tokenle ss block vrorl::ing ~ inc:L·eased 

from 132 in 1969 to 704 in 1977-78~ ~rack le'ngth "t'l'i th automatic 

signalling facilities has increased from 825 to 1312 Kms. and 

route length of Centralised Traffic Control.from 289 to 339 Kms. 

during this period. In telocoomunication, the micro wave.route 
~l . . • 

length~ increased from 909 Kms. in 1969 to 11703 Kms. ~n 
.; 

cont ••• 



1 S77-7S. Sitilnrlr, consider:J.ble prt'gre::;s has oo en ac:\ioved in 

oechanised m:J.intenance of tr:J.ck, provision of lo~ welded rails, 

development of concrete sleepers, modernisation of wor~shops :J.nd 

i~troduction o; computers etc. 

3.07 The above1.1entioned technologiccl i1:1provemcnts hove obviou3ly 

contributed tou~ds icproving the productivity of the reoourcos used 

by the TI.ailways. It is not feasible to •ror:~ out sep!l.rntely hov cuch . 
ioprovement in productivity is due to technologic~ i~proveccnts 

!lnd hou much due to icproverent in staff efficiency. Anyv:J.y, it h.'\3 

to be appreciated th~t ev~n the technological advancec~nt has been 

achieved by appropriate plannin~, coordin!l.tion nnd t'ther c~ngeri~l 

inputs. It saould, therefore, suffice for the purpo~o oi our study 

to have an overall indication of t:ie icprovecents in the :productivity 

of the vo.rioP..s resources on the Indi:J.n R:1il w~ys. The so cy be n:;succd 

to result both from technologic~! adv~ncec~nt ~nd the icproveocnt in 

staff efficiency. Further, a cor.po.rison o: the vnrious ef:icicncy 

indices 1fith tuose of in!,>ortant f:rci~ ~::il:~:.:rs ili.ll nlso give us 

a good idea reJarding the level of ef:icie~cy \dth vhich tho Indi~ 
Raihreys are utilising their :!"esources. 

Indices for Operational E:ficiency: 

3.08 Th~ P.ai.bm.ys being :J. co::1plex or!nnis!ltion, it is di:ficul t to 

evolve an c?e!all operational eff~ciency index for ~he r~ilv~y sy3tc~ 

as ~ whole.· Holtever, it ls possible to !:~ve n generu picture of the 

operati~nal efriciency of the r~ilw~ys.by ex~cinin~ trends or product~ 
J.nrlJ. V1. rlU!ll <:> 

ivi~y and the utilisation of vario~resources over ~ period of tioe, 

3 
og · tho 

• ?or the present purpose, t:1e productivity ofLfollo,:in~ re-
sources is being analysed: 

1. Track 

2. Locomotives. 

3. Passenger vehicles. 

4 • 1T o.gons. 

5. Staff. 

6. Capital. 



Utilisation of Trnck 

T:~BLB 3.~ 

.!rack _Utilisation 

Broad Gauge rtetre Gauge 

1 • ·rrainKms. 
per running 
track-Km. 17.0 22.6 23.5·. 22.5 10.5 14.1 
per day. 

2.Passen-;er 
Kms. per route 1765 4016 4377 4793 853 1515' 1572 1675 
Km. per· annum 
(ooo) 

3.Net tonne- . 
Kms.per route 
'icm. per annum 1502 4348 4548 4288 245 872 857 831 
(ooo) 
--- ---- --- - -- ----- - -·---

3.10 The particulars of .track utilisation are given in Annexure 

3.5 and Table 3.2. It 111ill be seen from this Annexure that the 

track density has sho>m appreciable improvement since 1950-51. 

·On th,e BG, the train Kms. per running track Km •. per day hdve 

increased from 17 in 1950-51 to 23.5 in 1977-78. There 11ms 

a marginal drop to 22.5 in 1978-79. Similarly, passenger Kms •. 
' 4 . 

per route Km. per o..nnum have increased by more than 1 'JOio duririg ... 
this period, tlie incre.s:se being from 17.q5 lal~h to 47.93 lakh 

paasenger Kms. durL1g th,is period. The increase. in ne.t .tonne Kms. 

per ro\].te Km. per annum has· ·been ev~n greater than this, 45 .~ . . 
lnkhs ~n1977--78 ago.inst 15.02 lakhs in 1950-51, indicating 

an increase of over 200 per cent. There was a slight drop in ·. 

1978-79 to 42.88 lakhs. 

3.11 Similarly, on the I-1G system, during the period 1950-51 

to 1978-79, passenger Kms. per route Km.per annum have increase~ 

by 96~& and net tonne Kms. per route Kmiper annum by 239~;. 

3.12 There is no doubt that modernisation including dieseliso.

tion; electrification, and utilisation of higher capacity wagons 

as well as augmentation of section capacity on the various 

routes, have helped the Indian Railways considerably to improve 

their utilisation or track. However, it is not possibl~ to 

separate the improvement in this direction contributed by cont •• 
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noderri;i-s.2..tion and othc~uiso. Tho :f2..ct rom2..ins tho.t tro.c~:: utili;::;o.tion 

l1as sho'I"Tn progressi vc inprovcn:wnt :Jver t'.1c yco.J..~s o.nd is much 

better now tho.n at the bcginrting of the Five Year Plans. 

Utilisation of Locomotives 

2NGnT::=; USAGE 

---f960:~6~1 __________ -+Q ____ ~1~9~77~-~7~3~------~-------~1~97~8~-~79.~----
Stean Die- Glee- All Steam Die- ~loc- All :DSteam Die- ~lsc All 

sei. tric. Tra- ~ sel tric Trac-Q sGl. tric.Trn-
ction.Q tion. ctio~ 

1 .;~n:s-ine · Km. 
per engine 
do..y in use. 

BG( n) Pas sr. 274 250 363 277 

(b) Goods 155 300 156 162 

MG( a)Passr. 210 274 177 220 

. (b)Goods .. 140 273 1 71 142 

2.Avernge 
speed of 
through goOds 
trains .• ( Kms/ 
hour) 

BG 18.9 22.5 20.1 1 9. 2 

HG 16.4 21.6 31.4 16.5 

1 960-61 
BG l/IG 

3 .Passgr .Kms. per Ke. 
of r:t.'ra.cti ve 1923 1958 
Effort. 

4.Net tonne-Kms.per 
Kg.of Tractive 
Effort. 

5.Gross Tonne Kms. 
per Kg~of Tro.cti~e 
Effort. 

6.Net Ton:!:'l.e Kms.per 
Engine hour. 

1699 1203 

1864 1444 

~-170 1766 

228 735 636 329 218 628 459 313 . 

111 353 406 256 100 317 309 235 

215 561 431 239 223 574 419 235 
... 

123 305 211 186 115 285 211 175 

16.3 22•5 24.9 22.5 15.8 21.9 24.0 22.1 

13.7 19.0 16.8 17.4 12.7 18.6 17.1 16.9 

1977-78 1978-79 
BG }fG BG I:IG 

2678 2727 2793 2335 

2147 1603 1597 

2L1r72 1825 2330 1759 

6125 3023 5941 3131 
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3.13 Statistics indico..ting the trenc1 of efficiency of utilisation 

of locomotives are given in Annexures 3.6(a) to 3.6(h). The 

follo1-1ing indices ho..ve been given in tl1.ose Annexures:-

(u) & (b) Engine Kms. per engine day in use. 

(c) Net tonne Kms. per goods engine hour. 

(d) Passen ;er Kms., net tonne Kms. and gross tonne Kms. per Kg. 
of tractive effort~ 

(c) Average speeds of goods trains, 

Annexurcs 3.6(f) 6; (_g) give progress of dicsclisation,and electri-

fication. Annoxu:-:·n ).,6(b) gives net tonne Kns. per en1inc da.y in usc .. 

fAsE..Q_nger L_9_9_onoti-..r_~. 

3.14 It will be seen from Annexure 3.6(n} that engine Km.pcr 

engine day per engine in usc in respect of BG services have 

i~proved from 249 in 1950-51 to 329 in 1977-78. This has, however, 

dropped to 313 Kms. in 1978-79.. The utilisat:Lon of diesel loco

motives has increased fro~ 250 Km. per day per engine in use 

in 1950-51 to 735 J..n 1977-78, and that. of e_lec·tric locomotives 

from 397 in .19:)v· ·) l ~o oiJ'i ~n 1976~'1'7 o Both· in respect of diesel 

as well as electric locos there has been some det~rioration in 
' 

1978-79, the ·utilisation dropping to ·628 o.nd 459 Kms. respectively. 

The utilisation of steam locomotives has however declined from 

249 Kms. per day per engine in use in 1950-51 to 218 in 197sl79. 

Hi th pro~ressi-ti'e dieselisat~.on and electrification the utilisa

tion of steam locomotives is bound to go dovm as t4e steam loco

motives are progressively restricted to less· important .. passenger 

trains. 

3.15 On the n.G. also, the engine utilisation has sho>m progressive 

improvement over the years, the best utilisation being 239 engine 

Kms. per enc:!l"! ~::.y :!.:-. 'L'WC in 1977·-72-o The utilisation of diesel 

_and electric locomotives has been the best on the l·IG in 1976-77 

vrhen the perfornnnce uas 578 engine Kms. per engine day in use 

for diGsel i;;ra.ction and 439 Kms. f'or electric traction. 

Goods Locomotives. 

3.16· In regard to the goods services on the BG, the particulars 

are given in AnnGxure 3.,6(b) e Here also it will be seen that 

there has been progressive improvement both on the BG as i·rell o.s 

on the r-IG.. The 'Jest ·'::v'~:"'r:·":'r:~;_c ~. ~-.~ [ :: 0on acl1ieved in 1976_77. l!Jhen 

the en~ine Km.per day per eneine in use for the goods services were 

cont •• 
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26-~ ~~ns. on the JG O.cJ.d 139 K::1s. on -;;ho ITG, shouin::; :::m inprova1ent 

" 16' J on ~110 nDG nad srg ·_)or cant on the MG over 1950-51 0.1: r par cone v " 

n m• . , 'o~'"1 r•ot"}'> ?_,+:crl· or.'l. :-l· 01'- d,r-_: _., ___ ,..,. __ 1 Cl77-7u0 
per_rorn::.:1ce- .u1o:;,·e· .1ns ;.;;-..:.~ ~· .. lJ -" ~-U - "" _ J 

2-nd .1978-79 i~1 engine utilis,::.tio:1 u:1 tho goods services. Here 

n~nin, thc.utiliso.tion of stenrn locomotives h2.s gone down for 

obvious rea.sons, t;1e steG.B loconotivcs being confined to tho 1wrking 

of less importnnt goods tro..ins such 2-s shuntinG" tr::tLJ.s. 

3.17 · Another importnnt ind8x of efficiency of c11"i.no 
~n..~-cd-

utilis::ttion 

is net tonne Kns. :?Or goods cngi:J.G hour o"f0!:' f'crrc.1::t.l1C~ in t~1is respect 

.:_-,._'7---'!- • • ~ 3 6( ) I -1- • ll 1 
n th • :o;;> gl ven ln ~ .. nnox:ure • c " v 1n oe seen 1: ron lS 

thnt on the B_G, not tonn.:; Kr::.s. IJer goods onzino hour ho..ve iDproved 

from 3283 in 1950-51 to 6125 in 1977-78, tl10reby shouing ru.i. inprove-

ment by-87 per cent. ·However, there has been a deterioration in 

1978-79, the utilisation dropping to 5941 net to;.mo Kms. On the 

HG also, net t-onn8 Kms. per goods engine hour ho.ve inc:;,~aG.socl fror:. 

1238 in 1950-51 to 3131 in 1 978-79 shm·Ti n,g 2-n improve2ent to tho 

extent of 153 per cent. Here ,.., "'~-~-""' .. +~- :' ~ :-··-~-.r;-.-onont could be 

ascribed consiclero.bly to the :oodernisation in tro.ction naDely, 

dieselisation nnd electrification, vri th progrcssi vc incrense in 

the nu:rnber o£' higher co.pncity locomotives. 

Out~ut ver Kgft of Tro.ctive Effort~ 

3.18 A1~n0::ure 3. 6( d) gives the .t'erfornanee of loGG::Joti ves in terns 

of passenger Kns., net tom1e Kms., and gross to~1nc Kms. per Kg.of 

tro.ctive effort. As the output is relnted to Kg.of tro.ctiv~ effort, 

high-3r co.paci ty locomotives by themselves Hould not iP.lprove the 

performance unless their utiliso.tion improves. Hence this is ~ 

more representative index for j~dgin~ the efficiency of utilis~tion 

of locomotives. 

3.19 In respect of passenger Kms. per Kg.o; tractive effort, it 

is seen that the best performo.nco both for BG o.s uc:ll o.s IIG hns 
' 

been achieved in 1973-79. Pcr·forno.nce duri~g 1976-77 o.nd 1977~78 

'·ms also ·iJetter thnn previous years. 01:. the DG, 395S in:?rover:o~t 

'ms reco1~ded in 1978-79 as co:op::1rc:d to 1951 , and on the IIG the 

improvenent tms to the extent of 20~. In ro3a::.~d to net to:-:.212 ~=~.:..s. 

per Kg. of tractive effort, best porforoo.nco hns been aciic:v~d 

during the years 1976-77 Q.l1cl 1 cn~----r-. J:- ~~"'"' 

uas recorded in 1977-78, the over 1950-51. On 

the best perf or BCJ.i.1Ce 1·ro.s in 1976-77 ~~hon the 
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better than that in 1950-51. In. regard to gross tonne Kms. per 

. -· 
Kg. of tractive effort also, the performance .during the years .. . . . ... . ... . . . . - ... -~ . 

1976-77 and 1977-78 has been the best. On the BG, the best 

perforo.ance. was_ during 1977-78, recording an .. i~P·J:'~~ement. of 62% · 
- .... . . . . 

over 1 950-51 • On the MG, the best perf a ri:lance vTas in 1 976-77 

when an.improvement to the extent of 55%.vras achieved ave~ 

1950-51. 

Average Speeds o~ Through Goods ~rains. 

3.20 Average .speeds cf through goods trains .J.re given in 

Annexure 3.6(e). So far as BG diesel traction is concerned, 

it is seen that the average speed of through goods trains has 

been fluctuating betvreen 22 and 24 K~. per hour, except in 

1978-79 when it dropped to 21.9 Kns. per hour •. The best per-. 
fo:mance was ~chieved in 1966-67 when .it was 24.1 KB:S. per hour. 

It may however be .b~rne in mind .. that ~n 1966-67, the diesel 

traction carried. only 41% pf the net tonne Kms~ on ti1e BG as 

against 58.5 in 1977-78 and_ 63.3% in 1978:79. If the overall 

average speeds f?r all tractions are 9bserved ~t:vdll be found 

that they have shown progressive.impr9yement upto 1976~77 when 
"' . .,. , I 

a record performance of 23.2 Kms. per hour w~s achieved. In 

electric traction also, on the BG, an aver~ge.record speed 

of 25.4 Kms. per hour was achieved in 1976-77 • 
~· .. 

3. 21 Similarly, on the 11G, the average speed of through goods 
. . .... 

trains for all traction has sho1m inprovem~nt, the re~ord figdre 

of 18.1 Kms. per hour having been achieved in 197~-74. Since 

then, the average spe~?d has fluctuated between 17 .• 3 to 17.6 
~ I 

Kms. per hour.upto 1977-78. In 1978-79 this dropped to 16.9 

Kms. per hour. 

Wagon Utilisation 

3.22 The following indices of uagon utilisation have.been 

given in Annexure -~.7 and a summary is 'given in Table 3.4 

1. Wagon Kms~ per vragon day 

2. Net tonne Kms. per wagon day. 

3. Net to.nne Kas. moved per annun. per tonne of 1-ragon 
capacity. 

4. Uagon Turn Ro1md. 
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1 • Uagon Kns. per 
1.Tagon day. 
(a) BG 

(b) NG 

2. NT Kns. per 
1-Tagon day. 

(a) BG 

(b) r1G , 

3. NTKI1s uoved per 
tonne of ·1·ragon 
capacity. 

(a) BG 

(b) HG 

4. 'VJagon Turn 
Round{ days). 

(a) BG 

(b) }'[G 

5. Vehicle Kms~ per 
Vehicle day. 

(a) BG 

(b) JIG 

6. Passgr. Kms. per 
Vehicle day. 

(a) BG 

(b) MG 

7. P assgr. KtJ.s. per 
000 seating 
capacity. 

(a) BG 

(b) MG 

~p-· ~'!.4 

HAGONS AND COACI-IES UTILISATIOJ:I 

1950-51 1976-....:..7..:-7 __ 1..,.9--'-7_,_7-_7 __ 8 __ 1_978-79 

709 . 

304 

-··· 

11833 
9021 

11.0 
. 7.1 

264 

209 

8405 
5120 

73646· 

63914 

G1.2 

58.1 

101-9 

570 

15362 

12394 

' 13.0 

11 .1 

306 
205 

8568 
5062 

87116 

63115 

81.9 

57.5 

. ~-

1045 

570 

15873 
12070 

13.3 

11.5 

323 

205 

9215 

5000 

93827 

65192 

75.9 

52.7 

976 

543 

14903 
11791 

14.3 
12.8 

316 

196 

9880 

5450 

99404 
68968 

·\'lagon KBs. per \Tap.:on d~ 

3. 23 On the BG, the uagon Kus. per ~eragon. day have sho1m an 

inprovenent fron 62.3 Kns. in 1950-51 to G1 .5 Kns. in 1977-73, 

vrhich uas the best perfornance ac:1ieved so far. Hmvever, in 
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1978-79, it~dropped to 75.9 Kms. On the NG the best ~erforoance 

of 60.1 Kns.,was achieved in 1965~66 and 1969-70. In 1976-77 

and 1977-78 the performance dropped slightly to 58•1 and 57.5 Kos. 

respectively. Hmre~78-79, ther,e ... vras considerable 

deterioration, the ~·dropping to 52.7 Kns • 

. Net Tonne Kns. pcrr vTagon Day: 
. ' 

3.24 _ The NTKNs per wagon day haire shpwn progressive iip.::p~ove-

ments both. on the.BG as 1-rell as :rm.· On the BG, i~ increased rr·on . . . . , 

709 net tonne Kns. in 1 950 ... 51 to 1045 net tonne ~ms. in 1 ~n?'-78 . 

and on \he. riG it increased fron 304 i.n 1950-51 to 570 in 1977-78. 

Repord perf.or!il.n.nce:· wa·s achieved both on the BG as ."\'Tell as th·e r~G 

in 1977-78. Houever, there has been sone det~rioration in:;1978,..79, 
. . ;- .· ..... 

the BG index dropping to 976 net tonne Kns •· and the ~i(} .one· :t9 . 

543 net tonne Krns ~-

Net Tonne Kns. noved per Annun per Tonne of W~gon Capacity 

3.25 As in the case of locoootives, th~s index discounts 

the inprovenent :(acto I.' of~ utilisihg higher capacity. wagons . ~ 

to a certain eJCtent.: I·p. this res-pect J.:t is also seen that 

the perfo.~D.ance has sho:tm inproveni:mt best .re'sul ts being, on 

the. BG in 1 977-78 and o~ the. MG in 1976'..;.77, viz. 15S73: net; tonne 

Kns. and 12394 net tonne Kms •. respectively. 

Uagon Turn-Round 

• • • 3.26 It will."be seen fran Annexure 3. 7 that vragon turn-round· 

has increased. i.e. the situation has,Aeteriorated both on the -BG and the 1-iG. On the BG, the vrorst pelfbrnance uas in1973-74 

1·rhen it. uas 15 days. Then there uas il!lprovenent to 13 days in 

1976-77. However, it again increased to 13.3 days and 14.3 days 

respectiyely i1 1977-78.and 1978-79. On the rm also.the turn

round.in 1973-74 "''ras 12.5 days which was quite high. It ioproved 
. . 

to 11.1 by 1976-77 but again deteriorated to 12.8 in 1978-79. 

3.27 One reason which oay contribute t.o increase ·in wagon 

turn-round is the increase in average lea.d of traffic. It is seen 

that· average lead of revenue earn~ng as 1~ell as total traffic · 

has progressively inereased to 721 Kns. an~ 693 K:os. respectively 

in 1978-79. In 1976-77, the average lead was 656 K:os. f'·or· total 

traffic against uhich the Wagon Turn-round on BG and I-IG were 13 

and 11.1 days respectively. In 1978-79 this average load has gone 
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up to 693 Kns. while the , ;ngon turn-round figures have inc rcnse d 

to 14.3 and 12.8 days on BG and.r-iG resp0ctivoly. On BG, VTagon 

Kns. per \-lagon any being in region of 80 Kns., the increase 

in 37 Kns. o'f average lead should not have nornally contributed 
. ' 

to nore thnn three fourth oi a dny' s increo.se in tlw Hagon turn-

. rou.."YJ.d. It can,. therefore, be concluded tLat the cleteriorJ..tion in . 
the vragon turnround in 1978-7<;;( hn.s been steeper thn.n 1'Jhnt increase 

in average l~ad would· justify. 
' . 

Utilisation of Pc.ssenger Vehicles 

3.28 The perfonrnnce in regc.rd to utilisntion of conches is 

given in Annexure 3.8. 

3.29 · In respect of vehicle Kn. pe:..· vehicle d"..y, it is seen thc.t 

on the BG, the best perforrJ.ance hns been achieved during tho ye~lrs 

1976-77 · t6 1978-79. A recorcl perfor:-:mnce of 323 vehicle K:os. per 

vehicle day -vras o..chieved or.. the BG in 1977-78. Sinilc.rly, on 

the JIG, n. record perfornnnce of 205 vehicle Kr:.s. per vehicle dny 

wns n.chieved durL1g the yenrs 1976-77 nnd 1977-78. 

3•30 In regnrd to p~ssenger Km. pel~ v.ehicle day nlso, best 

results have· been n.chieved during the sane ye~rs, the record 

perforru:mce hnving bee;.1 n.chieved in 1978-79 ·when the utilisation 

was·9,880 on the BG n.nd 5,450 on thoNG. 

3.31 In regn.rd to pn~~en6er Kns. per thousand senting cn.pn.city 

also, the perfornance during 1977-78 and 1978-79 has been better thn.n 

earlier yeo.rs. Highest figures of 99404 passenge·r Kn~. per thouso..nd 

seating capacity H.:ls o.chieved on the BG in 1978-79, the corresponc•ng 

figure for HG being 68,968. 

Ineffective Rolling Stock 

3.32 Particulars of percentage of ineffective rolling stock 

are given in Annexure 3.9 

Stenn Loconotives: 

3.33 The percent.:~.ge of ineffective stoan loconotives has 

generally been varyi~g between 13 nnd 16. On the BG, the best 

perforn.:~.nce wns nchievcd in.1976-77 ~rith 13.39% ineffectives. 

On the fTG, the percentage hns vo.riecl bchmcn 1 3 nnd 17. 
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Diesel and Electric Loconotives: 

~7i th. increasir1;g average age of diesel and electric 

locos, the percentage of ineffectives has gone up. Ho~·rever, 

it is seen that the trend to~·r:nds increasing proportion of 

ineffective locoo~tives has been arrested fron 1975-76. In 

respect of diesc31 locomotives on the BG, the:percentage of 

incffecti ves has been brouc;h t do1m progressively from 17.74-% 

in 1974-75 to 14.48% in 1978-79. Similarly, in respect of 

electric locos on the BG, the percentage has been brought 

do'm from 21.23~b 1111974-75 to 17.35j~ in 1978-79. On the 

HG, there had be en improvement in 1976-:77 w·hen the percent2.ge 

for diesel. loconotives ~ras 11 .42. This has, ho"l'mver, subseq_u

ently deteriorated to 12.32 and 12.75 during the years 1977..:.78 

and 1978-79 respectively, In respect of electric locomotives 

on. the r:G, there has been a sl1a.rp deterioration in 1978-79 

vrhen this percentage inc-reas~d to 20 as against 15 in the earlier 
I o -. 

years. 

3. 35 In regard to ·chc pa.ssongal;" )CO.:tch~s on the BG, best 

performance.· o.f 12. 74~b ineffccti ves was achieved in 1976-77. 

Thereafter, there has been some deterioration to 13.41 and 13.44)~ 

d-q.ring tl1c subscq_uent yearn 1977-78 and 1978-79 respectively. 

On the HG also, the porf.ori!lanc? since 1976-77 has been better 

as aompa~cd t~ the previors years. 

3.:% In regard to i-mgons, it is seen that, on·.the BG, the .. 
I ~ •• •· 

best performance in recent years 1-ms · achiev8d durinJ 1976-77 

and 1977-78 when the_ proportion o.f .ineffective 1mgons was 

3.99;6 and 3.,98;~ respectively. In 1978-79, this deteriorated 

to 4. 311-r&.· On the rm also, the perforraance d~ing -1.976-77 

and 1977-78 wc:::.s better th~n other _;-ocont y;ars. 

3.37 Overall, it co.n.be concluded that except for electric 

locomotives._on· the HG, tho performance in rc-ga:rd to ineffective 

rolling stock on the Indian Rnihmys during the last three 

y:ears ( 1976-77 to 1978-79) ho.s be en satisfactory. 
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ProductivltV of Staff 

1.Total Ho.of 
Staff(Rcg- 914 
ular in 000) 

* 2.To'to.l Tro.ffic 
Units(NTKHs. 110.6 
+ Po.ssgr.Kns. 
in Billions) . 

3.Total Tra:ffic 
Units per 
employee( in 121'.0 
000) 

4 .. Index 100 

TLGL8 3.5 

P:;_~o_clu~ti vi t'.r of Staff 

1976-77 1 g77 -78 

1474 1495 1525 

320.6 339.4 347.7 

217.5 227.0 228.0 

179.8 187.6 188 

- - - - -~ ... -, "":"'-

3.38 Tho p~oductivity of staff in terms of toto.l traffic · 

unit's*per employec is given in Annexure 3.10. It uill be soon 

f:ron this sto. tonont tho.t the :prodt.~c ti v:i. t? of staff has shoun 

progressive inprovenont over the years. Conp:1.r0:l to 1 950-51, 

there_ has been 88.4% improvonc·nt in tho productivity index. A 

record porforBaace·of 228 thousc:nG. traffic units per employee 

was achieved in tho year 1978-79_as·o.gainst 121 thousand in 

1950-51. No doubt, 1':10dcrnisation hns cont:ributod considc::.~ably 

to,mrds. improvement in tho produc ti vi ty of staff. HoHovcr, as 
.. 

has been stated onrlier, it is not possible to identify ho-,r 

,much iBprovorrJ.ent in staf? productivity is duo to modorniso.. tion 

and hm·r Buch duo to better performo.nce o:Z sto.ff. 

Tr~1sport Ca_p.J.ci ty Utili sat ion 

3.39 Tho Uorking Group on the Rnihray 1 s Sixth ,?ivo .'¥eo..r Plan 

( 1978-83) l~nvo coamentod on tho co.rryi ng co.paci ty of tllG Indian 

Ro.ilways in their Report. It has boon appropriately mentioned 

by them tho.t 11 The :lailvray 1 s co.po.ci'Cy co.:mot be quo.ntified in 

*Traffic Units have been calculated as ~at tonne Kns.plus 
passcn,~er :ems. Strictly spoo.kinc:s i c no.y I:ot bo o..:;_;propl'i.::.te 
siBply to add the two to represent tot~l output of tho 
Railways. Houovcr, in the ab3cncc of any ot~or better 
a.l torniltivo this h<J.s bc::cn dono ~Ol' the; :puTposc of this 
co11pnrison. 
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respect of the line capacity which being a non-transferable asset 

docs not lend i tscl:f to be_ quantified on :?lobal basis. Capuci ty 

on c. scction/r~utc cannot be transferred to another section 

or route vl"hen tho traffic demands· on the former __ CQ:r:te .dol:~, nor 

can the sane be increased qn another section/route automutic7lly 

if adcli tional traffic develops\ It may be added that the capac-

ity ut:i..~isu tfon on tho quadrila tcral comprising .:t<he main trunk 

routes is qui tc intcnsi vc, being over scr;& o:n most of these section~. 

3.40- The i'lorking Group have quantified the trans~ort capacity 

of the Indian Raihrays in terns of the rolling stock i.e. 11mgons -and loconotives, They have calculated that in 1977-78 at the · 

optimistic target of 12.1 days turnround of BG wagons, the Indian 

Rai,l\vq.ys vro';lld hav<,7 a capacity of handling about 247 million 

tonnes of freight at an average lead of 678 Kms. In terms of 

locomotives also, the Rai~vmy 1 s cupaci ty for handling freight 

traffic for the sane le.:J.d has b ~en Horked out to 24 7 or 248 

million tonnes. As against this, the total originating traffic 

on the Indian Raihrays during 1976-77 and 1977-78 1'1'1?-S 239,1 
\.· 

and 237,3 mil~n tonnes respectively, the average lead of ;the 

traffic being 656 and 686 Kms. respectively. It will thus be 

seen that in terms of.rolling stock, the capacity utilisation 

on Indian Raihrays has been over 96% in 1976-77 and 19_77..:.78 • 
••• 

Ho1·rev:er, in 1 97S-79,. the total originating goods traffic dropped 

to 223 million tonnes with an average lead of 693 Kms. The 

capacity utilisation has, therefore, shmm a .decline in 1978-79 

in respect of goods traffic. Ho~ever, the fact that·in 1978-79 

there ~ms an increa~e of 6.17~ in respect of {Rassenger.spriginatin~J 
and 9.2~ in respect of passenger Kms. over 1977-78 has to be . 

kept in view vThile considering the overall capacity utilisation. 

Conparison with l!'oreign Raihmys 

3.41 Datu about sone important operational efficiency indices 

of Indi:1n Railways together -vri th t:1ose of a few. important 

foreign Ruihmys have been given -h1 Annexures ·3 ~ 11 {a) to (d) • 

A feu selected indices have h:~en given in Table 3.6 
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T".BLE 3. 6 

COT1P!'-1USON HITH 1•'0.LniGN R.t'..IL~.iAYS· 
--( Sou:rco: {nt:Jrn.::.tiono.l f:.CLiluo.y 

StCLtistics 1 977) 

- -.-------s. 
:No. 

I ten British Gerno.n }ren-::h Cnno.d- Jo.pc..ncsc IR( 1977-78) 
ian BG liG 

BR DB SNC:i." CPR JITR 
-~--------------

1 .Lvaro.gc Gross Land 
per train in tonnos. 

(o.) Diesel 
i)Pnssgr. 

ii)Goods 

(b) Electric 
i)Pa.ssgr. 

ii)Goods 

2.Avera.ge l: .. m1uo.l 
Engine Kns. per 
engine usod(OOO) 

i)Diesel 
ii)Electric 

3 .:~voro.ze A11.nuo..l 
Vehicle KBs. ')er 
vehicle d:::..y(ooo) 

437 
591 

477 
543 

1-T:l. 

Llr .~\.vernge J.nnunl \lagon 
Kms. per ~Ta.0on do.y liL 
( 000) 

5 • .i\.nnual No. of GTIOis 
hauled· per Loco Km. 

(n) Diesel 474 
(b) Electric 439 

6.Annual No.of Pnssgr.KTis. 
(a)Per Vehicle 

Kms( 000) 1_726 

(b)Per scnt(in 
U."lit s) 2 6 51 6 

7 .Annu.:tl No.of NTI01s. 

( o..) Pcr '.lagon( 000) 113 

(b) Per unit of 

181 
566 

287 
875 

75 
163 

97 

406 
611 

500 
854 

88 
167 

122 

17.6 18.7 

196 
484 

305 
584 

1841 3229 

26756 41664 

NA 255 

433 
3832 

121 

117 

253 
385 

377 
615 

64 
127 

174 

40.4 HA 

1093 

1481 

199 
4-82 

6088 

821 
1620 

577 
829 

725 454 
1591 1062 

145 
177 

118 

138-
133 

73 

29.9 20.9 

1207 739 
1138 54 7 

7841 3872 

NL 87095 93765 65208 

1101 253 

CC in to~mes 4998 HA 6612 l·L JIL. 15862 11907 

- - - - - - - - - - - - - - - - _..,- - - - - - - - - - - - - - - --- - - -
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3.42 A perusal of those a" .. nnexurc;s uill revc;al tl1e follo-vring:-

1. Ineffective Rollinr: St<l.£.!£ 

It will be sean that both in respect of locomotivc;s as 
•,\,'' 

wc;ll as wagons, tho position of the; ~neff6ctive rolling stock on 

the Indian Raihmys compares 11rell with other Raihrays. Pc;rfornn.nce 

in regD..rd to 1mgons is in fact better than most of the foreign 

railw.:tys. 

2. Utili~ation of Locos: 

(a) Average gross load per train in tonnes: In regard to 

the passenger trains, the performance of Indian Raihrays is far 

superior to all other important foreign rnil~r ays for all types 

of tractions. In regard to the; diesel haulc;d goods trains, ··. 
. . 

Indian Raihmys' performance of BG has be on surpassed only by 

the Canadian Pacific Railuays. In respect of goods trains . 

hauled by eiec.tric locos, ,·the pc;rformance of Indian Railuays is 

better thun that of the other foreign Railuays. 

(b) .Average Annual Engine Kms. per Engine Used: In 

respc;ct of diesel locomotives, the performance of. Indian Raihrays 
j .11 

t 

is surpassed only by the Korean National Raihmys. l<,or electric 
. . 

locos, tho performance on the Indian Raihmys is .better than 

the other Raihrays. 

(c) lp?-n'Ltal No.of GTl Is hauled per Loc J Km.: Both for 

electric and diesel locoootives, the perforr.mnce .. of the Indian 

Raihmyn is bette.r than the other foreign railways.· 

(d) Kgs. of diesel oil consumed per thousand GTKMs: In 

this respGct ·also the Indian TI.aihmys sho<v the best perfornnnce. 

3. 1r!agon Uti lisa ti<;>.JL 

(a) i'.verar;e Annual Uagon Kms. per \lfagon: Here also·, the 

performinco of the Indian Railways is next best to that on the 

Korean National Rail 1-mys. 

(b) Annual No.of Net Tonne Kms. per \Va.gon: Only the 

Korean National Rai:hny and C~nadian Pacific· Railways have· been 

able to achieve perform.:tnces bc;tter than Indian Raihmys. 

(c) Annual No.of Net Tonne Kns. per Unit of Carrying 
Capacity in Tonnes • 

. In respect of tho available figures, it is seen 

tlm t the performance of :indian Raihmys is better than the other 

Raihmys. 
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(4) Vehicle Usa~a: _____ _....._ 

(c.) Avcr.':'.';a AnnL._~l_l_Val.l,i_c)_~J;IJ.s_.J2Q_I'_ Vehi_clc I?_c•.y: Hero 

O.G::'..in,thc pcrforn:mce on Indi2..n R::'..il~r,:.:.ys is batter th:u1 the 

other P..o.iluo.ys. 

(b) In raslJcct of .:umunl nunbar of po..ssangor KEJ.s.par 

vehicle t:tnd per sent, tho pal~forno..Eca of Indi~n Rnil'·T o..ys is sur

p2-ssad only by tho I\:oro:1n lbtiono..l Hn.il1ntys. 

Tho United Pacific R.:1il Iloo..d Co. ho..ve also published do.to.. 

in respect of sone selected stt:ttistics pertc.ining to-the yeo..r 1975 

based on a survey of Rail-:;.~o.:l.ds of selected Indu3trit:tl co1.mtries. 

Tl;.o pc.rticulnrs of t~1a s.:tne nre given in L.nnc xuro 3.11 (c). Follo':ring 

interesting fncts nny be noted fron this Annexure: 

(t:t) Lverngc l"To. of cBployees_:e_er route nile: It rJ.o..y be 

noted thc.t ns ngninst 2.4 enployocs ?er route ni}o on the US nnd 

Co.n:J.dio.n Ro.ilu nys 1 tho Jo.pnncse and th0 Indinn Rnilwu.ys enploy 

nearly 30 enployces per route nile. Ito..linn ~~d Gerno..n Federo.l 

Raihvo.ys enploy over 21 enployoes per route nile. 

(b) Avorap;e revenue-per enplovee(in US;,~): Indi2.n Raihrays 

have the highest pcrfornn.r:co .in this respect shouL1.g an e2.rning 

of over-; 40,000 per onployce as ngo..inst ~ 27,000 to 40 1 000 per 

employee on the US Rail-rends. The performru1ce on the British, 

Frcach, Geron.n, Italinn, Japc.noso and South Afric:1:1 R.o.ihfu.ys is 

nuch loucr th::m this. 

(c) Avero.ge lo.bour cost per enplo_yod_~J.J. US :::;) : il..vorrtc;o 

lo.bo'..lr cost per o:rn.ployso on tho Indian Rnihro.ys is ,:,bout S 795 

(r.s 6868/ -) ns agninst ov'"r $ 18,000 on the US Rail-roo.d .o.:'-d b;:;tuoen 

:::> 7000 to 8> 15,000 on other Ro.il HCI.y_s in the developed countries. 

(d) :::tatlo of Lo..bou_r Cost to Revenues: On IndiCI.:J. R.:tihro.ys 

tho pere:ento.ge of labour cost to revenues in 1977-78 1r:c.s 51;; 

vl"hich is conpnrCI.blo to the ro.tios obtaining o:1. the US R.o.ih;o.ys 

nnd C.::no.dinn N.o.tiono.l Ro..ihr2.ys ~ This ro.tio is conpnrn ti vcly very 

high on British, },ronch, Go2:'n-:,n, It~-:.licm nnd J.o.p:::.ncsc lbtion:::.l 

Raihmys. On tho Gerno.::1 cmd I·bli'J.n R.:tihr;J.ys, 

as hi~h ::ts.119 ::tnd 153;; respoctivcly. 
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Co~~_i_s_o_n_J!j._t)l_USSR ,.l1d ChinesG -~::;.ilu:;ys: 

3.44 It uill be useful to coopo.re the pcfforno.nce of Indio.:1 
:to..ilT'..ys uit:1 th:lt of USSR o..nd Chinese R::>..ihr.:cys o.lso. Table 3.7 

bolOi:r t;ives sow; in:orn.'lcio .::>.bout U:3SR ~1d C1inese Ro.ihmys 

in t~is connection. 

1.Uct Toal1e Kms. 
per J.oute Kn. ( 000) 

2 .Passgr .ICr:J.S. per 
::lout G Km. ( 000) 

3.Net T.onne T' .'..LlS o 

per ungon-da.y. 

4.::..ver.:.ge leC'..d of 
frei:;ht traffic 
• rr 
~n .\.ns. 

5 .'Jagon Turn-11ound 
in detys. 

(Source: 

Chinese 
Ra.ilunys 
( 1975_2__ 

9160 

2000 

5293 

-~87 

USSR 
:::to.ilunys 
( 1978) 

Indi1'.n Rail Hays 
BG - 1977-78 

24~1-38 4-5·'1-8 

2354 ·t377 

375·'1-( .1967) 1045 

908 '686 
826(1967) 

- - - - -.- - .-:- - ~ ~. - - - -
It uill be S-33:1 fran the etbove t'1.:ct t}le d.ensit:T of goods 

tr~1.ffic 1>or rout3 I~D. o:1 tlw ~hinese ['.ad USSR ~lnil u:-1.ys is .... 
r.n.'.ch hic;l1er tl1:m tho:c O:i.1 IndietrtlJ.il -;rnys. Ho·rever, in petssenger 

t;ret:ffic, the de:L1sity on Indinn Ro.ilunys is r::ruch higher. In 

c-cspoct o;f -vmgo:1 utiliso.tion, t~1e perf.orr:J.o.nce of the 'uss:t nnd 
' .... ~ 

~l1inese Ro.i.l ':r.:tys is fnr 'l?etter thnn~n the'. I1idio.n Rniluays. 

Procluc ti_yi_"t.x....2.:f_ C~ttnl · 
. TlJ.Ej:JJJ_.J... 8 _ .. 

T:li:..F?IC. UNITS PG]. CHOILJ Oi c; ... PIT.:J.. -l ... T-CHATI.GE .. - ---------·-·- ------ ---·--·---~-------
------:----: -.- **--- -n-: -:· ... QTr<.'.fffc-Units(in nill=--

~Co.p~t1'.l-nt-ch.:crge ~Toto.l ~rnrf1c ·X. ) ~ C ·t~l 
11 t .· ~ ) XT • ( • . ·• l1 lO:i.1S per crore or ::1.p~ c. -

Yeo.r l! .• ~~_l'l __ g_o~~fLQ.). __ _R~ __ l! ~n~ ts_ ~n rull- ~ c-.t-Chc.rgG at constant 
~Currentl1950-51 ~~ons)Po.ss,:;r. _1 . · f 1950-51 
ll ~· • X • ll 1r. 1rmTrrr pr1ces o 

__ --X..J;:.rJ:..c_c_~·xPr~ces. ll,::_;ls_t..-.::.f~·- ---~----------

1950-51 1127.8 1127.8 110634 98.1 

1 S70-71 3:t29. 9 2600.2 2 1~5L1r78 94 .tt 

1 975-76 l~tl22 .8 2913.2 296980 101 • 9 

1976-77 t,.581 .s 2951.8 320592 108.6 

1977-78 4826.5 3011 .5* 339391 112 0 7 
*Provisiono.l 
**Excluding residentinl buildings, nisccllaneous . .; 

nnd int~ngible o.sscts. 



3.-15 The C[lpitnl-:::tt-Cho.rgc :::tt c'urrent prices c..nd nt const2.nt 

prices (1950-51) nnd the tr2.ffic units per Crorc of Cnpitnl~:::tt-

Ch:::trge .:-. t const:::tnt prices h.:we be en inclicnted in Ln11exure 3-4 

nnd suo.netrised in To..blc 3.8 u.bove. It ·Hill be seem :Lron this that 

tho productivity of cu. pi tc..l on Indian Rail1r ::tys h::w sho1;m signi

ficnnt io.provenent during the ye::trs 1975-76 to 1977-78. Tho best 

per:llornnnce hns be en :::tchieved in the year 1977-78 ·when 112.7 

Dillion tro.ffic units uerc producec.i. per Crore of Capital-at

Charge o.t constant pric8s as conpnred to 98.1 nillio~ traffic 

units in 1950-51. 

The lini tations of the accom1ti:1g concept of "Capi tnl-::tt-

Charge" used in the Indian Ro.ilvay Accounts h:::tve :::tlre:::tdy been 

e:~plained in Chapter II. It uill be recalled tho.t the nain inplica

tion of these linito..tions is that the Cnpitnl-at-Cho.rge docs not 

properly represent even the.historicnl value of o.ssets, lenve alone 

the current value of nssets. The use of these dat::t for exo.nining 

Capital-output Ratio therefore suffers fron serious linitntions. 

The da tn hovrever nre gi von here for uha t ·they nre vrorth, :::ts no 

other datn on the subject nre nvailo.ble. 

Opernting Ratio 

3.47 The Opern.ting J.atio is one of the indices vrhich is very 

connonly used for certo.in nccounti~g purposes. The r2.tio shows 

the relG.tionship betw·een Uorking Expcmsos a.nd Gross Revenue 

Receipts. Naturally therefore its vnlue depends upon nany factors. 

Gross Revenue Receipts depend upon the tariff rates n.s well c.s 

upon the traffic co..rried. The Uorking Expenses depend upon t'1e. 

prices of vo..rious inputs n.s well as their efficient utilisntion. 

In a conplex systcn like the Raihmys vrherc the streno.s of out

puts and nunbcr of inputs c..re large, the tariff rates nrc regulat

ed in one nannor or c.nother and tho prices of inputs nrc influen

ced by vn.rious forces, tho Opor::..tin:; Rn.tio cc..nnot be considered 

to be n very useful indicn.tor of opor::1.tionnl efficiency. T~10 
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Opern.ting Rn.tio since 1950-51 hn.s been fluctun.ting as follovm: _ 

Year 

1950-51 

1955-56 

1960.!.61 

1963-64 

1965..-66 

1969.!..70 

1973-74 

1974-75 

1975-76 

1976-77 

1977-78 

1978-79 

Operntine; Ratio 

81.00 

81.93 

78.75 

74.85 

78.30 

82.67 

93.39 

92.41 

89.32 

84.41 

82.99 

87.54 

3.48 .The best perforr:nnce in·this respect ':l'as n.chieved in 

1963-64. Ins pi te of better .. _perfornn.nce in the vn.rious operationn.l 

efficiency. indices durL.1g 1·~76-77 n.nd 1977-78, the Opern.ting 

Rn.tio ho..s boon nuch higher in t11esc years than that in 1963-6L'1-. 

This indicates the linitations of the operating ~n.tio in 

evn.lun.ting the.perfornn.nce of the rn.il~n.y systen. Fron 

the point of view of exanining the return obtn.ined froo 

invcstnent in finn.ncin.l terns hovmver the operating rn.tio 

is inportn.nt; m~~ an increas~ in this ratio suggests that 

sonc corrective measures are co..lled for either .on the pricing 

side or in the inprovenent of efficiency. Ue sha.ll ta.ke up 

this question further later in this Report. 

Conclusion 

3.49 The extensive examination of physico..l perfornance of . . 

the Indian Railways in the utilisation of various kinds of 

assets given above suggests that, both as cocipared to previous 

pcrfornance·and as conpo..red to important foreign railways, the 

operating efficiency of the Indian Raihmys cun certainly not 

be considered inadequate. This hovmver is not to say that· 

there is no scope for better utilisation of resources on the 

Indian Raihmys. vlhen mking comparison with foreign raihmys, 

especially those in developed countries, an inportant fn.ctor 

to be kept in vieu is that relatively.capital is less scarce in 

those countries as conpa.red to labour. There is less concern 

therefore in those countrie~ for obtaining the na.xinun 
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yield fran uh~tever cnpital rosources ~reinvested. On tho. 

other h::md, in t:1ose countries lnbot,_r is very costly, o.s h;:cs 

bocm uoll b::::>u3ht out o..bovo • .f'..ll b· si:1,os:::: in those r:'Jtmtrios 

is, therefore, far nora interested in,saving labour and attain

ing highlabour productivity. The Indian situation bei:1g differ

ent and the reo.l cost of co. pi tal inve,stncnt being very nuch 

higher, tha utiliso.tion of· c.::tiJito.l o.3sots h:'.s.got to bo very 

nuch better thnn tho.t in the richer countries. The above do.tn 

shou Jpat the Indic.n Rnihmys do shou better perforrmnce thnn 

tho:tfnost of tho richer countries. It nny, houever, be noted 

that efficiency of utilisation of trc..ck and rolling stock on the 

USS::l and C-hinese Rniluo.ys is signif.icnntly higher. 

Thus over. a period of tiDe Indian Railuc.ys ho.v.J inproved 

their opor~tionnl efficiency, nchioving best results in 1976-77 

and 1'977-78. HoHever, o. peruso.l of results nchieved on tho. 

USSR nnd Chinese P..aihmys indico.tes thc..t there is consider:-.ble 

scope for further inprovenent 9 csp0cially in terns of utilising . 
co.pito.l nssets. It would not be renlistic to nn~icipc..te that 

such inprovenents. c<:tn be o.chieved overnight. Ro.il uo.ys beL1g ;_~ 

conplex nnd gignntic orgo.nis~tion, such inprovenent can only be 

brought. nbou t through sustnine.d efforts over n period of several 

years. In this connection it nay be nontioned that the Cor.;,ni ttee 

has held extensive discussions ~vi t~1 the ro.il uny of:.:'icio.ls ::md the 

rail users inviting th.eir su -;ge.stions for inproving operationnl 

efficiency. Detniled questionnnires m::ro also sent to the Gener::l 

Illanctgers of the Zo.nal Railvrnys •. The suggestions roc.oiye_d by tho 

Connittee are under exanination. Tho scope .for study in this ~phero 

is vnst and it 1ill not be possible for the Conni ttoe with its 

linit8d tine span to go into ouch detnil in this connection. 

However, the Connitteo is exanining som.c of the n.::tjor o.spocts 

related to rnihmys' operational·effic;::iency and their reconncndo.

'tions porto.ining to this <:tspoct Hill be conto.ined in tho Fino.l 

Report. 
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CHAP'£ER IV 

THE ROLE OF RA!LI-J.\YS IN 2000 A.D. 

Introduction 

4.01. Under the Comnittee's terms of reference, the Committee 

has to bear in mind aoong other relevant· considerations, "the 

requirements of the developing economy!) It was therefore thought 

necessary that the Committee should consider the role w·hich the 

Raihrays had played, are playing and would be expected to play in 

the development and efficient functioning of the national economy. 

4.02. It is not necessary for us .to go into the history of 

the Indian Raihmys except to point out that Railways began to be 

construct&d in India soon after they began to be developed in 

Great Britain, the first railway lines being constructed in the 

fifties of the last centur;y. The' British rulers of India gave 

considerable importance to ·~he development of the railway system 

traversing the sub-continent, both for ensuring that military 

movcmr;nt could be e ffec ti vely undertal~en uhcn nece~sary and ... 

because one of the major interests of tho British conquerors of 

India was to exploit the Indian economy for the benefit of Great 

Britain• As has boon pointed out in a number of historical 

studios, the co~struction of the railuay lines received special 

encouragem~nt from tho British Government of India b'ecause of. 

those reasons, ·and where the proposition of raihmy cons~ruction 

was not attractive for the British investors in railvrays, the· 

Guarantee Systen uas adopted to help raihn:1.y construction. 

Raihmy routes vTCro principally organised ~ri. th a view to ensuring 

tlovcmcnt of· important materials to the. ports of Bombay,; Calcutta, 
\ 

and Iladras, and the mover:1cnt from these ports of imported manufa-

ctured articles to the internal markets in the country. The shape 

of tho route structure of Indian Railways was thus essentially 

organised, not for the gro\1th of internal trade and .industry, but 

for ·helping British exploitation of India. Of course, as time 

rmssod, other typos of rail uay lines ucrc cons-true ted, sometimes 

as fm.1ino relief uorks, uhich provided internal-connections among 

certain important reGions and also helped the movement of food

grains from uno part of tho country to cmothcr in times of distress • 
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Sane areas under the governance of Indian 9rinces undertook or 

encouraged r2.ilvray CJnstruction Hithin tl1eir O',m territories, 

partly bcc3.use of t:1o undcrst2.nclin::; sl'lO\D.l by sor:c c;1lightcnccl 

uclninistrators :·.nd _partly for other rc .sons. 

vlhatover tho reasons for raihmy constr1.wtion, it vras 

undoubtedly a:n inportu.n t inhcri tanc e of the British rule to India • 

that an c:x:tcnoivc r.:<..ihmy nct-vJOrk existed ·in tho country at tho 

tine of Independence. ·Tho .existence of_ the; railuc:.xs, coubincd 

'I'Ti th some halting policies in oncourac;ing industrial gro-v;th in 

tl1c inter-1'lar period, had also helped tho grouth of certain· 

industries. Tho importnnce of tho railHays to tho economy uas 

well illustrated especially in tho period of tho Second World 

War when it was observed that.thc Railways played a najo~ role 

both in the liar effort and also in ensuring the movoscnt of 

essential supplies to different parts of tho couhtry. 

After Independence 

4.04. The importance of the railvmy system as an essential 

infrastructure facility for national development was recognised 

by tho. pQst-Indepondencc Gov.crnmont in that a CoiJUi ttoc to look 

at tho railuay sy-stem and nakc rocomjJ.londations about its futuro 

was sot up under the Ghairnanship of Sl.:.·i H.H .Kunzru soo:: after 

Independence.: Tho First Five Year Plan also recognised the . . 

important role vrhich tho Rail1Jetys had to play, and provided for 

largo -out-lays for tho rehabilitation u.nd devol opmen t of the 

raihmy system. This had suffered ravages in thz.~ Har nnd early 

pas t-Uar pori od due to short:J.ges of ma toriru s including rolling 

stock and other equipment. Subsequent Plans also continued to 

give inportanco to the furthc!r dovclopL1e:1t of the Railuc:y system 

thoug~1, as 1w indicate subsequently, the attention and inportance 

rocoi ved by tlF:m slackened 1-1i th succeeding Plans. 

II,. 05 o One of tho obvious nspcc t3 of ru.ihmy d.ovolop<Je:nt in the 

pos t-Indopendcnco pori ocls is t1n t th,) clovol o:::ncn t of rou to length 

in tho -vrholo period of al!'10st 35 years since Indcpcndc~:.cc lens beer: 

halting. Bo_ginning fran 53,5S6 route kiloaetros in 1950:...1951, 

tho route length today hardly exceeds 60,000 kiloiJ.etr.:s t:~us 
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showing nn average annual increase of less than 0.3L't per cent. 
This may be conparcd ui th a country liko China; though it 
inherited a rail "'my rou to leneth of 22,000 kilometres in 
1 S4S, this had increased to over 50,000 by 1 ~)78. Tho 

route length in India,· whether in tcrJ.:J.s of population or 

lUL"'ld area, compares very unfavou:mbly 1vi th not only. the 

cconoriicnlly richer countries of .·tho uorld, but even when 

corupru.~cd with countries like Halaysia, .. Algeria· or Egypt in 

terms or·thc population or Sri Lnnka in terms of lnnd area. 

(Soc Table ·4.1o,n pngc L'r-4-). The extensive not..;.work of 

R::.dll:l'ays that exists in tho richer countries has certainly 

boon of considornblo hlportancc to them in attaining and 

maintaining high levels of economic growth. It is true 

that in some of tho richer countries, railway development 

has not only sta~1ntcd in terns of route kilomctrage in 

the post-Second \Torld Uar period but it has even to so!;le 

extent declined. This is because of tho increasing usa of 

road vehicles with the gro"i·rth of petroleum based motorised 

transport. \fuat needs to be noted ho-vrevor is that, not 

only is tho total transport facility available in these 

countries, taking roads and rail tracks together, w more 

extensive than that in India but oven now the rail-vny 

track availa.bili tr.• is a·t a. fm_· higher level than that in 

India evan after thirty years of planned development. The 

fact that raihmy development is of sp0ci.::~l importD.J."1CC in 

ensuring economic growth especially at tho, phase of 

industrialisation and urbanisation of ru1 economy is indicated 

by tho econonic histories of tho richer countrieE", :1:no 

policy adopted by the U.S.S.R. regarding railway cons~ruction 

fron the period of the Soviet First Five Year Plan, and tho 

policy adopted by China since 1949. Tho relationship between 

tho economic situation of a country as indicated by its per 

capita income and the availability of the railway facilities 

is well brought out in Table 4.1. 



Country 

- - - - - - - - -I 

: 1 Per· Co.pi to. 1 

: inc orJ.o in 
:U.S. dollars 

. : -1977 

~:-- - -- - - --- -- -- -- --
I 
I 
I 

' I 
I 
I 
I 

_R_9. i l_v~Cl]L _R_!:I_l~~ c_ -J~n_s __::._ j_~ 72._ 
Per nillioh : Per 10,000 
of population : sq.~c. of 

(1977) : lend nr::;o. 
I I I 

---------------~------------------T------------------------------------__ 1_. __ , ______ 1 2. . ---~--------2•. ___ - _:_ '~· 

u K .;.'r20 32-t 7cl9 

u s A 8520 2ci.52 591 

Swede.::. 9250 1464 295 

Canada 0.~6o 30·t7 77 

France 7290 656 638 c 
[erBo.ny, FR(U) 8160 -~69 1180 

Germany DR(E) ~~680 t')ll,. 
0·1-'f· 13·~5 

Japan 5670 H38 574 
u S S R 3020 533 62 

Hcxico 1120 383 126 

IVlalaysia 930 139 55 
Algeria 111 0 238 17 

Zambia i'r50 233 16 

Gho.no. 
1'1 

380 so 41 
c 

320 Egypt 128 ·~9 

China 390 56 54 
Pakistan 190 118 113 

India 150 96 201', 

Sri Lanka 200 1 1 3 2-~6 

BurBa 140 99 .n 



CM.J..J~. 
It is not as if one can clain a cnsarri relationship; but 

. /- . 

there is no doubt that a certain positive correlation 

e::is ts. 

4.06. This is not to say that Indian Railw~ys have not 

expanded in terns of facilities provided by then for carrying 

traffic. As indicated by table 4.2 there has boon a rapid 

dovolopw.ont of rolling stock used on the Indian Rail1.mys, not 

merely in terns of numbers but also in terns of qualitative 

ch~gos such as the incrce$ing usc of better and nodifiod 

traction including the replacc~cnt of stoan by electric ru1d 

dicse,l locomotives, the development of larger and stronger 

uagons and better passenger coaches, and ~he cxtcnsi ve develop

ment of facilities such as connunications and signalling. 

Table 4.2 

ROLLING STOCI: 0£1 1NDI_PJ{_ RAIL HAYS 

---- T ~- L-oc-oMomi~-s- -,--.-- ~- ~- T--- -,-- ~-I _ 1'1 -r r!:.! r 1 - · r · 1 f -. . 

Year : Stca;.;1 :nicsol p:acc-: 1'lagons :Pass gr. : ENU. . :Rail :others · · 

1 I : :tric : :coaches: Couches:cars: 
I I I I t- ·r I 1 

- - - - 1. - - - J. _I- - -I_ - - - i - ~ - J. - - - ,_ ,_ - ~ - - -

1950-51 

1S60-61 

1970-71 

1978-79 

8120 

10312 ... ~ 
9387 

.. 8082 

- - -

17 72 

181 .. 131 

1169 602 

2126 944 

-- -

205596 13022 460 87 

307907 20062 8Lir6 116 

383990 245'91 1750 .85 

401880 26830 2412 30 

- -- - - - ..:... - -- - -'· 

As a result of the increase in facilities of tlus kind, the 

railuays have been able to carry rapid incroa~es in traffic 

both in terms of goods and_ in terms of passengers (Sec tables 

3.1 & 3.2 in Chapter III). nut tho fact that far greater 

attention has been puid to increased utilisation of track 

rather than the development of n.:::u routes has not only r:1cant 

that sor:1c of the densely used raihrny routes in India have an 
. .. ~ 

occupancy ratio far higher thanJ_is ..to be found in !lost places 

in the uorld, but.it has also ncant a continuation of tho very 

unequal raihny facili tics available in different parts of tho 

country as they were inherited at the tine of Independence. 

6059 

7415 

8719 

8326 

-- -
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4.07. The very l.J.rge v.::tri~tion in t~1c c.v.J.ilnbili ty of r::cihr2.y tro.clc 

o.:10ng different St.:ttca io 1vcll brouglyc out by the do. to. _:;i vcn in Tc.blc 

Table -1.:2 
Sto. tcHi.se covcretgc ()£ R<J.il ~!D.Y Rou tcs 

S. St.J.tcs/ 
No. UTs 

1 • .\ndhre1. Pra.desh 
2. Assao 
3. Bih.J.r 

4. Gujarat 
· 5. H.:1ryan.a 
6. Hin.J.cho.l' Pradesh 

7 • .J .J.!'.T_lU t~ Ko.s lmi r 
8. Kcrnla 
S. IIac.hya Pradesh 

1 o. Tl.J.h:J.rashtra 
11 • Karnn t.::tl::.J. 
12. Nngnland 

13. Orissa 
14. Punjo.b 
15. Ro.jasthan 

16. Tnnil lTadu 
17. Uttar Pro.desL. 
18. \fest Bengal 

19 f!Innipur 
20. II(L.Ghalayo. 
21. Sikkin 
22 o 'l'ripuro.. 

Union Tcrritorioa 

1. Andm:mn & Hicobar 
Islands 

2. Arunachal Pradr;sh 
3. Cho.ndigarh 

Aren* 
(ooo L:t2 ) 

196 
44 
56 

222 
39 

443 
308 
E2 
17 

156 
50 

342 

130 
29-"r-
88 

22 
22 

7 
10 

8* ) ) 
84 ) 

4. D.J.dra & Nagar Hav~li 
0.1 
0.5 

) 
) 
) 
) 
) 

5. Delhi 
6o Goa,Dannn & Diu 
7. Laksh.J.dlvcep 
G. Hi zor.::m 
9. Pondiclwri 

1 
4 
0.03 

21 
0.5 

* A3 on 1. 7.1971 

~ 

Populo.
tion ** 
(IIil-
lion) 

1S76 

47.9 
17.4-
61.8 

30.3 
11.2 
3.7 

5.1 
24.0 
"t 7.2 

)Oo:J 

32.5 
0.6 

15.0 
29.0 

!r5 o 4 
S6.2 
49.8 

1.2 
1.1 
0.2 
1.7 

7.7 

Routc
Kns. 
(1975-76) 

1].725 
21S4 
5214 

5679 
1 11-05 

256 

77 
8'37 

5511,7 

52)2 
2806 

9 

1960 
2137 
5612 

3765 
8661 
3770 

Per nil- Per 
lion of 1000 
popula- sq. 
tion. Ki·J::::. 

s;9 17 
126 28 

Gtl 30 

187 29 
125 32 

69 5 

15 -
37 23 

118 13 

93 17 
86 15 
15 

80 13 
1 1',2 43 
194 16 

83 "G L~ 

90 29 
76 43 

·** cstin:J.tcd (Ilid~rc:::r) 
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It is well lmo"t that States which have far less railw·ay track 

especially in terms of land area feel specially aggrieved and 

think that this is a pernanent and ~ajor hm1dicap in the way of 

th~ir economic developoent. It is true that, unlike in the 1Sth 

Century '\'Then railuays l'wre the only means of nodern transport and 

therefore a lack of railway dovclop~ont invariably meant almost 
I 

a conplete block in the vray of economic progress, with motorised 

road transport now available as an alternative, inadc~uate availa

bility of railway track need not necessarily be a major stumbling 

block in tho way of econooic progress. Data given in Tabla 4.4 

show that thoro is some correlation between the availability of 

railway track· and tho per capit~ product. 
- .;.. - -- - - - - - - - - - - - - -. ~ - - - - - - - - - - -

Tabla 4.4 

Per Capita Product in States (index with Average for 

No. State 

1. Andhra Pradesh 
2. Assar:J. 
3. Bihar 

4. Guj·c_rat 
I • 5. Jam.mu. & Kashm:ir 

6. Karnataka 

7. Kerala 
8. Hadhya Pradesh 
9. Naharashtra. 

10. Orissa 
11. Punjab 
12. Rajasthan 

13. Tamila Nadu 
14. Uttar Pradesh. 
15. West Bengal 

Average for above 
Stat0s (Rupees 

S.tates=1 00 
- - - - - - - -1975-76- - - - - -
-Jrgr~& 

allied 
sectors 

95.4 
99.8 
70.1 

100.7 
S6.5 

105.7 

9S .1 
90.8 
89.5 

115.3 
186.0 
107.6 

71.8 
83.8 
89.3 

I:~o..:lufo.c

turing & 
allied 
sectors 

69.0 
74.6 
77.2 

166.8 
62.1 

11'7.2 

78. L't-

74.6 
202.6 

59.1 
140.5 
72.0 

114.7 
53.4 

135.3 

Services 

100.0 
75.7 

. 56.3 

129.3 
79.7 
94.0 

121.3 
67.0 

191.7 

56.3 
125.7 

71 .o 
134.0 
73.0 

125.7 

at current prices)458. 232 300 

Coefficient of 
__ !~i~t!-o~ i%2 ___ ~5:.8_ _tl-~·2 ____ 36:.2_ 

Total 

90.6 
86.6 
67.6 

124.8 
83.3 

' 104.8 

·1 01 .o 
79.8 

147 .o 
84.2 

157.1 
88.2 

100.7 
73.4 

111.1 

'990 

24.9 - --
Source: 1.~ National Account Statistics, 1970-71 to 1976-77 

Con tral. St~ tis tlco..J.. Ort?c.nis.:.tion, Govornnent of India. 

Quoted frou Draft Sixth Five Year Plan 1978-83 
(Revised) page 197. 
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'l'hus Orissc. c.nd Hndhyo. Pr<1dcsh uhich c.ro Sto.tcs ui th cor:pnr2tivcly 
q: .. -. ... 

louor por c.::tpi t.::t. yroductt,;.,__c.ro nlso Sta tcs uhich have less r.::til 'ltro.y track. 

At tho .sn:::.10 tiuo, it cmmot be ignored that' St.::ttos like 'Jttar Pradesh and 

Biho..r which arc nuch better off t~1c.n others in tcr::1s of ro.iluety route 

lcngti1 arc anong the poorcs t and nos t bacbvard Stet tcs. There co.n be no 

question~ that nany fo.ctors, and not :Jcroly tho inadcquo.cy of ro.ihmy 

tro.nsport, nrc rcsponsi blc for certain po.rts of the country rcr.wining 
v£' bo.cklmrd, ,_..P"U""G a key factor in reducing intcr-rogiono.l dispari tics is, as 

adoitted in tho revised Sixth Plo.n docunont 11 thc provision of productive 
i ; 

infr::."!-S true turc in the forn of 1vo. tor, povrcr !Jl1d transport fncili tics.* 

Inadequate Enphasis on Railways in the past/ 

4.08. An inportant rco.s on for tho slo1v increase in raihray rou to length 

in tho past thirty years appears to :1avo boon tho idea that, 1vi th tho 

availability of tho alternative nodo of transport by Hay of roads, less 

ocphasis was considered necessary on a c.::tpital intensive nodo'of transport 

l::l._k;o .. thJ Raihletys. I:.-1 fo.ct,' n:ot nPl:' ir. L:r1::i::: .. b11 ~: o..ll over the:: 'ltrorld, 

in tho period bot1voon 1950 and 1973, tho provc.lcnt idea soonod to bo that 

tho futuro of transport largely lies vri th roads rather than railvrcLys. It 

was only tho rcaliso.tion about tho high cost and relative scar.city of 

potr'oloun products rcsul ting fron th0 continuous price hikes since 1973 

that. hc.s broug!>.~ about a chango in this outlook. A Uorking Group appointed 

on Energy Policy by tho Planning Cormission·X-* has pointed out hovr tho fc.ct 

that. railm:.1.ys .[!.ro a nuch norc ·energy offici on t lJCO..ns of tra.nsport for long 

distances suggests that tho -railvr::tys 1 ability to provide nora services 

should be increased. Hhilo the exact role of ro.ilH::tys in the future 

dovolopn.:m t of national trans~)ort is a r1u. ttcr ou tsidc our m·m Torr:s 

of Roforonco, tho Report of tho Nationo.l Transport Policy Conni ttoo 

(NTPC) appointed by tho Planning COL1.':1ission indicc.tos that nuch grcwtor 

attention to r~ilw~y dcvclopuont no,~ds to bo given in thu futurCl ~s 

* Draft Sixth Five Year Pl~n 1978-83 (Revised) (Govornnant of Indio. 
Plm111ing Com_iission) 1979, pngo 196. / _ / .~. . . : i' 

I .. , ) ' 1 ~ J "!,., L . <,. " t. ""'- ~,._-'.. ..... -- · .,~ 
L ( ;.r.L.· r ~ 

** Soc, Report of tho Vlorking Uroup on Energy Polic,y!'--Ho,;1 Dclhi(Hinoo) 
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conpnrod to whnt hns boon dono in the last plan periods* 

(Sec Tnblo 4.5 bolo~). 
_x . .,ple 4.5 . 

Plan Outlny on Railways in rolntion to totnl Plan Outlay 

· (P.s. · croros) 
- - - - - - TOtni- -oiit1ny -oUtlay Outlay- - -oUtlay -- Oiitlny-

Public for for for for for rail-
Sector trc..ns- lb.il- transp- rail- ways as -a 
Outlay port ways ort & ways percentage 

and connuni- asher- of outlay 
connu- cations contage for trans-
nicati- as a por- of total port & 
ons contago public connuni-

First Plan 
( 1951-56) 

2167 

Second Plan · 4992 
( 1 956-61 ) 

Third Plan 8937 
( 1961-66) 
Inter Plnn 6879 
(1966-69) 
Fourth Plan 16273 
(1969-74) 

725 

1581 

2472 

1476 

3574 

Fifth Plan 29571 6881 
( 1974-. 9) .... 

Sixth Plan 71000 11178 
( 1978-83) 
(Revised) 

424 

1044 
:. 

1686 

1428 

2(J{6 

3400 

of total sector cation 
public outlay 
sector 

- -outlay-

19.6 

31.7 20.9 66.0 

18.9 68.2 

21.5 11 .1 51.7 
l . ; 

22.0 8.8 40.0 

7.0 30.2 

15.7. 4.8 30.4 

Note: Under tho First Four Plans, the Capital expenditure on 
tho replacenent of assets of Raihmys was not included 
in tho Plan outlny. The figures of outlay for those 
Plans are adjusted so as to include expenditure on 
roplacenent also, to nako then coDpnrable with·the 

_ _ _ ,!a,!e,r .£'l.fln_?._ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ ___ _ ___ _ 

4.09 As against an investnent of 58, 66 and 68 per cent of 

thq.,t in total tr:msport and 20, 21 and 19 per cent in total Plan 

expondi turc in the first three Plans vrhich l·ms provided for the 

dovelopDont of raihmys, 'subsequent Plnns gnve fnr loss 

inportnnce to r~ilwny dcvelopnont, these proportions coning down 

* 11Report of tho Na.t::..on:. .... :. 'I.;:\.J.:::Jfor-;; Policy Connittec", Governnent 
of India, Planning Connissioh1 1980, para. 2.5.2 nnd 9.33.2. 
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t~ ~bout 40 ~nd 30 per cent, ~nd 9 ~nd 7 per cent, in tho Fourth ~nd 
Pifth :Pl~n periods. Surprisingly, even thou,;h tho foroor Pl:mning 

Co .... ~jssio!l (19"7-79) hnd intlic:1ted tr.:.t policy docisic:'ls ra(;':lrding intc1 

oo~il distributicn'of fu~re tr~nsport dcvelopoent would bo tnkcn only 

in the light of the rccoooend~tions of the NTPC@, tho contin~~nco of tha 

old ~:p:pro~ch is indic:lted in the revised Pl~n docu:Iant, where tho su.;t;cs· 

ted. outl:J.y ·on R:lil~ys is less than th:1t in the previous Pl:1n ~s n propo: 

tio:~. cf t4e overoll Phn outhy. It is nlso to bo nvted tho. t tho 

!.ncrense suggested in the Sixth Phn in this docw::ont over the proposed 

cutl~y on Ihi.bro.ys in the Fifth Pbn period is only 54 per cent while the 

increase is 61 per cent for the Tr:1nsport o.nd Co~unicntions sector rus :t 

vhole, ~nd :J.s high as 84 per cent in tho cnse of roo.ds and ro:1d tr:lnsport· 

Why ~ Projection 

4.1 (} It lrn'B ho.rdly possi blo for a Co ... ...,; tte\1 like ours nor W:'ls it 

within our fcl'!ls of Reference to prepare o.nythinb like :1n 3ltcrn3tivo 

Plan. for transport or ~lwo.y d~vclopocnt. But we could not nlso 

overlook our iopressi~n ta~t ~~c outl~ya provided by tho Plannin~ . . . 
Co~ssion for the ~lw~ys in the past and oven in the revised Sixth 

Five Ye::tr Pl:m ~re not likely to be adequ~te to en:lblc tho r:1il~:;s to 

c~rry out their appropriate role in the develop~cnt ~nd efficient 

f~tio~ng of the nationnl econo~y. In torus of tho ovcr~ll ~ppro~ch 

adoJ;lted by the :!TPC, we :1re cert:1in t::.,_t when the Five Year Pl~n is 

revised, gre:1ter enphnsia will be placed on ~ilv:1ys' dovclopaent. ~ndlo 

it is not our tcsk to work out exactly wh3t the outl~y should be, it w~s 

necess~ry for us to foro sone-idca &bout the.over~ll requiro~c~t of 

resources for r~lw~y dcvelopncnt over the next two dcc~des or so, 

rc.ilwys being a se.ctor where gest.l.tion periods of develop::ont pr.,jo

cts arc inevi t~bl,y long. T"Ae Corpor~ tc Plan. prepared by the r'li lw~ys 

thenselves docs not go beyond the yecr 1988-89. indle o~king usc of tho 

thinking behind the Rnil~ys' own Corporate Pl~n, the Coc:ll ttco thoubht 

it nccess:!.ry to prepare an cstinate however rough for its Oiln uso. 

----------------------
@Revised Draft Sixth P~n (op.cit., p.322) 

* ibid. page 16. 

-------- ---
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Assunptions for .Pr_ojcc_:t_ions - Role of Rc.i~1·1~1 

·t. 11 • In 110rking out the sa idca.s ubou t the tw.sk \ihich the 

R.:lilw.:::.ys will be c.:1.llod upon to pcrforr1 by 2000 A.D., ID nrc 

n~dng ccrta.in o.ssuoptions which need to be explained. Firstly, 

we nrc ussuoing that the role o~.:::.ilwuys in tota.l transport 

facilities will continue topvolvc as it has been evolving 

during the last thirty years. It is on this basis that the 

growth rate of railway traffic is ?rojcctcd. Uc nrc doing 

this partly because data about the principal alternative to 

rail transport, naricly roadi'Tuys, arc not available in a systc

natic forn, especially on a tinc-scrics~~s~r·discussions with 

the llinistry of Transport did not cony~·ncc us ~hat the data 

that arc being published regarding the relati vc roles of rail 

and rouJ transport arc suff~cicntly well based to nnkc future 

projections on the basis of these data. Qualitatively spanking, 

it would not be wrong to ··say that, in view of the recent dcvc

lopnents in the field of fuel, nationnl policy ·would require 

oorc cnphnsis for long distance haulage as well ns. onss transit 

to be placed on railways ruther than roadways. This would 

probably inply that the dcnand for railway traffic facilities

will gt·.:>w at. a rate fas tcr than would be. indicated by projcctiop.s ... 
fron 1hc past tren'ds. This ncrcly underlines the point that our 

projections arc likely to provide the essential nininun ruther 

than - us sonc people night iouginc - an unduly inflated naxinun. 

Passrn~cr Fucili tics to be Increased.( 

4.12. Secondly, regarding passenger trnffic, we arc assuoing 

that, in a dcnocrat:Lc society like ours, it would be difficult 

to resist the dcoa.nd for incrc.:1.sing facilities for carrying 

passengers as long as the facilities, on proper costing, pay 

their wo.y. Uhilc in tines of special shqrtugcs and in the 

short run, a choice nay be nude in fuvour of goods transport 

ns ugo.inst passenger tr::nsport to c~surc that the wheels of the 

cconooy continue to run scoothly, not anticipating the dcnand 

for pnsscngcr transport fucilitios·np!'ropriatcly in advance, and 

not providing for such nn increase, is bound to rccoU on the 

Rnihny Adr:inistrntion. In a dcnocrntic francvrork, pnrliancntury 
' . 
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o.nd other prcssnrcs Hill !lcUW the provision of o.c~di ti on::.l trc.ins 

for co.rrying po.sscngcrs uno.voidc..blc. If t1lis l:.c..s not been pl.~nncd 

in o.c~vc..ncc, pcrh::o.ps on the mrrcnlistic o.ssm~ption tl1:::.t it ccm bo 

o.voidod, tho r'.)sut t no.y uoll b-3 thd goods tro.nsport, so;wtinos even 

in ossantio.l 6ocnoditics, will suffer. It is thorofare only o.ppropriatc 

tho.t n rco.listic projection of future dcec:.nd for _pc..sscngcr tr~msport is 

nc..dc uncr o.pproprintc plo.ns prcpo.rcd to noot tho.t dcno.nd. This is nlso 

of ioportnnco in tarns of helping nntiono.l intcgrc..tion. People wo.nting 

to tro.vol to different po.rts of the country is a good thing fran the 

]>oint of vi01·1 of the country's uni+y ru1cl c..ll thnt one Cr'.n insist upon 

is tho.t no subsidy is g~ von to the nornnl novor..::.cnt of pns.sengers. As 

long ns this cnro is tnkcn, npproprio.to o.nticipo. tions o.ncl provisions for 

passenger trnnsport requircnents should be considered to be o.n ·asscntinl 

pnrt of rG.ilw::tys 1 developc.cnt progranncs. 

Metropolitnn Trnfficf 

4.13. As industrio.liso.tion c..nd urbnnisation ho.vc progressed, thoro 

has boon gro1vth of netropoli tnn o.rens in the country, nncl with it hu.s 

arisen n d !C.ctnd for ro.pid trnnsi t systor.:s. The Plo.nning Cor.~ission 

took note of this possibility nt o.n eo.rly stngo, nnd consti tutcd 

r.ietropoli tnn Trr'.~1sport Tonus to report on tho prospect ,;: nooti ng the 

developing trnnsport requircncnts of Bonbo.y, Cclcutto., ibclr::ts nnd Delhi. 

Spccinl units ·were consti tutod for conducti~ stu.dios o.nd >·Torking out 

projects. It is wcll-kno'I'TJ)howevcr thnt the progress of tho nctropoli tc..n 

trnnsport projects in nll these nro::ts ho.s been tnrdy. Even in o.rons 

like Bonbny, Cnlcuttn nnd Hndrns, 1vhcrc suburbcn trc..ins hnve been opere..-

ting for long, tho pressure on the services ho.s boon incrco.sing o.t o. 

fnr fo.ster ro.tc tho.n th;J provision of fc..cili tics to ne:ct this &rouing 

tro.ffic. The provision of no'I'T fo.cili tics hc..s bc-.::n extrenely slou boc:;.us' 

of resource constraints nncl thoro is ncutc discontent c.uong tho users 

of the h·nnsport systcns regG.rding tho qu-2li ty of service rcnclcrcd to 

then. The ne'lv underground ro.ihmy systcn in C-:1.lcuttG. hc..s bccn pro.;-rcs

sing only slO'I'I'ly, nncl no\v it is expected th2t the project uill be 

po.rti::tlly coupletcd only by 1987 or so. Thc,davclopocnt of facilities 

o.round Delhi hns o.lso not been possi blc on tho required sc:~.lc. There 



nrc n.:my cooplnin ts nbou t the suburb.:m type services fh..1. t 

nrc nvnilc.blc in Hydcra.bad-Sccundornbnd nnd in sonc other 

nre.:ts uhich :J.rc served by trcin services which .:J.re incro.:tsingly 

being used for coonuting. In respect of n.:my other new dove

loping notropolitan .:trans, there hns hnrdly been any planning 

by .tho R.:tilw~ys for neoting the futuro rcquirononts of rapid 

transit systcr>..s. Tho inndoqua.cy of v1hc.t has been dono in tho 

pnst hns been cxpl.:tinod in de~nil in Ch.:tptor VI of our Intcrio 

Report, and it is not necessary for us to go into those details 

again in this Report. 

4 .14. Vlc do find houovor that thoro persists a certain 

o::1bivnlenco in tho attitude of V!'.rious authori tics including 

tho Plc.nning Conn~ssion rcg.:trding tho services to be provided 

in the notropolitc.n areas. ·Nobody will disagree with the point . ·. 
th.:tt it is high tine that our urbanisation was brought under 

control and this is especially true in respect of tho already 

very lnrgo notropolisos such ns Bon bay, Cnlcu ttn and Dcl.hi. . . ' ! 
Uncontrolled urbanisation, as tho Planning Co~ission has 

* pointed out in the Revised Sixth Plnn, "without providing 

coqnolisur.:tto devolopnont of 1.nfrastructural fu.cili tics is 

rapidly londing'··to urban blight through slun scttleno);.ts, 

grossly inn.doqu.:tto services, overcrowding, traffic ja~~:, ribbon 

de:volopnont, cruabling 1 old 1 city co~1~ros •••••••• derelict 

neighbourhoods, insini tary backyards, and poor· r.1aintcnanco of· 

building and othur civic services. Lifo for.tho urban poor 

in lor go ci ti as reproscn ts tho worst forn of dogradntion of 

tho huncn onvironnont". This is undoubtedly true, and whatever 

the Plo.nning Connission and other concerned authorities can 

do to cnsu·re thc.t new· work O]?J.)Ortuni tie;s nrc crc.:ttod in other 

aron.s so as to avoid further nigrntion to the najor ootropoli

tnn cities and, if possible evan to decongest these cities, 

should be "\vclcono. In Chelptor 28 of tho Revised Sixth Plan, 

tho Planning Connission hoz indicated its preferences regarding 

------
I 

* 2:. bid_, pngc 222. 



th0 new urbo..nisc.tion policies. The rcnl poil1t houcv:;r is thc.t nll 

such nttc:!pts r.:c"·~c in the :pn:::;t l1nvc fo.~_,_cd, uhilc the iL~ro.structurc 

facili tics such c.s trc.nsport hc.vc c n:c under incrcc.sinG ,rcssure. l~s 

the Cor:.mission itself points out, c.ttc;J.pts to dc.:-.1 vrith the :;_-:>roblcn in 

the past hnvc either been ill-conceived or exocutocl inn hc.lf-hec.rted 

wo.y. Their inpnct hc.s been negligible, nnd lcgc.l provisions ho.vc been 

1oTo.torcd do-vm under the pressure of greedy land-holders. 

4.15. To tho extent thnt the Plnnning Cormissi on OJld other o.u thori tics 

c.:m cnsnru better i!J.plec.cntation of these policies in the future, the 

nora ;:1o..'1o.gco.blc the problon uill be. lD1nt however cc.nnot be o.cccptcd 

is tho.t cnouch provision need not be r'.nd·.J for the nlrco.dy existing c.s well 

ns the roo.listico.lly expected dcr:.o.nd for connu tor trnffic in no.j or nctro

poli tnn nreas. Any attempt nt keeping the invcs tncn ts on s·~ch nctropoli to.n 

tro.nsport systons low on the plan that bettor ro.pid transit systcns will 

cncourngo nora nigro.tion to the cities, is a very unrcnlistic nnd nlnost 

inhuno.n approo.ch to the problon. Uhat is necessary is not to nnkc the 

lifo of people o.lrcady living - c.nd in nest cnscs :f;orccd to live - in the 

hoo..vily congested nctropoli tc.n areo..s -vwrse by denying then fo.cili tics of 

cssontio.l infrastruct;.uo such ns trnnslJort, but invcstncnt in crco.tion of 

infrnstructurc facilities olso1vhprc nnd other sinilnr stops so thnt nora 

onployncnt opportani tics got creo.tod th .... rc. One does not soc any att-Jnpt 

on these lines in tho present pl011s, either of tho Rc.ihr~cys or of the 

Planning Com"1ission. In our view, this is a nnj or inndcquncy 'irhich uill 

ho.vo to be got over n.t .n very cc.rly s tngo .-

Lo~Jorn Plo.nning Nocesso.ry: 

4.16. It cc.nao t be overlooked tho..t the crcn tion of trnnsport fc.c ili tics 

in all urban nrens, .::mel cspocinlly in nlrcndy d;:;vcl ope.~ urbnn o.rec.s, 

involves nc.ny clifficul tics, nncl therefore not only nrc cnpi to.l costs high 

but the gcstntion periods nrc c.lso inevi to..bly long. This is nlso true 

nbout rnilway systcns gonoro.lly. It is ::t 1volconc fcnturo of Ro.il1vo.y 

~bno.goncnt thnt they ho..vc alrco.cly propnrcd n COJ"ipc.r.::. t~c plo.n uhich thir.2::;' 

of fifteen yoo.rs 1 rnil1vny rcquironcnts. lie do ho1,rovcr think thc.t, •vi th 

the 1 ong gos tn tion period of rnil uo.y schcnos, it is ti:.1c Ro.i l1v.~ys bo~-;in 

to plo.n on n longer tern footin0;L In [l.lly cnsc, uc ho.vc t:wught it :is 

necessary to give spocinl attention to tho dcvolopncnt rcquiroucnts of 

ro.ilvro.ys over tho next 20 ycnrs. Lprobably for hT~:mty yco.rs. 
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4. 17. In addition to the reason that the gestation period 

of railway developnent schen0s is ·long, we cannot overlook the 

crisis th::t transport inadequacy has cro['.ted in_the country in 

rl:Ccnt tines. llhile poor labour r.Jlations and various other 

tecpornry factors nay have enhanced the difficulties, it should 

not be overlooked that nn essential infrastructure facility 
a... 

like the raih1n.y should clways be a ~i ttle t._~1ead of the expected 

dcmo.nd for it. so as to take care of possible slippages. To 

expect a large organisation like the Railways always to operate 

at the ponk of its efficiency, nnd to provide developnent outlay 

on the "basis of such on assunption, docs not appear to .be a . 

realistic way of ensuring efficient na.nngeuent of the. econony a.s 

a. whole. While every step ··should be taken to inprove the effccti._ 

ve use of all resources devoted to railwn.ys - nnd we hope to dea.l 

-.;d th sonc of these natters in our Final Report - ra.ilwc..ys cc..nnot 

be an island of efficient and honest working if there is a 

bra :'k-dovm of law nnd order~lmd inefficiency and corruption 
. . 

prevail all around. Anything that· happens in one corner of the 

country not only affects railways in that region but, depending 

up~m the role of the pa.rticulnr sec.tion in the total system, it 

affects the overall working of the railway systen adversely in 

varying dcsroes, A realistic approach to raiiway developnent 
;. 

should thcreford~not ignore such possibilities and should think 

of future dovclopncnt not neroly in such a way that railway 
. ~-··· 

capacity would be a. little ~of tho a.ctua.l projcqted dcnand 
. . ~ . . 

· .. but that, wherever possible, dcvelopnon t takes tho foro of 
. f,Q..- ' ' 

alternative routes a.nd~pa.ssos instead of doubling nnd 
/-.. 

trebling along existing routes.* 

~ 

Pto,jcctions for Passenger Traffic: 

4 .18. With a view· to working out tho proj oc.tions :for 

passenger and froi~1t 'traffic in 2000 A.D. and tho ensuing 

investoont roquiror.10nts, the Con;.i.ittoo constituted a snnll 

spec.inl cell to work on this problen. · The Conni ttec nlso 

had the benefit of consulta.tions with an infornal group of 

exports. vlhO nero kind enough to be associated With the. WOrking_ 
---------

* For an ala bora tion of this a.ppronch, seo, A.K.Chnakrnvarti • 
"Irmobility is Poverty", April, 1963. 



out of the projections at diffar:nt stases. Tho d tails regarding 

tho n:mncr in 11hich the projccti·~ns hetva been n:J.c.lc nnd the invcstnent 

rcquircrJ.cn ts co.lculo.. tQd nrc c;i vc n in ll}; 1JcnlliJc 6 Here it is only 

intended to give the nain conclusions of the study. 

4.19. The ·projections for passenger tro.ffic hnve been separately vrorked 

out for suburbc,n ( Bonbo.y, Calcu ttn, Ibdrns) tr:::.ffic nncl non-suburbcm traffi< 

Vo.rious s_tudies including those conducted by our Conni ttee indic.:::.tcd thc.t 

it c;n be sc.fcly nssuncd thnt nei thor incono nor price elc:.stici ty i:lny be 

nss-:.1ned to be si3'nific:c.ntly high 1vi thin probnbla rnnges of fares for the 

bulk of the connutcr trnffi c. It wets found thn t tho proj ,3ction for 

suburbc.n tretffic cnn be nttcoptcd tnking into considoro.tion the expected 

gro\vth of working populc.tion, viz., thc.t in the nge-group 15 to 59, c.nd 

this is esscntinlly tho bnsis on which tho projections hc:.vo boon undo. The 

nverngo distnnce expected to be trc.vcllcd by cormutors hc.s been projected 

_on the bnsis on th9trends oxpcri~ncod over the lnst two decades or so. 

While note hns becn tclccn of vnrious policies 1-1hich nrc expected to reduce 

the further· gro-v1th of netropoli to.n populntion, it is nssuned tho.t this will 

not hnve n..TJ.y significo.nt inpc.ct in tho period for uhich ~>D c.re nc.k:ing tho. 

projection. 

4.20. Regarding non-suburbc.n pnssengor traffic, on the bo..sis of the do.tc. 

availnblo to tho Carmi ttee, it uns snfo to nssune thc:tt L1cono ns Hell ns --
pr_:i_~:::__9}nstici ty vrould not bo very high for po.ssoncor trc.ffic ns n uholo, 

even though sono chnnce in the distribution of pnsscncors c.nong different· 

clnssos of nccor.mod.::t tion no.y rcsul t fron fo.ro incrco.scs. .t~s the non-

suburbo.n passenger survey conducted by the Conr1i ttcc shovrcd tho.t n n::tjor 

chunk ( 85%) of tho po.sscngcrs trnvelled for fulfilling socinl or offici nl 

oblig:J.tions, it w:J.s not incorrect to :J.SSUi..lo th:J.t price olc.stici ty uould 

not be ve;ry high. Evon ns rog.::trds intcrnoc'Jal s:J.i fts of pnsscngors, tho 

survey sho1vcd thnt n very lnrGo proportion of r:J.ilu::y ~)c.sscnsors profor 

this node. This is so ci thor bccnuse ro.il ucys nrc tho only sorvic o nv:'.iln

blo, or bccnuso the p:J.sscnccrs find it fn.r superior in v:J.rious Hays.This 

is cspocinlly so rcc;nrdinc those goin:3· lone o.nd nediuD distnncos, t· .. nd. even 

those rogulo.rly coing to nearby pl:J.c cs for purl'Oscs of uork. Lu.:;;;::.::;~ 

c:J.rrying cnp:1ci ty, punctuo.li ty etc. nppcnr to ~1:1vc bucn n ~~'ajor fo.ctcr 
.: __ Ll--.!- ~~1-..: ....... - -t-1 .... ..;~ ,....1, ,-in~ 
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4.21. Taking those factors into account, proSections hn.ve 

been nade a'ssuning thri.t the. share of pn.ssenger.s in the ngo-
·. . 

grour~ 15 to 59 ,years would li.innin the sane n.~ ii.t·present, but 

thn.t tho den~nd for raihro.y services will not continuousiy 

increase .r:10re than in prdpo;rtion to population as i~ the past. 

The last .'assunption, has boon onde on· tho ground that it nay be· 

safe to assune that rg.ilway fares 1rill not as in the pnst lng 

behind the general p~ice level nnd further that the incooe 

eln.stici ty of dennncl for raihmy services would not be very high. 

Attenpt has also been. nade to nake projections of traffic ~eonnd 

for now suburban-like situations which arc likely to cone into 

existence as n result of the· growth of new notropoli tan are~s. 

Projections for Freight Traffic 

As rcgar!is freight .~rnffic, i~ is well-known that seven 
'. . . 

connodi tics, yizo:~ ~ co..ll 1 iron ore, iron and steel, fertilizers, 

ccnent, food grains and petroicun products constitute 69% of 

tot:J.l tonne kilone-r;res anci 78'1~ of totaf revenue earning. origim-
. •' ' 

ting tonnage. For projecting freight traffic in 2000 A.D.,!' 
a ttcnti on has been: concentrated on these seven· connodi ties and 

the projections nude on ttat basi.s blown up to·co·ver the total 

freight traffic. It has be.eri nssili:ied that the rail transport 
I) . . . 

co-ef~icient of these connodities is not likely to change 
I 

significantly. The traffic denand arising fron these seven 

coonoditics has been estinated by projecting availability of these 
. I 

connodities in 2000 A,D,. on the basis of such data as arc 

available, and it is found that the projections are not incoo

patible with sooe of tho projections nadc by other authorities. 

It has ·boon ao::1.~cd that there vmuld be rationalisation of 

railway traffic, especially in bulk connodi tics, in future ns a 

result of better regior-al dis~ersal of tho growth both in 

agriculture nne industry through.n noro rational regional 

dovolopnont policyo Tho cstinntos of freight traffic were also 

projected on the basis of varying nssunptions~rding growth 

rates, but for tho purpose of our final traffic projections, 

the estiontcs based on the p:lst growth rates have been taken 

as valid. 
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4. 23 As o. rosul t of these projections, rCI.il"lv-:Ly traffic in 2000 A. D • 

.::J.s conparod tv tln t in 1977-78 is projected to be o.s t'ollo>'rs* 

__ .. ____________ -------- _ (l o~ ~~n~P~r·Il 

. Tr.:~.ffic in 2000 A. D$ 

Tr.:~.ffic in 1977-78 

Freight 
trnffic 

406.00 

1 62.69 

P.::J.ssongcr 
Suburbnn 

1 68.00 

39.43 

Tr.:~.ffic 

Non-suburb.J.n 

320.00 

137.20 
---------------------

Addi ti oml Tro.ffic 
in 2000 Ao D. 

243.31 1 28.57 182.80 

*In this connection, sono of tho other tr.:~.ffic forecasts have been given 
for conparison in Appendix 6. Tho No. ti ono.l Tro.nsport Policy Cormi ttoo 
has glven tho follo>'ring forcco.sts for 2000 A.D.: 

1 
"t 
t 

Trend 

Suburban 
t 
-t 

' 

Rail Passenger Trnffic (109 PKMs) 

. 
' Regression 

------~N~o~n~-~Subyrban~------
"1 

! 
r 
I 

Trend 

-, 
1 

-, 
T 

Regression 

nnalysis 
162 

nmlysis 
126 

nnalysi s 
358 

nnnlysis 
251 

Freight Trnffic 
(billion tonne-Kns) 

PE;,._rccnt.:~.ge Shnre 
Rnil Roo.d 

'rotnl 
Trnffic 
- Rail 

_2 ____ 2 __ _ 

Assunption I -
P.:J.st Trends 

Assunption II -
1 976-77 Diesel prices· nnd 
50% shift to rond trnffic 

Assunpti on III 
1 979 Diesel prices nnd 
50% shift to ro.:J.d trnffic 

67 

70 

72 

33 435 

30 455 

28 468 

Assunpti on II & III nrc rcl.:J. ted t:;, inpo.ct of chnnges in brenk-even p:;,ints 
duo to changes in oil prices; tho shift to r.:iilunys fron ro.:~.ds rTJ.y bo 
either 50% or 75%. (Latter not sto.ted hero). 

It will be noticed thnt tho foroc.:~.st used by us for pnssengors is very 
no.::J.r to (but l01.ror thc.n) tho tronc~ .::J.no.lysis forocCI.s t of tho H'l':t'C. Our 
freight trnffic forecast is lower thnn oven tho louast .ostin~to of the 
NTPC. It Hill thus be seen t:1c:.-;; tho :i:'oro-::nst u:::.d.o by us c.J.n be b.kon 
.::J.S adequately reliable for the purpose in vioh". 

(Report, pCI.r.::l, 355.7~ 3.5~12, & ;.5.13) 
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Investno~t Required 

At .the next stngo, tho rolling stock required to carry 

the e-:tr.:t. traffic- both ra:-'1engcrs and goodf ~.was calculated . . 
and tho investnent required for acquiring this stock at the 

1977-78 prices conputed. The fnct•that steao engines would ba 

largely replaced "0y diesel and electric engines, thn t electri

fication ~dll proceed at a certain pnce*, and that ·additional 

electric nultiple units will be. provided to enter to the trnff;ic 

both in the existing suburban and newly energing suburban nre~s 

lvero also taken into account. The investoent requirenents for 

tho r.olling stock l\·ore then found to be PcS.,118B6.69 crores at 

1977-78 prices~ Regarding investnent in various other traffic 
' ~ . . 

facilities, the past -~rends, the expectations indicated ·in the 

Rnihmys I ovm Corpora to Plan and trends which can safely be 

assuneJ to be valid for the po~iod between 1989 and 1999 were 

used to· arri-;e a. t estirw.t:).:J regarding investnont in such 

facilities including workshops,· eloci;rificn tion .and new lines. 
" .. '.· 

The resultant invcstnent requironent .for taking care of the 

nddi ii. onal traffic 'tvhich would· be genera ted. in 2000 ..{\.. D, as ., ·. 

conpa:::'o i to 1 977-78 was estii::J.ated as follows:-

·(ns., c:t'ores) (at 1977-78 prices) 
1., ].ollin,g_S...IQ£t_ 

a~ '1oco:uoti vos 
b~ Coo.c·.1es .1.-' 
~:. vhgons 
d. EMUs 
e. Miscellaneous 

2~ Trnffic faciiitios@@@ 
3~ vlorkshops nnd Sheds 
4 .. Electrification 
5 .. New Lines 

Total 

6o Other investnent(1.o% of 1 to 5) 

Total investnent 

2249~93 
1665~46 
5064~76 
1836;78· 
1 069.76 

11886a 69 

7132;01 
1664; 14 
786~70 

1601 ;oo 
23az.o!L 

25377.59 

@ Including signalling. and s:lf'ety.. · . 
@@ Bnsod on &l.ihmy Corpora to Plan ( 1 976-89) 

! ~ . ____ ._ __ ~~~~~~~-~~~-
;;. \ole have n.ssuned - as indicated in Appendix 6 - thn. t electrifi-
cation will proceed at the sane pa.ce a·s planned at present. 

T>:::: N'l'PG has pointed out hOiiT an earlier replaconent of steaD by 
other trac·i;:i.on na7 release largo qaanti tics of scarce high . 
grade coal for o.thor uses~ Tl1is nay involve earlier dioselisation 
or, profe!''lbJ_:· r, ·~ -~·-.! _,.. . ·.. ~-. ·.- "o ••• • 50 investnents nrc 
roquired for this.. The NTPC has roconnendocl early cost -
benofi i.; studios for deciding this. In any case, this also 
shcvlS th~i: m::: cstinatos. oi' invcstnont nrc likely to be on the 
ninim.1.n r.'l tho:::' ·i;hnn 0!\ tho I1.i gh sideo 



4-20 

4.25 Thus, tho tot:J.l ~nount uf invcstnont th::tt Hill be required 

for c~rrying tho extra. tr::1.ffic vlhich •·rouhl be go nora ted by 2000 A. D. is 

ostin::1.ted at ~>.25,378 crores. It sh lld be noted tha.t Plan Outlay con

sists of not investncn t for aclc_i tiornl fa.cili tics plus tho outl.rty 

required for the purpose of ropl::tcc::wnt of tho fa.cili tics 1-rhosc useful 

life is over. \ve have o.clopted o. sinplo fornula. for uorking out this 

rel~tionship. In the Corporo.tc Plo.n prep::1.roc1 by tho Ro.ihmys for the 

yeo.rs t.976 to 1 989, it hns been o.ssuned tho.t ivhen the outla.y on nou 

fo.cili ties uould o.nount to Ps. 6480 croros, ··the provision out of tho 

Doprccio. tion Reserve Fund for roplnccncnts on a need- h.2sod cstin:::tto 

would o.nount to Ps.3120 croros, i.e., 4-8% of the outlo.y on no•v fncili tics. 

As vro have no dnto. about the n::1.nnor in which o.njor assets vrill fall due 

for rcplnconont in the period 1 989 to 1999, to who. t exton t it 1vould be 

different fron· tlYo .position in the earlier dec:J.do, we nrc assuning thn t 

the roln tionship between outlay on no•v fnci li ties nncl outlay on ncod.

b.J.sed rcplncenont::J would ron.J.in tho sa.ne. On this nssunption, tho toto.l 

outlo.y for the clevelopncnt of thc.r1.iluo.ys upto 2000 A.D. Hould hnvo to 

be Rs.35,721 crores or, broo.dly, r:;.36000 croros ~t 1977-78 prices. It 

D.J.y be o.ssuned th:J. ~ tho ou tla.y in tho first yea.r of the revi sod pla.n 

would ho.vo to be Ps.1 000 croros in order th:i t o.n outlo.y of Rs.36000 

croros ( 1 977-78 price~) is conplotecl in 20 yoo.rs. It will then h.:J.vo 

to incroo.se in consto.nt proportion so tha.t tho tot:J.l outlo.y o.s required 

is n::1.de over twenty yeo.rs. 

Io.porto.nce of Ad.egua.to Invostnont in Raihnys 

4.26 \·lhile we Cl.rc o.v;a,ro of tho lini tn tions of the co.lculo. tion6 no.do 

by us, tho data given by .l,ls o.nd tho b:J.sis of tho co.lculations nnde 

ns cxplp.inod in tho Appendix would suggest thn t tho so co.lculo. tions nrc 

likely to provide o. ninic.un ro.thcr thnn,Cl.n. cxo.ggora.tod ideo. ofthc outla.y 

required if tho Rnihmys nro ·to noct tho prcjoctod additional traffic 

donnnd over the next 20 yeo.rs. It ha.s not unoftcn ho.pponcd in the p::.st 

that tho outlay on ra.ihr::.ys h.2s been sibilifica.ntly reduced 1.s conpo.rod. 

to who.t wns considered noccss.J.ry by t~o Ro.il1'1a.ys tho:J.selvos, by tho 

Plnn Working Group and other c~bpotent agencies. The proportion2to 

decline in tho outlny on r~ilw~ys in tho recent Plans including tho 

revised Sixth Plan propo.ro d by tho prcvi ouc Plo.n:1inG Coc1.1issicl~ 

has a.lroo.dy boon nentionod earlier. It ic: (JUr apprehension 

that if tho Raihrays continue to be cl_oprivod of 

adequo. to outlays in tho future, the crisis 1vhich tho 
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econony is fc..cing nt present, nncl for which tho Rlilwv.ys nrc 

thought to bcnr n nnjor rcsponsi bili ty, 'voulL. be clifficul t to 

solve. Now thnt tho Govcrnnont is thinking of prepnring n now 

Si:;;:th Pl::m, nnd. tho .. rcport of the N o.tionnl Trnnsport Policy 

Cor.r.:.1i ttec is nlso nvnilnble, it nny not be wrong to expect thnt 

it would be ncccpted by the Planning authorities that lnrgcr 

outlnys should be sanctioned for the devolop::.1.::mt of· rnilwnys. 

This do0s not nann thc..t lnrgcr outlnys nrc the, only 

instrunent nvnilnblc for inproving the contribution of rnilwnys 

to the efficient working of the nntionnl econony. Like in nnny 

other sectors, vnrious factors have boon contributing to poor 

nornle nnd lo'-1 efficiency on tho Ro.ilw:1ys, especially in the· 

very recent past. It is possible nnd necessary thnt suitnblu 

orgnnisntionnl nnd other policy nensures should be taken to 

ensure thnt rnilw'ly efficiency is inproved. vlc shnll denl with 

such nntters no:;:oe f1..:lly i.:1 ~ uzo F''"'·'-~-. P..Jpo::"t. It would be wrong 

howevor to nssune thnt such lnprovonents.cnn be nttnincd inn 

very short period. Keeping down Plnn outlays on unrealistic 

nssunptions nbout inproved efficiency cnn clog the working of 

the econony • Efficient functioning of nost sectors is likely . 
to be o.dversoly .g.ffocted, if rnilway trc..nspor~ cnnnot neat the . . 

csscntinl dcnnnds nnde on it. It is therefore of the highest 

iuportc..nce thnt n ronlistic vicu is tnken of the nntter, nnd 

proper outlays nrc nndc nvnilnble for further developnent, 

including replnconents, of tho rnihrny systen. 
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CH!,PTER V 

ANALYSIS OF TIIE COS·rs OF RAIL. AY SERVICES --- --·----------
5.01 The Resolution setting up the Rail Tariff Enquiry 

Committee had emphasised the fact that far-reaching changes had 

taken place in the country's economy in the two decades since 

the Freight Structure ~nquiry Committee (1955-57) submitted its 

reccmlilendations. The rapid inflation in recent years had 

particularly affected the ~ailways because of their highly labour 

intensive operations. There had also been sharp increases in the 

cost of energy and other major in~uts that go into the production 

of rail transport. As a result, costs had inqreased sharply, 

uhile revenues had failed to keep in step. Such a situation had 

led to rapid deterioration in the financial health of the Indian 

Rail \lays. 

5.02 In vie>f of the charl,ges in the cost structure, the 

Resolution had indicated the need for rationalisation of the 

tariff policy yis~a-vis the cost of services provided by the 

Raihmys. The Rail •rariff Enquiry Committee was therefore 

directed to make a detailed examination and recommend 

restructuring of the freight rates &!d fares, keeping in view 

the cost of providing the various services. The most important .... 
reasor.. why the st'ate of- the :L'inancial health ot the_railuays 

continues to be unsatisfactory appeared to be that some o~ all 

of the services did not meet their costs. To remedy the 

situation, it was essential to obtain dependable cost·figures in 

respect of various ar~as of railway operations. Unless this was 

done, the n.1ture and magnitude of the problem could not be 

appreciated correctly. 

5.03 The Railway Freight Structure Enquiry Committee 

( 1955-1957) had made. a specific refer!3nce* .· u to the inadequacy 

of cost studies on Indian Raihmys" and had drawn attention 

to the valuable cost analysis COl1ducted in other countries. 

* Report, pages 79-81 



5-2 

They h~d specially referred to the studios conducted ~y tho Inter

State Commerce Cowmission L1 cho United States ·"-~1d in:lic~tecl that 

such uork in India vJould prov8 very -,.J.seful. 

5. 04 FolloFL1g this recor,;.mencl.:~. tion, a Costin;· Cell uas 

established in the RaihT~Y Bo~rd in 1962. In the course of the last 

18 years, the CostL1g Cell hns been continuously strengthened D.n.d 

thc scope of cost studies h~s gradually 1·1idened. It uas explained 

to us that the costin,s methodolo_;y is-· being continuously L"Jp:~oved and 

new US?ects of costing are bein~ taken up for study. We have made 

full use of 1r1hatever data and anc::.lysis wero already available as a 

result of the work done by the Costing Cell of the Railway Bo3.rd. 

Some of the studies recently made such as those on the profitability 

of the traffic streams of particular commodities have been of special 

use to us in our -vrork. 

5. 05 It uas also brought to our notice thut the JIT8.tio.1al Transport 

Policy Committee appointed by :clle Planning CoJ..Lmission had given an 

assignment to Rail India Tech.lical and Sconomic Services (:::.Ir~s) Ltd. 

to undertake special studies of transport costs by different modes of 

transport. As in other aspects of their studies, we uere able to 

keep in close touch >vi th this aspect of the vork of the Ibtional 

Transport Policy Commi -~tee and also of RI'.r.GS and -,rerc able to benefit 

from the results of those studies. Their studies relatinc; to the 

resource costs of haulage were of special use to us. 

5.06 Vhile taking into account the results of the studies 

already completed or under ·uo.y in· the Costing Cell of the Railuay 

Board and the studies undertaken by RITES, tl1e Committee found that 

there -vwre certain aspects of cost analysis which Hould be of 

importance to· the Committee c:.nd uhich vTere not being covered by the 

studies from both these sources. These aspects related speci~lly 

to cost variations :;.~eLJ.cing to distances, speeds, gru.dients, and 

other such factors. The Conunittee ~;as '-1.lso intel~estod ill the 

differential cost of movemC!1t8 of goods movin,-:; (:.s small consi&ments, 

in wagon loads and in train loads. On the po.ssenGcr side, it w~s 

necessary for the Co~mittee to analyse the differonti~ls in costs 
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for providing different types of passenger servicos. The 

Committee engaged a Costing Consultant for a few months with a 

vic1.., to securing !1is nssis tanc·e in examining th"e avG.ilable 

data on those different matters and analysing it in G.n 

expert· way so as to enable the\ Cmilni ttee to come to some 

conclusions on cost differentials due to these vurious factors. 

The report of the Consultant appointed by the Committee is. 

given in Appendix VII.' 

5.07 Tho Committee has made as much usc of the data and 

analyses available from all these sources to the extent they 

~ioro useful. The analysis of different types of· costs used 

by the Colilmi ttoo has bee.n explained further in this chapter 

and tho limitations of data as uell as nnG.lysis have also 

been indicated. 

Cost methodology used in the ·R.'lihmy Board 

5.08 The costin,; of railway· services computed by the 

;Rnilw:l.y Board 1 s Costing Cell is mainly based on a system: of · 

.J.nu.lysing the fully distributed cost. Under this system,,the 
i 

total expenses incurred by the Railways are allocated to 

various services produced, and· the unit cost is calculated on 

the b:l.sis of the total output in terms of trnffic units. \'lhile 

some routes suCh as main trunk routes nrc fully - or from·some 

points of view more than fully - utilised, there are others whicl 

nrc very sparsely .utilised. A system of fully distributed costs 

thus gives an indication of costs·correctly as they,are 

actually incurred in a period of time; but provides no 

ir:.rlic.:::tion as to the neccss.2ry and u:p..nccessary, the ju.stified 

or tho unjustified,. costs in different pnrts of the system. 

5.09 For mnn.2gcri:ll ns \-rell .2s tariff making purposes, lvhat 

is needed is a system of standard costs ;rhich would indicate, 

at a given level of prices of difforc~1t inputs and with 

a. given technology, what costs it is necess:~.ry to incur 

if corta.in outputs nrc to be obtained. It is also 

necessary to distinguish behmen tho costs for different tine 
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horizons, o.nd for different elements ~:>uch as for fi:::ed .:1ssets c.nd 

for varinble inputs as related to outpL.cts. \lith a complex netuorlc 

consisting of three ;;n.u,zes, differeHt cradients, d.ifi·erent types of 

traction, varyinc utilisation of track capacity, and vastly 

differing strear:J.s of tr.J.ffic ·both goods 1:~nd passc~1,;ers, d.istinr;ui.,. 

s~1ing .the costs on account or these different elemel1 t s to the 

extent possible is· obviously desirable. Such cost analysis, to 

the extent it b0comes rJ.vailo.ble, uould bu of use to the Railr1ays 

for tariff making, for mCc:.wgcrcJcnt control ['cl1d for pl211ning future 

developillent and operations. 

5.10 Onu special characteristic of nny railway systen is that 

the proportion of costs 1vl1i ch are co:r:1mon or 1 joint 1 to various 

types of services is very large. The allocation of such joint costs 

to different services is ther•~fore. one of the major pro blens f:J..cing 

cost analysis in any r.J.iluay systoiil. Of course joint cost is a 

phenomenon that is to be fou..Yld in uny co·:1plex business operation. 

But it is far more import.J.nt in a r.J.il1.-my systom than in LlJllufz,ctur

ins organisations. .tmother special elem&n t Fhi CL1. makes the cost:i_:n;; 

on railway syster:J.s rather complicated is the fact that an old 

railuay system like the one in India, and especially one >rith a 

very large not'cTOrk spread over the '\Thole sub-continent .J.nd 

constructed at different points of time, has largely varying 

historically evolved structures. The cost of construction incurred 

at different points of time, their stande.rds, g.J.uges, types of 

rollin; stock and traction 2nd other aspects ve.ry considerably. The 

standards and facilities for repairs and maintel1ance may also 

Si[)nificantly vary though some basic minima vwuld be observed as 

required by considerations of safety. All over the 1:orld, such 

difficulties have plagued t:1e development of meaningful cost 

analysis on railways. CostinG on Indian Railways h.J.s also therafora 

been faced vTi th many of these difficulties. The authorities 

concerned expressed their .JX2.l'eness of these in::t.dequacics 2-nd ~1a.ve 

been attemptin~ to improve their methodology so th~t the d2.t::1. 

collected <md an.J.lysis provided by th·Jl!l become incr~asingly 
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result-oriented and meaningful for purposes of policy 

fo:rn.ulation. 

5.11 The CostinG' Cell of the Raih1ay Board have fully 

an.:tlysed upto now thG dat·a for 1976-77. For this year they have 

also m~c_noro detailed analyses for certain.streams of traffic. 

For others, analyses. nrc available for c.:trlicr years. lfe have 

used ~he cost an.J.lyscs for 1976-77 to tho e:z:ten t. they 1'ierc 

availablG. This is because, as indicated in Chapters II and III, 

1976-77 and 1977-78 w-ora two years in which the financ .. ial as uell 

as ,physical performance of the Indian Raihmys by various. 

indicators uas one of the best. As the concept of the standard 

cost is difficult to apply in a system like the.· Railways,. and in 

any case no such analysis w~s either available to us or could be 

dovelo~cd by us in the time ~t our disposal, we have to go by 

the best data ancl analysis that could be available. As mentioned 

earlier, WC ~lUVe made some effort to supplement the data and 

<:n:J.lysis produced by the Rnihray Board by otl-1er sources. 

Essentially, ho"''wver, the Commi ttec had to rely upon the analysis 

produced by t~1e Raihmy Board's Costing Cell. In view of this 

limitation, ue tl'l:bughtthat the best a:pproach was to usc the cost 

analysis for a year like 1976-77 when the overall performance on 

the Railuays 1v.:ts good. Tho c·osts incurred by the Railw.::tys for 

providing different services, th~ relationship .between inputs 

and outputs for that y-aar, may be assumed, as the ones which may 

be :::tccepted .J.s sntisfo.ctory for tho pur:po.se of tariff 

formulc..tion. 

5.12 It is true th.:tt such historic.:~.lly based cost analysis. 

cannot give .:1 really satisfactory basis for tariff policy as, 

to some extent, it assumes that the costs actua.lly incurred 

in that year uorc fully ne-cessary for prodi.lcing the outputs 

that uere produced. There are no dat.:~. to shol'l' that such an 

assumption is justified. In 'fact, it is known th.J.t the:ce 3.re 

mnny are.J.s in •.rhich outputs can be increased ui thout 



5-6 

proportionate increases in inputs. Thora :tro a number of railvay

lin-.:; s 1vl.c~ ro traffic is qui tG srn:-..11. TlH~ physical indica tors in 

Chapter III sucgest that the use of various assets o~ Indian 

Rail~rays, ullile quitE:: zood in comp:trison 1vi
1
n1 that in a number of· 

foreign countries such as ev~n tho U.K. or~U. S .:,., is much lo 1;J8r 

th-:m in countries \vhicll are more conscious of the importance of 

utilising capital assets to the maximum such as the U.S.S.R. or 

China. It is also possible that certain provisions 7 such as the 

one for dcprocic.tioi1 - may be inade::;_uo. to. It is houcv·Jr not 

practicable for a Committee like ours to assume input output 

relationships very different from what have been actually achieved 

on the Indian Railuo.ys unless far more el8.boratc studies than Here 

available or possible arc made. Direct comparison uith other 

countries or direct use of pGrformance stnndards clsevvhere 'lvould 

obviously be 1vrong because each system h2s its oHn peculiarities. 

It cannot also be overlooked that evan in less complex 

manufacturing organisations, uhcro sto.ndard costs arc computGd, 

allovTo.nce is o.luays .wade for actu:::.l porformanco and the bc.;st 

results that have be em achieved. Abstract and unrealistic 

standards are best avoided as they may ~:;ive o. quite Ui1rec.l picture 

of the genuin9 possibilities. 

5. 1 3 Taking all those factors into accour.lt, ue ~lave thout;ht 

th8.t a year like 1976-77 when the Railvays attained some of the 

best results in terms of efficiency that they have ever attain2d 

uould provide a good basis to provide the stand0.rds on vrhich to 

fonmlate future tariffs. This does not menn that 1·m do not expect 

Rail>Iu.y performance to improve so that efficiency gradually 

increases beyond uhat ~rrns achieved in 1976-77. There nre vu.ys 

in 1irhich attenpts can and should be nnde in t:1is direction, and 

we propose to deal with soma of these matters in our Final Report. 

But for tariff formulation, it -vras nocessc.ry for us to take 

the input output relo.tionsi1ip for tlle best or ne~u-best ye.::tr 

experienced by the Ru.iluays upto nou. It also happens tll.::tt 

1976-77 was also the year for >iliich ~he latest cost analyses 

prepared by the Railn.::ty Board c'T<::ro av.J.ilnblo. 'le hc1VG thcr0fore 
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thought it fit to use the cost data for this year as the 

st.:LJ.J.dard for our uork. He h.:tve of course made allouance for 

ti1e cll;mgos in prices which ~:..ave occured sinco then. The 

manner in uhich this has been donG and its implications arc 

cle::1.l t 1:i th iu Chapter VI. In this Chapter, uo explain the 

cost de..ta and a..7J.nlysis for the year 1976-77, or in a fe>"i" cases 

for other years, as they have been available to us and the use 

to \'rhich 'I'Te have put them. 

5. 14 As already indic.::..ted earlier, the major difficulty 

encountered uhile computing costs for any pa'rticular railvmy 

service, is the methodolOG7 to be adopted for apportionment of 

common or 1 joint' costs. Th'e conmon costs are diVided bebl'een 

various services on the basis of the most appropriate proportion 

for each category of expens8. The Raihray Board have adopted a 

technique for uor!dng out the u~1i t cost of freight and non- ; 

suburba.n coachj.ng services, based on formulae developed by 

adaptin.~; various techniques used in developed countries. These 

incorporate instructions for the purposes of apportioning total ... 
railuay costs among the different functional groups. 

5.1 5 Railrlays L1 India. ·have broadly three systems, ~·, 

Broad Gauge, rTetre Gange, and hm 1.:inds of Narrou Gauge. V!hile 

H.G. railuays constitute a comparatively small proportion of the 

total track, B. G. cons.ti tutes 51% and r'l. G. 427~ of the total. 

Since most railways have a mix of the three gauges, the 

expenditure incurred by them are· in many cases common to ~ore 

than one gauge. The first step in traffic costing is, 

therefore, to allocate tl1e expenses among the different 

gauges and the various services. 

5.16 The broad princi?le followed in allocation is that i terns 

of expenditure 1Jhich are directly allocable to a particular 

gauc;e or service is allocated to it, and booked separately 
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in nccmLlCS. Those GL:lJcnse:::; vrh.i c:1 CC.LJ.1!10t be ::::.llocntcd strnight-,J.':ray 

to a particular gau~e or service ~rc recorded ~s joi~t exper~os, 

m1<i at tho end of tl1o year ap~1ortioj10tl botcree11 :c•.::le-v-i~J.1 c g.J.uges O.L~ 

services on tho oasis of ~el.::tte~: outputs on th:) respective ,::;augc 

or service. 

5. 17' Those expe11SOS Fhich ca:.1 bG directly allocated to coachi:..J.g 

inclu<ie such itecs as repairs and hlaintena~ce of co~ching vehicles, 

u::tges of st:,.ff co_mected. Hith bool~in,~ e.nd chec1 :L1g of tic 1;:ets, 

W2.ges of tra\-8llin;_:; tic 1:_et ezamiaers, train Co.1cluctors, :printL1g 

of tick0ts, SU2JlY of water to pRssengers, train li~hting 

equiplilent and oaintenanco etc. Expenses 1-rh.ich are directly 

allocated to goods include i terns such as repairs and i'laintenance 

of wagons and whges of goods sheds staff etc. 

5. 18 Some of the uajor itews of coauon expenses are ::tllocated 

bet1i"J"een GOods and coachL'lG in the folloi-Tin:_- oan::.1er 

Track a:1d tl1e o:~pe;:1ses 011 t11Go are ideJ.rcifiablo for t'1e 

different gauges of the R.:".ilvmys. But uhe11 tho se:cvices run oz1 

the track are considered, the expenses 3.re generally conmoa both 

to coachinG 3l1cl goods services. T:,_ere nre houever sot1e areas of 

track rlhich CUI). b<a clearly identified .J.S being utilised 'o~r a 

particular service. For example, narsllallin::; yards, or colliery 

and industrial sidint;s, are only used for ::soods services a;.1d 

coaching yards only for coaching services. Costs of these are 

allocated directly to tho,rospoctiva services ou the b~sis of 

equated tracJ:: kilomGtres. The major oxpe:1ses uhici:1 il:cludo 

mainly those on tli.e running trc.cL: and transportc:.tion sidin_Ts 

are apportioned bet>veen coachinc; anct goods services in the 

of the gross tonne kilometres relatL1g to thG particulJ.r 

service. 

-\-' r.::: ulO 

ii) Fuel consumed by t:1e re1.ib·ra:.r s arc co2l, ~r::;D oil and 

electricity. T:1is is· tha si-,1 0;le larc;-est i ton of exp2~1di ~ure 

L1curred l.Jj the ro.iluays. ITaturally, a very strict count is 
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kept on the consuc.:ptio~'1. of fue 1, .::md tho expenditure on 

this nccount. Issues· of fu.)l to eacl1 individunl locomotive 

are rccordod and, fror.1 these doto.ils, the cc1sum::;>tion for 

the different services on t.te differe11t gQ.uges of the r.J.iluays 

are tabulated. The eApenses on different kinds of fuel are 

calculated on tl10 basis of this record of consunption for 

coaching, ::,uods and shunting services. The shu..11.ting expel1s0 s 

are further distributed between coaching D.nd ,:;oods services, 

in tho ratio of s~1untin:; hours used for the tuo services. 

Under the existing accounti:i.lg system, the wages for 

all such staff uorking 0~1 different services are booked under 

a common head. However, __ tho strength and grade of staff 
.. 

allocated for the various services are avail.::tble ui th the 

bill-preparing offices of the various cost centres. Based on 

the data obtained from t'1ese offices, tl1e share of expenses 

for the respective services during a represo~1tative perio_d 

io Harked out, and that ratio is applied for apportioning 

the total expenses over the year. 

iv) The ba~is. of distributing various other itons of 

coiUr.lon ex::;>enscs· have been evolved on similar lines. 

gostiilf? of Goods Services 
5.19 In freight services, the main functional groups are 

running, marshalling, terminal, transhipuent, repe1cking and 

eene ral overho.J.ds. The1·e is a furtlwr splitting-up of so1:1e 

ft'.nctional· groups; for example, docu:J.e:at.J.tion, traction and . 
train passin.:; i::1 operating services; tracl;: o.nd signalling 

etc. · Fornulae hnve been devised by the Railuay Board so that 

costs on different constituents of the various functional 

groups can be abstracted from the total. 

5.20 The sumtotnl of expenses under each functioilal 

group and its co:1sti tuonts aro rated agai:1.st the relevaat 

units of output, ~, to~;: .• o..:;c lLJ . .J.J.dlod, tonne kilometres, 

waGon kilouwtres, train lr.ilonetres etc. 
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5.21 The unit costs of goods services aro worked out for each 

zono.l rail Ho.y, so p::tro. tc1ly for B. G ..... ,ld lL G. sy3tens, uuder throe 

;-rou:;_Js, yL~_., Grot:p 'A', Group 1 .8 1
. and Gr01.cp 'C'. Group 1 .>.

1 costs 

u.ro full~r di:::;tri butod costs, L1c Luding in to rest Ji1cl depre:cLJ. cion 

cho.rges c111cl otl1cr c_;Ci1Cro.l ovorhoo.ds. TJw .JL1o1.mt of dcprcci:.ri:;ion 

L1cluded iu these: co3ts (is l~a.scd on the o.ctu;.l co11trioutio~1 to chc 
Drt.F) 

De•)r8ciation Reserve fund/o.nd l10t on tho cxpcnditurG r.~ct out of 
~ -

DRF every yc2.r. Tho follouing icuus of unit costs are uorl:cd out 

in this group :-

Line h.::cul cos't 1)8r train ki lonetrc, 

Line ho..ul cost per 'l"ragon kilonotro, 

Line haul cost l)Or 
·' 

tonne t:::iloraetre 

Group 'B' unit costs relate to specific items of services 

like documentation, traction cost per 0lli;s·ine hour, tra.cl;: and 

siGJ.1alling cost lJer kilometre etc. These unit costs, inclusive of 

in tore st, deprGciation 2nd tl1e overheads, are basically nean t fol~ 

na.nac;0rinl control and. arc of use to tlle locetl E:n.a:;oncm ts. 

Under Group 'C', the constituent clements are ro-grou)ed 

ancl rc-arrcmged to Hork out the unit costs of differe:Llt types of 

tr<J.ction utilised for the railvJays. Tho i·cens of u~1it costs 

uorkcd out under this group arc indico.tod belolv :-

( 1 ) 

(2) 

(3) 

Terninetl cost of documon-co.tion, ..::tc. por i11voicc. 

Teroino.l - cost of handline (Sualls) ,or tonne. 

Tcruino.l cOst of otl1or tcrL'.il1~-Ll ssr\riccs per tc-::~10 

S!~tu.lls. 

(4) Torniuo.l - cost of ot~:.~)r ·c;.'r~_li:cv .. l scrvicc:s :?'-'1' to:::l10 -
Full loo.ls. 



(5) 

(S) 

(7) 

(a) 
( 9) 

( 10) 

( 11 ) 

( 12) 

( 13) 

( 14) 

( 1 5) 

( 16) 

( 17) 

( 18) 
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Ten!il1al - cost of other terninal services p0 r 
waGon - Full loads. 

Cost of. llepncki·cg of Smalls per ·':anne per handling~ 

Cost of Tra.nshipruoat ni! break-of-guage. per tonne 

of per tr.::mshipuent. 

CostLmnrshalliag per -vmgon per ynrd handled. 

Provision a:ad maintena:1ce of cJ.rrying units 
wa:;o<1 day. 

Line ha.ul cost - Traction - per 1000 G'.CKm - Steau. 

Line haul cost - Traction -per 1000 GTKm- Diesel. 

Line haul cost - Traction - per 1000 GTKm- l!Jlectric. 

Line haul cost - Other transportation expenses 
including train passing staff 
p~r train kilouetre. 

Line ha.ul cost - Other tra.nsportation expenses 
including train passing stnff 
per 1000 GTY.D. 

Line ha.ul cost .- Track a.nd signalling per train 
kilo:ootre. 

Line ha.ul cost - Track and signalliag per 1000 GTKm. 

General ovcrhwncl charges - percentage to direct cost. 
f 

Centra.l charges - Percenta.ze to total cost. 

5. 2;. The· imp~_.rtant point to remember while considering costs 

of goods services is that the unit costs va.ry not so much with 

the nature of. the comr.wdi ty carried as ui th tho follovTinc 

a) Loa.dability, 

b) The number of marshalli;.1gs involved, 

c) \rlhether the commodity naves in 1mgon loads or 
block loads~ 

d) Distance. 

5.25 \ihile the loadability of various comP.lodities can be 

studied .::md conputed ui th a. fair degree of accuracy; the other 

variables like tho number of ruarshallings etc. are assumed 

Oil the basis of spot surveys nade by the raihrays fron time 

to tiuo. Tho unit cost fiP-Ures arrived at therefore suffer 
'-'> 

from these limitations. The reliJ.bili ty of the results 
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depends ou tho surv~ys carried out by the r3ilv~ys in this roJ~rd. 

Tho nor2 representative tho survuy, the nore a.ccurate uould be t:1e 

a.ssur.qtio:1s. The r.:til'Jays a.re mm.r: of thif~ problee and carry out 

those surveys periodically to upd~te the basic data.. 

5. 26 Another inport&"lt factor 1,rhich affects the unit cost of 

t;oods Ol)C:r.:J. tio:1 is tho extent of em-L)ty hc..ula.::;e. Figures for tho 

total >'l".:J.COll kilorc1ctres, as ~mll o. s the loaded >TJ.gon kilonetres, 

c.re av.J.il::t0le in the Raihray Bo~Lrd 1 s ... ',.nnual S tatistic.s. Based on 

tJ.1ese, the perccmtago of eepty return rc1tio ca~1 bo "1-rorked out. The 

cost of coveue~t of .J.ny )articular concodity would depend on 

\'l"hether any special eiilpty rotun1 is involved, e.-;., in the case of 

speci:J.. type of rolling stock like tank \J"agons, a 1 001~ eupty return 

takes place. Block rake novoments of box wagons involving 

transportation of counodities like coal, iron ore and other ores 

etc., en tail a hic;l1er percentac;c of en:;_:>ty re~urn ratio, as comp.J.red 

to the r.10ve;-_,cn t of other c.;·oods i:1 -vmgon_-lo::J.ds. 

5.27 The overall e;:1pty return ratio for the yc'J.r 1976-77 (B.G.), 

tnldi1g into account all special stock, viz., box Hagens and tnnl;: 

uac;ons etc. 1'i3.S 50c-f 10· If erc1pty Lwvonent of specinl stock is e::cluded, 

the overall o;npty return ratio for the gonoral service wagon 'lic:.s 

25%. 

5.28 The unit co'sts va.ry ui ch the level of empty retun1 involved 

in the Bo ver11cnt of nny pe.rti culo.r com.modi ty. The higher the enpty 

retun1 ratio, the higher is the unit co3t. 

5.29 As the en}ty return l~atio is not sepu.ro.tely computed for 

different comr:wdities on tl1e b::.sis of any regular survey, tl1c 

overall ou:;_Yty return ru ti o is applied for the uhole cour::odi ty 

novement. It is only >Ihen S~)ecicl co:sD.odi ty stud.ies are underta~:cn 

as they have been undertaken rece::1tly - that specio..l studies 

regarding er;::pty nov_en-::nts in respect of the pa.rticulo..r co:._:nodi ty 

on representative tracks a.re made. 
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Siwilarly, it needs to be noted that no independent 

studios of tho cost variation for h~ulage in relation to 

distance h.J.VG been r:w.de. On the basis of tho sanplc 

survL;ys nontioned above, as~llrnptions are madt:: about tho 

nunber of narshallings related to tho dist~~ce of the lead. 

Teminal costs 

5.31 No comaodity1.vise analysis of tcrninal costs has been 

undo by the R.:'..ilway Bonrd. · In respect of differc;.1 t cor:modi tics, 

the tcrn.inal costs ·uhich have boon used by the Raihm.y Board" 

as ucll as by us aro based on the unit terminal costs for 

freiGht services as a whole. i/o 'l.·lere also in teres ted in 

cooputing the difforcntinl figures of the terninal expo~ses 

invol vod in tlw carr:L:l. go of rake-loads, 'limgon-loads and snalls. 

5. 32 Si:1c0 no such analy.ses uorc availablu, i'le nadc usc of' 

tho cost studies rn:1de by RIT.ES. Tho cost figures arrived at by 

RIT~S could not, however, be utilised dirGctly. This was becD.11So3 

tho basic concepts on which tl:oy based their calculations uer<:: 

different from those utilised by the Railuay Board. RITES 1rlatn 

wuro t~1oreforc suitably nodified to arrive at our ostino.te of 

to mi a=:J.l co s t s • 

5. 33 By tho very n=:1.turo of the operations invol vod, tho 
the 

ox;>c;nses on account ofLrunning of block rakes are likely to ba 

loss .than tho so in no-:inc; vragons picce:ocal fron yard to yard. 

This uould bo nn.inly duo to avoidancv of no.rshalling on route, 

better utilisation of wagons, higher speeds, etc. We were 

interested in quo.n tifying the difference in costs so th=:J.t tho 

benefits of wovcnent in block rakes could be used for tariff 

for.Dul.J.tion. Fron o.n exawination of the cost analysis nade by 

RI'l'BS, included in their po..por on 'Resource Cost Studies' 

subr:itted to the Natioml Tr:msport Policy Coomi ttee, it 't'TaS 

cle::tr that, for all dist.J.nces, the cost of running block rakes 

1-van less than tllC costs of piecoueal uagon uover::cnts. The 

extent of savings ho't';ever v:-tricd with the no.turc of the 
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com:.:odi ties ho.ndlod u.s uell u.s tho dist:::.ilCO tr.'lvcr::wd. T:"le 

Consul t:tn t n:;Jpoin ted by t'1o Cor:L·.i t;-t;,~o ll::-,<.1 ,-:..lso n.1cle sono scmsi ti vi ty 

ffil.::t)y;is H~l.ich suc:,s-ostvd oco:10nios of ::tround 4/~. 

5.34 Tlw Diroctor.'ltu of Stu.tistics o.nd .::;co:loDics (H,J.ilun.y Bo :~rd) 

uoro houovor of tho opinion tlnt, in c.:::.sO) of r.;ovc;·:cnt Llvolvi;~t.?," 

blocks of ~f:l:?;OllS, t;le hit;hor level of OLQty return r.~tio would eat 

into the s::tvin6s consider.::tbly. Accordin::; to theLi, ui th n:c1 cn~)ty 

return ru.tio of 50;6, olock r::tke nover:;ent reu:1i~1ed ocononical 

u:;_Jto 400 lms., nnd uo.:J J?OGit~vc.ly uneconoc.ical boyoncl 800 kns. 

1Ji th enpty rotunl. rntios of 80/; ::tnd above, block rnl:c noveL.h:m ts 

nrc uneconouica.l·even u::_:>to 400 lens. 

5.35 Tho Directornte of Statistics nnd Econosics howevar 

added th::tt block r.:1ke l:loveDent involved soue other factors, such 

as lesser expenditure on repairs and maintenance, lesser nuober 

of claius, better utilis::ttion of rollin~ stock and h'ld o~1or 

intnngible bonefi ts 1iThich could not bo rendily quantifiecl. 

5.36 Fro:o the above, it Hould aJ?pou.r that it uould 0e correct 

to assune that n corto.in level of s:wings is il1vol ved l 
.. , 
l. block 

r::tke novenents ::ts conpared to l)icceucal vagon novorJents. The 

exnct e;~~tent of those su.vin6s co.nnot :1t present be qu.::.ntified. 

The Effect oi Gr::tdionts .. -

5.37 It is o. well established fact th.J. t 1-Ihe;_l.ev;::r trains hnvo 

to negotiate stoep gr:1dients, the cost of operntions is hi~her. 

This nny be due to pro vi sLm of n bnnkin.:; engine, or o. roduction 

in lond. Costs :.1lso ~o up duo to provision of cxtro. stD.ff o.~1d 

equipuent for intensive brnke oxnuL1J.tion prior to the nogoti::ction. 

of steep gru.dionts. The Co~uittoo was interested in 

qunn tific.J. tion of such increases to ox::mL1e the fe:.1si bili ty ·:)f 

quotinc special rates for tr:.1ffic novL1g over stee:._:Jly gr::tded 

sections. Ue therefore r.::nde :.1 r~forence to t~10 Ce;_1tr2.l J:i.:.iluc.y 

to analyse the nddition:1l costs involved on certain specified 

sections. The Central Railwo.y worl:ed out the .::tddi-Gion2l costs 

involved on the Knsnrn - Ig:.1t2uri Gh.J.t Section. A prelinin2ry 
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study o1· ti.lO l."tarsi - .A8l.a section o:1 the Grand Trunk route was 

also nnclc by ou.r Cost Co:lsultaHt •. T:10 results proved very 

uscfpl_ to us to h;::;.ve a clep.:";r underst~uding 0f the situ.:-. tion 

and spoci::.lly to a;?j_)rcciate the extent of the problcD.. 

5.38 The details fun1ished by the Ce:1trc.l Raihro.y 

indicate th.J.t on the 16 Kb. long Kas.:1ru - Igutpl.\ri section, 

havin~ n rulin~.gradicnt of 1 in 37, the additional cost 

for goods traffic and : .. x:tssoneer tr.:tffic is 57. 7/~ .:md 84. 6~-b 

rospect ively. 

Stu:l_i_o_s_~ladq__jl)~~oscarch, De_s..~_Q'h: and ~t<?ndt.t.rds Q_rJl~lisation (~1.D. s.o.) 

5.39 As already contionoJ earlier, there wore certain 

areas of cost -nnnlJrsis uhero W\) found that no work had been 

done by the Ro.iluay Board Costin(; Cell and i:1for<::ntion was 

lackinJ. \'!e thcrofo re requested the R.D. S .0. to carry out 

studies o..nd advise uo as to ~vha.t is the :effect of gradients, 

ourv0s, n.nd. ot':~cr such f.·J.ctors on co:1sun;,')tion of fuel, as 

also the effect of speed on costs. \le also requested then 

to quantify, to the extent possible, the corrosive effect af 

~1e carria..:;e of cor.modities lil:e salt, fertilisers al1d other 

cheii.1icnls on wagons • 

.... 
Ill their reply, the R.D.s.o. pointed out that, while 

no doubt there uould be an increase in fuel consunption 

while stcc:;_J gradients 111erc being negotiated, such gradients 

1rrould norrJ.o.lly be in isolated .:1-re.J.s, v1here steep grades i-rould 

be follovmd by level sections and do;rn gr.:~.des. The overall 

fuel cm1sunption therefore is not likely to be affected to any 

apprecin.blc cxte11t, unless trn.ins had ·.;o traverse long 

distances on mstnined steep grcdes. Unit cost 'vould 

certainly r;o up uhere the trailing loads have to be reduced 

due to inability of the locouotive to pull up tho entire 

lo.:td due t~ liLli to.tion of trn.ctive effort. Sinil.J.rly, loads 

have to be reduced on steep dov-m grades also, to ensure 

adequate bro.ke pouor. It vms ho>vever not possible w.ccurutely 

to quantify such increu.ses i:a costs. 
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5.41 Th3 R.D.s.o. nlso c~rried out certain ~et~llursic~l 

studies to est:1blish the offcc·~ of corrosive subst::mccs on \l::'.~~·on::;. 

The results brou.::;~1t out 'oy the RDSO 1:cre foru.J.rded to tl1e C::rric.cc [; . 
\Ja&on Shol_JS, Al.:lub:J.gh, for uorking out tlH:J additio~1o.l c:J.intcm:: .. •cc 

involved due to the corrodinG effect of ccrt2in cocuodities. Since 

nost of these counoditics arc carried in .-;cmcr1l service 1mgo;-ls, 

only -'1 theoretical exercise could 0.::: at cec.pt0d on tho a::;su:.:~Jtion 

tho. t a uo.gon uould be used excl usi vcly for co.rri.J.c;o of tl1c se 

corrosive connodi ties, ::end the ''·J.~011 body uould bo L1 consto.:1Jc 

contact 1:ith tl1e corrosive substo.ncc. Bo.sed 011 these theoretical 

assu.nptio~1s, tho Alaub:1gh l.Ior~_cshops vrorked out the r.ddi tion::tl cost 

whicll would be incurred on rcp~irs and u2inten:1nce of such 1mcons. 

Tho det2.ils nrc :1s under :-

NJ.no of conuoclity 

1 • S/1LT 

2. COi'.L 

3. STJLPHUil 

4. LiriE 

5. S'UP ~RPIIO 8PH"',':L ~ 
----~------ -----..... 

% o.ge ·of 
1.1oisturc 

Nil 
2d ;o 

5?~ 

Nil 
2'-' ;o 

:: ~ 

lTil 
2< ;~ 

51~ 
1 oc1 /':; 

Hil 
r')(.• 
c.;u 

1 5;o 
1 O~b 

Hil 
....,. 
c., J 

5>~ 
10% 

c~clulated loss of 
uetal in inches per 
y:; .:l_G_ __ 

o. 001 
o. 011 
0.010 

0.0012 
0.0086 
r:.0174 

0.0022 
0.0072 
0.0108 
0.0175 

0.0009 
0.0019 
0.0022 
0.0035 

0.0035 
0.0121 
0.0235 
0.0285 



Other rclcvnnt dnt~ nrc : 

1. Cost of rofloorinG of covered wagon with 
E/;col sheet of 5 n.n. (0. 203 inch) thick, 
iacluding l.J.bour, r:ntoric.l r.s1d oa cost. 

2. poriod of refloorinz in nornal course. 

3. Floor tl1ickncss in service requiring 
reflooring. 
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Ps.4,130/-

. . 35 ycnrs • 

. . • 0625 L1ch • 

5. 42 Tl1G Raihvays Hill therefore llo..ve to incur ::..n extra 

expendi turo in case of continuous loading of corrosive 

substances as listed below : 

-----·----------
Corrosive ~ Percento.,ze ~ Period for ~ Extra cost to 
Substances ~ of ~ replncenent ~ incurred. 

~ Hoisture ~ of the floor ~ 

1 • Salt 5n/ /:1 14.5 yenrs rs. 8,257.12 

2. Coc.l 1 o;'b 8.07 " P>.16,514.24 

3. Sulphur 10)o 0.02 .. Ps. 1 6 1 514. 24 

4. Lino 1 oe; 40.1 11 NIL I 

5. Supcrphosj_)ho.tc 1 0;~ 4.9 " Rs.24,771.36 

be 

These data have been kept in viei'l in exauiniHg the 
•.·' 

questio::1 of clnssifyL1g th~.:se cmJ.nodi ties. 

5. 4 3 lu10ther iuporta:.1t factor affecting cost of moveuent 
' . 

of goods traffic on Indian Rnilways is the cost involved in 

tra:1slnpr:wn t of consignnen ts fron vmgons of one gauge to 

another before they can be finally trc.nsportecl to their 

ultinnto destination. The importnnce of this t~ctor can be 

apprecio.tecl frcn the fact thn:t c.ore th~1 1 afo of the total 

ton:w.;;e hnndlod has to pass through c. trnnshipnent point. 
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c:Ed, U.S ;wr their .1.11.:J.lysis, tho unit COSt i:Tor:cccl OUt to Po.7.50 p:.;r 

tonJ.'lC for cv ry trc:t~lShipGGJ.lt. Tim' if the COJ.1Si~;·:1lcC ts hu.vo c:; 

UEdcr-10 avon uno trJ.:u;hi:J::c . .::mt, chc tot2l cost i:..lVol vod uould be L1 

excess of Fs.15 cror'"'s for 20 uillio:1 to:uos of tr.:J.ffic. 1'l10 R::til':my 

Bo:crd Costilv:; Cell h::vo :1o•Jevcr not Ii.?Q.G ~1y furt~1er e:1nly::;is to 

:u~rivo at tlJ.e cost struc·curo of tr::mshipuc:..1t(co;:;nodityFiso). 

th;:; :.1.:J.in fnctors o.ro -

1) The cost of ~andlinc stnff; 

2) Shuntinc;; and 

3) Detention of >vacons .J.t trans:1ipu011 t points. 

Each of t~1ese fnctors \:oulCL account for abcut 301 :; of l~he total 

trc.nshipnent cost. 

5.46 Trnnshipnent points aro uajor operating bottlenec~s and 

their perfor~r~nce is ua tchod v0ry keenly by c };:ocu ti ve staff at 

Divi:.::i.Jnnl, Zo:1nl, a.nd tho Ru.iluay Boo.rcl lovol. 

5-47 Dota.ilcd stCJ.tisticet.l figures a.re u.lso L:nilLt::tinud to 

nonitor tho efficiency of trnnshipucnt poiHts. Wo feel, ho110vor, 

tlnt norc de .J.ilod arialysis of tho osts ii1volved :::t rn:;.1s:1iplic:.1t 

points(cormodityuiso)neods to be t;:::.ko:..1 up by tllo R2"ih:ny :3oo.rd. to 

have a bettor underst.J.ndL1g of the cost of transportation of 

cocnodi tics uhich invc.'l ve tro.Eshi:;::li:.'.O~lt;. 

V~_lidi ty of .Assunpt~_C?.!..~· 

5.48 Based on the unit costs uorked out oy t~w Ru.il"Cr.:J.y Bo~rd, 

further an':tlysos lrvro uado by us to obtnL1 D. clcc.rer ')icture of 

the costs. In tho u~1it cost analysis c.nd. profit~'-~)i.lity studias 

I:J.nde by tho RCJ.il•my Bon.rd, tho n1.mb0r of no..rshJ.llinc:s :J.ssuued 

were as follows :-

Upto to 400 l::c .. s. ') n.J.rs~".::Jlliags . . . L 

401 to 800 kLs. 3 :-.:ar::;:1o..llL:_:,s 

Beyond 800 l:tJ s. l~ n.J.rs~l.•.llill;-s 



5-19 

5.49 Uhilc uc ucro L1 tho process of for::.mlatine our .. 
r0CODI.lC:ld.J.tions, the Railway Board CostL1.:; Cell intiuo..tod 

tho..t they had carri~d 6ut a core recent survuy to dotercino 

whether G.ny changes in the narsh.:tlling pattern had taken 

place. '\'lo \·lore ndvised that, as a result of this survey,· tho 

narsho..lling pattern uas soon .to have undergone certain 

chnllgo·s, and tho assUI.l)tis>ns ,hnve to be updntod in the 

foll01iing nannor :-

-·--·· B. G. . l'·1. G. 
Exist in£: Rovised Ei"i s t~1£: R~vised 

Up to 400 l:~s. 2 3.72 2 3.6 
400- 800 lens. .3. 4.37 3 4.82 

800-1200 l~s. 4 4.86 4 6.43 

1200-1600 kns. 4 5.49 4 6.62 

1600· -o..nd above A s·. 55 4 7~02 .,. 

It would be noticed that even nou the assuuptiou a.:,:>po.J.rs to be · 

that very feu .:tdditio::.1nl na.rs11o.llil~.;;s o.re involved in 

dista11cos beyond 1200 kilonetres. It has been poil1ted ·out I 

:Jonotinos that, vlllile this ':muld ·be undoubtedly true for goods 

trnffic as a vlhole, in the cnso of con:::wdi ties w·llich nornally 

nove nuch lone-or di stcJ.llces in other tho..11. block· ro.kes, this r.1ay 
'··' 

not bo · ;:m o.doquatoly valid o.ssun~')tion a.nd LWY distort the cost 

uhi ch i's wo rl:e d out. 

5·5.0 In fact, ld th the costing nnalysis as it is conducted 

up to novr, no real. data are ava.ilo.blo abou~ the relationship 

botuocn cost ::nd distance. Tho assw::tption underlying this is 

that, except for uarshallines (and transhipnent uhon chru1go 

of eaugo is involved), the:r;o is no other factor uhich can 

load to a chnngc in the proportion betvracn va;ri.J.blo cost and 

dista<lCO. Hi thout detailed studies, it is difficult to say 

to uha t o:z:tont this assuc:;>tion is valid. For the tine 

beL1g, uo have used the cost data as fun1ished by the Railvmy 

Board, and h.:tve only been .J.blo to introduce a fevT 

codifico.tions uhicll are explained below. 
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eupty 

Tu.kin;_-; i:1to Cl.CCoEnt t:le over2.ll/.rcdu1·n ratio 5. 51 / ..... f' 
v -- 50/:, on BG 

' , o· f G t t t ' t 1 • 1 t ana. 'r ;v Oi.1 ri , u:1i cos :s ;?Or 0"1110 c.ncL per onne a 0~18 re uere 

·Horked out by us on t~1e bu.sis of tlw avora:_;·e "\Jei-:.;ht co.r:cied per 

ua::;on. Tllo <:tverag-e load Oil the run for full ua:~on load traffic 

uas ta.L:eil as 20.23 to~'-~1es for B.G. and 14.22 to~~nes on 1!.G. based 

o:1 Rail1:ay Board's cost analysis data. Tho costs uere so,sre;::;ated 

b0t1J~en terninal and ~rLl'..QJlJ~ costs, t.::.l:in.::; note of t}<e revised 

narshallin,-; pattern adJised by the Ro.ihray Board. Tl1e det,l.ils are 

given in St:J.te::lCilt 5.1. In .J.ddi tion, costs based on full loadabili ty 

(i.o., 24 to~mes on B.G. ;md 19 ton:1es on H.G.) hcwe also bee11 

estih:.ated (See St.::d;eHe:lt 5.2). 

5.52 In vieu· of the survey in uhich a ne1·r patten1 of narshalJ.ings 

had emerged, ue requested t:1e Railu.J.y Bo;.1rd to uorL out the 

profitability of selected cor.modities afresh. This uas done bythen,and 

the d.::. tn o:i profitability of selected connodities at differsnt 

distallces :;ere nade available to us. These figures uere utilised 

by us uhile frai:J.in::; our recmmenda tions for classi fica. tion of 

various comJ.odi ties. 

5.53 As per tllis profitability study, a large nunber of ir.J.port.::w.J.t 

cormodi ties uerc losing c.t all distances both on BG a;.1d rm. So:J.e 

comruodi ties vwre losing upto ce:;.~tain dist[mce and then uaking profits. 

A list of sone of t~ese important comuodities i~ Given below :-

COl;gC?di_ties losinc: th~o~l9]:~-L. on BG & IIG 

1. Foodgrains- Division A & B. 

2. Edible oils. 

3. Oil Cake. 

'1-. Potatoes, onions and other fruits & veget::cbles. 

5. Char coal. 

6. Fire uood. 

7. Ban boo,'•. 

B. Grass creon & dry. 

9. Fodder. 

10. H.:1rd coke. 

11. Bidies. 

12. Jute raw,waste. 

13. Safety Hatches. 
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1 ; Gur :slla~<:lmr, J_ap·ce 

2. Oil seeds 

3. Glnss vmre 

t1 .• As0estos products 

5. Jute.&; Henp, unpressed 

6. Cotton ravr, unpressed 

7. Paper - noc 
8. Coco::.nt t r Ground nut oil t.; 

9. Hv.'Jber tubes and tyres 

5.54 On the H. G. almost all eor::unodi ties vTGre losing at all 

distances. 

5.55 Coac~inG traffic relates to movenent of passengets, 

lucgage, parcels, ::?Ostal traffic otc. ,::md can:be broadly 

Jivicled into t~vo groups, viz., Passent,"Cr traffic and other 
' -

coachint; traffic; Passenger traffic on the Indian RD.il vray:: 

is further divided into two broad divisions, suburban and 

non-suburban. Tl1e details about suburbaa and non-suburban 
. . .. • 

services are discussed separately bolo~ • 

. ~inr; of ~~-l~n Passc!1ger traf'fic - .8HU services 

Suburbo.n passengers are carried· ah.J.ost entirely by 

Electric r1u1 tiple Units (E:tvm). On the coachinG side, 

castine; of EI:U services was taken up first, mainly because 

detailed statistical information relating to traffic and 

other operatin3 details uere readily available. These 

services are different in nnturc fran other pa~senger services, 

in so far as they are run entirely on electric traction and 

have. a hie:;h frequency. Passengers carried by them constitute 

55~b of tl1e to tal nm1ber carried by Indian Raihrays. 

I-ioroovcr, 'over the last many years, these services were 

incurrin~_; losses, a;.1d proper costing ~ms specially necessary 

so as to examine thG ~wo bleu1 in its proper porspccti ve. 



5-22 

5.57 Tho no.ture of tro.ffic i~; cliffercmt in the different ci tics. 

\Ihilc in tl1c BOL:bay o.ro.::t, it is uo.inly intr,')_ urb~n L'-etropolit::m 

tro.nsport, i:1 C::clcutto. ::md I'Io.dro.s, CO:l~_:utcrs norno.llv :;o to tl1C: 

Ccntr:::tl Business District in che norninG, ,c:1d return to th8ir 

rosidentio.l suburbs :md tovrns in the cvenin;·. Be:;co.usc of this, 

while thcre is o. pronounced unidirectiano.l pco.k hour trafficr in the 

HJ.dras nnd Calcutta. o.rcas, the si tuat ioa is SOL!G\ihD. t different in 

BoEb.J.y. In Bonbay, lvhile tho occupo.tion i11 the dou::.1~toun direction 

is conpnro.tivcly hie;·her in the nominc;s, tho occu~x:mcy in tho 

r.aturn direction is also not quite lo'J 1 as tho railuo.y trJ.11sport 

services o.lso serve inportc:mt loca.li tics 1.:i thin tl1C: city itself. 

5. 58 The five zono.l ro.iluays uhich o_,_Jero.te the EI'IU scrvices 

alloco. to the cost of o:pera tion on tho bo.sis of the netl10dology 

fornulated by the R:::tihro.y BoD.rd. Tho present i:1structions L1 this 

re::sCl.rd uere issued in 1967 o.nd nodified in 1973. Tho uethoclolo:5y 

for working out the sho.re of ex,Jenses for .G~m services is broCl.dly 

sto.ted belou :-

.2) : ,EIJIU sho.re· of expenses relo.ting to repo.irs o.nd 

naintenance of track, bridg~s etc., is based on 

the relo.ted gross tonne ~ilonetres. 

b) Exp0nses rclo.ting to other assets of the En~inearing 

departnont are o.pportionod in tl1o ratio of :SIIU 

hours to toto.l enGine hours," on th0 concerned 

opero.ting Division. 

: c) On tho cloctrico.l side, the cost of electric energy 

consumed is apportioned in the ratio of pouer 

consunption of mm services to the total poliTer 

consunption by all services under electric tr2ctiou. 

Expenses for re)o.irs and oainte~anco of overhead 

equipnent etc. are 2pportioned in tho r:1tio of trnin 

kilonotrcs of BI'IU services to toto.l train kilonetres 

o.nd shuntinc; kilor.wtros under lectric tr2ction. 



5-23 
d) The operatinG perso~riel are generally separate for 

EHU services. Expenses on their account are thor'afore 

fully bool~ed to the cost of runninG ~f Erm services, 

and no rules for n)portionnent need be frnned. 

Sir.:ilarly, a nunber of stations are also exclusively 

used by the EHU services alone. Cost incurred on 

their account is therefore booked ent~rely to the 

cost of runninG of these services. Ex~enses on 

account of stations -:·Thich are colllLlon to Bl'm and 

other main line services are a)portioned in the ratio 

of the respective nunbers of trains run. 

e) Indirect. expenses, like general, overheads, are added 

:;_:>ro-rata, in the ratio of direct expen~~;es apportioned 

to EIIU services and expens.;s for other serv;L.Qes (On 

the division. 

5.59 Based on the abov~ nethodology of apportionnent of 

expenses, the profit· or loss of running the Erm services are 

estina ted by the zonal raihmys and cor:1piled by the. Railway 

Board. 

5.60 
J 

For r.1akinc r.1eaningful recommendations, the Conni ttee 

required to. have the cost data a:11alysed further so as to get a 

clGarer picture of the- profitability· of running of ET•1U services. 

The Railuay Bon.xd 1·Jor1.~s out lvhat nay be called a Profit & Loss 

AccouHt of running th-ese ·sei·vic·es zonevrise.· . We. ho1ire_ver. 

req~ired detailed unit c6s~ts for our. purposes. Ue the-refore 

furt:1e:;., analysed the 1110rl:in3' results to con'j;rG.:te unit costs, 
.·. ·. : 

af-ter se(;'reg-atinc; the expenses under 

for tho services. 

the· c·onsti tuent functions 

5.61 Unit costs were developed using the 

ne~hodolOGY used b;~l the Raihmy Board for splitting u::_J non

suburban pas~enger.expenses betueen terninal and line haul 

functions. Thus, co~ts 1·rhich could be directly allocated to .. 
tcrD.in.:ll or l~ne haul. functions w·ere booked against the 

• • ~ c. • 

re1,(3vnnt constituent; joint costs. wer.s appo.rtioned between 
. . ~~- . ~ .. . . ' ; .• .. . 

. linl:l haul and tcroinal on the b·asi s of appropriate · 

percentages; nnd overheads uere distributed pro-rata. 
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5.62 

lil1o hJ.ul CLld ovcrlwo.d functions, tho Ji ffcron t f1.uction o.l costs 

ll:'.V.) bec~1 ro.tcd ;:c~o.inst rol.o.ted output3, o.ncl the follouin~ ue1i t 

costs developed 

o.) Tcr;:1ino.l : 

i) Tornin~ll c'o st per p;:csscn,:_;·er cc:Lrricd; 

b) Line hcml : 

i) Line haul cost per p~SS011(;cr kilonetrc; 

ii) Line ho.ul cost )Or vol1iclo l:ilonotre; 

iii) LL1G lw.ul cost pGr tro.in l:ilonetre. 

i) Overo.ll cost per po.ssen.::;e r co.rried; 

ii) Overo.ll cost per ::_XlSSen,:;cr ;dlonetre; 

iii) Overo.ll cost per v::hicle ki:lonetre; 

5.63 Unit costs for oper.J.timl of CiiU service~ duri:~z 1976-77 

ho.ve beo~1 vJork<Jd out on tl10 'nsis of i.;lle cothodolo3,y enm1ci·2..ted 

o.bovc 2-nd the dcto.ils arc indico.tcd in the table c;iven beloH :-

~-t-\BLg__~ 

UHI'r co:JTS OF .GIIU SUDUEBAlJ SI::RVI CES - 1 ~l?_-77_ 

S.No. Avero.:;e for BG & NG 
(i;1cl"_clilV'; Over~1eo.O.~ 

1. Temino.l Cost per Po.ssenger c:c.rricd 
(Pilisc). 

2. Li:1e hcml Cost per Passe:-lcor Kilonetre 
(Pc.~so). 

3. Line h<1ul Cost per vehicle kilonetrc 
(Rupees). 

4. Lii.18 haul cost ~)or trc.in l:n. (nu~Joos). 

5. Overo.ll cost per p2ssongor co.rricd(Pniso). 

6. Overo.ll cost per Pnssengor kn. (ns per 
actuo.l occupo.tion)(Po.iso). 

7. Ovoro.ll cost per Vuhicle lm. (Il.upoo s). 

4.50 

1. 92 

2.56 

21 • 45 

~3.65 

2.14 

2,86 
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5. 6.~ For the :purpose of our cooputation, the caJ,nci ty 

passenger !dlonetres uere I'I'Orked out on the basis of the 

actu;:;.J. vehicle l:i'lor..wtres and. the m.mber of scats in ootor 

and trailer coaches used on differe;.1t Z071al raihmys. iinalysis 

of the nctual pnssonger ldlc ,etres during 197C:-77, against the 

figures of caj_)acity -pnssenger kilonetrcs, indicate that while 

average occupancy in Boubay area was about 8:~~~, it uas about 

50Jb in Calcutta .::.:1d only "~2~b in I'!adras. Fron this it ~dll be 

clear tho. t, >!hile there uay be heavy overcrow-ding during the 

penl:: periods, tho average occu;_:>ancy is fairly low. This is 

because a nunber of trains are run even in the.non-peak peri,ods, 

a.nd the occu;_:>ancy in th~ return direction during the peak period 

is also lo\'1. The cost of rtHllling the services, whether fully 

occupied or :;_:>a.rtly occu::;Jied, is alnost the snne; ::".nd 

therefore even though it ap)ears th.;tt suburban services are 

overcr.o\-Jded ., their costs are not that low since the average 

occu:;,)[mcy is not very high. 

5.65 The Central RailHay have furnished a statenmt shouing 
t~ain · 

occupation onLservicl;)s o::..1 different sections at different 

hours of the (~ay. Those dnt.:1 are based Uj_)on a. visual survey. 

This sho~ts that on tho main line section of the raih"Vay, 

between Bonbay VT and Kalyan, the :peak hours are bet1r1een 

7.30 to 11.00 A.~~ for U:;;> trains towards Bon9ay, and between 

1.~.00 hours to 21.00 hours f·.r Do1m trains aw<.'.Y fron ;Bombay, 

l'Then the trnins q.re found to be running \"Vi th overcrushing 

capacity,~, with occu;_:>aacy betuecn 150~& and 20Q1o of 
1 
capacity. 

The nunber of trains run during these peak hours {as cooputed 

froo the tine table) are 6i~ Up trains in the nornL1g, and 

92 Do1-m trains in the evening. They c.ccount for about 30~'-& of 

the total nuober of trains on the nain line section during 

5.66 The survey indicated another spell of about one and 

half hours, ''~hen the nain lirie trains carry passengers to 

full capacity. For the renaining hours of the day, the 

trains run 'voll be lou capCtci ty. 
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5.67 The Ho.rbour section ho.s no ~)criod ~r~1on the occu)D.ncy could 

be; reforrecl to o.s overcruslling. Durin3· tho lJOCLk hours, uhich c:trc 
the 

bot\'IeG:1 6.30 hours to 11.00 hours inLU:::> directio:'1 nnd ;Jotwoe;_1 16.00 

hours to 20.00 hours in the Do-vrn direction, the trD.Lls on the 

Harbour sectica run ui th 1 CJ;~ to 25;; over co.rryin,s cJ.~)O.Ci ty. 69 

tr.::l.ins arc ru;.1 duriJ.1g tho peak hours, l!hich account for a':Jout 27;; 
of th;:; trains run o::1 tho Harbour lines do.ily. For ;mother one 

hour, the tro.ins on this ~action run with capacity nuQber of 

~asscngers; but for the rcmo.inir:;· ;_:Joriod they run ui th oc cu:;;>a t ion 

well below cap~city. 

5.68 These data no doubt include all passe~Gers on the tr~ins 

including those travelline ticketless o.nd those travellinc on free 

passes. Even if 10~ of tho total nunber of enployees on tho 

Ce!1tr ... 1.1 o.nd ~I;;stern R<J.ihra.y .J.l~e nssuned to be livil1g in Bon'uay 

area, a.nd therefore c;iven free p2.sscs, the nu::.1ber of con11uters on 

their account \TOuld not b2 vcry large. A rough estionte puts the 

figure at loss than 17~ of tho tott'..l nunbor of suburb0n ~Jassen::;ors 

in tho Bon'uny area. Their iupact on the occu:;J:J.ncy rntio uill be 

no~ligible. No dab. arc houever availJ.ble 1iJith o.ny railu2y 

reg.:nding the extent of ticketless travellinz. 

5.69 Thus even thouch it may n]pear tho.t the suburban services 

run overcrow,:,ecl during certain peri Jd of tho day, thJ unit costs 

are not very lou since the total ox:;_:Jensos have to be shared by the 

average occu)ancy VJhich is fairly low. 

5.70 While considering tho unit costs on these services, 

;:mother inportant lJOint to be ke:Jt in vieu is the 10i.1£' tern 

uarginal cost. At :;_:Jresent t~o facilities provided for sue~ 

services .::ro stretched aluost to their full capacity. .i:'\....'1y 

substm1tial increase in the nunber of trains uill rec:.uire r::.o.ssive 

investnents for provision of new lines, rollincr stock, Qnd other 

equipoents. The incre!Jonto.l costs uould therefore b0 vt.Jry hign. 

Our understanding of the cost of EilU s~rvices is based on the 

historical cost of assets, cmd tho unit costs h:we beo:1 '\Torl.:::ed 

out on tho basis of the nothod.ology folloi·red by t:1o R::tilu.:ty .B.):::rd 

for charging intc:: r'-' st/ dividend :J.ncl dG}TO cic:t tioa etc. o:1 such 

historical cost. 
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5. 71 At :;;>resent, the overall averac,e cost of ETm services 

is 2.14 ::;>:Use :;_Jor pctsscn2,or ldlouetre. As the deiJ.al'ld .:md 

rcquircc.cnts of .c:;IaJ services in the lletro:poli tan cities 

L1cr:;ase, ne"l'l' assets uill : ~ve to bo createc., leading to 

fairly substanti:1l increases· i::.1 these costs. This as:;;>ect 

nc:;eds to be a7preci~ ted .ill ito ~)rO:;_J0r ?...:r::; ;•0ctiv0. 

5.72 After the ex:;_Jenses of the r.J.iluays have been 

sogre,:sated bchro.(m coachinG" and· goods, tho share of ex::_:>enses 

for tho suburban traffic is deducted froc tho coaching 

ex:;;>euses. Tho reuaining ex:?enses relate to hen-suburban 

passen15ers, and other coaching traffic. _The total non-EHU 
·-

ex;_Jenses are thea. brought on to the coachin; service formula 

book for fur-ther annlysis. TlN nethodology adopted is 

basically siHilar to that for freight traffic cost· already 

discussed above. 

5. 73. In the c.:1se of coaching services ho-vrever, a;_Jart fron 

a?:;;>(or'tioning t'h~ ex)enses botwee~1 the function's involved, the 

ex:;_:>cnses have also to bo segregated betueen :;;>assenger traffic 

and other coaching .tx.J.ffic. Broadly, the ttw main functions 

involved in botl).• are (i) teminal:and (ii) line haul. 

5.74 The teruinal services. o~1 account of passenger 

traffic include bookine; of tickets, enquiry and reservation. 

facili.ties, ticket ehecking, waiting rooms, platforas, 

uarshalling of coaches, cleaning and uain terrance of co.aches 
. ~ ' 

etc. 'Expenses on' th~se itecs have to be segregated into . 

a nuubor of ap~)ropriate functions. Railways also provide 

Rofreshuent Roocs at stations and Dining C.:tr and pantry 

services on the trains. The forcula book for the analysis of 

the cost::: of coc..c~:L1__;. services )rovides details for 

segregation of ex)enses relating to these various 

functional services. 



5-28 

5.75 Since different classes of acco@~odatio~ are provided on 

trains ui th different standards of confort and .J.r.::eni ties, the 

coaching cost analysis provides for se~re~atio~ of joint ezpenses 

betueen diffe ·ent ~d~1ds of traffic, ·1ifferent functic s, different 

kL1ds of trains and different classes of accoiJnodatiOl1. The unit 

costs for various types of services and classes of acco:urJodation 

are uo:::-ked out on the basis of the formulae provided. 

Detai_ls of passen.~er Costin.:: • 

5.76 Based on the unit costs of passenser traffic vrorked out 

by the Raihray Bo.ard, further analyses 1;ere made by us and the 

details are t;i vc11 in the follo>ring state:oen ts :-

5.77 

1. Unit cost per passenger kilo~etre 
(Classwise) on t~e basis of (actual) 
occupation ratio. 

2. Unit cost per passenger kilometre 
(Classwise) on the basis of 8~~ 
occupation ratio. 

3. Average Unit Costs (including 
overheads) per passenger l::IJ.. (on the 
basis of actual occu2ation ratio) 
shoHL1g also the break up and the 
proportion of each constituent 
element to the total. 

4. Number of coaches in service and 
the capital cost per seat/berth. 

•• (Statecent 5.3) 

• • (Staten en t 5. 4) 

• • ( Sta ter.:ej_1 t 5. 5) 

• • (Statement 5.6) 

As already stated, the analyses made by us "\vere based on 

the fully distributed cost figures provided by the Raihray Board. 

\vhile examining the fare structure for different kinds of 

services, ive felt ma-t the need for specific costing of so11e of 

the individual services like the Rajdhani Express and other 

superfast services. 

The Raihmy Bo.J.rd Costing Cell ho.d on their ovn1 alre3.dy 

undertaken the job of exru1ing sono of these o.sj_)ects. They nade 

their analysis in re S)eat of the follmrint.:; tro.ins ::-.v3.ilo.b le to 

us :- 1. Rajdhani Express. 

2. Tamilno.du Express. 

3. A.C~ Deluxe Express. 
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5.79 The s~ecific costing of the above trains enabled us 

to have a b~tter understanding of the cost involved'in running 

superfast trains. 

Other Coaching services 

5.80 Other coaching services relate to tra:i.1sport of 

parcels, luggage, postal bags ru1d nail vans, and nilitary 

traffic. These are transported by passenger or nixed service 

trains. The expenses incurred are in nost cases joint with 

those for passenger traffic. Segregation of expenses bGtween 

::>assengcr traffic, and the other coachil1g traffic, has been . 

done by the Raili;ay Board on the basis of costing oethodology 

developed by theo. Th~ e~penses on other coaching traffic. 

have been further segre~ated betvreen terminal cost and line 

haul cost. As per thci~ 9ost analysis, the cost per vehicle 

kilooetre has been uorked out at rs.1.56 on B.G. and Ps.1.41 

on 1-i.G. 

5.81 Terninal c::penses rGlating to other coachil1g 

traffic pertain to ~coking ana delivery of luggage, parcels 

etc., provision of ucighing machines, main tenai.1CC of luggage 

and parcel offices, provision of coimer.cial ,J.nd other staff 

cm::_:>loyed, loading and unloading from parcel vans ~tc .• , anCI 

shunting and mar~halling of ')arcel vans and brake vans at. 

stations. Line haul costs include cost on traction, train 

passing ru1d track expenses etc. 

5.82 Detailed statistical data about the to1mage of 

other coaching. traffic, the distUJ.~CEE for .~Thich these are 

carried, as also the avera6e load on the run of vehicles 

used for such traffic, are houever not available. In the 

absence of such basic information, it was not possible to 

work out the unit cost of tr~1sportation of parcel and 

luggage traffic etc. 
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5.8) The Cor::.r.littoo felt ho.ndicD.~!~JGc.l by tlw lo.ck of the o.bove 

staiistico.l deto.ils on tho b~sis of ~~icl1 unit costs could bo 

developed. To overcc:.:.10 H:is, \'VO LlJ.do usc of th•a cl2.to. collected 

by the Ro.iluay Board i:1 sa:J:;:>lo survo~rs '.·rllich ~rcn·e undort.:;.l:en by 

tl1eu. ( Thesv surveys >wre b::csed OJ.l P2rcel Uay bills fron 

sel0cted stations for t~1rco do.:;"s il1 t:1e uontlls of A;?ril .J.nc.l 

October~ 1976). Those ~Tore furt:1er SU:J.?lenonted by dato. collected 

by the CoillJi ttee itself. On the basis of those, the to tal to:cElage, 

the tonne ~ilouetros for various clo.sses of parcels, tho ~vcrago 

loo.d on tho run per vohiclo etc. 1roro ostinated. Based on these 

estimates, unit cost per quintnl kiloruetro v:ore vJOl'kod out o.nd 

further sebrogated between its olononi:s?viz., tem.inal ;1ad lille 

haul co st. 

5.84 On tho busis of our conputation, the ueighted average 

costs r·or BG and f:IG for tho trans:;;>ortation of lugg.:t6e aJ.1d parcels 

uorked out as follows :-

a) Ternin
1
al costs 

b) Lino haul costs 

c) Tot.:tl cost$. 

Conclusion : 

. . 
• • 
. . 

Rs. 7. 69,1per quinto.l • 
\;..;:."J~ It,... 

~3.81 0p~r quintal kilonetre • 
\ {.l..-\.-'_.~-_;;.. 

.M-.,}.84 :JOr g_uintal l:ilonotre • 

5.85 The above analysis of tho costing of coaching traffic 

indic.J.tos sor:w of tho in::_Jortant lini ~~ations fron FhicJ-1 the n2.terial 

suffers. Not only are ~dequnte data not available for properly 

costing different ty:;_Jes of other coaching traffic such QS parcels, 

postal r1ails etc., but even the an.:::.lysis of l_)assenger traffic 

suffers fron a najor handicap in that no data are available to 

shovr the relationshi:;? behreen the linehaul costs and the dist:J.nce 

travelled. Vle only lmo<>" th.:tt teminal costs being the so.uo 

irrespective of the clist.:tnces, ti1e totet.l avera~e cost declines 

with disto.nce. As this cost constitutes about 10~~ of tho totnl 

passenger costs, s ono reduction in .:tv orage cost )Gr ldlouetre 

>wuld occur ui th lon~:;r dist::mcos. The :;_Jrosont cl..:1t.:1 hcmovor 

give no clear indic.J.tion of hou Buell roductio11 is rol.J. ted to 

how nuch increase in dist~nco. 
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5.86 Tho in~cclcqu.::.cics of cost cl:J.tCJ. .2nd ;:mnlysis u~1 ic':. 

vlcrc nontionod nbove arc aot very unconnon. Cost nnetlysis 

is c. rel.J.ti v:;ly ncu dovclo:mont L1 the ncco11l1tine systons 

of business orcsnnisntions; nnd in tl1u ro.ihmy systcus o.ll 

over the world, cost analyses o.ro found to be difficult 

:'.ad· l;..r.ve not developed c.s -nuch as in D<ll1Uf;..l.cturing 

industries. The c.u tl10ri ties co~1cerned · as::mre ·us t].1cJ.t -·they 

:J.re doi~g nll thnt.they ccJ.n continuously to inprove 

netllo<lology. Hu sl1all deal ui th. this question to sone 

extent together ui th ot~1cr suc;.;·estions for i:J:._)rovenen:ts in 

our Final _Report. · 

5."87 \litl1 J.ll the linitntions enuuero.tod earlier, .tho 

cost dato. avaiL:tble to us nou are far b~ttcr thnn w·hat · 

tl1oy uero even a decade,. bnpk. Vle lnve used then to the 

nnxinun ;_:>assible e:ctent in· ;::trriving at our recor:u:!leadntions 

regarding futuro tnrif:t:s. 



5-32 

ASSU:t.;p·r I 0 iJ S : --- - --------
.:tvc;r~ce lo ... ~d p-or '"i'-l..:j·o11 

~. R.l1. 
Ilo.rs:lallL.(;: Upto <-CO 

,~01 - Qr)Q 

301 - 12CO 
1 · .. 01 - 160') 
~~,JOVC 1GOO 

BG 
.. 20.20 1 ~.2:? . . or.: 

50~·,) . ;-\. 1.; 

l~IJS 3.72 ).60 
l~I1S 

:i.C:-_lS 

~.:l.: !J 

l'::DS 5.55 7.02 

--- ------------- -co~T·-- -P;:-:l· . - ·,5o"~T.Jf -,Ru~.)-08;,--- --- -------- --
--------------------- _________ .,. ________ ---- .. __ --.l_~ ____ :_; ___ _.____ ·----

------ __ Jro_o.d 5:tu._s:_c_ ------bJio_t_~~C!..il.U...3'_G ··---~- _ ~~e.ic;_~~t_e_c1 .. ..:!::~e_;_:c._:e~- _ 
Dist- QTern- Enro·u.te Tot.J.l ll'r2rr.1- .C11route Toto.l)( 'I'errJ.- .Cnro'.lce Tote.l 

~Ji:_no.l ---· ---·· --·-· ---.+inB:_l ___ ------ __ __ l.?..:~'l~- ---·-- ---·· __ ···-
!/) s.o{~ 14.83 19.87 1 6.21 13.51 19.72 I 5.21 1 : .• 6-'~ 19.05 

100 5.0~ 17.95 22.9J!5.21 10.35 2~.55 5.21 18.01 23.22 
200 5.o.;. 23.10 2s.2o:s.21 2s •. ~2 32.53 5.21 23.63 28.8-~ 
300 5.0:~ 2:J.37 33.1-116.21 3-i-.50 ·i-0.71 1 5.21 29.26 3~.-~7 

I 

!:.oo 
500 

600 
700 
800 
900 

1000 

1100 
1200 
1300 
1 :;.oo 
1500 

1600 
1700 
1800 
1900 
2000 

2100 
2200 
2300 
2·1-00 
2500 

2600 
2700 
2800 
2900 
3000 
3500 

5.o.;. 33.53 30.621 s.21 .~2.5o -·~8.71 l s.21 
5.0.~ :,.1.01 '1-6.0~~0.21 5·~.13 60._3-~~5.21 

5.04 
5. o.;. 
5. 0-~-
5. Q,~ 
5. o.~ 

5.04 
5. 0-~ 
5. 0·~-
5. 0-~ 
5. o,~ 

:;.s. 22 
51 • -~3 
56. G.;_ 
6"3. 52 
68.73 

73. 9-~ 
79.15 
86.51 
91.72 
96.93 

5 • 0/r 1 02 • 1<~ 
5 • o::. 1 07 • 55 
s.o:~ 112.16 
5 • o.:. 11 7 • 96 
5. o.~ 1 2:.;. 17 

5 • 0:~ 1 23 • 38 
5 • 0·1- 1 3 3 • 59 
5. o.:. 133.80 
5. 0·1- 1.;.:~.00 

5. o.:, H-9. 21 

5.o.;. 15:-.~~2 

5.0~- 159.63 
5. 0-~ 1 6' ~. s. ;. 
5. o.:l 1 7 o. o ;. 
5 • o. ~ 1 7 5 • 2 5 
5.0·1- 201.29 

51 • 26 i 6. 21 
5 s . -~ 7 I :::; • 21 
61.081

1
6.21 

oG.5S 6.21 
73.77 1 6. 21 

7~. 981 ~- 2: 
8:r • 1 9 • .J • 2 I 

I 
91.55,'6.21 
90.76 6. 21 

101 • 97! 6. 21 

1 07. 18 6. 21 
112.59 6.21 
117.80 :.:; • 21 
123.00 6.21 
128.21 6.21 

133.1';-2 6.21 
138.63,6.21 
1.:.).811- 6.21 
1 <- 9. o. ~ 6. 21 
1 5·~. 2 5 6. 21 

15 0 ·rlr 21 
;_J. ,-0 ,. •.). 

16.:-.67 6.21 
< _,.. ·~ n'> I r 21 I .)'j • OJ 0 • 

17 5. 03. 6. 21 
1G0.2CJ6.21 
206.33!6.21 

I 
I 

62.20 
70.27 
78. 3-~ 
91 • 01 
99.09 

1 07. 1 6 
115.23 
123.85 
1 31 • 92 
1.;.o. oo 

1 5:-:". 2t3 
165.)::) 
173.:r) 
181.50 

189.58 
197.65 
205.72 
213.79 
221.87 

22S. 9:~. 
233.01 
2 ;.._). 09 
25-:.. 16 
262.23 
)CJ~ohO 

68 .. ;.1 
76 •.. ~8 
8.~.55 I 

0.7 ')? I J • ~-

105.30 I 
11 3. 37 
1 21 • ; .. ~ 
130.06 
138.13 
1-'r6.21 

15·~. 28 
1 63. -:-S 
171 • 57 
1 79. 6 ~-
187.71 

5. 21 
5.21 
5. 21 
5.21 
5. 21 

5. 21 
5. 21 
5. 21 
5.21 
5. 21 

5.21 
5.2i 
5.21 
5. 21 
5. 21 

195.79 I 5.21 
203.86 i 5.21 
21 1 • 93 I s. 21 
220.00 i 5.21 
2 2.J. 03 i 5. 21 

! 
236. 1 5 ! 5. 21 
2 :.<- • 2 ::: ; 5 . 21 
252.30 :;;.21 
26C.37: 5.21 
2 58 • ~ ~ ~· 5 • 21 
30.3. :i1 5. 2'1 

__ ___, ____________ - --------

i~ 2. 91 

54.17 
59.79 
67.51 
73.12 

78.26 
s.: .. 39 
91 • 93 
97.55 

1 03. 1 3 

108.80 
11-~.76 
120.39 
1 26.00 
131.6.~ 

137.25 
1-~2.i39 
1 ;.3. 51 
15~.13 
15').75 

.:.o. O'j 
tr-3. 1 2 

53.75 
59.3<3 
65.00 
72.72 
78.33 

33.97 
39.60 
97. 1 -~ 

1 02.76 
108.39 

11,~.01 

119.97 
125.5~1 

1 31.21 
1 3'J. 85 

1 ~-2. ~7 
10:-S. 1 0 
153.72 
15S.)L~ 

1.~:.s0 

165.37 170.53 
no.s; 176.12 
17S • .S3 1!:31.8. 
182.25 107. ·,.s 
187.87 193.03 



.\:30"JifPTIO:TS :-

..::..vernce lo~:d per Hn:::_un 
; :-, ~ 

J..J • ... \. • J.L • 

l-':.J.rs:12..llinc;: Upto .:.oo l:ws. 
,~01 - 800 l::~:s. 

801 - 1200 >T1S. 

1201 - 1o00 1
0J.S. 

Above- 1600 ~:ns. 

BG 
20.28 
5Q:J 

3.72 
.: .• 37 . ~ 

. ; .•.. J 

5.-:-9 
5.55 

IIG 
1.; .• 22 
-:.o;; 

3.60 
:-.82 
6. -~3 
lJ. G2 
7.02 

5-33 

~tQtcc~~t 5-1(Contd.) 

-------. ------- ---- ------------cu.:-'1' p;.;;11 'i'O E~..:"; ICILOi~t:Tr::-: r.p;:I "') = 
- - \4 .~ ~.1:..1 ------..--_.; 

----Bro-~~~G.:'..ut-0--_~~~ - ~ I1~tl:c -Gius-e ----:_- ;Jei,-,.:lted .\verarre 1 

Tern- Enr- Tot.::.l L1dex 'l'em- Enr- Total Inde:c 'l'Gro- :C.~1r- Total Index Dis- 1 

in_<1_1. _____ o_u_t_e _____________ l_i_:~_l_ou~ _ . ~a_l ___ sm t~-___ 1 tance ' 

12.50 37.03 .;.:;.63 ,15.53 33.78 ·~9-31 :13.03 35.60 !,9.63 ! -~0 
5.0-~ 17.95 22.99 100 . I 5.21 13.35 2-~.56 100 i 5.21 18.01 23.22 100 I 100 
2.52 11.53 1.: .• 10 61.33 . 3.11 13.21 16.32 66.,~5 ,2.61 11.82 1.~.-~3 62.1-~: 200 
1.58 9.·~6 11.1-~ -~8 •. ~6 l 2.0711.50 13.57 55.25 ,1.7-:- 9.75 11.-~9 .;.9.1~8 1 300 
1.26 8.,~o 9.66 .. ~2.o2 1.55 10.63 12.1s 49.59 1 1.3o 8.72 10.02 !.3.15 40o 
1.01 8.20 9.21 -~-0.06 1.2-~ 10.83_ 12.07 /i-9.1~~ j1.0.~ 8.58 9.62 -~1.Ll) 500 

0.8-~ 7. 70 
0.72 7.35 
0.63 7.03 
0.56 7.06 
0.50 6.87 

8. 5·~ 
8.07 
7.71 
7.62 
7.37 

37.15 
35.10 
33. 5-~-
33. 1-1-
32.06 

o. ~~2 
0.39 
0.36 
o. 3-~ 

0.;)2 
0.30 
0.28 
0.27 
0.25 

o. 2 ~ 
0.23 
0.22 
o. 21 
0.20 

0.19 
0.19 
0.18 
0.17 
0.17 
0.14 

6.72 
.5.60 
3.65 
6.55 
s •. :.s 

6.38 
6.33 
6.26 
6.21 
G.16 

6. 11 
6.07 
0.03 

7.18 31.23 
7.02 30. 5-~ 
7. 0-~ 30.62 
5. 9:1 30.06 
6.30 29.5q 

6.70 
6.63 
s. 5-:
s .. :-3 
6. -~ 1 

6.35 
6.30 
S.25 

2 9. 1.;-t. 
28 .8:~ 
28. -~5 
23.1 J 
27.83 

6. ')0 6. 21 
5. 97. 6.17 

27.62 
27 •. .j.O 

27.19 
27.01 
25. 8-~ 

5. 9· :- 6. 1 3 2 5 • -S G 
5.91 ·6.10 26.53 
5.89 6.07 26.~0 
5.GS 6.03 25.23 
5.3-~ 5.01 26.1-~ 
5.75 5.89 25.62 

1 • 0-~ 1 o. 37 
0.89 1 Q. 0:~ 
0.78 9.79 
0.59 10~.11 
0.62 9.71 

11 • ;~ 1 
1 o. 93 
10.57 
10.80 
10.53 

-~6 •• ~6 i 0.87 8.09 8.96 38.591 600 
-~-~-50 '0.7-:- 7.7!t 8.48 36.52 700 
·D.O·~ i 0.65 7.·~7 8.12 3-~.97j 800 
:D.91 I 0.58 7.50 8.08 3-~.801 900 
-~2.a1 10.52 7.31 1.~3 33.12

1
1ooo 

! o •. n 1.16 7.63 32.86111oo 0.5] 
0.52 

o. ·1·-~ 
o. -1-1 

9.7-~ 1~:.30 -~1.9·~ 
9.6010.12 -~1.21 
9.53 10.01 -~0.76 
9.~2 9.86 ~0.15 
9.33' 9.7·~ 3'9.66 

0.39. 9.25 9.6-~ 
0.37 9.25 9.62 
0.35 9.19 9.5~ 
0.33 9.13 9.~5 
0.31 .?.08. 9.39 

39.25 
39.17 
38.8-~ 
38.52 
38.23 

0.30 9.03 
0.28 8.93 
o. 27 8. 9-~ 
0.26 8.91 
0.25 8.87 

'9.33 37.99 
9.26 37.70 
9.21 37.50 
9.17 37. 3-~ 
9.12 37.13 

0.2,~ 8.8-~ 9.08 36.97 
0.23 8.82 9.05 36.85 
0.22 8.79 9.01 36.69 
o. 21 8. 7 G 8. 97 3 S. 52 
0.21 3.7-~ 8.95 36.'~'~ 
0.13 8.55 8.83 35.95 

li o.-n 1.03 ·7.-~6 32.13112oo 
1 o •. ~o 7.07 7 .-~7 32.11l13oo 
; 0.37 6.97 7.3-~ 31.61! 1~~oo 
; 0. 3 5 6 • 88 7 • 2 3 31 • 1 . ~ I 1 5 00 

7.13 30.71,1600 
1:06 _3o •. ~oj1700 
6.98 30.06j1800 
0.90 29.72,1900 
6. 8-~ 29. -':-6 20')0 

j 0.33 
: o. 31 

G.29 
, ·o. 21 
. o. 26 
; 

i 0.25 
: 0.24 
' 0.23 
j 0~22 
'· o. 21 

0.20 
0.19 
0.19 
0.18 
0.17 

I 0.15 

6.30 
6.75 
6.69 
6.63 
6.58 

6. 5-i-
5.50 
6. -~6 
6. -~~ 
6.39· 

i 
I 

5.79 29.2-~! 2100 
6. 7·~ 29.031 2200 
5.69 28.81i2300 
6. 6.;. 28. SO! 2-~00 
5.60 28.42;2580 

G.3S 6.56 28.25·2600 
5.33 6.52 23.03 1 2700 
6.31 ·6.50 27.99'2800 
6.2G 6.-~s 27.82 29oo 
6. 25 ·6.·~3 27.69 3000 
6.17 6.32 27.22 3500 



5-).;. 

Pl.~);:..Jl·llJt~ro~:-s :-
--~-----

')Cr lJO..:Oil . . :JG 
2<LO. 
50~~0 

:=G 

Up to :~oo l{Li.S. 3.72 
/~. 37 
.. ~ .86 

1 J.O . 
·lO,J 

3. ·~0 
·~. 82 

Coc·c of .:o;;-eu;·:.t 6f. f;cll - ----- ... ----
01 800 lG:lS ;r-;~:.:.'21Ll<2~~(1_ tra)~l) c 

301 - 1200 }_J".\~S Q 

1201 1600 l~:i"c1S . (_~{~~~~~U~i_£) . 
0. ~~) 
0.62 

Above 1600 l-~1;.8 5.55 7.02 

·j;os_'r_=_==:-.r1s:ti_~-=-io~JJT0 _jJ~u,e_es) ----==~=-~~= __ 
--- Bron-dG .... ,U"::,"8 · _ J:latre G~~:I_e __ . __ r~.'~:i.:_c;lJ.t_ed j)._ver_c.._;:_e_ 
Dist:f~l'eTil- ·Kl-route Total Tei'!:l- Enrou te Toto.l~'I'era- :Cure~: te 'l'ot:tl 
.~;ll~~ t!:Jla]. ___________ h_n_cg._ _ __ -~~3._1 _____ -----·------

40 i-1-.26 12.6.;. 1~.901-:-.64 10 •. ~0 1~.041<,.31 12.32 16.63 
1oo ;.~.2s 15.:~5 1 J-71! -~.6-~ 1'~-.--~2 1 ho6 . •• 31 15~30 19.61 
200 j-~.25 20.13 2·i-.39 :~.6/~ 21.26 25.90J.~c.31 20.29 21-.60 
300 i<-.26 2.';..82 29.081 .: .• s:. 28.0·1- 32.681.; .• 31 25.29 29.6,) 
:~oo :"~.26 29.50 ~:;.~61 -~.6~ 3·~.78 y;./~2j.~.31. 30.27 3·~.57 
500 i·~.26 36.05 !,0 • .:;2 ·1-.6~~- /~·l.22 ·~-3.86,.~.31 37.25 .;.1.56 

600 l,]-.26 .;.0.75 .;.5.01 -';..6.;. 51.00 55.6/,(.~.31 ·~2.2·l .~S.55 
70014.26 '~5.~~3 /~9.69 .; .• 6~t '57.79 62.lr3

1!1 ':-.31 ;.?.23 51.5~ 
800 ;~.26 50.11 5·;-.37 ,",.6.~. 6.~.57 69.21 .. ~.31 52.21 56.52 
900 ;.; .• 26 56.21 60 •. ~7: ~.6-t 7-i-.30 79.-~.:-i ,-~.31 50.90 63.21 

1ooo i·l-.26 so.o9 65.151 .. ~.s.;. s1.50 s3.1:·~ 1 -L31 63.'38 68.19 
: ! 

11oo :,~.2G 65.58- 69.3:1 ~.s.:. s0.30 
1200 ~.26 70.26· 75.521 1.6~ 95.15 
1300 ~.26 76.77 81.031 4.6~ 102.3~ 
1 -~00 -1~. 26 81. .:.5 85.71 ., ~-. 6:~ 1 09. 1 2 
1500 i.' 26 85.13 90.39 .; .• 6.';. 115.91 i i. 

! l 

1600 .. ,,; .• 26 90.81 95.071 ,;..G.t~ 122.69 
1700 ,.; .• 26 95.67 99.93 .. ; .• 6.;. 130.33 
1300 : -~-. 26 1 ~o. 35 1 04. 61 .; .• 6 ~ 1 Yt • ·11 
1900 ,:~.26 '105.0:) 109.29: -~.6-';. 1~~-3.90 
2000 !.: .. 26 1o9~72 113.98 .; .• 6.:- 1r_;o.6o 

93. GO .; .• 31 
99.791.:..31 

10~.~81-:·~1 
1 ~ _). ~ 61 ·.:· • :; ~ 
1.::0. :;5,-:-. 31 

127.33,.'r.31 
1 3 ~. 971 ~. 31 
1 '1 7' 1 c•1 

·,· ·.~,"~·~ 1-W o J ',., ·c • _) 1 
155.321.]-.31 

I 
2100 
2200 
·2300 
2·~00 
2500 

.; .. 26 

.] .• 26 
-~-. 26 
·-~. 26 
. ; .• 26 

11 ·~. ::.o 
119.03 

.'123. 76 
128. :-5 
1:53.13 

118.65 
123. 3·:.,· 
128.02 

·'~:6.~ 157.·~7 162.111·~.-31 
!>-. 6.;. 16:~. 25 1 63.891 ·~-. 31 

2ooo 
2700 
2JOO 
2900 
3000 
3500 

1.37.81 
1-~2.·~9 
1 :-7. 18 
1 5 t. 86 
1 56·. 5 ;. 
179.95 

1 32.71 
137.39 

I 
1 '-~2. 07! 
1 'c ~3! 

rO.) I 
151.,;.~1 

156.121 
' 160.80! 

18·~· • 2 l I 

4 .-, 

',-. •Jq. 

.'~. 6/~ 
; (" 1 

.•.• 0·-.-

171.03 
177.82 
13-: .• 60 

175.671 ":-.31 
182.<';.61 -:-.31 
18o ~ , 1 . ..,. • 

7 • ~~r 'T • ) I 
I 
I 

.6-~. 191.39 196.031-:-.31 
• 6.:. 1 93.17 202.81: -~. 31 

.- · ')o · "'~ "O"" r. o.: · .,..1 • ().T c_ ..:;.. '::;;D ~ :) • ,)' I ·r•) 

.6.; 211. 7-~ 216.3 ;, .: .• 31 

.6~:- 21.0.52 223.16 ~~-31 
.6.;. 252 •. f5 257.09 ·~-.31 

68.88 
73.80 

85.-",6 
90. <~5 

95 •. ;.) 
100.70 
105.68 
11 0. 67 
115.66 

120.65 
1 25. 6:) 
130.62 
1 35 •. 61 
1 :~0. 60 

1 :-5. 58 
150. ~i6. 
1 _"5.56 
160.55 
165.5-:-
1 90. :.7 

73,19 
78.19 
3 ~. 79 
8~. 77 
9 ~- 75 

99. 7-i-
1 05. 01 
109.99 
11 :-.98 
119.97 

1 2 ~. 95 
1 29. 9-~ 
13.~.93 
13').92 
1:-~.91 

1-~9. 89 
15-~.87 
15S~.87 
1 6.~.86 
16~"l.'J5 
19 •• 70 

__________ .. ______ _ 
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~IIPI'IOJS :- BG Statenent 5.2(Contd.) 
• • 24. 0 

HG 
19.0 
4~; 

3.60 
4.82 
6.43 
6.62 
7.02 

• 
B .:1. R. 
fi.::trs~Hlllir:.c;: U:;?to 

401-
801-

1201-

,lQO kr,s. 
800 kr.ls. 

1 200 lms. 
1600 lms. 

so;~ 
3.72 
Lir • 37 
4.C.J 

Qg_nt of noverJent of full -----------
waGon load traffic -
1 976-77 -------
~~ra~). 

Above- 1 600 l;:ns. 
5.·'1-9 
5.55 

. ---~---C-0-0T _-P-bll._ TOHJ:TG- ___K.~LOiiBTllE __ (PAISE • 

Broad G.::u.c;e _____ L-Jle_!_l:'e Gauge---- =IJieif£)1_ted Avera!·e Dis-
Tern- Enr- Total Index:fTom- Enr- Total IndeXfTem- Enr- Total ·r;_;dex tance 
inal oute in~l oute linal--2.ll_k_ ______ -"'l---

10.65 31.60 42.25 11.60 26.00 37.60 10.78 30.80 41.58 _ I 40 
4.2615.45 19.71 100 4.64 14.4219.06 100 4,31 15.3019.61 -100 100 
2.13 10.17 12.20 61.90 2.32 10.63 12.95 67~94. 2.16 10.15 12.30 62.72j 200 
1.42 8.27 9.69 49.16 1.55 9.35 10.89 57.14 1.44 8.43 9.87 50.33 300 
1.07 7.38 8.44 42.82 1.16 8.70 9.86 51~73 1.08 7.57 8.64 44.05 400 
0.85 7.21 8.06 40.89 0.93 8.84 9.77 51.26 0.86 7.45 8.31 42.38 500 

0.71 6.79 7.50 33.05 0.77 8.50 9.27 48.64 0.72 7.04 7.76 39.57 600 
0.61 6.49 7.10 36.02 0.66 8.26 8.92 46.80 0.62 6.75 7.36 37.53 700 
0.53 6.26 6.80 34.50 0.58 ,·.8.07 8.65 L1r5o38 0.54 6.53 7.07 35.05 800 
0.47 6.25 6.72 34.09 0.52 -8.31 8.83 46.33' 0.48 6.54 7.02 35.80 900 
0.43 6.09 6.52 33.08 0.46 8.15 8.61 45.17 0.43 6.39 6.82 34.78 1000 

0.39 
0.36 
0.33 
0.30 
0.28 

5.96 
5.86 
5. 91 
5.82 
5.7cJ. 

6.35 32.22 
6. 29 31 • 91 
6.23 31.61 
6.12 31.05 
5.03 30.59 

0.27 
0.25 
0.24 
0.22 
o. 21 

5.68 5.9~ 30.14 
5.63 5.88 29.83 
5.58 5.81 29.48 
5.53 7.75 29.17 
5.·~9 5. 70 28.92 

0.20 
0.19 
0.19 
0.18 
0.17 

5.45 
5.41 
5.38 
5.35 
5.33 

0.16 5.30 
0.16 5. 28 
0.15 5.26 
0.15 5.24 
o. 1lJ. 5.22 
0.12 5.14 

5. 65 28.67 
5.61 28.46 
5.57 28.26 
5.53 28.06 
5.50 27.90 

5. ·l6 27.70 
5.42 27.50 
5.41 27.45 
5.38 27.30 
5.36 27.19 
5.26 26.69 

0.42 
0.39 
0.36 
0.33 

.0.31 

0.29 
0.27 
0.26 
0.24 
0.23 

0.22 
o. 21 
0.20 
0.19 
0.19 

0.18 
0.17 
0.17 
0.16 
0.15 
0.13 

8.03 
7.93 
7.87 
7.79 
7.73 

8.!;.5 ·~~-.33 

8.32 43.65 .1• 

8.23 43.18 
8.13 42.65 
8.04 42.18 

0.39 
0.36 
0.33 
o. 31" 
0.29 

6.26 
6.16 
6.19 
6.10 
6.03 

6 • 6 5 3 3 • 91 11 00 
6.52 33.25 1200 
6'. 52 33.25 1300 
6.:1.1 32.69 1400 
6.32 32.23 1500 

7.67 7.96 41.76 0.27 5.96 6.23 31.77,1600 
7.67 7.94 41.66 0.25 5.92 6.18 31.51 1700 
·:.62 7.88 41.34 0.21;. 5.87 6.11 31.16 1800 
7.57 7.82 41.03 0.23 5.82 6.05 30.85 1900 
7.53 7.77 :~0.77 0.22 5.78 6.00 30.60 2000 

7.50 
7.47 
7.44 
7. 41 
7.38 

7.36 
7.34 
7.32 
7.30 
7.28 
7.21 

7.72 40.50 0.21 
7.68 40.291 0.20 
7.64 40.08 0.19 
7.60 39~87 1 0.18 
7.57 39.72 0.17 

7.54 39.56 0.17 
7.51 39.40 0.16 
7.49 39.301 0.15 
7.46 39.141 0.15 
7.4~ 39.031 0.14 
7.35 38.561 0.12 

5.75 
5.71 
5.68 
5.65 
5.62 

5.60 
5.58 
5.56 
5.54 
5.52 
5.4·~ 

5.95 30.34 2100 
5.91 30.14 2200 
5.87 29.93 2300 
5.83 29.73 2400 
5.80 29.58 2500 

5.77 29.42 2600 
5.74 29.27 2700 
5.71 29.12,2800 
5.68 28.96 2900 
5. 66 28.86, 3000 

I 
5.57 23.40!3500 

----------· 
i 
! _......._ ________________ ------ -----.:..--
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liE~ t cos c _::c::r; -'2~?Sol~,zr_ ':~Jo~<2_·~r'3 J!2~.·~~1!i~~L2~J...:t~~2E.:.~~~ _Qf 
q._Q.:!i.\J.J}l ___ Q.Q.Q'-1J_Q....tiQ:1 r:g.lig. 

--------- -~-·-··--·· .. -- ··---~--

Sl. c_ass ;3. G. ___ jiJ.!-G • 
Total 

Ho. Occu- Cost Occu ... l- Cost cost 
pat ion <l ti Oll 

rntio r·a tio 
cf (P'>·. ) 's (Ps.) (r,. ) .1.0....:___ ........£::_ __ -------- -- -·--.--

1 • J.l.C. First 53 0.28511 45 o. 6563~ 0.30378 

2. Ist Class Exp. 43 0 0183 ~c~ :tO 0.27386 0.19725 

3. AC Chair Car 5·~ o.o .. ns1 o.o.ns1 

,., 2nd E::qress 77 0.03-'1-56 88 0.03999 0.03577 .. ,.. . 
5. Tot3.l E::~ross o. 0 ~ 1 57 o.oL~656 o. 0-~26'6 

6. Ist Ordinary 17 0.77027 10 o4s9oos 0.73765 

7. 2nd Ordinary 101 o. o:-~303 105 c. 0-'~521 0.0~383 . 
8. Total Ordinary 0. 0:'~597 o. 0<-89•:). o. 0-:-706 

9. Grand Total 0.04362 0.04809 0. 0'-~'-~9<-

- ·---·- ·-----
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StateL:~en t 5. -~ 
--·--- ·-----------

Unit cost per pu.ssenr:cr__k_:ilonet~_lcla~sldse) on tho 
ba_si ~o_f_ -~oc£2.C?_~u..2nt i_o_n_.!:_~. 

__ .. ___________ 
Sl. Clnss B. G. H.G. 
No. Occupa- Cost Occupa- Cost Total 

tion tion 
rntio ratio 

-------- '·' i'J (Ps.) __ ~-- (r!.- ) (rs.) 

1 • l'i. c. First 80 0.19135 80 0.37065 o. 20135 

2. Ist Class Ex:.;>. 80 0.10072 00 0.13920 0.10700 

3. A.C.Chair C.:1.r 80 0.03381 0.03381 

' 2nd E~::.;>ress 80 0.03335 80 0.04377 o.035·H ·r • 

5. Total Exj_)ross 0.03872 0.0.:~945 o.o.;.083 

6. Ist Ordin.:1.ry 80 0.17<~96 80 0.15847 0.16757 

7. 2nd Ordin.::try Actual 0.0-~303 Actunl o. 0-~521 0.04383 
( 1 01 ) ( 101) 

o. Total Ordinary 0.0.;.534. 0.04806 0.04635 

9. Grond Total o.0-';.173 0.0L').851 0.04365 



--------------·-··--------f'<J.rticulars --~IWAD G!'..UGE ___ _ 
P~:r Perce:1-
Pnsse- t<J.GO to 
nger the 
Kn. Totnl 

Cost. 

_IU~~DlB G_ii 1!-...::G.:..::. C:,._ __ 
Per P-:::rce:1-
p <J.sse- ta,:~·e to 
n.:;er tho 
Kr1. Totnl 

Cost 

5-38 

Percent 
Por to· tl1::: 
Pass.::- Tot::tl 

IU1. 
Fs. Ps. ~3. ------- -··· ----~-- ----------------------

Total Tcrninal 
Service so 

T<;>tal Line hnul 
services. 

Total Terninnl & 
Line ha1.,-cl 
services. 

0.00761 19.53 

0.03601 

0. 0086L~ 1 9. 1 2 

0.039~5 80.88 

0.04809 100 

------------------------------ ---~--~----~---------

0.00791 1 7. 61 

0.03703 

100 
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Hun~..E_ _q_t:.__C.Q.<l_<?hes -&6 servJ~_n.nd __ the ..£_a..J?..i tal cost per 
scat berth - ---

(n) Nunber of_c_oac_l}__~ 

Class B.G. 

·-------------·-----
:~.c. c. 

AC two tier sleeper 

1\C Ch.:ti r Car 

First Class 

Second Class slee?er 

Second Class other 
coaches 

Total 

Coupositc Coaches 

147 

33 

50 

1391 

259) 

6994 

11208 

3874 

Grand Total 15082 
•.·· 

N. G. 

652 

963 

5698 

7313 

28-'rO 

10153 

N.G. 

1337 

Total 

147 

33 

50 

2043 

3556 

12692 

18521 

6714 

26572 

(b) Cost pGr seatl.Q.erth (BG} 
·----·-----------l.(P:.:::s.:.• ::.:ii::,:.1_t.:.;h.:.;o;;...;u~s~a~ ) ___ _ 

~.c.c. Coc?osite 

AC Sleeper 

First Class Chair Car 

First class recular 

Seco~1d sleeper 

Second Gen<nal SGa t 

Capital Cost 

1229 

1216 

602 

564 

~97 

512 

C~ Unit Cosc;..;·t::--
Seat 2 Berth Scat ~ Berth 

60 

39 

90 

10 

48 

26 

75 

15.91 

10.03 

68.82 

25.33 

1-"r. -t6 21.69 
6.63 

5.69 



P::-.rticulars 

Toto.l Tcminal 
Service so 

T<;>tal Line haul 
services. 

Toto.l Terninal & 
Line ha1...~l 
services. 

.l9_7S-71 

BlWAD Gi'o.UG:C "---·-
P~:r Porco:1-
Po.ssc
ngcr 
Kn. 

Ps. 

0.00761 

0.03601 

t2c;c to 
tho 
Total 
Cost. 

19.53 

5-38 

Sto. tec;G;l t 5. 5 - ------· ·---- -

-
_l.FL!J'~ G_l}]_G_,G __ _ 
Por ?orcen- Perco;1t-::. 
Po.sse- ta,:~·e tJ Per to· tl1:::: 

n(;er 
Kn. 

rs. 

0.00864 

0.03945 

0.04809 

tho 
Total 
Cost 

Passe:- J:'ot::tl 
~'1:.:;-el" CJ ;3t. 

Kn. 
n, 

·-----'-' -'• 

1 9. 1 2 0.00791 1 7. 61 

80.38 0.03703 82.39 

100 100 
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Stn ter:~-~..2.,& 

Hun~...E_ _q_f __ c.Q_t:t_C?he~_JZ~~Cice_and .. ~~he _g_~i tal cost per 
sent berth - ---

(o) NuGber of conches 

------ --·-- ---
Class B.G. N. G. N. G. Total 

------ --·--·---·-· -·- ~ -· 

A.C.C. 147 14-7 

AC tvTO tier sleeper 33 33 

ii.C Chnir Car 50 50 

First Clnss 1391 652 2043 

Second Class slee:._:>or 2593 963 3556 

Second Class other 
coaches 6994 5698 12692 

Totnl 11208 7313 185~1 

Conposite Conches 387~ 28!r0 6714 

Grnnd Tptnl 15082 10153 1337 26572 
'·· 

(b) Cost p~ seat.L£.erth (BG) 
thousn~) ·---- {Ps. in 

Capitnl Cost c~ Unit Cost 
Sent Berth Seat § Berth. 

"\..c. c. Conposite 1229 . 3·~ 10 15.91 68.82 

f~C Slee:;_:>er 1216 48 25.33 

First Clnss Chair Car 602 60 ... 10.03 

First class reGUlar 564 39 26 1.+.46 21 • 69 

Seco~1d sleeper --i-97 75 6.63 

Second ·General Seat 512 90 5.69 



CHAPTER VI 

OUR APPROACH TO RAIL1fAY TARIFFS 

Railw~ys as Monopoly 

6.01 lVhen thinking of the fixin~ of appropri~te tariffs for . 
railway services, the first point· to· be noted is that the QUes-

tion of tariff fixation arises essenti~lly because railway 

services are not operated in what; may be considered .~o. be fully· 

·or even largely a competitive ma~ket. It is a market with very 

large monopoly· elements, the result being that the prices to 
' . . 

be charged are those which can b~ deliberately fixed either by 

the producer himself or by an outside authority which regulates 

the prices. The railway tariffs,. in oth~r words, are in the 

nature of administered prices ana not mainly market determined 

competitive prices. 

,· 

6.02 At the same time, ~t should not be overlooked that.the 

monopoly power of Railways has certain definite limitations. 

While the competition faced by railways is li~ited, it is 

still of some .importati~e and limits what on:D. b.e charged, espe-, . . . . . 

cially for certain types of servicei. In the case of passenger 

transport, for example, motorised transport certainly provides 

an alternative to the user by way of buses for the poorer 

passengers, and by way of cal'S to the richer ones when it is a 
•.· 

question of traversing short and medium distances, say, upto 

500 kilometres. It is of course known that persons travel even 

longer distances in buses and cars; but that is exceptional. 

In the case of longer distances, in recent times, airways 

provide some. competition to railways; but that is only in 

respect of the richer category of passengers, as air services 

are offered at price ranges which are not within the reach ·of 

the bulk of the railway passengers.· 

6.03 ~fuen it comes to the transport of goods, it may again 

be observed that automobile trucks provide effective competition 

not only·at.short or ~edium ~stances but also when it comes 

to comparatively smaller quantities evcn~r longer distances. 

Of course, the larger the bulk of the traffic that is carried 

and the longer the distance, the less effective·is the 



6-2 

cotlpetition offered by truck'transport. For bulk transport of 

sotle product3 like POL, an ul torr~a ·i vo to rnihr.:tys r~1i ch is coming 

to be increasingly important is tho pipeline. Hhero vfn terways arc 

uvailn~le to traverse tho sane routes, they also can ciffor effective 

competition. The oajor limitations regarding the competition offe

red b:~r pipelines or by 1m terways is that they may either 'not be 

available or,· even when available, may require considerable invest

ment and cre~tLon of special facilities before they become effe

ctively competitive. 

6.04 It is also an important point that the nature· of services 

. offered by the different modes of trnnsport is different. Railwny 

transport is normally speedier as compnred to that provided by 

automobiles or w-a ter-vmys. On the other hnnd, roads can provide 

door to door services so thnt both passengers anc:l.goods can be 

picked up at or ncar their starting points, and roached to or ncar 

their destinations far more co11v on.icn-~:::.y than is possibio vlhcn they 

arc transported by rail. Goods movement by trucks also gives some 
,. 

savings 01i pncking;. nany passengers feel that the railways provide 

· a. service which is less risky, contains more leg-room, and enables 

more luggage to be carried as compared to motor transport. Air 

services arc faster; but airports .:.re usually. si tuatJd far away from 

city ceritros, and therefore special arrange:cwnts ·for. journeys to 

and frotl the ai-Tport have to be tlnde at a much gran. tor cost than 

is. necessary in-:tho case of raihmy services whose. •stations arc 

usually· situated.in. the hearts of cities. All these factors are 

tlenticinod mainly ·with a vieu to pointing out that tho dogreG of 

competition that .oxists is liiJ.itcd, and has an impact only regarding 

certain services and certain typos of c'ustomers. Tho possibility 

of such limited competition, wherever it a xi sts, hCLs of course to be 

taken note of. 

6. 05 One possibility thnt shouldalso be kept in viou in this 

respect is·thnt tho different transport services mny fully or 

partly.be ·catering to entirely C!"iffcront kinds of custoncrs who, 

to that extent, may constitute non-competing groups. For oxnnpla, 

in tho CCI.SO of passenger services 1 lvhcn it cones t 0 C.:trrying 

hundreds of thous=::mds of passon:;ors do.ily as in tho no.ss tr:J.nsi t 
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systems in suburban sections, there is no real alternative 

to tho railways. But however wide-spread tho network of 

railway lines, there would still be points which may not be 

directly touched; and a person or the goods will have to bo 

transported to the railway tcroinal before they can be trans

ported by rail. In such cases, tho uso of alternative or 

cooplemontary .oodcs of transport,~ whether it is walking, 

cycling or motor or animal transport in tho case of ~asson

gors, and anioal or motor tr~nsport in the case of goods, will 

have to be made. Thus, there is a certain non-coopeting area 

whore tho r..a±lways do not enter tho field.· On tho other hand, 
·. . 

when it cones to tho bulk novcmont of thousands of tonncs or· 

goods, there is no altcrnati.vo to a. railway track unless a 

pipeline is technically foasi.blo. rihilo it is not impossible 

that hundreds of trucks may be dcployod~for .the movoocnt of . . 

coal or iron ore. to a stool plant, it is well-known ·that this 

is not an economically cfficio~t way of. transporting such 
·1 ·.; 

bulk col:ILlod.i tics not: only' because o:f tho high cost invo}voa, 

but also because this may physically cl~ttcr up tho highway, 

thus nUking it im~ossiblo for other users 'to usc it. This will 

also waste scarce fuel and create air pollution. 

6.06 It is tiany tioes tho~ght that when it comes to 

.richer passenger;, they have the.altornatives of going by air 

or travelling in air-conditioned confort ~Y the A.C. class 

on railway trains. mule the choice undoubtedly cxist.s.c.·whcn:: 

it relates to points which arc connected by air as well as by 

raihrny, oost of the travellers can be classified into uhat 

may be called non-competing groups. Sonc passe~gcrs •. ca.nnot 

afford the travel tioe involved even by the faa_tes.t .railway 

trains. In their case, the airuay is the only !l,.v:rllablo modo . 
of transport. They would travel by train only as an exception 

and when there is a bro~kdown in tho air services. On tho_ 

other hn.nd, there would biD .. passengers who, oi thor due to sick

ness or age, or because they arc travelling for pleasure. in 

company with their families, would prefer a norc confortablc 
. ' and ·loss hectic no.::tns of t .. :u.vol. In their case, the air-

conditioned services on tho trains may be not only far bettor 
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nnd preferred node of transport, but they vTould hnrd],.y think of the 

?-ir\mys a.s a possible alternative. Horcovcr, nt lcnc.t in r·ndia., the 

nunbor of places connected by airuays is not largo ns co:opnrod to 

those connected by raibvays. Therefore, for the vast nu:obor of 

passengers vrho w::mt to tr.::wel between· points unconnected by ::ti·r-vmys, 

even if they c~1 afford the air fare,· thoro i~ no alto~nativo except . .. : :. 

to travel by railways. Thus, except for a snnll nu:obor of.·passoneors, 

there is no reason to think that there is co:opoti tion botvTOen airvmys 

and air-conditioned class travel by rai,lway trains., 

6.07. All tho above exa:oples indicate tho high degree of.:oonopoly 

power which the raihrays enjoy vis-a-vis the users. Tho rosul t is 

that it ·is possi blo for tho ~ni lvmys to charge; high pri cos and to offer 

a poor quality of service and still got aw::ty with it. This is a. najor 

reason why, in raost countries, tho ruihrays nrc oi thor brought under 

sono ·ty-pe of public regulation so that tho controlling authority can 

I:J.ako sure that tho prices charrSecl .. u.ro llOt unrb£sonable and the servi

ces p;ovidod nrc satisfactory, or tho systo:o is brought under public 

owno~~~ip as it is felt that thoro would be an nutGmatic control over 

t:h~ -~anag6.r::10nt of tho railuay services through parlianontary or other 

typos of public accountability r:wthods. Iri: India, tho raihmys arc 

owned nnd mp.no.gcd by Government, ari,~ tho clh.1.rgos for rnihTny services 

havc·to be :c;txod by Govorrmer1t~ tho Government itself being ac~ou!ltable 
b· .. · . .. . ·. 

to a populaVloctod·logislature. Tho tnriff~.:proscribod o~ the 

raihrny 'system for their services have tho.rofo~e, to pb ~uch as would 

i~ their overall. structure bG accopt:J.bl_o to tho roihmy users as 

also to tho comwon pcqplo. 

Special Characteristics 

6.08 In tho case of public utilities like railways, certain 

special features have to be kept in view. Tho first is th:J.t those 

arc capital-intensive services 1ri th not only very large ini tinl invest

ments but also invest:oents uhich aro lunpy in ch.::1ractor. One cc.u 

have a railway line. bohTCon tuo points ui th a cortnin nini:oun invest

mont on the track, conrmnications and signnlling ancl various other 

facili tics, or one n2.y not have it at all. For technico.l opcratio::.:, :.1 

certain ninimULl investnoc:1t i.s unnvoid::tb::..o, nrid if that is not ci.o:10, 

the service c::mnot exist. Sono varia.tion in tho service ::tv::-iil:J.b::..li ty 
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i:J o:f course possible in that, by soue extra i::rvostnont, the 

utilisation of the sane railway track can be inproved; with 

bettor signalling and connunications sooo strengthening of the 

track or dicselisntion, nore or heavier trains can be run. 

But tho technical possibilities ot doing this arc limited. 

If increase in traffic beyond·a certain'point is required, 

it nay be necessary to double the track or electrify it which: 

involyQ.f a largo invcst:raent. In other words, fixed invest:raent~ 

play a r:mj or role in the capital struct\{re of such utili ties 

as coopared to tho capital structure of manUfacturing enterpri-
.. that 

sos. The ioplication of this isLthe servicing of capital, 

repairs and oaintenance, depreciation and a.fni~ return are 

of :rauch greater ioportance in the financial worki~g of the 

systco than· they would be in n nanuf~ctu.ring concern. As 

against this, oany of the assets used in such utili tics have 

a long life, and·tho J.cgrcc·?f obsolesccnc~ due"to technological 

change is %~o usually less. Another reason why rcplaceoonts 

on aocountLobaolescenco oay not be carried out early is that 
. ··. . .·("~ 

tho utilities like rnilways enjoy a considerable degree of i 

oonopoly, and therefore nay not alvays be keen to undertake 

tcchr.ological ioproveoents. 

Discrininating M0nopoly 

6.09 One special feature of a public utility like railways 

is that it can practice discrimination as noong different. 

classes of users or coooodities. This is possible because 

different streaos of traffic, each with its own special 

characte.ristics, can. be separated, and it is not easily· 
i. 

possi blc far one typo of traffic to pose as if it belongs·· 

to another. The I:nihrays can thus 'provide distinct types .of. 

passenger accocroodation to suit the tastes and budgets of 

different types of users. On the other hand, freight services 

distinguish between coonodity and coDDodity, and charge then 

differently because one conoodity cannot easily be palned 

off as another. Uhore a clear distinction is not possi b~o,. 

discrioination cannot be sustained. Thus, even though 
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different types of rice or tinber ua.y be priced very differently a.nd 

ca.n be disti::guishod fran ea.ch othc::.· by exports, it :_iay be difficult 

for non-expert ra.i hmy offici a.ls to ensure t:1a. t the distinction is 

always observed, and therefore charging different ra.tes for different 
· . or tinber · 

qualities of riceLuay not be practicab.le. But except for such oxanples, 
.. 

different cormodities - and their distinct varieties - ca.n be treated 

differe.n tly. 

6.10 
, 

The na.in principle of discrininating nonopoly is, as is well 

known, that. no price needs to be below the cost of service, and any 

price can be up to the value of service. Before ·going- into the con

ploxitios of those two principles, it nay be stated that the approach 

essentially is that all traffic which can at least bear a charge 

which covers tho cost of transporting it should be c.'lrried while no 

traffic need be charged a. to.riff lm'ler than uha.t it cCl.n bear. Thus, 

by charging connodi ties vlhich can bear only Cl. low incidence of tariff 

charge at lower rates - as long a.s they noot tho costs of tr.J.nsport

ing then - and by charging other connodi ties 1>rhich ccm bear a high 
/ 

incidence at higher rates, tho total traffic carried c.J.n be na.xinised, 

and so also the total revenue. The sane would be the c:1se ui th 

passenger traffic, the lmiest class of accor:ooda ti on being charge.d 

at the bils.e cost of carrying it, IJ'L_lo tho higher cl-.sses a.re cha.rged 
under 

a tariffDwhich, in adcli tion to neeting the costs of carrying then, they 

bear a. higher cho.rge b.J.sed on an estinate of vJhat they c.J.n pay. This 

involves cross-subsidiso.tion by sono streans of tra.ffic of others. 

But as the overall cost of providing transport is net only by carry

ing the l'lhole stroa.n of traffic, low-paying as Hell as high-paying, 

only such a basis of charging for tra.ffic is expected to ensure the 

naintenance and econooic.:1l opera.tion of the overall facility and 

therefore; is generally accepted as being f.1.ir to all users. 

6.11 A..."'lother u.spect is that uhen exa.nining the cost-revenue 

relationship especially in a public utility like raihro.ys, the socio.l 

costs and bencfi ts - as distinguished fran the costs o.ncl benofi ts 

to the raihray organisation - h.1.ve to be considered. It is in nost 

cases not possible fully to qu.:::.utify the forner. But allovv-ance hns 

to be nade for such social costs and benefits when a conclusion is 

arriTed at. He have given woightago to such socinl considcratioas 

lfhon fornulating our proposnls. 
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Cost of Service 

6.12 It fs sooc tines }:..:.inted out that, .:..n the. case of 

a public utility like railways, the cost to be essentially 

covered is orily the oarginal c,ost of providing the service. 

As long as a parti rular ·str·eai:J. of traffic can pay a charge 

which covers: such oarginaJ.. cost,. it would be wrong to deny the 

facility to that strean of traffio, it is claioed. 

6.13 vli thout going into thg theoretical controversy about 

the subject, it nay only be pointed out th~t the assupption 

underlying this approach is that either the incidence of fixed 

costs already incurred and their servicing is to be borne 
' by sooc other authority such as the publi;c.exchequer, or that 

other s trcaos of traffic are able to bear these c.osts. As 
. ·r .· . .. 

already oentioned earlier, to the extent that there are streaos 

of traffic available which arc in a position to pay a higher 
·., 

charge bedausc they can bear the incidence; the question of . 

subsidising .the service as a whole does not arise. _ It is then 

nerely a question of cross~u,bsidization. There can be no 

objection 1n such cross subsidisation in principle though !there 
. . ... . 

can and is bound to be considerable argunent regarding which 

stren:.:1s of traffic can be ·:c.:::.de to bear ho~-1 ouch extra burden. 

But, to the extent that such cross subsidisation cannot neet ... 
the total costs· of providing_· and oo.intaining the .service, the 

r . . • 

quest'ion arises as to' 'trlhether it' is justifiable to put the bur-

den on the· general exchequer. The arguoent that the cost of the 

fixed .inves·tnent his already been incurred, and that the 

question after naking the investnent is to nake the best use 

of the facility.alreadyereated, is inl).dequate inthat it 
. ' 

assunes that the facility once created is there for all tines 

to cone. mm tever the na.ture of . the facility or the n.sset, · 

it requires naintenance, and replacenent. Muintenance is 

accepted as a part of the working expenses but,.unless adequatE. 

anounts are earned to provide for depreciation and build up 

resources so that the asset can be repluced 1r1henever necessary 

either clue to. the enCl. of it-~ physic2.l life or obsolescence, 

funds will not be available for such replacenent. The'service 
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will then ce~se to exist. The inplicntion is thnt one h~s to thiru( 

not ncrcly of short-tern nnrg.innl cost but nlso of long-tern oarginal 

cost. 

6e14 Even a nore iuportant question is th~t, unless the railway 

systen (or any other such public utility systcn) is treated as stag

nant, it has to conpete vTi th other channels of investuent for cnpi tal 

resources which arc scarce in any country, and are specially scarce 

in a developing poor country like India. Unless therefore the real 

return on the investoont is worthwhile as conpared. to tho return 

available fron other channels of invostnent,the authority nnking the 

investDont uould not consider it prudent to nake that investnont. 

Therefore, cap~tal rcsources.vdl~ only bG av~ilablo for an or~anisa-
. which 1s cohsldered to oe a proper return 

tion like railways· if investnent in then can earn a roturnLon the 

capi tnl for thnt type of invostnent in tho econouic system. 

6.15 In other words, once tho full inplic~tions of the cost of 

service .approach are limderstood, it is clear thnt one has to think 

not in terns of short-tern but long-tern narginal costs; and tho..t 

while cross subsichzo.. tion anong different types of traffic is pemi

ssible, the facility as ~whole should earn enough to ueet all its 

costs, including a fair rate of return on the capital investuent. 

Every stre::m of tro.ffic nust ~t least e:trn a revenue which uust cover 

its "direct" cost, nornally including depreciation as w·ell ~s n niniuun 

rate of ro'turn. This nny not be so in the short-tern or on spoci.al 

sections where, duo to peculiar circuns tnnces, tr:tffic o.vai lability 

nny be low. Ue sha.ll do~l with such special o..spects lo.ter. Nornally, 

each stre~n of tra.ffic should be expected to neet its direct cost. 

At the sane tine, there nust bo other streans of tr~ffic which ca.n bear 

the incidence Of D. charge orhich "OV"OUld provide adequ~to surpluses SO tl:at 

the undertaking as a. wJJ.Ole earns a. proper ra to of return. \-rna t this 

proper rn to of return is uo discuss in a la. tor section. 

6.1 6 One other question tha.t assuuos considerable practical 

inportnnce in tariff unking is thr1.t costs of Cl_iffercnt stre::ms of 

tra.ffic vc..ry, not so nuch boc.::msc of tho specic..l n'J.turc of the 

tra.ffic but a.lso for historical reasons. For ex~uplo, we find t~:tt 

in India -,w ha.ve three go..ugos on tho R::tihmys - the rcsul t of tll-:; spcci::.l 
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history of rail~y developnent in the country - and the cost 

of p::.~ovidi ng ~he_ services VJ.ries according· tJ gauge. The 

services on the broad gauge are not only better and faster, 

but also cheaper to provide; while those on the netre gauge _ 

and certainly on the few mrrow gauge sections - are costlier 

and poorer. But :my nt.toupt· at chc..rgin.g· higher 

tariffs on the netre or narrow.gnuge services is bound to 

evoke ndverro ronction. Certain sections and regions of the 

railway net-work have a larger proportion of.MG and NG routes; 

and the users can naturally ask why they should be discrioinated 

against. It is not their fault, they would.say, that in 

decades. gone by, it was considered nore prudent or nore 

econonical by the powers that existed then to construct MG 
' 

or NG lines in their areas. A sinilar question·is posed by 

different types of· tractio,n. Though stean traction is ~eing 
. . 

replaced by diesel· c..nd cloc.tric traction, because of the high 

cn.pi tal costs involved, the pro~ress is slow and it i~ -only 

by 2000 A.D. or so that alnost all steau traction would be 

replaced. In the uennwhile,: steau traction continues to be 

very costly as couparcd. to diesel or electric traction. If, 

h01fe•:.rer, strecns of traffic which are hauled by stean traction 

o.re ·o.ttei:lpted ~.9 be charged higher prices because of the higher 

cost incurred by such traction, they are bound to protest, 

stating that it is not their choice to be hauled by stean 

traction. 

6.17 A third aspectis that sooe routes would have high 

traffic density, and there the cost of operation nay be ouch 

lower than thnt on those vTith less traffic density~ Leavi.:ilg 

aside the practical difficulties in continuously distinguishing 

betvreen high and low density sections, a. practical question 

is whether, by charging higher tariffs on low density sections 

on the ground that the costs are higher, we shall not be redu

cing the traffic density on those routes further and thus 

adding to costs. This discussion should sufficiently illus

trate the couplexity involved in tariff nnking in a. large 

and couplcx utility like the roil ways with its own special 
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history- and the public and political pressures o.s uell ::ts ocononic 

considerations which would nate disc~i~iantion in to.riffs according 

to v~rying costs difficult. 

6.18 Another and far nore inporto.nt factor which has to be kept 

in view \vhen thinking of the possibility of cross subsi~izo. tion is 

that, with alternative nodes of transport, especially autonobilo 

transport, being available the possibili~y of discrininnting tariffs 

and indulging in cross subsidization on a signific1.nt scale is lini ted. 

\ie have already seen that the degree of conpeti tion offered to raihrays 

is lini ted; but even that degree of conpeti tion cakes real di scrim

nation difficult. Different stronns of goods traffic could be nadc 

to cross subsidize each other provided that tho stronns vrhich could 

bea.r high incidence ha.ve no al tern::ttive. 1!!h::tt uo a.ro increasingly 

finding is that a large nunber of high vo..luo connodi tics, 'vhich in 

earlier decades could 'be n::1.de to pay n hich tariff as they had no 

al tornativc neans of transport, now take to road11ays vrhere no such 

di scrinina tion is practised against then. The rnihrays all over tho 

world and so also in India are increasingly left Hi th the task of 

carrying bulk tr.iffic in a fevr najor. cor.modi ties. Such bulk traffic 

constitutes over 80% of the total goods traffic carried by Rnihr.::tys; 

and these are all cor:nodi ties 1vhich nre in the m ture of rmT netterinls 

or internediate products. In tho old approach to cross subsidization, 

it v10uld be thought that they should be charged just the direct cost 

of carrying then and not nore. But when they c onsti tuto over 80% 

of the traffic, ho1;,r is it possible to earn the necessary surplus only 

fran the reo.aining snall proport~on of high value traffic? 

6.19 Sinilarly, \vhen it cones to passengers, it is observed th.J. t 

the vast bulk of passengers are those '·rho travel in tho second cl.::tss 

(ordinary), the lm·rest class of accounocl.::l.tion provided by the Rnihr::tys. 

They hnve always provided a lnrgo lHOlJortion of tho rnihny pnss011gor 

revenues. In 1978-79 they constituted 915i of origin:::.ting p::tssen;-ers e1.nd 

provided 4H& of PD.ssencer revenues. vn1ile one cnn cort.J.inly 

discrininate in their fnvour nnd ncninst the bettor off p2ssc:1::;ers 

by charging tho lnttor tnriffs higher than tho cost for UPi'Or 

class accounoc.ation, their nunbor nnd. contributio:l to tot.J.l 
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revenues being soall, the possibility of uslng the.principle 

of·discrioination for providing any significant relief to second 

class (ordinary) passengers is lioited. It has thus to be· 

recognised that, if an undertaking like ;r,1ih1:J.ys is to pay its 

w:ly, 4 l:J.rge part of the cost of running.it has to be borne by 

its oa.jor users, a snall nuober of bulk coooodities on the 

goods side and the second class (ordinary) passengers on the 

other. The idea that higher value cooooditios and upper 

class p:J.ssengers can be oade significantly to share the burden 

for providing subsidized tran~po+t to these earlier .oentioned 

streaos of traffic is an unrealistic one. This fact ne~ds 

to be stressed because, unless this is understood, considera

ble oisconceptions and unreality will continue. to dooinate 

public thinking regardinG the tariff policy on the Railways. 

Expected Rate of Return 

6.20 One of the points which has to be considered in 

deteroining- the appropriate level of tariffs is the rate of 
' return or profits which should be assuned as appropriate for . 

an undertaking like the Railways. ·Obviously, tariffs should· 

not be so· foroulated as to e~sure a particular. rate of return 

or profit E_nder a.ll circuostances. It should be related to a 
-. 

certain level of efficiency so that, only when that level of 

efficiency ·is attained or oaintaincd, it .should be possible 

for 'the undert:J.king to oake the profit at the recoooended 

levels of tariffs. Because we are dealing with a situation 

of sooi-oonopoly conditions vdth regulated or adoinistered 

tariffs, tho rate of return at an appropriate level of effi_ 

ciency has.to be built in the tariff structure. It is obvious 

th:J.t, whether the undertaking like R~ilw:J.ys is owned by 

Governoent or not, it cannot be' peroi tted to oake excessive 

profits. Profit o:J.:x:io±'sri. tion can...-1.ot be :J.ccepted as the goQ.l 

of tariff policy. vfuat has to be considered is wh:J.t can be 

accepted as the appropriate r:J.te of return in an undertaking 

like tllis. 
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6. 21 tve h.:1vo .::Llre.::Ldy seen th-:1 t the Govern.ocnt, on tho .:1dvico of 

tho Rn.i hm.y - Convention Carmi ttco, fixes a. ra to of "dividend" -vrhich 

is expected to be pa.id by the R.:1il1mys on tho C.::Lpita.l-at-ch.::Lrzc, i.e., 

tho capi t::tl that is i;wested in tho Rnihr.:1ys by the public exchequer .. 

Tho Raihra.ys have been expected in the past to earn a surplus over 

.:1nd above the .:1nounts required ~or paying such dividends. Those not 

sU.rplU.3eS have boon U tilisod, 1-Thon av.::Lilablo, for building Up tl10 

Devol opnent Fund and the Revenue Reserve Fund. Thoro lws however boon 

no clo.::Lr underst.::Lndine rcg.:1rding how· nuch such not surplus tho 

Rc..ilways should o.:1rn in a nom-:11 yo::1.r with .::Ldcquntcly efficient 

opor.::Ltions. Tho fn.iluro to provide such an objective or to noJro 

any such nssunption ha.s, to sane extent, resulted in the tariff 

structure being left sonevlhat rudilorloss,uithout a. clear objective. 

Such lo..ck of direction or cloa.r understanding, conbined -vri th deterio

rating efficiency, hns rcsul ted, ns sh01'1Tl1 oa.rlior, in the Ra.ilwnys 

not only not earning tho surpluses to contribute to tho Dovelopnent 

Fund and tho Revenue Rescn-.-0 lund, u...t\; no G oven oo.rninc enough 

ahmys to pny tho C.ividends. Therefore for sono yoo.rs in tho recent 

pa.st, the, Ro.ilwo.ys were in the peculio.r position of having to borrow· 

* fran Govcirnnont in order even to pay tho dividend which is ;regularly 

* It nay be noted in this context that, following tho Report of the 
Export Grour on Co. pi tal Struc turo, the Rnihro.y Convc:1tion Conni ttee 

ho.s decicl_eC. tho.t "tho existing a.rrnne;-eoont of tho Ra.ilwo.ys taking 
tonporary loo.ns froo the General Revenues to oeot shortfalls in 
dividend pa.yoent nay be discontinued -vri th effect fron 1 .4.1978. 
In yeo.rs in which the net Revenue of the Ro..il-vmys is not adequa. te 
to noet the current dividend liability, the shortfo.ll in the ?.:tyoent 
of tho current dividend liability sh::tll be treo.tod a.s o. deferred 
lio.bili ty on which no interest ·shall be cho..rgod.. The deferred 
dividend lio.bility shall be po.id fron out of the surplus a.vo.ila.blo 
vri th the Raihvo..ys after nooting tho follmring:-

(i) Interest due on tho ou tstnnclinc; Dovelopocmt Fund loan. 
(ii) r-Teeting the oxpondi ture on 1rorks ch:J.rgoa.ble to Devclopnont 

Fund." 

(Ro.ihmy Convention Conni ttoe ( 1977 ), Fifth Report, Lok Snbh::t 
Secrc:to.rio.t, Febru::try 1979, pa.ro. 103). 

On the basis of this recomwndo.tion, the R:1ilu:1;yshuvo o.lrc:J.dy opened 
-v,rho..t is called the "Deferred Dividend Li:J.bili ty Account". As the 
nctunl pnynent of cl..ividend is nou linitcd to tho net revenue ::tv:J.il::tblc, 
the shortf:J.ll is beinc tr:J.nsferrod. to this nell :tccount. The inplic:J.tio:J. 
of this o.ppnrcntly is tha.t the E.o.ihr:J.ys ca.n ect :J.H::ty ui thout co..rninc 
:1. dividend; but obviously, t2:is .!.....: • __ :::_·~-.cc::. -=~cs:... ... ·:J.ble nor 1-.rould. it bo 
::tccepted by P::trlianont for long. 
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due to the Govcrnnent, and nlso to resort to·further borrow~ng 

for •:ndertc.ldng the expendi · ure which has to be incurred fron 

the Dcvelopnent Fund. This is obviously not a. desirable state 

of affairs. It is necessary that whatever tariff policy is 

adopted for the future, it should be based upon a clear under

standing of what rate of surplus the Railways should nin nt in 

a nornal year. 

The Position in other Public Sector Undertakings 

6.22 When considering the question regarding the appropriate 

rate of return, it will be useful to t:1ke into account the 

general guidelines laid down by the Governnent and, the policy 

advocated by bodies like tho Planning Connission in this. context. 

Tho Planning Connission in its latest Draft Sixth Five Year 

Plan docuncnt had pointed .~u.t that "*In detcrnining ndoinis

tered prices a fair return on investnent should be allowed. 

However, the inpact of increases in ndn~nistercd prices on the 

BJne.ral price level has to be taken into acc.ount, a hd the 

tining of price adjustnents should be carefully deternined•so 

as not to aggravate a general Ul'Ward riovenent in prices". In 

the sane docunent, the Connission also pointed out that 

nobilis:~o tion of ,_resources f.r:on public enterpl·ises would 

involve** "rnisi~~- r,E:lturns fron public enterprises •••• 

throue.l). inproved efficiency and a.ppropria. to price adjustnents." 

In the "Guidelines for price fixation" issued by the Govern-· 

J;J.ent of India. (r-linistry of Find.nce) in Septenber 1976, it 

hnd beeri rcconnended· that "tho rate of return in general. should 

be calculatcQ on the net.worth of n.c~npnny (e.g. share capital 

· plus free reserves) ro.ther thD.n total capi tnl enployed". 

Tho guidelines recormended that the rate of return should 

consist of two coLponents:-

(n) n basic nininun \·lhich wotlld be uniforn a.s betwcc~ 
industries, and 

* Page 9 "Draft Sixth Five Year Plan 1978-83, Revised" 
Govcrnnent of India, Plaa~ng Connission, 1979. 

** ~~ page 13, 
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(b) an additionnl variable conponent uhich nny be varied fron 
incl.ustry to industry depend.inc on clifferences with respect 
to factors such ns risk, vriority, growth prospects, need 
for internnl generation of funds, degree of obsolescence of 
capital stocks and capital structure including reserves. The 
guidelines reconnended that "the basic nininun couponent of 
the rate of return may be equal to the going rate on bank 
deposits of five years' duration". 

An earlier version of the Draft Plan had specifically stated that the 

return fran investnents in Central and State enterprises should be 

raised to a post-tax level of about 10%* 

6.23 No specific guidelines have been issued in respect of the 

overall surplus which the Posts & Telegraphs Departnent of the 

Governnent of India is expected to earn. The Departnen t had obtained 

loans fran international agencies for expansion in the Tele-Coonunica

tion services. The World Balli( had expected a nininun return of 13% on 

the capital enployed l'Then considering the loan requests. 

Return expected frob Sta-Ge E 1 _c_8_t:~ic::.. t': Boo..::cds 

6.24 State Electricity Boards constitute sane of tho large public 

utility concerns in the country. The financial objectives set for then 

nay therefore be considered to be of sane relevance in our context. ~1e 

Electricity (Supply) Act, 1948, vh1ich provided for the constitution of 

SEBs, indicaJced in n gonoral uay tha financial retur~1s expected fron 

the SEBs. Under the Act, SEEs are expected to enrn a reasonable sur

plus after neeting all the expenses. Tho level of surplus to be 

generated has hm'lover been left to be detornined by tho incliviC'cual 

State Govern:o.ont s. A \forking Group on Price Policy set up by the 

Planning Connission in 1962 suggested a return of 12% on tho capi b.l 

enployod L1 tho SEEs. 'In 1964, the Venkata.ranJ.n Conni ttee appointed 

to rcvie1'l the working of the SEEs suggested a return of 11 ~{;, consist

ing of 6% by way of interest, 1 .5% as oloctrici ty duty, 0.5% for 

contribution to general reserves and a net surplus ofx;. For purpos2s 

of granting loans to SEEs, tho 1·/orld Bank lnd stipuLl.tcd a return • 
of 9.5;0 on tho average capital craployocl. 

* "Draft Five Year Plan, 1978-83~' Plan:1i:c1g Coonission, Gover!lnont 
of India, April, 1978, pnra 1.53, paQG 8. 
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6.25 It Day be interesting to note that the financial 
.i\ ~ 

perforDance of the SEBs has not been satisfactory. As at 

end of 1974-75, the un~aid interest accrued over the yea: 

aDounted to P..s. 338 crores. The analysis of the financir,l 

results of the SEBs for thQ year 1975-76 revealed that, 

oeeting ·the interest liability aDounting to Rs.297 crorE 

net deficit fron the working of the 18 SEBs aoounted t 

crores (surplus_ of Rs. 7 crores by three SEBs and_ deficj 

Rs.129 crores by the others). After allowing for intr on 

other loans,_ the net surplus of all the 18 SEBs aDou· .d to· 

Rs.56 cro_r~s, giving a return of 1.3% on the total Gr.ve.rno.ent 

loans of R~4179 crores. 

Port Trusts 

6.26 The Connission~ on l-lajor Ports .appointed by the Govern-

Dent of India under the Chi:liro.anship of Shri R. Venkatara.I:J.an, · 

* in its Report suboittcd i~ Ju~o, 1970, oade certain recoooen-

dations regarding the· rate of return expected froo _oajor 

ports. The Connission observed that, while.the earlier Port 
I 

Trust Act stipulates. that the_ Port Trusts should ain at Deeting 

all the financial obligations such as working expenses, depre

ciation,. interest, etc.' no specific objectives on the rate 

of return to be'··hined at have been provided. The Connission 

thought that, probably on account of this factor, nany of 
. ,·, . -. 

the ports attenpted only to balance the budget-and took only 

an £i hoc vie'l-1 in respect of future lia:Pili ties. Beyond 

natching revenues with expenditure,-· their nanagenents pursued 

feli other financial objectives. 'The Connission considered at , . . . . . 
length whether the ports should continue to operate on a 

'no profit no loss' basis as in the past, or should attenpt 

to raise surpluses to finance a part of their d~yelopDent 

progrann~ while keeping in ·view the public interest. The 

Connission thought that a clear enunciation of the financial 
; 

objectives iias necessary for proper Danagenent of the ports. 

* "Report of tho Connission on I'lajor J;>orts, Vol~I, .June 1970" 
Govcrnocnt of India,. ~Iinistry of Shipping & Transport. 
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In the absence of Qny such directive, the Ports' Dc.1.naGononts hQve not 

been forwa.rd-lookins and had not provided facili tics in ::mticipQ tion 

of the trQffic developnont at their Ports. The. Corroission also 

observed that tho n~nagonenmdid not tQko proper steps to inprovo 

operational f~cilities and efficiency. For creating adequate faci

lities and cushion in port CQpacity to take care of penk requirenonts, 

the Oonnission thought it nocessnry to proscribe defini to. objectives 

for the ports to create enough surplus funds vrhich "IWulcl cover 

depreciation, current costs of naintcnance of assets, paynent of 

interest and contingencies as 1·rell as future clevelopnent. The 

Connission took into consideration the fcl.Ct that tho Goverr.nont had 

prescribed 9.5% (excludine 1.5% Duty) as the rate of return for 

Electricity Boards. T~king into account the differences in the 

financial pattern of the Port Trusts, the Corroission recorroended thnt 

a nininun of 12% rate of return on the capital enployed should be set 

as the financial objective for uajor ports. 'l'he Coru::ission also 

observed that, on account of the inpact of inflationary tendencies, 

the burden on port finances for replacenent of the assets had also 

.increased considerably. The Connission observed that provision of 

depreciation on the historical cost basis would fall short of tho 

requirencnts for replacenont. Taking this into considerettion, the 

Connission observed th~t a rate of return of not less than 12% on 

capital enployed "lvoulc~ help provide for interest and other oblit;:J.tions 

in the follmving nanner :-

6% towards interest charges~ 

3% to"~ornrds replacenent, rehabilitation and noderr>.isation 
of tho capital assets; 

3% touards reserve for devol·opncnt, rGpawent of loans 
and contingencies; 

Total 12% 

The Perfornancc oi" Central _q.overn.oent Pu"l2_~ic Sector Enterprises 

6.27 It nay also be of interest to look at tho pcrforn::mcc of 

the public sector enterprises L1 the recent p::.st. .'..s .::t t tllc or:d. 

of 1976-77, there were 176 public sector uniertnkin~s* u~~er tho 
--·--- ---·-·---. -----

* Thoso rel::.to to corporette enterprises, d:;.tn for v~1ich 1r2 
published by the Bureau of Public Enterprises, ~ni cxc1u~o b2.~~i~: 
conpetnics and dep.::trtuentully ru~ couccrci::.l o~torprisos. 
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control of tho Central Governoont with an investnont anounting 

to P.s.15,602 croros. Inforn-:'ltion on the .porfornanco of the 
' ~ ... 

operating entcrpr~ses for the last ·five years is presented in 

Statenent 6.1. Th~ profitability ratios of these enterprises* 

are shown .below:-

Year 

1974-75 

1975-76 

1976-77 

1977-78 

1978-79 

Cross profits 
(before interest and tax 
paynents) as % of capital 
onployed. 

** 9.8 

Taken together, these undertakings earned a return of 9.8% 

on the total capital enployed before paynent of interest during 

1978-79. Tho return earned by enterprises producing goods 

anounted to 8.9% on capital enployed, and that by enterprises 

rendering servi cos anounted to 9. 9%. The rate of return on 

capital onployed earned by different groups of enterprises 

varied fron 2% to 22% in the case of those producing goods, 

and fron 2% to 1·'3% in the c .. se of enterpriseu producing 

services (See Table 6.1 ). 

* Running Enterprises excluding insurance conpanies. 

** Excluding Coal India and its subsidiaries. 
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Tnble 6.1 

Rnte of return rLrnod by Centrnl ~over11nent 
Public Enterprises in 1978-79 

* I. Enterprises producing goods 

Steel 

Hinerals nnd Hetnls other than coal 

Petroleun 

Chenicnls & Phnrnaceuticnls 

Heavy Engineering 

Mediun & Light Enginoerin& 

Transportation Equipncnt 

C onsuner goods 

~gro-based products 

II.Enterprises rendering services 

Trading &_ narketing Services· 

Transportation Services 
. . 

Contracts & Construction 

Industric.:. .... Dcvelopnent & Techni·:;-.11 
Consultancy Services 

Soall Industries Developnent 

Tourist Services 

Financial Services 

Total 

Totnl 

Gross profit,to capital 
eoployed (%) 

6.2 

5.1 

21.8 

3.0 

13.5 

6.0 

1.8 

8.9 

13.1 

6.2 

6.4 

3.7 
2.2 

12.8 

5.6 

9.9 

* Excluding Conl India and its four subsidiaries. 
--- ·-- ---·--- ·-- -------

Returns in the Privnte Sector 

6.28 To obtain n conpnrative understanding, it is nlso >wrth-

1-Thilo to take into account the return on c npi tal obb.ined by 

enterprises in the private sector~ Of course, it is true that 

enterprises in tho private sector nrc very cliverse in chnr.:tcter 

in terns of their size, nnture of operations and nnnasenents. 

Moreover, to tho extent thnt they nre froe to do so, the obje

ctive is to obtctin ns large profits c:.s they cnn thoush, in vieli 
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of the possibility of adverse criticisn from the public and in 

Parlianent, they have to cPrb the profit naxinisation tendency 

to sane extent. For our pu1·pose, it 1-Till be only useful to 

consider tho record of the really large private sector enter.:. 

prises. Of course, no enterprise in the private sector cones· 

anywhere near "the size of the Ind.ian Raih1ays; but then there 

are few enterprises in the world w·hich \'lill conpare with the 

Indian Raihmys in terns of capital assets or in terns of the 

nunber of enployees. Taking the large Indian p~ivate sector 
. .. ~ ·. 

ente:r-.prises,~_.i t nay be observed that the profitability of such 

enterprises in nost cases exceeds 10%. If one takes the 

financial perfor.oance of a group of selected large public 
* . 

linited conpanies (415 in nunber) , vTe find that their gross 

profits as a proportion of total net assets were just above 

11% in the three years 1975-76, 1976-77 and 1977-78. If one 

looks at individual industry groups excluding shipping, the 

gross profits varied between 5 and 24 per cent in these three 

years. In electricity generation and supply (there are a few 

private conpanies in this field), they were sonewhat higher -
i 

between 11.8 and 12.2 per cent- as conpared to the sanple as 

a whole, while in shipping they were lower, varying between 
** (as low as)1.4% in 1977-78 and 8.5% in 1975-76. A study 

by the Industri~~ Credit & Investnent Corporation of India of 

the financial perfornance of the conpanies ui th uhich it had 

dealings sho.wed that, for the 417 c~mpanie[included . 

in the study, the return en capital enployed.(profits before 

tax plus interest as a percentage of net worth plus interest 

bearing debt) \VO.S 16.3% in 1977-78. During the period fron 

1973-74 to 1977-78, the largest mmber of .conpanies (fran 35 

to 45 per. cent) obtained a return of between 10 and 20 per· 

cent, the next largest (between 1 6 and 24 per cent) less than 1 o%, 

* Reserve Bank of Indio. Bulletin, June 1979, "Finances of Largo 
Public Linitcd Conpanios",1976-77 and 1977-78, Table 6. 

** The Industrial Credit & Investnent Corporation of India Ltd. 
Financial Perforr1anco of Conpanies - I.C.I.C.I. Portfolio: 
1977-78, Bonb~y. 197°. ~c~a 3~ 



6-20 

and the ::ext largest group (abo~lt 20%) obtained n return of 

betw·een 20 and 30 per cont. The proportion of c onpani os earning 

returns exceeding 30% varied fron 11% and 16% of the 417 

conpanies. 

6.29 A recent study of industrial giants in tho private 

* sector nado by tho Econonic Tines sho't'rs that, of tho 251 

largest corporate enterprises in India, tho largest nunbcr 

(alnost one-third) had gross profits in relation to the total 

capital enployod at 1 0 to 15 per cent in 1977-78 as 1mll as 

1978-79, sone 17 to 22 per cent had profits ranging froo 15 to 

20 per co~t, while another nbout 15% had profits exceeding 20%. 

It should hm·;ever al13o be noted that, out of tb.e 251 largest 

conpanios, the profitability (gross profits to total capi tnl 

enployed) was only between 8 and 9 per cent in conpanios whose 

total assets exceecl.cr:l ~'~, 100 cl~-::-:-;c ( .~-~~ro~s uorc 16 such 

conpanies ). 

Financial Perforn:mce of rl[aj or Foreign li.L!.:iJ,~!~ 

The differing accounting practices, tho f~ct that 

foreign rnilvmys undertake a nunber of acti viti os besides 

raihmy 1;ransport, and other su""h fo.ctors nako a conparison 

of financial perforr..ance of different raihmys ro. ther diffi

cult. It nay be useful nevertheless to have sono icl.oa a~out 

the financial working of nw.jor foreign raihmys. Infornation 

regarding the net surplus (deficit) of tho najor foreign 

raihmy systens during the yo::tr 1 975, before provision for 

national incone taxes but after interest payuents, is given 

in Table 6.2. 

--------------------· 
* Econonic Tines, Nevr Delhi, Thursday, Nnrch, 20, 1980 

Page 8, Table II. 
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Table 6~2 

ft.na.ncia.l Perfornance of 1h.ior Foreign Ra.ihrnys 

(Figures in Dillion US $) 
Net incoDe* Subsidies Net inooDe* 

included in (loss) exclu-· (loss )a.s 
reported· incoDe · ding subsidies .. 

I. Privately owned·systeDs 

1. U.S.Clnss I Railroads: 
Excl ucli ng Ao. tra.k 

Including Antra.k 

2. Canadian Pacific Ltd. 

II.Governnent owned systcns 

:i. South Africn.n R::lilwnys 

. _317 

(36) 

353 

(14.1) 

4. Cn.nn.dia.n. 1h ti onal Rniluays(168) 

5. British Raihro..ys 11 

6. Italian Sto. te Rai 1 '"mys (t188) 
.,.. French National 

. . . Ra.i ll·rn.ys (265} 

a. Japanese Nntiona.l 
. R::lih~ays (3027) 

9 .. G-9rnnn Federal Ro.ilt·ra.ys ( 1665) 

·* Net Surplus 
•.·· 

152 

157 

70 

~ 

269 

829 

~2~2. 

3~H-

649 

~6 

Source: "A Survey of P~ilroads of selected industrinl 

~65 

{193) 

253 

~) 
(431) .. 

(8t8) ... 

(~40) 

1.~}76) 

{3676) 

(4051) 

countries", prepared by Union Pacific Railroad·. 
Coopn.ay, Septe::! ber, 1977, pa.ge ix. 

6:31 It vTill be observed that even after taking .intQ 

nccount governnent subsidies, only two ra.ilway·systeDs were 

able to earn net surpluses, while a. third systeD earned only 

a noDinn.l surplus during 1975. All other systens incurred . . . 

losses r.:mging fron. $36._.Dillion to over $3000 nillion. 

After excluding governncnt subsidies, only two railroad 

systeDs have genera.ted net surpluses, while the deficit 

suffered by other systens varied fron $171 Dillion to nore 

tha.n $4 billion. Apart fron subsidies directly included 
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in inconc, corbin systems received. grants. Inclusive of all such 

subsidies, i·~ is interestine to not thnt subsidies __ :mged fran 

nrounCI. 3}b of the totnl revenue to over 6o%. * 

6.32 In this connection, it is also interesting to note thnt 

tho Soviet R:J.ilwnys, in spitG of their excellent physicn~ perfornance 

in nos.tpnrts of their history, used. to nnke losses for a long tine 
. :3 

ns d,: result of the rntGs not alwnys being incrGnsed in relation to 

the cost increnses. As iV"auld a.ppe:~.r fr"on the follouing table; in 

fir..:J.ncia.l terns the Soviet R;1ihmys used to be in the red up~iJ? 

1 95 O__.p-r~ so:-

Table 6.3 

Soviet Railroad Paynonts into, and Receipts ** 
fran, the Stc. te BuP._eGt, Sf? leo ted Years 1940-62 

(in nillions of Rubles) 

I ten 1940 1950 1955 '1950 1962 

Railroad Profits p<lid_. 
' 1629 to USSR budget 301 388 2394 2817 

Budget grants to the 
rc.ilroa.ds 449 1 011 942 824 730 

Balance of rail 
contribution· ,_ 

-148 -623 687 1570 2087 

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

- i'\ 
l"..t 
"T --------------------------

* In this ·_,connection it nay beL interest to note that the AnericalT 
Interstn~e Coonerce Connission considers a return of 10.6% on ~et 
investri.ent to be the necessary earnings level for individual ro.il
roacl.s to nni:q.to.in .adequ::1. te service. Horrcver, the industry r s · 
rnte of return has not bGcn nore than 1 e 6% for thG past four yoo.rs 
and has nO't exceeded 4>-0 for the past 20 years. (International 
Railway Journal; October 1979, Page·25.) 

** Soviet Transport Experience: Its Lessons for Other Countries, 
1968, Holland Hunt8r, The Brookings Institution, Transport 
Research Progrno.oG, -~bshington, D.C. 2003 6, Po.ge_ 69, Table 7. 
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It is only since then that tho Soviet tariffs -policy is so 

devised that a positive fin~:1ci~l return is obtained. If has 

been stated that, in 1967, tho rate of profit with regard to 

fixed and current assets on the SoViet Rnibtays was about14%* • 

The Soviet price systeo is however in nany respects different 

fron ours, and this has to be kept in view when understanding 

their posi ti.on. _ 

Expectation on tho In~1inn Raih1nys 

6.33 In the e~ly years of the Cl.evelopoent of the Railways, 

it ltas expected thnt a project, after neeting .the cost of ope .. 

ration, repairs and naintenauoe, depreciation and interest 

charges should generate a 1 fair 1 onrgin of profit. ._In 193'1. 
the Wedgewood Connittee nade a critical coonent that the capi

tal expendi turo on the Rn.il ilays had boon on too la.viah a.. .soale. 

Following this, a net return'of at le~st 10% was prescribed:* 

The Railway Conventio~1 Coww.i ttee of 1949 recounended a retun 
o£ 4.25% on the basis of the dividend rat& of 4% ln foroe at 

that tine. This was revie"t-red by the Raihmy Convention 

Comittee (1954), which raisec. it to 5%. Currently a net 

return of 6. 75% on investoent is oonsid ered appropriate. 

Altern:J.tively, a .,-eturn of 10;~ by Disoo1.1nted Cn..sb. Flo.w oeth0<1 

is taken as adequate to justify a new project. 

6.34 Keeping i,n view all these various factors discussed 

above, a rote of return of 1 o% on the capital invested in the 

Ibihmys oa.y not be considered inappropriate. Thi~ rate 

would be inclusive of the dividend but exclusive of depre• 

ciation. As the. Railways being a departoent of the Gove:x:noent 

do not pay any taxes, the question of post-tax return does 

net arise. 

··---····-------•·"··-----
* "USSR Raih-ray Transport by F.Mulyukin & V.Kulikov, 

Novosti Press Agency Publishing House, 1-Ioscow, Page 24. 

** See "I-lenoranC.n for the Railway .. Convention Coi:l.tli ttee, 1954-" 
by Financial Couoissioner for Railways, P.65. 
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1'n1y Earn Profits 

6.35 A point tint .:::.1o.y be ro.i sed in this connection is vrhether 

n public utility. unc~crtnking like the RctiluJ.ys should at o.ll ain 

at nnking a profit over and above fulfillii.1g the oblic;:1tion to pny 

dividend on the co.pi tJ.l invested by the Govcrnnen t in then. ~\.s 

aentioned earlier, it ha.s o.lu::tys been unc':Grstooc'l. that the Ra.iluc..ys 

as a cor:mercin.l undertaking should ec..rn a surplus over a~1cl .:1 bovc ·the 

dividend po.id by then. Balances could be built up in the Devclopncnt 

Fun:l only if this happened, even if HG nssune tlwt the Revenue Reserve 

Fund was::·nerely ne-nnt· as n funcl for b:J.lo.ncing the earninGS of good and 

bo.d years. A further ancl inport::mt point vrhich should not "Jc over

looked in this context is that Indict -being n poor country, ui th 

capi.tal ns one Of the very scarce of its rGsources, it is obviously 

undesiruble not to ·ear~1 an appropriate surplus on tl1G c::1pi t:J.l inve3t

nent. The scJ.rci ty v::1lue of co. pi b.l or the rco.l. r:J. te _of interest is 
. ' 

surely nuch highed~ ifl India th::1n the rate nt which Governnent _borrc-\·rs 

noney fron the noney narket or the dividend rate prescribed. A tJ.riffa 

policy for ·naihmys vrhich assu:o.es n rate of return uhich is very lou 

can therefore be considered innpproprinte in that it uould encourage 

the n.dd:itiona.l consu:o.ption, through lovrer prices, of a service ulrich 

USGS n great Ceal of capital. There is no econooic or social justifi

cn tion f9r , this; Not insisting upon an npproprinte r.::t te of return 

on cctpi tnl investnent is also likely to enc-ouraee nore usc of cnpi tJ.l 

thnn is justified. It i·s true thnt there nrc severe lini tntions on 

the extent to wlrich the co.pito.l co-efficient t-D..n be v::tried in invest

Dents in a particular sector lilcG the Ra.ihro.ys. But there is no doubt 

tho.t sone vnriation is possible especially because tho co.pito.l inten

sity in different projects and assets va.ri es considernbly. · Tlnt is 

why, when exanining new projects, o.n o.ttenpt is no.de to exo.nine the 

possible rate of return on capito.l invest:o.ent nnd an a.pproprintc 

cut off point is decided so ns to exclude projects which nay '<·raste 

capital in terns of the bencfi ts tlnt would nccrue fror.1 then. 
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6.36 The f2.ct th'lt the R.:t.ilmiys" hnve not been earning surplu

ses for nost of the yenrs since 1966-67 has also resulted in sane 

iuportn.nt 'VTOrks llhich shoulcl.. M VG Otherwise been taken up fran 

the Developnent Funcl.. not being undcrta.ken; and these included 

snall ca.pi ta.l vlOrks, ,:mel liOrks on. opera.ting inprovcoents l'lhich 

nre non-renunerative but necessary. Even investoents on 

improvement in services such as those on sub~ban 

sections, which lWro not found to be renunerative, could not be 

t.:~.ken up as required. This docs not oean that no investnents of 

this kind have been undertaken. The f a.ct renains however that, 

as· such works could be unclertaken only on th.e basis of loans froo 

the General Exchequer and therefore depended upon the overall ways 

and nenns position of the Goverrioent of India, the allocation of 

resources for this purpose could not but be tardy. 

6.37 In all nodern connercinl undertnkings, it is understood 

as a fact of everyday life that one of the obvi.ous ways in uhich 

an incentive can be provided to the nanagenent as well as the 

enployees of an undertaking is by ensuring that it continues to 
. I 

gr~w and expand. A pa.rt of the funds for the growth and· expan-
' . 

sian of oost enterprises has to cone froo its own surpluses and 

only the renaining froo outside. 
·.· 

The study on the large·public lioited conpanies in India 

referred to earlier shows that internal resources contributed 
' 

alnost 48% of the total requirenents of funds required by then. 

Tho interna1 ~esou~ces as a proportion of new fixed assets 

lWrk out to 77% in 1977-78;. whether the enterprises actually 

use their interna.l funds fully or partly to oeet their invest

m:mt in nmv fixed a.ssets is difficult to say. 

6.39 In tho case of public sector enterprises, data as at 

the end of 1977-78 show that the internnl resources utilised 

by the 59 profit-naking running concerns in the public sector 

anounted to 29.5% of the gross block including capital works 

in progress. This proportion was 26.57% for 60 enterprises at 

the end of 1 978-79. i-Jhile the proportion varied froo coopany 

to conpany in the public sector, about 39 coopanies had an 

inter1nl resources ratio of 30% or above. 
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Additional Earning Required- 1976-77 

6.40 As e: .. j?lained earlier, the C nni ttee has used the cost data. 

for 1976-77 for the purpose of lvorking out the tariff struc tur~ reco

nnended by it. One difficulty which is ir:media tely f3.ced in our 

using the cost data for a past year, espec±ally in a period of 

rapidly rising prices, is that the costing figures become out-dated 

in a short time. As we expect our reconmendations to be consiQered 

and inplenented in 1980-81, it is necessary that these data should be 

updated to the extent possible. It is obvious that this can be done 

only on a rough and ready basis. VTe had requested the Railuay Ben rd 

to compute, on the basis of actual cost figures available v~th then, 

the present day cost of carrying the same traffic as in 1976-77 uith 

the same level of efficiency. An exercise m:ts attenpted by the 

Directorate of Finance (Budget) for this purpose. On the basis of 

this exercise, it was concluded that an escalation of 28.81% in 

working expenses would be necessary if t!:G costs of 1976-77 are to 

be expressed in terns of the prices and charges vrhich the Raihmys 

are expected to pay in 1980-81. In doing this, the price indices 

for fuel (coal, diesel and electricity) and for nG.nufactured i tens 

have been assessed on the basis of data relating to the uholesale 

price index for February, 1980. n1o escalations in staff cost.havc 

been assessed on the basis of the cost per employee having gone up as 

a result of additional instalments of dearness allowance and the . 
provision of what has been called· the productivi ty-l~"lked-Bonus. The 

Coorn.j ttee has also taken into a.ccount the expected inpact of the 

avmrds given by the Tandon Conmi ttee on Recla.ssi fica tion of Artisan 

Stq.ff and the Running ·Allm-vances Cor:mi ttec as lvell as one additional 

instalnent of Dearness Allow·ance which nay have to be considered on 

the basis of the price rise so far. As a result of these escalations, 

it has been observed that the total uorking cxpe:::1ses nay be assumed. 

to have gone up by a little over 30~0. {For details, see st:'l.terwnts 

6.2 to 6.5.) 
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Additional Depreciation·· 

6.41 It h~s already been explained in Cha~ter II that the 

Connittee's review of the nanagenent of Railw~y Finances suggests 

that there are certain inportant clenonts .where the actual costs 

incurred or provisions oade are inadequate as cunpared to what 

is re~lly required, Tho nost inportant elenent in this is the 

provision for depreciation. The Connittee has extensively exa

nined this question in Chapter II. It has indica ted why, 
' 

in order to ensure that appropriate funds nre available for 

carrying out replaceuents in a satisfactory oanner so as to 

naintain the value of raihmy assets and ensure their efficient 
' operation on a continuing basis, it is necessary that the 

annual provision nade for depreciation should be substanti'ally 

increased· as conpared to v1ha t has been done up to now. As w-e 

have concluded ther~, we do ··not prosurw that our Conni ttee is 

conpetont to lay down what exact nethodology, what rate and 

wh~t basis for conputing depreciation should be adopted in 

future. vle have sv.ggcsted there that the Governnent should, 
. I 

appoint an expert COQDitteo to go into this very vital nattor 

as early as possible. It is quite obvious to us however that 

the rrovision that has been TJado in the past has been inade

quate and that i 1:·' should .be. substantially increased.· The 

phenoocnon of accuoulation of overaged assets already afflicts 

the Railways in a significant way..; thus there is also a 

considerable back-log of depreciation provisions •. An increase 

in the provision of depreciation is thus called for, both to 

ensure that a fair accounting provision is nade so .as to 

understand the real costs of using the fixed assets of.tho 

Railways and, at least to soDe extent, oake anends for tho. 

inadcqu~to provisions n~de in tho p~st. 

6.42 This latter is of speci~l iDportanco because, if 

replacenont of assets is to be c~rried out froo the Deprecia

tion Reserve Fund on the nood-bnscd ~pproach, the balances 

~vailable in tho Fund need to be augnentod rapidly •. As it 

is, it appenrs that even at the end of the curre~t (Sixth) 

Five Year Plo..n there uould still be ~ bnck-log of need-based 
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replaceneats. This obviously neecl.s to be rectified. Tnlcing all 

these facts into account we are, for the purpose of tariff nakinc, 
1 

assU!J.ing that a nininUD provision of 4. 71' of the V.'llue of assets 

as they are sho1m in the Block Account of the Rail'llays needs to be 

provided as an innediate contribution to the DRF. illile the actual 

contrib::'-tion is a natter which >rill hav8 to be decided by the 

R:tihmy Adninis tra tion after eli scus sions vri th the Railway Convention 

Ccn:mi ttee and 1ve hope that the Expert Carmi ttee suggestecl by us 

will provide proper guicbnce to the Raihmys on this subject, it is 

our view that the additional provision a1~."~ned by us uill be the 

very nininun that l·rill be necessary forLPurpose. On this basis, an 

addi ti anal provision· of P3.1 02 crores would have to be conpu ted for 

1976-77, as conpared to the actual provision of Ps.135 crores which 

was nade in that year and the total accretion of ~.149 crores inclu-

sive of contributions fron the production units and interest on 

the balances. 

Additions to Pension Fund --·----' 

6.43 Similarly, earlier in Chapter II, we have pointed out why 

the appropriations that have been 11ade up to no~.r to the Pe:nsio:n Fund 

have to be treated as inadequate. This has also resulted in consi

derable arre,~.rs vThich have to be [W. :~e up. For the p··2sent purpose 

holrever we are nerely naldng a provision of an addition of rs.14 crores 

to take care of the nore liberalised pension paynents. This is the 

least that cru1 be done to understand the inpact of the additional 

cost which the Raihray Adninistration uill have to incur in 1 980-Bi 

as conpared to 1976-77. 

Additions to Re~ai~_§nd I1ainte~ance 

6.44 As regards repairs and maintenance, we have also pointed 

out the reasons ivhy vTe think tlw.t the provisions that arG beins r::w.d.e 
in the 

{Working Expenses on this accoul1t uay hc:tvc beel1 in::tdequJ.te .:mel t:b.is 

night have seriously affected the Raihmys' uorking as uell as 

the maintenance of the Vcllue of ccrt.::tin types of o.ssets. :Io lnve 

how·ever found it very difficult to qu::cntify tho extent to crhich 

there has been a gap between the actual provisions .::tnd the desi

rable ones. On the basis that, in 1976-77, the g:1p behr12on tl1.:; 

dcnancls put forlv<J.rd by Zon.::tl Raihmys o:1 this account nnd tho 3u:l_;ot 
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provision IJndc was about Ps.7 crores, \W arc assUDing that, 

even on a generous basis, an addi tionnl nr.wun"'c of ~s.1 0 crorcs 

would have been ndequnte to take care of tho possible inade

quacies in repairs and naintennncc. 

To tal Additions 

6.45 In all, therefore, our calculations show that, to the 

actual costs incurred in 1976-77 of about Ps.1950 crores, an 

.:mount of rs. 61 0 crores has to be added. in order to arrive at 

the cost that IV'Ould llave had. to be incurred if ue allou for ,_ . 
the escalation in costs and nake appropriate provisions for 

sone of the i tens \'There 1ve think that the provisions did not 

reflect the necessary costs. The increase in costs taking 

all these into account coues to n little over 30%. 

Additional Sur.:plus 

It has already been explained earlier that the 

Rnilunys are required to pay a fixed rate of return called 

'Dividend' on the capital invested in then froiJ the public 

exchequer called 'Cnpi tal-at-Charge'. Tl1e rate n t uhich this 

return is paid is deterBined fron tine to tine. For our 

present purpose, \ve nrc assurcing that this rate will continue ... 
to be the sane in 'future, with at least all,the exeoptions 

thnt arc already in existencee In fact, we are reco~ending 

sone further exenptions, but we are not in a position to 

c3.lculate the inpa.ct of those and· \'lC do not think. that this 

is necessary for the pres~nt purpose. On that basis, the 

ao.ount that was actually paid in 1 976-77, viz., P5. 209 crores 

is 'ilh.J.t ue should continue to nssuno as appropriate· •. 

6. 47 vn1a t. appears to us inadequ.J.te' ho\vev~r, is the net 

return obtained by the Rnilways over and above what is paid 

by then to the public exchequer. 1ve are discussing- soparately 

lvha t l'l'O think ;.rould be an appropriate rate of return to .. be 

ainod n t by tho Rnihrays on the capital invested in them. 

For reasons explained therein, it 1s our view that the 

Railw::tys should earn, I'Then they nrc .-wrld.ng at nornal 
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efficiency, a return of 1 O>~ Oi.l the C::.:pi tal--::.t-ch.J.rgc. On t:KJ.t b.J.sis, 

the Raihm.ys shoulcl_ h.:1vc c.:1rncd an anount of ">.453 crores instead of 

Ps.296 crores in 1976-77. As 1J'e are o.ssunin::;· t::.n.t 1976-77 uas a year 

of norn2l efficiency for the R.J.ilu.:J.ys, and vTo are basing our t.:1riff 

structure on tho basis of·thc np::_)roprinto costs as_L1curred by tho 

R:rihrays in that ;>rear for the tr.:1ffic c.J.rried by then then, 1ve thinl~ 

it only proper tl1at our to..riff structure should bG such as to enable 

the Rail1vays to ~nrn this add.i tio11a.l O.Liount. To put it in other Hords, 

the tariffs to be suggested by us should be sucb. that, if the Raihrays 

operate at the level of efficiency 1rhi ch they h.J.cl a tt:J.ined in 1 97 5-77, 

they should oeet all their appropriate costs at the 1980-81 prices 

and earri. a return on the Cnpi tnl-Q t-Charge of 1 O;S. 

6. 48 Totnlly, as the clet2.iled couputa tions t,ri ven in Tnble 6.4 uill 

sho~'l, the Rnihmys 1-rill have to enrn about Ps. 770 crores nore on the 

tru.ffic carried in 1 976-77. This is an increase of a-oout 407; over the 

costs (including dividend ) in thn t year. l"le .:1re aining in our 

recoDnenda tions for the tariff structure to perni t the Raihro.ys to 

earn this extr.:J. .:J.Tiount, provided they carry tl1o tro.ffic and o.tt'.:J.in 

the level of efficiency as in 1976-77. The inplic.J.tion is th2.t if they 

ahow less efficiency, they ·uill e2.rn less. If they co.rry less tr2.ffic 

for any reason, .they would also earn less. If they show nore effi_ 

ciency and/or carry nore traffic they Hill e::trn . .:.:tore. In this vmy, 

we satisfy the cri tcrion laid do1vn in our Terns of Reference thJ.t tl1e 

tariff structure which ~-re reconnend should not be based 011 c:. 1 cost-

plus' npproach. 

Table 6.4 

I tens 

Estirw.tes of A0-dt_~j.._ona~. Earnings ~_9.._\lir._ecl __ i_E___1_9_76-77 

Additional ll.nounts 

1~ Price escalntion 
2. Appropriate Provisions 

2.1 Repairs & Haintonance 
2.2 Depreciation Reserve Fund 
2.3 Pension Fund 
2. 4 Sub-Total 

3. Tot:J.l (1+2) 

4. · Appropri::~. tc re turil 

5. Total Additional :Carnint;.·s hequired (3+4) 

or, so.y 

Details .J.re c.;iven in Sh1.cenonts 6.2 
--- -· -- ,.,_ ··- --- _ .... -··-~~-- ·--·--··-~ ----~ -...... ~-- ~ - . 

( rs. c ro re s ) 

-:o 6.5 

484.19 

1 o.oo 
1 02.47 

13.84 
1 26.31 

610.50 

157. OG 

767.58 

770.00 
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Devolopnent Outlay for the Railways 

6.49 In the planninG process ns it operates in India, the 

Plan autla:'ffar each Iilnjor sector is .decided by the lHaz;n.ing 

Connissio.ri i~ ·cb\1sul tn tion \li th __ :t!J.e concerned r,Iinistry or State 

Governoent. For the Five Year Pl~n, the projected traffic 

requireoents and the outlay required to neet these requirements, 

nrc estin.:1.tod by the vlorking Group on Rnilw.:1.ys 1 Plan ldth l·Thich 

tho Rnillcys .:1.re closely associated. i·fuen the projected outlay 

for different sectors nrc put together, nnd it is found- ns is 

nloost invariably the c~se -·that the projected outlays for 

all the sectors nnd the States put together far exceed tho 

projected nobilis.:1.tion of resources as well as the pcrnissible 

extent of deficit financing, the Planning Comnission attcnpts 

to cut dOivn the outlays proposed for different sectors. It has 

not infrequently happened iri· the pas.t that the proposed outlays 
. . 

have been reduced· even though· they were considered necessary to 

attain the projected physical targets •. 
-

6.50 Da.t.:1. about the outlays suggested by the Rnihmys, those 

rcconncndcd by the concerned Harking Groups and those finally 

approved by the Plnnning Connission in.rcspcct of different 
, Lto Five Yc.:1.r Plans nnJ sone Annual Plans, the extent available ... 

to us, arc presented in Statcnent 6.6. As has been alrc.:1.dy 

indicated earlier in Chapter IV (Table 4.5), the proportion of 

total outlay on tho Rn:ihmys, thcmgh it was high in the 

initial Plnns, has boon on the low side in recent Five Year 

Pl~ns. The difference between what the Railways or the Working 

Gtoups considered ncccss.:1.ry and what the Planning Connission 

finally approved h.:1.s been very largo in the last two Pl.:1.ns. 

For the draft Sixth Plan, as agninst the Working Gro~p's 
. . . 

rococr.iend.:l.tion of a need-based outlay of Rs.6265 crores, the 

Plnnninc Connission has tentatively approved an outlay only 

of r:>.3400 crorcs. It nay be noted in this_connection that the 

Railways thenselves 'had suggested only an outlay of Rs.4700 oro

res, probably because the authorities felt that, in vie>i of 

the poor financial perfornancc of the H.aihmys in recent 

years as >-roll as the: ovor.:lll finnncial constraints, to 

expect nnythin~ o.ore th::'.n this nnount 1·rould be unrc.:l.listic. 
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6.51 To tho extent that nn undertaking can generate resources froc 

ui thin by :1.n ·:.pproprio.. to price policy o..ncl !;lllinta.i:ring. good efficiency, 

the possibility of it sccurine'sanctions for a. larger outlay should 

surely incrco..se. In this context, it shoul:::. not be ovorlookccl_ tho. t, 

though it is never offici:J.lly :1dci tt9d, a.t least in tl1o .l.nnua.l Plan 

discussions if not '"hen setting tho five yo:::.r .t.'lrgcts, tho extent of 

intern:J.l nobilis:J.tion receives attention when tho Plan outlay is bcinc 

discussed botue..::n the Planr..ing Connission a.nd tho soctor.:J.l a.uthoritios. 

tic also think that it is only proper th.:J.t. n certain a.c~di tion by ua.y of 

the f2.cili ty for exp.::msion should be provided. to :111 enterprise if it 

does ltlell by l!O.Y of interno.l nobilis.:J. tion of resources. This liould o..ct 

as o..n incentive for it to pursue the right price policy and also to 

ensure operating efficiency. Such provisions exist ovon in a core 

rigidly plo..nnecl oconouy such o.s that of the Soviet Union. In our 

context, Hhorc pla.:1ning is suojoct to so na.ny ch::mgos flue to tho exis

tence of a. nixed cconony, tho i:1.:1c:equ~cy of regul.'l tory instru:J.on ts and 

political and ccononic ·ch:lnges 3.nd conpulsions, it is even noro nece

ssary to provide such o.n incont~vo. 

Fran this point of vi em, ue cD.nnot but express our eli sa.groonont 

ui th tho approa.ch hinted at by tl1o ITo.tiona.l Transport Policy Coa:J.i tteo 

that tho a.lloc.:J.tiol1 of invcstnont resources to clifforont nodes of 

transport nced.not be rolo.ted to tho surpluses gon0ratod by these nodes 

* of transport. Tho Raihr.:l;-{ a.uthori tics can ho.rdly have a.ny inccnti vo 

-:----------·-------------_;,_~-* .£.£• "• ••• no lurgc scale invostnonts, in genera.~, in such transport 
projects should bo undertaken as aro not ocononico.lly viable on o. lon~ 
tern b:1sis. ·Tho econoeic via.bili ty of a. project nust bo a.ssossod by 

takinc into a.ccount nll its costs a.nd bcnefi ts." This is unoxccption:J.-
blc. But ~~ the Conni ttcc says, "• •• in .1. pla.nncd cconouy >·rhere inter 
sc investuc:1t prio:d tics a.ro cloternincd on la.rt;;er socio-oconooic 
consider[',tion·s, no noaningful purpose c2.n be servocl_ by relating revonua 
frow cc.ch trq.nsport. servi co to oxpond.i turo incurred o;.1 it by Govon;,
l:1Cnt."(Pa.r3. 4.1.3). If ·this is rol.::tt_;·1 to current buc~gct.)ry revenue 
and expcncl..i ture of the Gover:cmo~1t, it is undorsto..nd:J.blo. But surely 
it c.::tnnot be v.:tlid ahout invost:..:ont c~ocisions. Unless o:1o assuncs 
a.n onnisciont a.ncl fool-proof--ir.-prcdicti:1g pl::::.nninc: ngoncy, sonc 
8.llo1mnco to revenue octrned nust bo Gi von i:l rnkint:; in>rost:::w::1 t C.oci
sions, thouzh social cost-bonofi t considor;::.tions h.:..Yc to 'be .:1.llo-:rod 
for. Tho CoiiJ.i ttco ha.s. ::.10 t rndo cr~ough c,llo~r::.nco for tl1c r.:or.J.lc of 
na.n.:1.gencnts of pa.rticulo.r tr.-:-.:1sport ::'..[;0:1cios i~l l::yinc: cloiV:l this 
propcsi tion. This is not prc)cr. Ino.doqu::to inccnti vos to 
orga.niso..tio1;,s play h::voc Fit~:. t~1o ~-:;'ficic::c~· :,_~,~~ r.J.tio:1'll price 
behaviour of public sector acdncios. This does not ~c::::.n 

(Fcot-::1ote contd •• ) 
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to t3.ke the odiun of ensuring a proper ~riff policy nor 'Ifill 

they have ndequ~te incentive for inproving efficiency if earning 

a sur)lus is unlikely to na:-_) any difference to the Plan outlay 

v1hich they are perni tteJ to undertn,ka. To sone extent, with a 

tariff policy 'Wvhich relates financial perfornnnce to appropriate 

levels of efficiancy, e~rning of eurplusas would definitely 

indicate both efficient perfornance and greater nead for expnn: 

sion. He therefore reconnend that it should be possible for 

the Rail'l·mys to be perni ttad larger outlays if they show better 

parforonnco nne. thus earn a lnrg-ar surplus •. Of course, the 

internal rasourccs c'ln only forn a part of tha total outlay 

requirad, the lc.tter being deternined only partly by. h0'\'1 ouch 

is internally nobilised, and largly on overall considerations

of econonic developnent and tha role of ra;llways in it. 

Appropriata Rate of Surplus 

6.53 In any case, tho Rnil:~1ays being the largest single 

investnent of the Governnent of India, and ona of the oldest 

enterprises, it is only proper that it should at least ain 

at earning a surplus at the rate of 10%. The justification for 
' 

this vio>J is explained earlier (paras 6.22 to 6.34) whore the 

* Foot-note contd. 

that all invostn~nt should be based on internal revenue genera

tion. Tho Couuittoc 1 s approach, as further underlined by its 
stn tonent (para 4.1 .8): "Resources fron raihmys are convantiona-
lly trentvd as a source of finance for the total Plan (anphasis · 
added), pot for financing the rail ways 1 ownll>lan directly. Wa :Z.devi;~r
support this principle ••• " can - and in tho past has - lead to an . -
a ttcnpt by railway nuthori ties not to nak~arinun effort to 
nobilise resources and this goes against t~c overall principles 
suggastcd by tho NTPC i tsolf. Of course, 1vhon intarnal resources 
are inadaqu~to to cnrry out dovelopnent on- the scale raquired; 
they oust ba supplonented. The further st::1.tenent that "if. 
Govcrnnent w·ere to ntt1.ch priority to rniluay dovelopnent, it 
will not allow C.ecoleration of rail developnont in the absence 
of in.::J.dequ.::J.cy of intcrn.::J.l g-encr.::J.tion of resources" (ibid) is • 
perfectly justified. "But whnt tho NTPC has not n.::J.de c_lear is 
tho inportnnce of n.::J.xinising internal rwbilis:J.tion to the extent, 
after considering .::J.ll soci.J.l .:ts uell as privnte costs and bene
fits, it is possi.blo. 1vo think, looking .::J.t the past and present 
experience of . .111 public enterprises including r.::J.ilw.::J.ys, 
that this needs to be euph.::Lsised. Such nn approach also oakes 
considernblo c!iffcroncc in t~1o :norn2l "!::K'tr(;niuip.g that is 
involved in .::J.ny plnn1ung- or budgeting process. 

(Report of tho Nc.. tion.:tl Tr::msport Policy Conni ttee, Govcrnncnt 
of Incl.i.::J., Pl.:-.1.nnint; Cormission, 1980). 
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appro.::teh suggested by tho Pl.:mninc Connission nne~ the Hinis try of 

Fin-J.nce, the reconnonC.ations and record reg-2rcling other public utility 

enterprises in Trid.ia, a.nd tho n.ctu.:1...L record of public sector and privatG 

sector enterprises has boon outlined. In viou of tlris, and as tho 

Rnilunys do not h2.ve to pay taxes, a return of 1 Oj'~ on c:::tpi to.l, as 

e.:1.rlier suggested by tho Planning CoiJ.Dission, uould be justified. 
' This would o.lso satisfy tho cri terin suggested by the f1inis try of 

Fina.nce. 

6.54 Of course this return of 10% should re:llly be related to the 

va.lue of capital assets rather than tho Capital-at-charge. As explai

ned in Chapter II earlier, ho1-rever, boca.use of the ~:my in 1vhich tho 

Railway accounts are kept, a full-sc.:::tle picture of the net value 

of .:::tssets even on a histo·rical cost basis is at present not .:::tvailablo. 

The better knovm clefini tivo fi13;uro is th.:::tt of tho C.:::tpi tnl-.:::tt-Chargo. 

For tho tine being therefore 1m n:1.y .:::thl at tho Rnihmys obtaining 

a return of 1 o% on this mwunt. Looking at tho difficul tics oven in 

earning such .:::t return in tho recent past, this itself 1rould be a use

ful achiovenent. In future, as the situation inproves, :1.ncl also vrhen 

the a.ccounting procedures .:::tro revised as hinted by us earlier, the rate 

of return could be nora properly rcl.:::tteC. to tho net value of .:::tssots. 

Bn this basis, viith the Ca:pi tal-at-charge as in 1976-77, the Raihrays 

night have been expected to earn ab0ut ~.450 crores. Excluding-the 

dividend paid which ;.vas about P.s.21 0 crores, this surplus, if oarnec~, 

would have left a ba.lnnce of ~.240 crores which would have bo0n avai

lable for developnont outlay through contribution to the Dovelopnent 

Fund etc. 

6.55 Ue have already ·soon earlier th.:::tt, in our vieu, contribution 

to Depreciation Reserve Fund in tho year 1976-77 should have been of 

the order of about ~.237 croros. Including interest on the b.:::tlance in 

the Fund etc., tho total :10crot:i,on to tho Fund ~rwu.ld then h.:::tvo beGn 

of tho orclor of !;5.250 crores. On this basis, ::mel including not funds 

a.v.:::tilablc fran tho PGnsion Fund and ccrt-J.in typos of c-2pit.:::tl cx::;-o:1-

cli ture not froD rovonuo, tho tot-21 .:1.::10unt of intorn.:::tlly &cncT.:::t ted 

funds a.v9.ilable as nobilisoc. resources for further devolopnGnt Olo.tl2.y 
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* would have been over Rs.c;oo crores !=!e" T"'ble 6 5) 
J - "' u. • 

. T."~ble 6.2. 

Internal Generation of Resources - 1976_-77(Adjust~0:E* 

(vs.crores) 

(1.) (2) 

1. Accretion to Depreciation·Reserve Fund 

2. Net contribution to Pension Fund 

3. Surplus after dividend 

4. Capital expenditure charged to Revenue 

Total 

251.22 

23~54 

244.32 

17.08 

** Adjusted to represent appropriate provisions for 
Depreciation, pension and return on capital. 
Details are given in ~tatenents 6.4 and 6.5 • 

..... ---------------------------·--------·---------------------------
r~obilis6.tion for :Future Outlay 

6.56 We have already expl:l.inecl in Chapter IV vrhy, in our 

vieu, tho developnent outlay of the Railways over tll,e next 

tuenty years uould hnve to be of the order o_f rs.J6, 000 crores 

nt .1977-78 prices. lie expect. thnt this outlny should be in

curred in ·such n nnnner that in the first year of the 20 yenr 
I .• 

period,· it is about rs.1 000 crores,- increasing .at about 6% 

per year .:md reaching about rs.3000 cror~s per nnnun in the . 

20th year. It hns already been explained earlier that, in 

our view, this outlay is the nininun that 1dll be necessary 

if the Railways nrc ·to fulfil the task that they nrc called 

upon to do in the devE?lopnent work of the country. 'tle have 

already indic.:t.ted that the physical targets .·envisaged by us 

appear to be reasonable in ·vie-vr of the·· projections nacle by 

the Na tion.:1.l Transport Polic;)r Conni ttee. In fact, if. the· 

suusti tution ·of certain types of road t~nsport by -rail 

transport takes place .:1.ccording to sono of the assunptions 

* The present calcuia ti<?n show-;s an nddi tion:il generation of· Rs.536 

crores. This is 1iho.t the proposed tariff policy liou,ld yield, 
if the efficiency is at· tho 1976-77 level, inpui~output _;r-ela
tions are as of that year, and so also traffic; and if the 
various assunptions in proposinc the actual ta~iffs suggested . 
prove to be vet.lid. · There is a let.rge a.rca of nssunptions here; 
and n cushion of l's. 36 crores if i1ot too large to take oa.re of it. 
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projected by tho N2..tion.:1l Tr:c..nsport Policy Conni ttoo, the Itaihr:J.ys 

will h.:1ve to exp:J.ncl their f:J.cilities nuch faster. In .:1ny c2se, it 

uouL1 be s.:1fe to ::tssune th::tt the ou-cl.::ty e·nvi s.:1ged by us uill have to 

be incurred .:1t t~1e very Tiininun. t,~'\.s h:J.s alre.:tdy been inclic.:ttecl, this 
. l1G 

outl.:1y >·r::ts expressed in torus ofLprices of 1977-78. Applying the 

necess:J.ry oscnb tion, t-1.ldng into nccount the incrensos in tho prices 

of sono of the noro inportnnt n:J.terio..ls involved in cre.:1 ting c'lpi to..l 

n.ssets of the Rnilu:J.ys, it is C'llculatecl thu.t the i;::..i tinl ye.::.r' s 
; 9 8(:- ~D I 

outl:J.y at 1.979 80 prices uould .:J.DOUl1t to D>.1250 crores. Th?;) first 

yeo..r of the 20 yc:tr period uoulc~ require a.n outlay of this rngni tu_do. 

This n.:1y be ccnp.:1red to tho tont::ttive plnn outl:J.y of ~.650 croros 

suggested in ~ho rOn-Account' budGet for 1980-81 recently presented 

to Pnrli:tiJ.erit. An addition of .:1t lea.st rs.600 croros to this no..y thus .. 
be nocess.:try if 1980-81 ha.s to be trco. ted as the first of tho 20 yenr 

progr:J.nne enviso.ged by us. 

6.57 Ue h.:tve provided d.:1 tn in Stntenent 6. 7 ::t bout the L1tcnn.J.l 

nobilis.:ttion of resources, expected .:1nd ro.:1lised, for cert.J.in Five-Yc::..r-
• 

n.nd Annunl Plnns. This would shovr th.J.t, except in the First nncl 

Fourth Five Yenr Pl.:tl1s, the expected contribution fron the RJ.iluo.ys 

vms bclou 407~ for the Fi vo Yenr Plo.ns .:1nd usu.J.lly bolou 50% even L1 

individun.l Annual Pln.ns. To cone to the nore recent rnst, it c:ty be 

noted th.J.t the Fifth Plnn initin.lly expected .:1bout 33~ intornnl 

nobilisation fron tho Rn.ihrays. Fo;r tho four ye."J.rs of the Fifth 

Plan taken together, the Ro.ihrays. sho1v in their ace ounts th:J. t they 

have generated about 47% of the cnpitnl expenditure. However, in 

this period the Rnilways 1vere unnble to earn surpluses enough even 

to pay dividends during sone years; they had to borrow fron tho 

General Exchequer for th."J.t purpose. The net result 11as tho.~ in the 

four years of the Fifth Plan, tho Ra.ihmys 1 real intern:1l 

!. 0 p-;-crt.' 
* See Report,lpnr.'ls 3.8.2 ::md 3.8.3. Also cf. 
"Tho utilisntion of o.sscts (on r."J.iluays) have inprovocl_ over tho 
yeo.rs, tr::tffic densities incrco.~ed o."J.ny-fold and uost of the trucl:
routes arG uorl:ing nt saturatccl. levels. There h::o.ve been frequent 
shortaces of rail services, particul:J.rly in tho recent past, ui t~1 
bottlenecks nppcnring in tho systcn. Thoro is thus need to previ do 
resiJicncc in tho r::1.il systen to c.oot ch::mcinc:; lJattoras of tr::tf:fic 
.:tnd suc~c.lon spurts in doL::-.ncl. This 1Ioulc1 c:'-11 for ::1.11 incro~·,sed. 
. t 0 t'l·n tl10 nvstr;I" +o 0'1'"~''1" t~'" ,,;1""'·'~ +o "'''"'t +l,-, lnvos Il n ,-,.,. '-'-- J "····' '· .,. L,.,.-• .• '.!~· v' L.\.;1..' """" 

donand. Inves t;:lOn ts a.re, indoocl, :1 detert,ininc f::o.ctor for tho 
future of tho r,J.ihJ:J.ys for their dcvolop;:L;nt 11 (P;1.r.:l. 9.33.2). 
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nobilis~tion proved to be only about 10% of the total 

Pl~n outlay. 

6.58 The financial situ~tion of the Railways was better 

in 1976-77. Follmving this, the Draft Sixth J?lan assu:oed 

internal nobilisation (at existing fares nnd freight rates) 

of about 25% of the totai outlay. In 1978-79, the Railways 

contri butcd ~bout 43~6 of n developnent outlay of fls~522 crores 

fron their internal resources. 

6.59 vlo were hoping thnt ue shall be able to secure sooo 

guidance fran the Planning Conuission and the Ninistry of 

Finance reGarding what would be an nppropriatc.nssunption to 

nnke reg~rding internal resource uobilisntion by the Rnil~ays 

for the future, especially in view· of the fact that it appears 

likely, both according to our conputatiol'is and the approach 

t~ken by the Nntion~l Transp.oi;'t Policy Conni ttee, th~t the 

outlay on the Railunys will hn,vo to increase substantially. 

Unfortunately, we received no such guid~nce. lle have therefore 

thought it best to assune th:t t the Rniltmys nay be e~poctod to 

nobilise 40% of their developnent outl~y fran internal resour

ces, 60% being contributed by tho G0rlornl Exchequer. This 40% 

will include the usc of fun•,s fran the Deprecintion Reserve 

Fu;td, Pension Func\.• etc. The R.:tilwnys woul.d on this basis be 

called upon, in the initial year, to nobilise an nnount of 

~.500 crores out of an outlay of ~.1250 crores. 

6.60 As per the calculations nnde by us and indicated 'in 

Table 6.5, through additional depreciation, net accretions to 

the Pension Fund and the surplus rcnaining after paynent of 

dividend, the Rnilw~ys will be able to contribute over 

Rs.500 crores for dovelopncnt outlay, provided the total earnings 

of the Raihmys nrc increased by n bout ns. 770 crores at the 

1976-77 level of traffic and efficiency. In onking this 

calculation, v1o have tnken t.he cost escah tion between 

1976-77 ·and 1980-81 into account, and ue have also nnde the 

necessary extra provision for contribution to DRF, sone 

nore repairs Clnd n:J.intonc..nco expenses and a larger contribution 

to Pension: Fund. Out of the totnl ·e:J.rnings inclusive of the extrn 

earnings of rs. 770 crorcs, .:1fter doduc ting tho nddi tionnl expenses 

ns explained above, n suu of o"ver rs.500 crores iT ould be av:J.ila.ble 

ns nobilisntion for:dovolopnontnl outlay. 
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6.61 lf.hil::: assunint1 that an ai:lO .. 1t of over Ps.500 ::rores vlould thus 

be available for developnental outla.y, we hope that the necessity to 
actually 

nake these larger cu::wu_nts{:wailable for ·raihray developnent 1dll be 

realised. VJhile the part of the addi tiona.l earning which will go tc 

the DRF will autouatically becone n vailable for that part of the 

developoent outlay 1vJ.lich is pernitted to be fin::mced fran that Fund, 

that part of the addi tioaal earnint? >·rhich uill assune the foro of 

extra surplus after payuent of dividend nay nerely contribute towards 

repaynents of the tenporary loans 11hich the Rail -vmys have already 

incurred in recent years. As against this, the additional surplus 

can also be used to nake up for the arrears in the DRF or the Pension 

Fund. If they are used for either purpose, and if no extra resources 

are nade available for Raihray developnent, then the essential purpose 

underlying our recormendation would not be served. Uhatever the foro 

it takes, unless the .::H~di tiono.l c::.:-J.1i:1cs ~1.rc lJut to use for early 

developne:-1t of the Raihmy systen, they will not serve the purpose 

which we have thought essential. 

6.62 Another point we •wuld like to drm·r attention to is that upto 

novr there has been an understand.ing that all outlay uhich is in the 

nature of ncr investuent should be fron C2:tJi to.l res·x.uces to be no.de 

available by the Governnent except to the extent it CJn be brought 

under the purview of the Developuent Fu~d. If interno.l cobilisa.tion 

is to becone a peruanent fea.ture o:f Railway fin.::nces, a.nd a pa.rt of· 

their developnent is to be so financed, steps vrill ha.ve to be taken 

either to 1-riden the scope of the >·rorks to be underta.ken fron the 

Developoent Fund, or to set up a Capita.l Reserve :E'und w-hich could be 

used for financing such uork. ~Jhatever the foru, the nain point 

that 1ve w·ould like to stress is that the no.dition.::tl earnings uhich 

the Railuays 1vould ca.rn un.ler the schc::1e of fina.ncinc ['..s we er:;vi

sage it should not in the long run be nerely used a.s a. contribution 

tmmrds inproving the general 1va.ys a.nd ncans position of the Ce;.1tr::1l 

Governnont. In n nunber of discussions, ue found that one of the 

underlying a.ssunptions of na.ny rnihro..y offici.J.ls ho.s becm tll:-"t, 

the Railunys being a. depa.rtncnt of the Goyornr:Cl1t, o.ncl. lli tl1 tlw 

tradition of new capito..l expenditure being incurred o~ly fro2 lo~ns 

nade nvo.ila. ble by the Public Exchequer, there 'i·r.'ls ~10 ro:<.son for 



6-39 

the Raihmys 'to attenpt to earn nore as this addi t~onal ear?ing 

would not necessarily be available for the Railways'· o-vm deve

_lopnent. · lle have already pointed out ear~ier that such a con

ception can be a serious disincentive. for Railway authorities 

to naxinise their attenpts at internal nobi.lisation. I~ is 

therefore essential that all steps ~ecessary to renove-s~ch 

a nisconception are taken and it is riade quite clear that,· 

if extra earnings are obtained in the. nanner suggested by us, 

they 1-ri.ll be available for the further developnent of. the 

Raih~ays. 

6. 63 . Tho\lgh t-re have nade it quite clear, it is worth 

reiterating that these extra earnings if they oaterialise would 

be possible only on the basis of the Raihuiys succeeding in 

attaining and naintaining the level of efficiency and the 

quantun of traffic which had _been attained in 1976-77 •. The . ~(, . . . 
Raiiways will succeed under the schene that we are proposing 

in earning approxioa tely rs. 770 crorel;l nore and spare over 

Rs.500 cro;r-cs by ilny of internnl nobilisntion for developnent, 

only if they attain the level of efficiency and th.e traffic 

i"lhich existed in 1976-77. If they do better, ·their surplus 

of course would be larger. If they do worse, their surplus 

;,wulcl be snaller. This will holt'!. good for 1 980-81. As 
11- . -·· ' 

further developne~t takes place, and.oore outlay is under-

taken, trnffic will increase; but tho basic relatio~ship 
' . 

bet1-1eon inputs and outputs should not worsen, so tho.-t effi

ciency is at least at the sane level as in 1976-77.. Only 

then uill .the profitability of the Railways be na.intained at 

the saoo l~vel. 

6.64 The .other inportant ~nplication of these assunptions 

is thn t the. extra enrnings tlpt. ;,vould arise 1v-ould be essentia

lly due to tho noli tariff rates in ilhich the ec..rning · of the 

·additional abou'n t of rs. 770 crores is built-in. The earning 

of tl1is anount therefore will. have to be attributed to the 

tariff policy and cannot be clained as directly or indirectly 

arising due to additional productivity. The Railvmys have 

already decided to institute a Productivity-Liru{ed-Bonus for 

staff. This bonus is related to the perfornance in physicnl 
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terns for the ye~r 1977-70. ~e have taken the financial inplications 

of this into .1ccou.nt l:hcn ;;orking c t the totc::.l esca: 1 ted costs as 

shown in Stntecent 6.3. It should tbus be clear that the extra 
tho . · 

earnings that arise out ofLtariff revision should be avaiL1.ble speci-

ficnlly for the purposes of taking up further developnent.::J.l outlay 
for 

and notl,any other purpos9. The only clnin to fu is extra nnount is 

fron tho side of tho users - existing nncl potentio.l - of raihray 

services or, in other -.:rords, of tho national econony. 

Inplicntions for Tariff Structure 

-6.65 Once we cone to tho conclusion that the Railways should be 

enabled to earn P.s. 770 crores narc through tariff _adjustnents, the 

first question that arises is hO"\l this anount is to be distributed c::.nong 

the nain streans of traffic co.rried by the Raihmys. Leaving asiC.e 

niscellaneous sources of revenue, the hro nain revenue earnine streaus 

of rail1my trnffic arc goods on which freight rates are em rgod, and 

coaching l<hich includes the carriage of passengers and o..lso tho..t of 

sundry tro..ffic such as parcels. It -..rill be seen fro:J. Table 6. 6 given 

belmt that, in the recent years, coaching traffic has c011tributod nbout 

35% of the total earnings fran goods and coaching. 

Table 6.6 

Earn.Lngs fron Goods and Co_~~!~~-lliL_Traff=h2J 1 s·r 4_-75 to L~78.=79 

(n3. crore s) 

Year 
Earnings fron goods 
Traffic (excluding 
wharfage and denur~afe) 

--~1 ______________ 2 

1974-75 868.9 

1975-76 

1976-77 

1977-78 

1978-79 

(64.3) 

1 095.7 
( 64.5) 

1275.6 
(66 .. 0) 

1298.6 
(64.6) 

1 265.5 
( 62.3) 

Earnings fron 
Coaching Traffic 

3 

481.8 
(35.7) 

603.5 
( 35.5 ) 

656.2 
(34.0) 
711 .8 
(35.4) 

764.2 
(37.7) 

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

Total 
2+3 

4 

1350.7 
( 1 oo. 0) 

1 699.2 
(100.0) 

1931 .8 
( 1 oo. 0) 

2010.4 
( 1 oo. 0) 

2029.7 
(100.0) 
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In oore recent ye~rs, whi+c passenger traffic has increased 

cont~nuously, there have been sooc setb~cks in goods traffic . , 
and therefore the earnings frorr the l~tter have proportiona- · 

tely saoewha t declined. This is hovrever .to be treated as a 

tenporary aberration. The Railw·ays are already taking stGps 

to increase their throughput of goods traffic, and for 

1980-81 1 a target substantially hic;h.cr than thG traffic carried 

in 1979-80 has been set. There are various ways in which the 

Raihmys arG attcnpting to do this, and we presuoc that they 

will succeod. Sooc aspects of this probleo we shall deal ui th 

in our Final Report. For tho tine being, wo do not think 

that it woul\l bo wrong on our part to assuo.e that, out of the. . . 
total earnings. fron goods a.ncl. coaching traffic carried by thG 

Ra.ihmys, about tw·o-thirds should be earned by tho farner and 

about one-third by the la. tter. Tho inc one froo coaching traffic 

h.:ls however not been adcqua to in the past to oeet its costs. 

In 1976-77, costs exceeded incone by about P.s.1 00 crores. Our 

tariff proposals are intended to oake up this as ouch ns 

possible, and enable coaching traffic to contribute its· 

appropriate share of the extra. earnings*. Out of the addi

tional earnings of P;. 770 crores, therefore, we expect. that 

gooC.J ;;dll contri·'bute a.bou '·· P.s.500 crores am: coaching over 

ns.250 crores. 

6.66 In foroula.ting our proposals, we arc also taking carG 
,• 

to soc that no strea.o of coaching traffic is carried at.ratcs 

lower than the direct costs - including depreciation and 

dividend- of carrying it. The only difference would·be that . . . 
the goods traffic will be contributing proportionately oore 

to generating the surplus tha.t we consider desirable than 

coaching tr.J.ff.ic will do. Evon there, we a.re oaking proposals 

which would ensure that such stroaos in the coaching traffic 

as can boar a. larger burden a.ro oado to contribute their 

* Tl1is vTOuld also be in keeping ui th the policy s~gg~~ted 
by the Planning Cor:mission to give hiGher priority to · 
croods than to passenger. traffic . (sec·, Draft Sixth Plan, 
op.cit., p.393) · 
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a.ppropria.te shnre to enrninr; n surplus for the Rnilunys. 1iJo nrc also 

tnking cnre to sec that not all coL oditio3 in goods traffic nrc nado 

to benr n larger burden for cnrning the surplus. But, in overnll 

terns, goods tr::l.ffic -vdll contri butc proportionn tcly noro to tho 

surplus than c onching tr.:1ffic. This hns been hnprJenin(; in the past. 

It cnnnot be conpletely avoided. 

6.67 Reeardinc the tnriff rates for different strenns of tra.ffic, 

the genernl principle which uo are acl.opting for foruulating our 

proposals is thnt, except for very special ronsons v.rhich vrc explain 

when we cone to thnt particular itcn, no strenn of traffic would be 

carried at ra. tes which 1-rould, for tln t strea.o. ns a. vlhole, not ncet 

the tob.l costs directly to be ascribed to thnt strenn. As nentioned 

earlier, the contribution to surplus of each strenn of trnffic would 

however vnry according to vfhat tha.t strean of traffic c-2n bonr. 

6.,68 For the goods traffic, it is proposed that thoro would be a 

basic Class 100 and the rate for this clo.ss of traffic ••oulcl_ be such 

th:J.t, even at the nnxinu.o. disto.nce of 3000 kilonctres, it 1vould cover 

the fully distributed costs including the di vidcnd. The cl.J.ssi fica.-

tion for vo.rious connodi ties is so organised tlnt the connodi tics 

which cons ti tuto the large bulk of tho ra.ihra.y traffic are ei von 

pcrccntngo clo.ssificn tion in terns of 1 00 vThi ch uouL~ no.ko tho 

Clnss 100 sonowhnt like o. 1 noa.n 1 of tho goods trnffic c::trried by 

the Ra.ilwa.ys. This ~wuld be different fron tho present position T.I~erc 

the bulk of raih12y tr<J.ffic falls under cla.ssos uhich a.ro bolo>; 

Class 50. 

6.69 Uhon deciding to. poring, ns explained l.::. t-:;r, ** the torninnl 

cost would b~ charged scpar2tely. For lincha.ul costs, the t2por 

according to dist2nco would be so o.djustcd tho. t th() rocl.uction in tl1o 

per kilonotro ch:lrge for incroG.sinc blocks of disto.ncos uoulc-1. doclino 

for Class 1 00 in such o. canner tln t this docronso koops pG.co ui th tl1o 

decrease in the distance-wise cost index, especially beyond 1000 

kilonctros. At shorter dist::tncas, tho docrc:J.so in charge does not 

decline ui t-h dist::mco oxnctly- in lHorortion to costs.* 

** PG.rns 6-~·61 naC. 6.91 bclo~r. 

One of tho 
----------

* In for:.ml.J.ti!1(; our l)TOl'::lS:>.ls L: t~·_:i_;~ r.:::=;~-~- :::t, ;;-J :~:wo :::..ls:' l::::-pt 
in vib~r tho lL:itG.tion;.:; of t~D C·::Jst d:,.t::. _...,,nd ::>.o::'.l::ci:J "'-T'.iL1ble 
to u:.;, Q. 0 c:::pl::cincd in Chapter V o.bova. .Uso sec J?CI.r:tgra.phs 
6.80 to 6.82 bolow. 
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objcctoves tho Conni ttec has firraly kept in view is the reco

nnenda tion of the lb tional Transport Policy Committee* that, 

for shorter distances, raotor transport would be more suitable 

in terms of overall resource costs, and .that tho Railwa'ys 

should concentrate ~oro on medium and long-distancc transport, 

cxccpt in tho case of bulk· connodi tics. 

6.70 Uhcn classifying a connodi ty in rcJ.a tion to the basic 

· Class 100, it is kept in viovi thD.t in the cD.sc of ~onnodi tics 

vrhich arc rospo:nsi blc for tho bulk of tho goods traffic on the 

Indian Railvays, not only tho total traffic in that connodity 

should c"ovcr .tho fully distributed cost·s for carrying that 

connodi ty including tho dlrl·d~·nd, . but that not raorc than 1 o 

to 20 per cent of traffic in that connodity should be carried 

at a rate which is lower than such costs. In any case, at.· 

alraost all distances it should always cover the direct costs. 

Tho approach is soL1C1vha t rao7-'.6 'flexi blo when it cones to hi~h 

value, high classification, or lou value but IJarginal, 

connodi tics. 
: .. 

6.71 In the case of passenger services, our approach is that 

1vhile revenue fron ordinary train passengers should cov.cr 

variable and dependent costs of these services, revenue fron 

the I~'lail/Express services should not only cover thci·r f'ully . 

distri butcd costsvbut also nake up th_o shortfall (between the 

fully distributed costs and the-revenue) in ordinary·scrviccs 

so that passenger services becone· self-supporting~. ncct 

their fully distributed costs at l.cns:t"vThen they arc taken as 

a whole. A certain degree of .cross subsidisation implicit in 

this is justifiable t.:1king into account the difference iri the 

quq.li ty of services provided and tho socio-economc profile 

of the users. Ue find that alnost everywhere in thc·world, 

local services corresponding to our ordinary trains do not 

pay thp::i,.r.·costs fully and are subsidised by Nail/Express 

services u)lich servo racdiun and. long distance passengers. 

Tho differentials in tho fares for various classes of passcn-

bcrs and tho anount of supplcncntary charges for superfast 

trains, sleeper facilities and.tho likc.have boon fixed taking 

into account.thc additional costs and tho higher standa~d of 

confort provided, and the ability of tho users to bear the charges. 

* Sec Report of tho National Transport Policy Conni ttoe-;1--9so, ----
op.oit., paras 3.2.10 to 3.2.21. 
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6.72 To put it in porccnt~ge terns, it is clear th~t tho tot~l 

o~rn1nc;s fron the co.rriqc;e of coachinc and goods traffic nus t incrc.~se 

by c.bout 40;~ over the 1976-77 level. ::hen it cones· to individual stro2.ws 

of t:rc..ffic, vrhothcr on the co.::>.ching or c;oods sides, except Hhere thor0 

e-re special reasons therefor, tho rate for ov0ry strean of trc..ffic 

Hill hc.vc to incro.::.sc by about 30;<~ if tho o.cl.di tiono.l direct costs ::.s 

cc.lculc.ted by us hnve to be wet at tho nov< tariff r:J.tos on t.1.o 

1976-77 level of tro.ffic nnd efficiency. Tho o.clclitional net surplus 

requircc~ vlill hnvo to be found. l.~rcoly fro::1 goods. In tho c::ts0 of 

goo~s traffic, therefore,, the rates for cortnin strcnns of trnffic 

and at cort.::.in dist:mcos >.fill have to be higher. For uhich stronns 

of tr.:-r:ffic ::mel at 'l;vho.t clistc.nccs,tho proportion of increase in tnriff 

rates should be lc.rgor so o.s tb obtain an overall increase of about 

4o%,is c. n:J.ttor th:-tt will h.::.vo to be dot.cruinod on socio-ocononic 

considora. tions an•~ after oxnuininG vJhn t ouch stroau of traffic co.n 

boar. This aspect will bo discussed in dotc.il vJhon incli vi dual rC!.tos 

of' coaching o..nrJ. goods tra.ffic nrc oxnninod la.tor in tho rolcvr-.:at 

chapters. 

Uniforni ty of Tariffs 

6.73 In viou of tho considore1. tions 1vhich have boon nentionod oa.rlior 

(sec 6.1 6 - 6.17 .:1.bovo), it is clear tho. t oven Hhore t~10 existence of 

hichor actual costs on particular sections, or particular c;c.ugcs, or 

neo.ns of traction c::tn be established, it uoulc~ not be npproprin to to 

nako .'J. distinction in the tariffs to be ch:J.rgocl. ;~ further difficulty 

arises bocnuso of the fact that, Hhilo the costinc nn:J.lysos of tho 

Indian Rniluo..ys is in n far bettor shnpo toclo.y emn it W:J.S .1.t, tho tine 

of tho e~rlicr Froir;ht Structure Enquiry ColJlJ.i tte0 1 the m:~alysh is 

still not rolio.blo enough to bo.so such tariff distinctions. It 1vould 

not be appropria to to nal::e rnj or d.istinctions in t :criffs on the 

b3.sis of those costing nn.".lysos, cspocictlly uhcn they co nc:1inst 

corte-in generally estnblishod 3.nd accepted principles. 

6.74 For both those reasons, tho basic 3.ppro~ch to tariffs 1iliich 

lVO recoonond is thn t, bnrrinc; exceptions uhich 1m r:::cnti on further 

in this Report, tho tariffs should. be unifor:: over the uholo of tho 

Indi::m R::lillv:J.ys for tho s.:J.;::o ty:;Jc of p".sscnccr ~ccorl:.:lod.J.tion __ Qr 

for t h o s :1n o t yp c of GOo c. s. 
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6.75 Thoro c..ro two gonor~l exceptions to this which are 

nlroacly prevalent nnd \mich, in our view, need not be disturbed. 

Tho first is the prnctice of whnt nrc known as "Station-to

St::ttion Rc.tos". These nrc rntes which nrc proscribed by Zon::tl 

R.1.iluo..y Ad.::.lini strn tions on c oo.norci::tl consiclerc. tions. It is 

understood th::tt such ro.tos c..re quoted to attrnct hig~ntod 

trnffic even on coneosted routes. Roo.lly the idea should be 

t:i.1nt, if there are particular sections vTho re traffic C1. t the 

nornal rc.. tDs will be inc..cl.equ.1. to w:!:"lilo o. concossional rJ.te will 
enough traffic to ~mprove the economical working 

,:,.ttrn.ctL.on th~.t _section, such..::t :r;a.te rmy be proscribed. It 

is obvious th.::t t tho r'1 to will not be lower thnn the. long-tom 
'. 

o.,:,..rgin.::tl cost of noving that tr.\ffic; beco.uso in thnt cnse 

the special r.:l to \vi 11 no rely \vorson the :t'ina.ncinl position. 

But if n section is un~~orut:t,lisocl or conditions exist in· uhich 

n p.::1.rticula.r kind of tr.1.ffic "will bocone .J.va.il.:J.ble in suffi

ciently ·lnrgc qu.-:'.nti ties nt spccinl rates, nnd this will enable 

o.orc offecti vo utili sa. tion of trnclc :mel other f.J.cili tics on 

th1.t particulnr section, the extra r~venue e.J.rned ila.y o.ore 

thJ.n b.:J.lnnco tl1e extra. cost that would be incurred .::1.nd thus 

n~~cl to the totc.l revenues. It is only on the ba.sis of such 

an.J.lysis thnt 1 st~tion-to-stn.tion 1 r.::1.tes should be o.a.inly 

pomi tted. Ue. a.cccpt this a.s n coo.uerci.'1l.ly sound pr.1.ctico 

which should continue. 

Inflation of Dis t::m_c_c_~ 

Another prnctico th.J.t is prevnlent is regarding the 

infl.::. tion of di st.:mcos on sections· uhorc the csra.dients. a.re .- . \ 

spoci.:::.lly high (steeper them 1 in 50). Those .1.re c:1lled. tho H-t.-U. 
. . ' 

Ghnt Sections. It hns soootinos boon sugGested the~.t this. 

loGic of· inflntion of clis};o.nces, or sone other nothod of cha.r

c,ri!1G noro on hich grnc:ient sections, should be .J.ppliod to 

other gr:iclioiit sections also. 

6.77 vle h.:J.vo hnd this r.1nttor oxanincc1 fully. It n.1.y be. 

;rocalloC.. in. this CO!lnoction tint, bocnuso the cost of const

ruction of different R.:Lilu.J.y sy::>too.s v.J.ried consider.:J.bly, 

and boc.J.use those had boon n.dninistercd by different 
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conp.:mics for lone.;, v:;.rying clr'.rccs u..:rc pcrc.i ttcc~ to bo levied on 

cliffercnt syf-::ons tt1.l:ing into accounc their c1ifforcnt costs of 

construction :::.nc~ opcrJ.. tion o.s uell :>..s the density of tro.ffic. \ll'1.on 

the quos tion of brineins ::1. oou t uniforui ty of r::t tos on the Incli -:.n 

R~il1mys was t::tkon up soon .:::.ftcr In~eponclence, it lDS faun~ th:::tt there 

Here .J.t leo.st 50 sections u:1orc infl:J.tccl distcmco U:J.s the b:::tsis of 

ch:ugo. Six of these uera hill soctio11s 1d:c rc the [;T2C~ient uo.s 

steeper th~n 1 in 50; o.nothcr six wore on hill sections where tho 

grJ.client varied bct1;ccl1 1 in 50 .:::.nd 1 in 1 00; ,J.nd the rer:ninL1g 33 

1wro on sections uhere the c;ro.cliont u:1.s 1 in 100 or nora. The 

clist.-:.nces over these sections Hero inflntocl npp:trently bec:mse it u2s 

felt th::tt tho cost of operltion 011 those ::;-ro.dients uc.s hiGher th:m 

the norn::tl cost of-operation. 

6.73 Tho question 1iliether those special chnrcos should continue wns 

[;One into in clotail o.t tho tine uhon tho prol10s:11, that the inflJ.tecl 

<h stances should be done c.>ro.y ui th :1.ml :::. uniforn b::tsis of ch2rgo 

intro;..luce<". except on hill sGctions ui th c;r.:cdio;.1 ts steeper tlnn l
. ,~ 

.1 

vlD.S nncl.e.. It -vms opposoc~ 0~1 tho plo.J. th·.1.t this uoulc1 nffect 

50, 

Rail\my fincmcos :tclversely; thJ.t sections uhich uore nlre~cly unocono::.:ic 

in their operation would bacone oven noro unecononic. It wns however 

felt tlnt, ox~ept uhc1·e t~10 operCJ.tL--; costs ::tre clistLlCtly hic;h o..s 

in tho Ghnt Sections, the systen of inflnted kilonetrea.c;e on isolJ.ted. 

steep grJ.dient sections 1roulcl leo.c1. to anon;J.lous si t-ti.'1. tions, especi:::t lly 

in vieu of telescopic freights nn<-1 f:::tres. If n section of, s,'i.y, 

20 kilC?netres ov:ts cln rgecl, so..y, at double the di st:tnce, i.e., 40 kilo

netres~ tl10 net effect of this ndcl.i tio.n1..l kilonetronge uoulc~ be qui to 

different on different strco..ns of trJ.ffic accorc"~inc; to 1V:10tlwr tho 

traffic origino..tes nt or nonr the G"r::tcliont section, r:orely p2ssos 

through it, or whether tho crndiont section cones o..t the end of the 

journey, CJ.nJ how long tho..t journey is~ Isol~tod sections being 

subject to inflation of distnncos would therefore le~d to quito 

nnonnlous incidence on different stro:::tos of tro..ffic. 

6.79 
thcn nncl lns prcv.::.iloc~ up to 11o~r. As CJ. further chock, u-2 :>..lso 

keel Ct cost COL:put:ction ;::.-;.c~o Oll so:..; l_,T:.c1ic:1t S0C ci.ons.It ~~-o..s fOtli1Q ti;.at 
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the n.ddi tion.1.1 ch.:J.rge for such infln. tion uould be very high 

for short dist::mccs uhilc it uould be nouinal in the case of 

long distnncGs. ~Je a.lso fine!. that any such attenpt would 

le:J.d to consid.er:J.blG conput.::. tion:I.l work, o.nonalous inciden<;lo. 

a~d unnccess:J.ry controversies. As ng:I.inst tlrls, the gain to 

the R::~.ihm.ys in tcro.s of the total revenue '1-TOuld be. very 

snall. lfe therefore recormcnd that tho existing systou of 

confi~ing infl~tion of distances to tho very steep gra.dients 

like Ghat Sections should continue. 

, .· r. 

6.80 · "''ne-question tlnt usually arises in tho case of tho 

te1.riff r::ites th.::~.t .::~.re cl1::1.rged by ·t.lw Railways is whether tho 

tariff ru1ould. be uniforn irrespoctivc of thG·distancos covered 

or vThether they ru1ould V{'.ry w-ith distancq; and further 

uhother tho vuriation should be proportional in that the 

ch~rgo is uniforn per kilonetre tr~vcrsed, or it shouldTnry 

with tho length of the distance. 

6.81 Firstl:y, lfhen it cones to cost-bq.sed. tariff cbn.rges.~ 

it is cle:1r that the tariff cannot be uniforu irrespective o:f 

the C'J.st2.nce traversed. \'Jhile the cost of carriage nay. not 

vary in proportion to the cistanco covered i~ is unlikely to 
. '.• 

be the sane uhn.tever the distance. A d.istinctian· can be 

nnrle in this respect between fixed clnrges which would not 

v:1ry according to the dista.nce covered and those which do so. 

In the farner would be included charges for facilities such 

as bookin.:;, rosorvations, and other station fa.cili ties, 

tho cost of ma.int::..ining and cloa.ning tho trains, etc. in 

the case of pnssongers. In tbo case of goods, these will 

include tho cost· incurred for the booking of goods, the 

placing of u.::tgons, the expenditure incurred for providing 

lonc'ling and ualonding sheds, pla.tforns and various related 

f~cilities. Theso~what arc called Terninnl Costs-would 

ror:w.in the S::'..rle irrespective of tho distance covered and 

therefore their inciclcncc v1ould decline per kilonetre, the 

loneor tho journey porfornod. Tho other expenditure 
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includes tho expenditure incurred for novinc tho tr.::tin .:::tnd therefore 

uould cover the costs of tr::.ction, ~he nest i~port~n~ of theu bcin9 

fuel, l.::tbour ch::trcos of tho rUlnin,:;· st.:::tff, tho costs incurrccl for 

rUlminc rcp.::tirs nnd u::1.intcnc.nce, the costs of stnff ecployocl for 

lookint; ::tftor p::tssencors o.nc~, in tho c::.se of coocls, costs tlnt lrwo 

to be incurred for roorcnnis.:::ttion of tr.:::tins in nnrshc.llinG ynrds, 

tr::.nship>:.'.cnt costs uhoro ::>.. bre.::tk of e;::tue;o is involved aml othGr sir.1i

l~r costs incurred for tho cnrringo of goods. Castine. studios indic::tto 

th::tt those - wh::tt ::.ro c::tllocl lineh.::tul costs - nlso decline with 

distJ.nc~··::gqr kilonotro·; in other vifords, tho linoho.ul costs do not 

incroo.so i::J. proportion to tl1o dist::.nco. They shou .:1 declinin::::; G.vor:J.GC 

cost*. 

6.82 In. viovif of this tonclonc;;r for o.vor::1.s·o cost to decline ci'"i t:1 

disto.nco, to tho extent tnriffs hnve to bG cost-b:tsoC., they should 

.J.lso decline uith cist.J.ncc. This is uh;:,r uo nornnlly fine. th2.t, in 

trnns}_)Ort t::triffs, there is n tnporL1c of chnrccs, i.e., the cl1:.1.rge 

par kilonctro declines ::.t lancer C.ist::tncG~. 

Sonotine it is suGgested tln t thoro should be cquc.l ta.ri ffs 

irrespective of distc.ncos. In tho cnso of passonc;ers, such a. ..... pr.:tc uJ. co 

is provn.lont. usually L1 thG CC'.so of journeys in n systoD of lir::i tad 

jurisdiction ,and dista.nccs, such as :J.etropoli tan rnpi2. tr.J.nsi t systcr'a. 

Uniforn fares for single journeys irrespective of distances trnvorsec 

a.ro cannon in eany such systems nll over tho rlorld. For no other 

typo of pa.ssenccr services is such o. Ulliforr.l faro systen a ttc:J.pte:.::. or 

succ;ested. It is qui to obvious to us "that sucl1 c. systou for ::.ny 

other type of passenger trnvol hns no justific::ttio~ o..n~ need not 

be considered futher. 

6.84 As regnrds p::tssenc;..;r tr2.nsport vri thin nctropoli t::.n :tre::s, 

one are,"U.nont supporting 2. uniforn fnro is th:tt this is nrninistr:cti

vely convenient anc!. so..ves consic~or::1.ble inco:cwcl1ience nne~ cost "!:loth 

to passenGers nnd to th~ railu::y systao. A unifor~ ticket iuplics 

----- ---·------- --"--·---·-·-·· .. _" _____ ···--------··--·------
* As nentioncd in Cha.ptor V, o..t present r~ h~va no dnto.. n~out tho 

rol.J. tionship bot:ifaon c~i stnnce o..nC. linohaul costs in rospcct of 
po..ssonGor trnffic. 
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th::J.t ticket i;ss:t:le as ue-11 a:s checking is fa.r nore convenient, 
:.· 

choap~r and speedier; a.nd nc:hnnisod or seDi-~echa.niscd·-

even autona.tic- ticket issue beconos nuch.e.:tsier. We ha.vo 

ex.:1nincd whether su.ch n systcn lrould be pro.ctica.blc in the 

suburb.:tn sections. such a.s tho~e L1 Boobo..y,:Cnlcutta. and 

Ibdra.s. Uo find tho.t such a systen. >vould'not be very econo

oicJ.l in our context bec::.usc ·the·. cos-t of labour in Indi<l., 

while gra.cl.ua.lly increa.sip.g, ·is sti-ll not as high as in tho 

ri cl~er c_ountries l'Thero s.ivings on ticket issuing a.nd ticket 

checkinG' stnff is a najor considerati:on~ ·· 

6.85 Tho other argunent in fa.vour of unif·o.rn fares is 

that a very larGe proportion of journeys underta.ken in such 

nctropoli tan area.s are fron tho place. of residc.ncc.do the 

place of work and b~ck. People do not necessarily reside 

at longer distances fron the· place of >'lork by cl").o~co._ r~nny 
' tines·tho spc.co·near tho Contral·J3usiness District is already 

heavily congested and housing is c.vnilablo, especially for the 

poor, only at l~n&er distances. Our Passenger Profile Surve! 

(referred to l.:1.ter) also shol'rs th.:tt the incooe c.listribution of 

passengers has no correlation vdth tho distance tr.:tvelled by 

then. On welfare grounds, therefore,. it is suggested th~t 

thoro is no reasoN to charge people noro because they travel 

·longer distances. !Iotropolitan intra..,.city travel is need

based cQnpulsory travel and the fare should therefore be 

uniforn irrespective of distances. 

6.86 This :1rgunent .has considerable substance in it;; 

But lm cannot '1.dopt it for hro very practical reasons. _The 
' . 

first is that, unlike in the unclerground netroJ?Oli tan sys_tens 

whore such uniforn fares are prevalent, the subu~ban sections 

developed in Inlia are very ouch longer,· the distance being 

a.s ouch as 121 ldlonotres on the Bonbay suburban section and 

144 kilonetros in Ca.lcutt.:t •. Moreover, the central business 

districts, insto.J.d of beinG in tho centre of the systen§ · 

with v::.rious lines radi.:1ting auay fron it, happen to be ncar a 

kind of one-side tor::'.ina.l, :1ncl c. very large part of suburban 

traffic is alone tuo or throe railu:1y lines largely converging 



6-50 

tou::.rds tho business district tcrr:in::.l i:1 tho norni~1c :-tnd o.u:J.y fron 
nadc 

it in t~10 ovcainc. If tho f:;.ros nrc/ uni forn irrospoc ti vc of c~i st::.nco, 

u!1ilc tl:.1:Jn:1y help tho c~isb.l1t p:::.ssc:1c:ors, it r2::.y put ':1. very '.:o:.vy 

'!:Jurc.cn o:1 tilG nc:>..ror ones unless tho syston is ho:1.vily su'!:Jsidiscc1. 

·.To o.rc discussing lo. tor tho quos tion of suburbo.n f2r0s o.nc~ to 1-ih-::!. t 

extent and in who.t n::.nncr it is o.pproprio.to tho.t sue~ tr:1vol n::.y 

be subsi~l.isocl. In 4 ny c2sc, ch2rgL1c o. uniforn fo.re ovc'r such n 

long dist::-.ncc o.ppco.rs to us irr::. tiono.l. \Ji t~1 n larco nunbor of 

unoeployod ~mel undorcnplo:';od persons in the nctropoli t:1.n aroo.s, 

uniforn fo.ros uoulcl o.lso loo.c~ to a tonc~cncy to UYL:.lort,'J.ko unnocossCLry 

journeys Hhich :1t tho nono11t, IJith tho lo.:;.~c:;o ovorcroudinc tlnt th.:; 

systEms h~vc to cope ui th, cannot bo cncour1.god. do do not tl:orcforo 

think it proper to ouggont uniforn fo.ros on our present suburb::m 

systc::J.S. 

6.87 Tho difficulty th::.t is spoci::1.lly f:J.cod by poorer porso11.s 

coninc; fron lonG'or c.isto.ncos is to.kc:n care of in our context oy 
cho.rging relatively lo1iror fo.ros for loncor dist::mcos for soo.son ticl:ots 

which is tho noru::1.l forn in vlhich tl1.o rogulo.r co:rmutors frou loncor 

cl.ist::.ncos po.y for their journeys. ~To .:tro recor.monding tho co11tinuJ. tioa 
• :{' ~'Y" U. ~ t<.,.,., ~ bu ,_:] 1 

of thJ.S. systorx._ .:tnd 1iJC thiril: tho.t this is n. nuch better WJ.Y of c1e:tling 

with tho n~ttcr in our context. 

Freight ~to Equaliso.tjon? 

6.88 Rcgo.rding goods, tl1.o syston of freiGht oquJ.liso.:tion n± lcnst 

for certJ.in b::tsic coo.:::.1ocli tics ho.s boon sonctiTIEHf o.dvoco.. ted. Sonc 

Sto. tc Govcrnnonts suggest - Uost Bcng::Ll forcibly plco..dod tl"lis "l'ri th 

us - thnt such n syston should bo o..ppliod in tho c~so of ro.w n~te

ri~ls uhich o.ro only nvo.ilo.blo in cort~in po..rts of tho country. 'l'l1.cir 

no.in point however 1~s th:::tt n syston of frci~ht cqu::tlisation nlrc~dy 

prcvo.ils in the country tod:::ty for cort:J.in coLr.lOL~i tics suc~1 o.s steel, 

conant o.nd fertilizers, while it docs not prov:lil in respect of 

others such o.s cotton or oil seeds. Their plo::L re::.lly IDS th:::t 

either thoro should be no froicht oqu::'..lis:::ttion, or tho.t it should 

provo.il rog:.trding nll inport::.nt r::.u 1..1::1. tori:cls. 
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6.89 As tlw lh tionnl Trnnsport Policy Conni ttce has gone 

into this question thoroughly by having it exnnined through a 

Study Group, it is not necessary for us to go into its 

* details. lie agree with tho conclusion of the Conni ttee that 

there is no case for freight rate e~ualisntion which in the 

long run oerely distorts econooics of location and lends to 

n wrong pattern of developoent. Uo should also oophasize 

that the R::dhmys do ~ follow n policy of freight equali-

sn tion. Such froi ght equalisation ns exists at present is 

being pursued by certain sectoral r.Iinistries of the Govern

Dent of India. It is not ld thin our Terns of Reforpnce to 

oxaninc whether this is proper. T;le however agree that freight 

equalisation is not n suitable policy for a transport orga

nisation like tho Railways to adopt in.norr1nl circuostnnces 

nnd we onke no such recormendation. 

Tapering or Not? 

6.90 One point that is s~oetiocs onde is thnt the tapering 

of rates with distance is sooewhat akin to freight equalisa

tion and thnt such a systeo handicaps industries located 

ncar sources of rmT DD.torials by tn.king away the locational 

advan~ago enjoyed by then. As against this, other interests 

contond that it is necessary in tho interest of an integrated ... 
nn.tionnl econooy'thnt freight rat~s should not be pitched so 

high for loncer distances that regions located away froo 

principal sources of raw oaterials or narkets are peron

nently handicapped. ~lliile freight equalisation nay not be 

appropriate, it is suggested, the tapering should be such as 

would significantly reduce tho handicap of loncrer distance 

goods noveoen t. 

6.91 In this respect, our vielJ' is thnt a transport orga-

nisation such as the Raihrays should in this ontter be 

largely guided by cost considerations. It should ensure 

that it chareea freight rates which as far as possible 

cover tho costs of transporting connoditics over 

different distances. Hi th tho distinction which we have 

already explained between teroinnl charges and linchnul 

* cf. "Given the effect on real transport costs this policy 
ioposes, it appears to us that there is n case for phasing out 
existing freight equalisation scheDGS.", (Report of the Nntionnl 
Transport Policy Coooittoo,L1980, para 5.3.3) /op.cit., 
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ch.:ngos, if tho torc.in:-tl chr.1.rcos .[lre sop.::trc. tely collected, the lancer 

dist::~1co novor_:ont uill cert:rinly obt.::tin so~.1o nc!.vc.nt::!.cc, tho cost duo 

to ternin.::l cho..rGCS cl_eclinLlg ui th di st:.nco. Tho cost d:J.t-~ .J.v.:.il.:.blo 

to us su~gosts th:-tt nvor.J.cc ho.ulngo costs nlso doclino :rith distance*. 

~ic nrc therefore recon:.,ending- c. systen of t:1.porin::; ui th clisto.nc'"" vlhich 

tJ.lcos cocniznnco of the avor.J.go cost curve doclinL1c \lith dist.:::.nco. Tho 

only othc..r f-:'..ctor uhich uo keep in viou is tho ~bti JlDl Tr.::tnsport 

Policy Co:-J2ittoo's rocon;_:ol1dation that, in tho n:J.tion;.l interest, tho 

intero.od.J.l split nnonc different no2ns of tr.::1.::.1sport should be such 

th::::.t tr.::msport for nodiun :::md long distetncos should be by r:1.il uhilo 

thnt for shorter dist~t;.1cos (except for bulk corll_lO:~i tics) shoulc~_ be 

by roo.d. Uo nro therefore doliberntoly suc.c;osting r.::ttos Hhich tnpcr 

nora slow·ly thnn tho costs for shorter eli st:.nces uhilc they tnpor 

.Doro sho.rply nt nodiuw .::tncl espocidly for lonGer distances. At tho 

s:tno tine, uo nro nnkinc sure tllC"!.t, ovun -:'..t tho lancer dist~ncos, t:1o 

t.:tporod rn to is not o;.1o Hhich docs not cover .::t t lo.::ts t tho c~iroc t 

cost of h.::tulngo. 

6.92 Uo nlso n.::tko .::t distinction betuoon different counoch tics 

nccordinc to ulnt tho comwcli ty c~m bonr by uay of freight incidence 

2. t longer Q.is tancos. Thor'o .::tro cormodi tics 1fhose 10i1gor cl_i st.2nco 

uovoz.1ont co..nnot be .::tvoL1oc1_ i21 c ort.::tin contexts. Thus, thouc~1 .21 tcrn2-

tivo sources of energy such .:J.s hyc~ro-oloctrici ty, potroloun-b::.sod pouor 

.2nd a tonic pouor nrc b~:ling .::t ttonptod to bo developed in nroas loc2.tod. 

f.:J.r cnmy fron tho nain sources of coal in tho country, such dovolop

nont is bound to tnko tine O..nd, in tho uonn,hilc, coal h2.s to be 

tr.::tnsportod to those 2.roo.s if their industri os .::tnc~ other ooonoc.ic 

'lctivitios nrc to be sust.:J.inocl. Siuil.J.rly .J.a industry like ccnent , 
or fertilizers c::m:1ot 2-h·r:-::.ys be ocononic'J.lly loc.J.tocl in o.ll J?'lrts 

of the country whilo tlwse proc:ucts need to be used pr.::tctic:tlly 

ovcryilhero for ocononic dovolopnont ::1.nd functioaing. \!hile tl:_c 

green revolution is :J.ttenptdd to be broucht .::tbout i::1 :J. suit2.blG 

n::mnor in o.ll regions, .:J.t l3.J.st for soncfciuo to co::w, sono p2rts of 

the country vrill continuo to run~in tho gro.n:J.rics for othors, and 

foodgr.::tins idll have to be tr2..~1sportod frau these p::trts to oth:;r 

_________ ,,._,. ___ -----------·---~-------- -----·-w-----·--·-·-- -- -·--* At le::tst in respect of coods tr2ffic 
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distnnt ::md dofici t p.J.rts of the country. If such loncor 

distance uovow.onts h:tv~ to boar a. frci cht charGe 1lhich is very 

hich, tho cconouic dovoloF~ont a.s well as the wolfa.ro of tho 

people in those regions will be a.dversoly a.ffoctod. . n1o 

ndvo..nta.c;o of ha.ving a. connon w.nrkct for such a. lnrgo lnnd na.ss 

as is provided by tho Union of India. will to thnt extent be 

reduced. llo therefore thin..l<: it a.ppropriato that in such conno

ditios tho freight cha.rgos should be such thnt, 1ihilo they 

cover tho cl.iroct costs of hnulinc those couuodi ties, they need' 

not contribute tou:irds the surplus to be oa.rncd by tho Ibil1mys 

equally .J.t nll dista.ncos. · Sou0 discrininntion in favour of 

longer dis tnncos in such con~.1odi tics nny not be ina.pproprin to. 

This cnn be na.do up by chnrc,...J.ng nora on conuodi tics 1'1"hich 

either do not h::1.vc to novo over such longer dista.ncos, or which 

ca.n bo::tr such incidence because of their conp::trativoly high 

v::~.luo. This is broadly tllG ·policy which uo racouncnd ::tnd hnvo 

nttonpted to follow in our p~oposnls. 

6.93 It is sonatinas suc;gestod thnt, in order to assist 

"' tho ntt:1.~~ont of corta.in econonic objectives such ns export 

dcvolopuont, special concessions in ta.riff rntcs on exported 

connoc'li tics nay be crnntcd. This point is specially nnde by 
~~ . 

producers Hhoso locations lie at clista.ncos fnr away fron 

exporting points such as nnjor ports. · They point out that 

they h:wo to suffer a speci::tl. hnndi~np. ns conpnred to pro

ducers in locations nt or nc::trer to tho exporting points. 

In tho Indian context, it is enphnsised thnt, bec::tuse of tha 

freight ra.to ::ts well ns other policies pursued under British 

Rule, ocononic nnd ospccio..lly industrial dcvolopnent hns bee~ 
.. I 

concontra.ted around the unjor ports of Boubny, Cnlcuttn and 

I-bdr:J.s. The nntiOj_lC.l policy no1·r is to reduce suc:h. concen-

trn tions c.nd develop industry in up-country loon tions. It 

is str6ssod thnt such developnent is hnndic:1pped as, to the 

extent th1.t ::tn export rnrket is inportc.i'lt for such industries, 

the coo.pctitive position of up-country producers is adversely 

affected by heavy froicht chnrges. In viou of the historic-'ll 
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iubG.lG.nco tln t is eristinc in tho country, :me~ to further tho no. tionG.l 

:policy of b.~1.l~.ncod inc~ustri::tl devolop::Jcmt, ~ro .o.c;ro3 th:J.t sono Sl1C:Ci:J.l 

consi~orG.tio~ co.n bo sho1m to up-country producers, loco.tod G.lmy fron 

tho :'orts, s~ as to iuprovo their COi.'"!poti tivo position in export 

r:.K1.rkots. The n::t tter is referred to further uhon uo den.l ~?i th frci zht 

6.94 Prior to tho pG.rtition of tho country in 1947, ·the rnil 

tr:::nsport roquirommts of tho E.'J.s tor;.1. rq;ion uero served by the Bo;.1.[;':'.l

Assn;J IlG.ilu.1.y, .::.nd :C.:1.st Bongo.l Raih;~y. The Bc..st-~Iost lines of those 

rG.ilu:Lys served. tho needs of tho present North-J::jnst Il.O[:,'ion conprisL1.e 

tho StG.tos of Assnn, Tripur1., :i:.Iogh.'ll:::ty.::i, lhcalo.nd G.nd rlcmipur. 

6.95 Uith tho p2rtition of tho country :::'..nd the coninz into being 

of· :C.J.st Pu.kisto.a, o.ccess to this region by r.1.ihr.:>.y vr.:ts cut off nnd 

ovornit;ht the o.ctuG.l C:.ist2:.:1cos incro.o.soc_ co;,1sic~ornbly. Tho .i\.ssJ.n 

Rnil link connecting Co.lcutte1. ui th Gc..u:1.'J.ti u1.s co:1structecl on .J. top 

priority b.'J.sis, setting up n North South r.:::'..il linJ.: -::'.lone; tl1o Uostorn 

borders of the 0rst1J·rhilo East Pnkistn.n. This line joined the Ec..st 

~Jest lL1o rm1ninc fron !JolT Bongnigo.on, providing n route to tho 

Eastern Stc.tos. 

6.96 Before pnrti tion, it v1.1.s possi blo for "tl''lffic to novo on the 

BG upto various terninii o:1. the uost bnnk of tho Po.d.:on river. Tr.:m

shipnont by ferry uo.s then required. .'lnd r"J.il v12..y tro.ns:;?ort.1. tion vre1.s 

o.c;nin o.vn.il1.blo on tho II.G. fron e1. nunber of points on tho oG.stern 

bm1-l{ of tho river. Insto::1d of trus, tr.:::'..nsporb.tion is nou provided. 

by ':'.. ro.ihmy line runainc; o.lnost o.lonc the periphery of tho Bo.nclc.desh 

border n.nd .:::'..lso involvinG e1. cl-lnnc;o of g~uco :::.t Neu Bont;:l.it;:l.on. 

6. 97 The tr.o.nsport requirc:J.ents of Tripur.:., prior to 11e1.rti tion, 

1.Yoro looked n.fter l,)y tho North-South H.G.lino runnint; along the 

Ee1.stern border of tho Sto.te. Pe1.rtition, however, rosulted in the 

ro.i luo.y line itself boco9in:; tho L1tornQ.tio:1o.l boun.::l.'J.ry for .::1 

coasider.:1.ble disto.nco - the line itself f.J.llinc in tho territory of 

BnnglJ.dosh. For every inport2nt junction on this r:--.ihey line thorv 

is e1. corresponoint; t01m in tho Ste1.tc of 'l'ripurn. uhicJ.1 u.:1s scrvec: 

by th.::1t r:'..iluc.y sto.tion. This linl: uJ.s cut off suclclcnly. 
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6. 98 For .:1 few- yo:'..rs o.ftor ·Independence, this line· vms 

n.v:>.ilo.blo for Tripuro.; but for v.:J.rious rc.:1sons it vl:ls not consi

dered possible or oven dosir.J.'ulo to· COl'l.ti1i.uo tho usc. of the 

r:1.ihmy lir1c lyinG in a foroicn co~ntry. In :iny case, tho .. 
st:1.tut~ry r~quirononts of custo1:1s chocks.and passports etc. 

nnd l.ts vcrific:i tion a. t tho intcrn1.tional checkpost \tould have 

resulted in co1~sido~·~blo incro.J.so in tho tine required for 
' 

noveocat botw·cen .:my given p~ints. Sinilnr problens hn.ve been 

faced by other States in tho Region since 1947 o..s a resul.t of 

P.'lrti tion. 

6. 99 Tho cuttinG off of the direct r:-il linl: .rest~:l ted in 

considerable set bo.ck to tho econony o'f the alroa.dy bdckwa.rd 

states in tho rog.i.on. For cxn!J.ple; r.:l.il transpo:rt is available 

. by a long and circui taus route upto Dharnanagar, providinG a 

12 kilooetres line· in tho St.:J. ~o of .Tripur.:J.. Beyond Dhnrna.n.:J.gnr, 

all traffic - both goods and passengers - hns to nove bi road~ 
Tho problon is further aegravn.tcd by the lack of adoquo.to rand 

. . 
f.:lcili tics ii1. the area. The urgent roquiroocnt of. transport, 

hm·rcver, rosul ted in sp<?cding up tho progrc-.nuc of rona. constru

ction espocinlly since 1962, under tho Border Roads Orga.nisntion. 

But oven this ro.:1d construction is not quito ;'ldequ-1.te to look 

after tho needs of tho Sto..tcs. Tr.:msportation .on these roni:ls 
~y . 

is further h.:lnporcdLvarious spcci.il difficul tics such as la.ck 

of strong bridges, or tendency touards land-slides. Hilly 

terrain of the area oakes rand construction and na.intena.nco 

difficult. ~1ero nre a. large nunbor of strcans and rivers 

which· cut off portions of tho rw.j or highvmys during the rainy 

season, rosul ting in virtual isolation of large· portic;ms of tho 

nrc a. 

6.100 Lctck of adequ:'.to transport facil:i.. ties hcts proved to be 

n nnj or handic"..p in tho proc;ress of tho region. The si tua..:tion 

is further conplic1.tod by tho f~ct tho..t uost of the Sto.tes in 

tho North-Ectstcrn rogioii' nrc net inporters of even basic· 

requircncnts like food, building oaterinls ctnd fuel. i'i'i th 

n long rnilwa.y lend nncl uncorto..in road conditions during the 

oonsoons, civil supplies bccono ~ najo~ pre-occupation of the 
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St.-:Lto !~cl.r.:inistr:ttions •• \s c.. consequence, dcvclopTlontC'..l :tctivitioo 

suffer. L::~.c:: of proper trc..nsport f.:tcili tics .:J.rc t:1orofora bl.::.Dod 

u.s n. n:tjor h.-:LnJ.ic.:.p responsible for the conp::.r:ttivo b::\.Clniardnoss of 

these rec;ions. 

6.1 01 Tho Stntcs' n .. d::linistr:ttions :11-v·e rc:pr;_.sentocl th":t the lone 

lc2ds rcsul t in .-:1 conpC'..r.-:1 ti vcly hi ch price for all n:t tcrinls 

rene hint; then, ~~ s.2l t, food, co nl, coucnt and. other r.-:1vr na tc

rinls. Boc::mso of tho hich cost of r:tu n,:tteri.-:Lls, 'it is c~ifficul t 

to sot up :-my industry in tho .:trc.-:1 'l.i.1C~ conpoto off(Dctivoly ui th 

ot:1--:r rcg'i ons. In .::.C',di tio:1, tho 'J.Cricul hlr:J.l/horticul tur.-:1i paten-. 

tin.l of tho rot;'io:1 .1.lso c:1nnot be exploi tecl, sL1co tho D:J.rkets .-:1rc. 

fctr mmy ::me~ th-:; c onp::~.r:1 ti vely high incicle:ace of frei ;;ht rcsul ts in 

non-conpctitivc prices. Thus, c;rmrth of forest inscd industries h:ts 

::~.lso not proirossod ~doquately. 

6.102 Tho natur2l nnrkots for the produce of these States arc 

n.:tinly' the business <1.rca in C.:tlcuttcl a:1d .:trouncl. Thus, tea :J.nd jute 

h:~.ve to fin·:~ their ua.y to these n:J.rkets. Since froight co~1sti tutes 

an inportant constituent of the price of jute produced in 'l'ripura, 

the procluc'ers cot a lJ.UCh lotrcr price them tho producers in Bengal, 

Hho h.:tvo ctn easy .-:1cccss to the jute f.2ctorios in C::tlcutta. Si;:1ilc..rly 

tee.., uhic~l is norn.:tlly .::mctionocl L-1. C.:tlcutt::-", fetches .:J. lo,vor price 

for tho producers of the Horth-Bc.storn ree;;ion. 

6.103 ':rro:;,Jic.::.l fruits, cspocLolly pino:J.p:plos, .:tro proCl.ucocl. L1 

large qur:.n ti tics in Tripur.:t, CLl1cl there :~.ro propos2.ls to rot up :::. 

nunbor of can:1inc f.:J.ctories. 'l'he price uhich tl1cse products COCIJ.:J.n.cl 

in the nnrkots nt C,::1.lcutt~ o.ro .:tdvcrsoly :J.ffocte:. by tho b.it:)l inci

dence of froic;ht. Sinil:t.r problcus .'J.ro f2.coc.l b~r other products of 

tho nrc~ tiliich have to be narl~ctod in V:lrious parts of tho country. 

L:1r:::;-o qu:::.nti ties of i)CL:J.boo aro [',V.:tilc. blo in .~ru::1:::.chnl Pr2dcsh; c.nd 

they nrc very nuch u::mtoc~ by the IJ.:::tpor incl.ustry in C:1lcutt:::.. But 

tho freight r:::. tes n1.ko their: ;:_).J.rl:otinc c~ifficul t L.1. conpcti tion •·ri tl:. 

no::1.ror sources. Ilnothor product of the ro~-:ion is tinbcr of diffe

rent typos. Ui th so m.lC~1 short::1c;c of tiLl~)cr in t:10 country, thor:) 

is .:t goocl. rnrkct av<l.il:::.blo for it; but the very hic,-i1 freig:1t 

ch.:~.rges h.:~.n'-Uc::1.p tho n:'..:dcotinc; of b.c l'l'Oc~uct. 
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6.104 In vic~" of tl10 peculiar problons faced by ~hose Stc.tos 

as a result of p~rtition, tho Indinn Airlines nrc offering 

concessi ona.l f.:1.ros for flights bobTCon C2.lcuttn and v2.rious 

North-Eastern St.:1.tos. Evon thoug-h those fnres nro concossio

na.l, they nrc obviously beyond tho cnpaci ty of -the na.jori ty 

of tho people, >vho have neccss.:J.rily to t.:1.kc the circuitous rail 

route. In any c:t.sc, g()ods c.:1.nnot novo by .::..ir in any .considera

ble quantities. 'Thus, cormoditics like steel, conl, ceaent, 

foodera.ins, s:t.lt and other such n:t.torinlsr required for speed

inc up of tho dovelopnont of tho region or for cormon consun• 

ption hnvo nccessnrily to be novod by rail. .The price becones 

fairly prohibitive due to tho long lend nnd transhipnent. 

6.105 All these problons h:t.vo cone up duo to tho partition of 

tho country. It is perhaps unfair that the people of this 

reGion should·be na.do to suffer on account of tho increased cost 

of every connodi ty due to a si tu.:1.tion 1'lhich has boon created 

duo to factors over 1'lhich they hnd no. control. Tho. long dis

tances also ndd to a sense of isolntion uhich people. of this 

nrc~ fool. People fron other rc&~ons also do not easily visit 

those a.rons, one ranson nuong nnny others being the cost of 

the journey involved •. 
•.·' 

6.106 Tho Connittco has received representations fron the 

Govornnents of the States in this rc~~on which enphnsise the 

handicaps fron uhich the people of the region suffer due to 

both ina.dequ2cy of the railway facilities ns they exist nnd 

operate, nncl the high costs of transport. The inadequacy of 

trnnsport fncilities and the frequent delays to which goods 

nrc subjoc~ed add to tho difficulties ns well as costs. In 

our discussions with vnrious n.uthori ties in the region, it 

was stressed that serious problens nrc fnccd by people in this 

rc[;ion both becnuso thai r dovolopnont is reb.rded and becq.uso 

oven certain consur1.:1.blc i tons like salt nrc not nlwb.ys avai

lable ndequn.toly .:1.s n rcsul t of transport difficul tics. This 

uniforr1 plan nnde by the officials, politic.:1.l lenders, and 

others in tho reGion h:~.s nade a strong inprossion on us and 
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we urge th3t the Govcrnuent nust give c~rly nttcntion to those unttcrs. 

Tho recent evunts in this nrc~ shouli h~ve nlrondy inlic~tcd the 

urccncy of tho problon. 

6.1 07 Uhilo it is not nocess.:.:.ry .'J. t this st.:.:.c;c for us to co into 

tho question rol~tint; to tho crc~1.tion of bettor r::'dhv-ny fcwili tics 

nncl. their offici ent oporn tion, vro tl:irik it appro pri~ to th::: t the 

question roc;nrclinc; tho tnriff rntcs for transport to this region 

should receive our nttontio11 at this st:tgo of our lrork. In this 

context, it nny be rocalleCl. tlnt tho Froicht Struc turo Enquiry 

Coru.li ttec ( 1955-57) hnd rocort.:.wndccl thnt tho dist'"':.ncos to ::me~ frau 

Asso.n should be trG.:.:. ted c>.s being tho sar::c nou o.s thc~r used to be over 

tho direct an:', short route tho.t e:dstocl before po.rti tion, or sane 

other vc>.rinnt of such nssisto.nce 1vhich vwuld ncot the situ.::. tion .'J.t 

lonst h.:.:.lf1ro.y a:l.y be d.ovi sod. Tho Carmi tteo hc.d sug[;OS ted th.J.t this 

concession could be liei ted to n period ~lurine- 1vhich tho ind.ustrinl 

clcvolop~ent of Ass2.u could be expedited. 

6.108 This recormendntion -..rns not ncceptecl by Governnont nt thnt 

tiuo. Tho decision vJ.J.·s tC..kon uninly 011 tt-ro crouncls. One 1vc.s th.<J.t, ns 

a. result of tho uniforu tnriffs thnt hncl boon il1trocluced tluoughout 

tho Indian Rl.ihrny systeu soon nfter Independence, the fnre o.ncl. 

freight chnrces on tho J.\.ssnu Rnihv-ny hnd been significnntly rodw:::od 

.'ls cor:.rpnrcd to I'Thnt they used to be uhon thnt Rnihny 1vns run ns n 

sepnrnte unit ui th its ovm tnriff structure. The cost of construe-

tion ns 1vell ns opcro.tion in thnt nroo. being hich, in effect tho 

ra.ihvny users elsewhere were nlroo.dy providing- n kind of cross 

subsidy to rnihr.:2y users in thnt roc;ion, it v1ns pointed. out. It 

vrns nlso pointe-d out tho.t, bcenusc sonc of tho zrndicmts on tb.e Asso..r.: 

Rnih,ray wore stoop, novcr:wnt thoro used to bo subject to inflation 

of c~ist'1nces which hnd o.lso boon o.bolishocl.. Tl1is had ::.lsc benofi ted. 

tho novonont to nncl fron th.J.t rcc;ioa. 'rho R:cilvr::cy Ninistry therefore 

nppnrontly fol t thn t any nclcli tion'J.l burdo;.1 by uny of ;. subsidy 1vould 

not be fo.ir to other rniluo.y users. It u2.s also pointoCI. out th::ct tho 

problcn of connoditics ho.vin~ to nov;; ovor lonc:;cr dist-J.nccs ns o. 

result of partition hnd nffcctocl not only tho rocions in tho North 

Enst; siuil.'lr ch-2ncos h'J.d to be fo.cod by 3~st Pu~jo.b when tho 

noo.ror port of K:craclli 1ns not nvnilc.blo ::cnJ the noro ,~ist::.nt 

port of Bonbo.y h-:1.d to bo used. A sinilnr ploc. nndo by tto ~rector 
of Industries, Punjnb, lnd been turned do1n by tlw :li:Ustry of 1\._;il·.":::.ys. 
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6.109 Another inport2-nt considor.:J.tion which npp.:lrontly 

woic;hcd Hi th tho Hini stry of R.:1.ihr:'..ys '\ll.:'.S th.:J. t dev<?lopncnt 

of tho bncl::w.:J.rd nrons n.nd roeions wns nn objective which h.:J.d 

to be looked .::1.t for tho country ~s n \ihole. · If specia.l 

a.ssistn.nce for such dovclopnent uns to be given, it h.:J.d to 

be given ~s ~C~.rt of nn integrated dovclopncnt plan. The 

n.:J.tter u:is therefore refer:rod to tho Pl.:J.nnin(; Conc.ission for 

consic'l.er.:J. tion. It 1·1as pointed out thn t it wc.s not proper 

th.:J.t other rnil1f.:J.Y users should be D.'lcle to bec..r tlie burden 

of developing tho North E.:J.stern region. 

6.110 Vlo have not been .:J.ble to ascertain uha.t ex.:J.ctly tho 

Pla.nning Connission did in this connection.· \'lhat ue find 

hal-rover is that the Ollly freic;ht concession 'tihich is o.v~iinblo 

at the nommt is .:J. subsidy of 50 per cent in ros:r>cct of inputs 

for and outputs of certnin c~tegorics of incl.ustria.l u:ni ts in 

tho region fran Siliguri onwn.~ds. Tlus is obviously quite 

in.:ldequ:'..tc. The re.:J.l problen fncod by the people· in this 

region is thnt, for nost of their requironents of consun.:J.blo 

i tons ·.:J.s. well .:J.s rnu DO:tcri.:~.ls .:-:.nd industri.:J.l products, they· 

have to dopon_d upon distant regi0!1s of tho country; nnd tho 

lone dist.:mces involve a very ho.:J.vy. freicht ohareef· Their 

products have .:J.lso,, .• to be nnrketed in C.:J.lcuttn, Pntnn or beyond. 

Uo nrc convinced thnt both in the interest of n~tionnl intcgrn-

tion and for tho proper dovelopuont .:~.ncl connan wclfnro of.the 

people in this reGion, 'it is necessary thnt they should not 

:h·we to be"J.r tho burclon of high tr:1nsport chnrgos 'tvhich .:~.re 

·essentially the result of the partition of the country. This. 

'tvas n ·national decision for which the people of the region 

should not be nndc to bonr an extra cost. vlo therefore agroQ 

with the vnrious pleas .o.ncle to us thnt sone &top should be 

taken to reduce the honvy trCl.nsport charces thnt novonont 

to nnd fran this rec,".i. on involves. 

6.111 At tho sane tiue, \'TO a.pprocinte the point, to which 

tho Rc..ihrnys a.ttnch considen.ble inport."J.ncc, th.:J.t it is not 

f::lir tha.t rnihny users ir: other pc.rts of the country should 

be DCJ.de to boar the burden of such a. concession. The 
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rosponsi bili ty for holpin:::;- the c;roVIth of b::lCkH'"'.rd rec;ions :-~.nd to 

ensure nc:.tion~l intecr.J.tio~ h:-~.s to bo borne by tho country ~s a whale, 

o.nd not necessarily an~ directly by railwny users throuch a process 

of cross subsidisation. While sono cross subsidis~tion is unavoidable 

inn public utility systcn like -cho R:dlunys, tho very ho,J.vy subsidy 

thn t uoul::l bo involved in tho novo=.cat to ::md frau tho North Eastern 

rot;ion is not one which should in fairness h~vo .to be borne by other 

rcih·rny users. It is proper that tho burden of this should be oorno 

by the Central Exchequer. 

6.112 We therefore rccounoncl that n schooc for n trc:.nsport subsidy 

for all r:1il trcmsport uovcmonts to o.ncl frau tho North Eastern rocion 

should be fornuLJ.tod. The best :md the nost pro.cticnblo basis for 

this >vould be 11hnt w<J.s nlroncl_y rocor:mcncle<l b~r the Froicht Structure 

Enquiry Conni ttoo in 1957. At lonst to bo~;in Hi th, tho disto.ncos 

should be dofln ted to 'lvhn t they vrould hnvo boon if tho po.rti tio::1 of 

tho country had not to.kon place or novo:~::e:1ts on tho ri:tiluc.y lines in 

Bnnglnciosh wore possible. Tuo stn tencnts ( Sta toucnts 6. 8 o.r~d 6. 9) 

inJ.icnting distances bchreon certain st.J.tions by the norno.l rnil route, 

ns o.lso via B:1ngla.desh 1 nre Gi von. These 1wulcl shoH th.:'. t tho incrcc:.so 

in clistnncos ns o. result of pnrti tion vo.rios fron :o.s li ttlo :cs 47 ~:ilo-
n::; 

notrcs to ns nucl{ over a thous:-tncl kilonotros. Distnncos behreo11 c:. fmr 

points have nnrcinally declinocl. Tho proper approach iwuld be to 

calculate chnrgonblo distnncos on tho bnsis of such notion::1.l direct . -

routes n:1CI_ tho users - po.ssenGors and gooCI_s - chnrcod on th~t bc:.sis. 

full bonefi t of the roducocl cl1~rcoable dis tnnco shoulcl be V. von to tho 

users. Tho losses which the Rnilw:o.ys would sust~in ~s ~ result of tlns 

concession sho~ld be borne by the Central Exchequer. il schene c2n 

be uorked out ·by the ITinistry of Ro.ilu.:-~.ys once tho dccisiOl1 in 

principle is taken*. 

* Tho lJn ti-;n-;_l-Tr:J.nS""p-ort -P-o-licy Corrui ttoc in its Report [1 980) ho.s 
pointed out: "Tho loca.tion of tho Iiorth-Cbstorn rcc;io:1, now 
linlwd ui th tho rest of the country _throuch n lancer r:.'.il route, 
should not put people in thnt area to a disnclv.J.nt::.c;o on account 
of novinc ossonti.'1.l coill.JoC'i tics o.. t •hi c;h cost to it 2.jJd, thoro
foro, n sui t::tble froicht policy l1eocls to be doviso'l for this 
reGion". (Pnrn 4.2.6). 
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6.113 It should be cle~rly understood that the reconoendn-
... 

tion which 'tiC hnVJ n.:1do nbovo, is not intGnded ns 6. substitute 

to tho present systen of rr~nnting freight subsidy to the extent 

of. 50% in respect of tr.:1ffic !:lOving east of New Jnlpniguri or 

Siliguri. The rnil-usors as ~ell as govcrnn.entnl author~ ties 

in the North Ensterri Region have po:i,nted out how inportnnt i·'V 

i~ thnt, not 0::1ly the present freight subsidy sl~ould continuo 

but that, in vieu of the,oain narkets for thcir.products and 

nlso the points of origin of sorie of the coonodities essen

tin.lly reQuired in. thnt_ region, the freieht subsidy should be 

applicable nlso fron Pn tn:1. in the l/est c.nd Howrah in the. South~ 

Ue reconnond that this should be done. It should of·course be 

understood tl-iat "\!he finnncietl burden due to the. subsidy is ncit 

to be borne by the Rnihmys just ns it is ·:not borne at present 
the · 

forLsubsidy which is given on the distances upto nnd fran 

New JalpaiG~ri or Siliguri. 
. .. 

6.114 Apart .fran the long r:J.ilvT.'J.Y le:J.d involved, these 

States h~ve also to nove trnffic fron the rnilhond.for 

considerable dis tnnces. to the interior arons. These interior 

~rens could be served by out-ngencics 1ihich cnn give faci

lities· sinilnr to those obtaining nt rail1·m.y stations. There ... 
nrc rn; present n 'few out-agencies n. t places like Kohina nnd 

Inphnl. There is scop.e for c.stnblishing out-agencies nt 

.vo.rious other interior points. At present, even if there 

is nn out-agency, the charges for .the carriage over the 

rend portion fran the railhead have t'o be paid by the public 

n t the rend r:J. to s, ~:n,d raihmy rn tes nrc reckoned only to and 

fron tho r.:1ilhend. Nornnlly, the rond rntes nre nuch higher 

than the rc..ihrny r:J. tes; :J.nd this, conbined with lone distnrice:: 

fron the railhead, results in high trnnsport charges and 

therefore high prices in sonc of these arens even for essen~ 

tinJ_ cor:u:.10di ties or developnentnl nnterinls brought in froo 

outside. Tho novencnt of thair produce to other nrons . . 

sinila.rly gets hc.ndicnp:pod. This is one reason \'Thy persis

tent donnnds nrise for the devolopnent of ra.ilw:J.y lines in 

such nrens even if tho cost of c0~struction is likely ~o b~ 

very high and the tr:1.ffic not ,ndequ:J.te to justify such 
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construction. This question needs to be lookccl into r.wrc thorouchly 

.2nd sane steps clcvisec~ uhich uould t.:1lw c::1.rc of the trJ.nsport problem 

of these :J.ro.:ts with proper coorclin~tion bchr0cn tho tuo couploncnt~ry 

nodes of tr~l.nsport, r:1.il ::md roetcl. \To sh.:-'.11 c~c:ll ui th this :;~ro '..:lloil 

further in our Fin~l Report. 

6.115 \fuile the t;ener'll principles etbout t2.riff policy uhich uc h~vo 

suggested eetilicr co..n apply to various stre~us of p:1ssoncor trnffic, 

using different gnuees :md different s2ctions ui th v.:lrying costs LJ.nc.~ 

services, ono speci.:1.l .question tho..t ncec!_s to be troo.ted soiloTrrh~t 

differently is th.:i t of the suburbo.."1 sections. At present, suburb:::l1 

sections Ni th speci:J.l electric nul tiple unit tr:1in f~cili tics J.ro 

confined to the three netropolit~n J.roG.s of Bonbny, Cnlcuttn and 

N::tdr::ts. But the donancl for roGulo..r coDnutcr tre .. ins is incrcJ.sL1c;l~l 

coning up in other nrens as now nctropolises arc canine up, o..ncl 

cor:LJuters find thJ.t the existins trtin and bus services :J.re in:;.C.equ:'.tc; 

to cope with their rapidly incre:J.sing nunber. 

6.116 As explained earlier, the usc of sco..son tickets for the coc~ut-

inG' public h:J.s been ::1 feature of the notropolitnn suburbnn sections 

for :J. long tine. As suburbnn-like situations develop in other ::1-ro:;,.s, 

the c1enancl fa:.: such so:1son tickets L1 these nroJ.s ha.s nlso incre:J.sec ... 

The nost r'lpicl grouth of traffic lns been experienced i:1 rcccnt yeJ.rs 

through the grouth of such non-suburba.n sc::J.son t ickot usinG p'::'..ssen

[SGrs. Tho don::md for tlw construction of spocio.l nctropoli t:::m 

tr.2nsport f~cilities has been in existence for quit~ so~e tine 

but, except for no.king sonc boginninc; for tho construction of ·='-::1. 

underground system in C:.-!.lcutt:J., tho R'::'..iluays h::1.ve bc:e;n unable to 

satisfy such dennncls uptill nou. Tho nost inport~nt constrnint in 

this is the l'::'..ck of finu.ncial rosourcc3 for t'lkinc; up such projects. 

iJo h:::.vc extensively exc.uincd this question L1 our Intoriu Report 

(Chapter VI)~ It is not therefore necess::'..ry for us to clc:'.l in clot:::il 

with this problon. All thnt is cssontinl for the proso~t purpose 

is to inclicato the principles o:1 tvhich the t::crif:I propos.:.ls L:r tl1:::: 

future should be b:1sod c.nc_ the c;cncr.:ll r:nnnor in uhich tho pro'Jlo::1 

should bo tu.ckled. 
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6.117 As we hnve indicnted in our annlysis of the problem 

in the Interim Report, the ~osts of providing additional 

services in the existing metropolitan rnilway sections or 

construction of now fncili tics clsevThcre would be .very largo. 

The mnrginal cost of providing facilities are bound to be very 

high as construction costs as well as tho costs for acquiring 

new assets such us rolling stock are very much higher at 

present prices as compared to.the time when such facilities 

wore cri gin.ally created. . Therefore, unless the returns from 

these investments are likely to be adequately high, they are 

unlil:ely to be considered ns economically justified~ This 

is bound to ooaD,, as experienced in the past, very slow 

progress, if any, of such schemes. 

6.118 One method of earning larger revenues from the 

existing suburban sections or from newly constructed or. 

expanded facilities would be to have a separate and higher 

fare structure for then. In the case of existing suburban 

sections, this may be difficult as the suburban lines and 

the non-s~urban lines have a large number of joint costs 

and joint facilities. It would therefore be'unrealistic to 

expect that they can be treated on nn entirely different 

footing. Even ::ru.~}.lre expansions, unless they take the ·form 

of entirely now types of construction such as the Calcutta 

underground system, nay be very similar to the other parts 

of the Railways. It may then be difficult to justify an 

essentially different fare structure for them. The 

difference botw·ecn them and other railway services may be no 

lal'gor· tha~ that between the services on different gauges 

or on different routes. For this reason, toTO have to accept 

that tho basic faro structure on tho existing.or the newly 

eoorging suburban or suburban-like services loTould have to be 

the snmo as on othor pnrts o~ the railway system. An 

underground system like the one in Calcuttn mny be an 

exception. 
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6.119 Tho other nothod of incro.::tsing the onr21ings frou tho suburb.::tn 

or suburb.:m-liko sections 1voulo. be to raise tho rates of soaso:1 

tickefs subst .ntio.lly. This could b'~ of consiclorc.blo ·_olp .::ts some 

3/ 4th of tho tr.::tffic on suburbo.n sections is based on tho issue of 

se.::tson tickets. vie ho.vo dealt uith the history of the senson 

tickets and also the nature of tho sonson ticket holders extensively 

in tho Interim Report (Cho.ptors V nnd VII). As a result of our tento.

tive cxamino.tion of the problori, we hnd concluded thnt tho se.::tson ticket 

fnros 1vere too lovT r:~nd should be rnisecl. Tho Govornmeut po.rtinlly 

inplononted our in torir.1 propos.J.l o. t tho tine of tho Ro.ihray Budget 

in 1979. Though, as a.· result of this nction of the Govermc.ent, 

the finnncial situation on tho sriburbnn sections hns inproved, tho 

present season ticket f:-tre structure is still .such that the earni-ngs 

from such services do not even meet their costs*, loavo along mo.king 

the projects for further oxpo.nsion o.nd ne-vr creo. tion of such services 

an ccononically viable proposition. He need therefore to give a 

further look to this problem of season tickets. 

6.120 A basic question that ma.y be raised is: .::ts a season ticket 

holder is normally expected to perform 50 sinile journeys in a nonth, 

1vhy should he not po.y a. charge for tho soo.son ticket on the basis of 

an equal number of single journeys, or perhaps o. fevr journeys loss, 

taking into account tho fact th.::tt thoro is soue savi~-~ to tho ro..ihn.y 

in respect of ticket issue, resulting fron having to issue only o. 

single ticket once a nonth or once a. quarter instend of fifty single 

journey tickets. It needs to be enpha.sised that the cost to the 

Rnihmys of issuing a. ticket is not .::ts large as many people i:oo.gino, 

and the saving through tho issue of a season tic~cet is sn.::tll. ·x--;;-

It is ho-v1ever very convenient to the p.::tssonc;er a.s w-ell .::ts to tho 

R.::tilways that such a large nunber of po.ssongcrs tr.::tvel on se:1son 

tickets. In f.::tct it would be iDpossi ble for tho Ro.ihmys to na.ke 

.::trrangenents for tho issue of single journey tickets if thoro Hero 
_,.... ------- ... ··~· --------···---- ----· ----

*The NTPC cormonts rn this:"This (revision of fnros) -vlill still loo.vo 
tho Ra.ihmy -vri th losses of !'s.1 0 croros a. yeo.r on t rnffic level of 
1976-77. A good cn.sc, therefore, exists for :1 further upH::trd 
revision of suburban so.::tson tickot.fnros. Tho proposed upwo.rd rovi
siOl1 of fo.rcs would help r.::tillr1.ys enter to incrc~sing don~nd for 
trq.ffic in notropolit.::tn citios"(p~r.::t "~.2.3). 

** Accordir:G' to ~ study I:12.0.e by RITES ,,t }Iour::.~..,_ st'":'..tion, t:1c cost 
of issuing o. C.::trd Ticket u~s 6.79 p2.iso. Tho issue of ::-. Season 
Ticket -vrould thus no::tn a s.~wing of ~"· 3. 05 (::tssuninc ~voio.::t:1cc of 
issuing 50 single journey tic~~ots) or ~s.1.3G (nssu:lL1g .:cv.::>id._E:::o 
of issuing 25 return journey tickets). 



no so~son tickets; tho nuobors would be too largo and tho 

nrr~n~c~onts required toe v6st to. be pr~ctic~l. The length 

of t~10 quoucs·::..nd thodeJ.nyswould n.:J.ke the lifo ofthc 

pnsson{;er nisor.:-..blo. On those crounds, and also on tho 

cround th~t cosnuter journeys, espe~i~lly in pe~ hours, 

nrc perfornorl in con.:!i tions uhich nrc far fron confort~blo _ 

nn~ this is so prnctic~lly in any part of the world in the 

cnso of co::~uter travel - ::l· cort.':'.in concession in the issue 

of season tickets is cert~inly justified. The question 

houover is hmv ouch the concession should be. 

6.121 As pointed out in our Intorin Report, the. degree 

of concession in the p~st has boon very high. Even now,· 

nftGr the in<;:ro::tso in tl1c season ticket fo..ros with effect 

fron April 1979, the se~so~ tickets nrc still issued on a 

bo..sis which provides very ·~ubstnntinl concessions. Fron-

vTh:::. tover DCl. terinl we ho.ve been able to collect, these 

concessions nrc unique, nnd such large concessions nrc given 
~:· .·. 

by no other systcn in the world. A uniforn co~cossion ofi 

·riot nora th:m 5~ is the nn:rioun th.':!.t could be justified 

whntcvcr tho grou...~.:!s offered in support of the concession. 

T].1.is would h:nmvcr inply thnt, for all distnnces,- the 

scnsun ticket l-!...ro should be e-qual to tho fo..ro.'for 24 or 25 

single journeys. 1-nlilc sucl;t a propos.J.l no..y not be inprncti

co..ble for conpnrntiyely·short dist::1.nco connu.~ers.as tho actual 

absolute ruoou...~t of increase nay not be very largo, for 

longer distnnccs the incre.:tso would be so large tlw.t it 

v10ulJ be difficultto get it nccepted. It is possible that 

n -standi and persistent policy of increasing senson ticket 
• fates to bring then to this level could be pursued in· such 

a n::..nncr th::tt,in tho course of five or ten yenrs, tho scnson 

tickot.fnrcs could be brouGht to this level~ Sonc authorities 

advocate such a courso of action. ~ie suggest that the 

Govcrnnont nny consicer if this c~n be -2chiovod in the 

course of a. c~ocnd.c or so. It i'roulcl. be hichly desirable 
:the · 

~s it -vrouLl n::l.kc the fin:1.ncio.l position ofLR.':'.ihr::tys in the 

runninG of sucl1 sorvic:.s -r:-..;;n;l:y better n~~c. the invostnonts 
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vrhich c.ro so csscnti.1.l to inprovc cxicti:1c; services, cxp::.nC. thc:J. 

::.n~ sot up new services coulC. be un~ort~kcn conp~rntively c.1.rly. 

This \rill ..-..l::,o be in kccpinc 1vi th tile lon3 tern policy of c o:1 trol

ling tho crowth of nctropoli t::.n cmc~ L:.rccr ci tics ::.n~1. if possi blc; 

even to dc;-conccst then. 

6.122 · Uo 2.rc not sure, however, th.1.t 'tho Govcrm1c:1t uoulc~ fi::J.c~ it 

pr::.cticc.blc to ~dop~ such n policy nt lo::.st iouoC.intcly. 

nlso souo cround for scopticisn whether, oven if such :::. policy is 

adopted ::. t n pnrticulo..r point of tine, it >Dulc~ be :porsis~ontly ::.:1C. 

stcncl.ily ::.c~hcrccl to. If this ::1iscivin3 of ours is ro.:J.listic, ::1.:1 

nl torn::t ti vo solution to tho pro bleD ht1.s to be thought of. 1n1ilo 

sonc incro.1.so in tho cxis tine; fnro s true ture n::ty bc; ncloptoc~ - ::.nd 

\'lG ::.ro ma.kinc our c~ot::.ilcc.l propos::-.1 in this respect l::.tor in this 

Report _it Will not be possible in this nltcrn::>..tivo strictly to 

lini t tho concession to 5W~ ::.s suc;gestoc~ c-:-.rliur. The; ncu projects 

for expansion, inprovcnont or C.ovolopnont \dll therefore ro~::.in 

difficult to t::.kc; up .1.ncl inploc.o::.!t. 

6.123 Tnking into c.ccount tho f:;.ct thn t tho cor.mutors t•.rc finc~ing 

tho services on tho ey..istinc suburb::ti1 soctio.ns incro.csingly unsatis

fo..ctory, \•To thin.l>:: it nocoss.::.ry th2 t o::.rly steps should be t.1.l:on b 

inprovo nncl. oxp..-..ml thoqo services. If tho grouth of new inC.ustri:::l 

nnd urban centres is to be oncour::.ccc~, ::.n:l c.. proper infr-::.struc turo 

of tr-..nsport ficili tics is to be cre::t ted oo..rly - o.s seems to be the 

.:1ppronch ncc:optocl by tho Pl::mninc Counission - n::tj or invostl2onts for 

this purpose Hill h::tvo to be nncle. As the se::tson t ickot fc.ros ~rill 

be n t r.::. tos w:hich \·Till not yield larce: 011ough revenues to ;:nke thos::; 

invost:wnts fully ocononic'll 1 vro rocormcnc~ th2.t the Govornncnt should 

consider tho proposal th::. t tho c ::.pi t2.l invcstnonts in nc~I or :J.d.c~i

tional trnnsport fncilitios on tho suburb~n or suburb::tn-liko aoctions 

of Rnil>v::tys shoulcl bu ox0nptod fron the pc.y..Jont of diviclcac1
.• As 

explained in Chapter II ::tbovc~ such an ::tppro::.ch is alro-:-.dy nccoptcl 

roc::.rdinc; r.!.ihr2.y dovclop~:..:mts unc~ort:::.ken for spociJ.l rco.sons. Tho 

crontion c.n.:l. n.::.intoncnco o~ notropoli t''..:1 r"..ihr::.y services suroly 

fnlls in a siuil::.r c::ttocory. Such :::.n :l.)~ro:::.c~ is spoci!.lly 
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ioporto.nt .ns tho c.1.pi tc..l costs for nodernisntion nncl now 

construction of suburbo.n'serviccs nrc bound to be very hcJ.vy. 

Tho econonics of runnint; su~ scrvi?cs uoulct be very ouch 

ens eel if no di viclcnd on the cnpi tn.l has to be pnicl.· 

6~124 It is wcllAknownthnt the growth of octropolitnn arcus 

lends to bcncfi ts the cconooic ndvnntngc of which lnrgoly 

goes to lnnd o1mcrs in that area· ns iWll .1.s to trade, industry, 

cnploycrs o.nd · the ci tizcns of that nrcn. This is the 

reason 1rhy in onny pnrts of the world notropoli ton transport 

·services a.rc subsidise-d by locc..l r..uthori ties - ounicipnl or. 

rcgion.nl. One difficulty iri.' the way of directly a.ttcnpting 

such nn o.pproa.ch in.Ind~<'-.~~ .that tho Rnillra.ys under our· 

Consti tu.ti.on fnll. in the Union List while. tnxa.tion.·of ia.ncl 

as vrc 11 a.s of. eo.p~uym~mt _n.1~cl. profcssi ons f:1lls: in tho. Stn to 
. '. 

List. In our Intorin Report we ~d suggested tha.t tho Govern-· 

oent niGht cxc..oino tho possibility of nc..king the eoployor~ 

pay for the com.mting fa.rcs of their cc.pl~..:y'o~s ·.in ·tho c.1.sc of 

ootropoli t:m nrca.s when the coployoc hns to bc'c.r ·a cormuting 

ch:1rgc exceeding n cor~nin no.ount by public transport. lie 

h:1vc been inforncd th2..t tho Govornocnt docs not think it 

pra.ctic.1.blc. to accept this proposnl. The only prncticnblo ... 
nltcrr.:.J.tivc is that the capitol invcstncmt :iri such lines 

. . 
ehould be oxcnptcd fron dividend pnyncnts so that tho burden 

on the Rnilwnys froo tho construction, nnintenn.nco nna opcrn tion 

of such lines acts lightened. This is inportnnt becnusc we 

soc no ccononic or social justific<l.tion why tho other :users 

of Rnihm.y services should be onclc to bcnr ·the burden of . 
providinc such coonutcr services in the nctropoli tan nroc:s, 

which is whnt in effect would continue to hnppcn if the present 
' I ' ' 

position, even lJ' i th the incrcnscs in sons on ticket fnros 

which we succcst, is allowed to continuo. This would be so 

even with tli'e incrcc..scs in sc2..son ticket fnros which we. nrc 

propo;;ing, bccc.usc the ndJition'l.l cnpitnl costs of ioprovod 

nnd new services nrc very high. 
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6.125 If considered appropri~to, the loss which the Contr~l 

Exchequer n.::.y h~vo to sust2..in ~s ~ result of this exenption a:.y be 

t:.ken into account by tho Fin;.ncc Co:-ll:'.issir;n ~rllcn tho question of 

Con tre-St~ to fi n::.nci.:-.1 rcl'l ti o~1s is peri oc1.ic :.lly cxetr.1inocl. If the 

Fin.:-.ncc Coi.LJ.ission consL~ers it c..pproprinte, .it u::.y indirectly n::ckc 

tho concerned St2.tos bc:::tr ~, p:~.rt of tho burc~cn vlhich is ini tic:.lly 

borne by tho Centrnl Exchequer. This "lvill b:Jth provic~c sonc relief 

to tho Ccmtrc.l Exchequer .;.nd uoul(1 c.lso be just in viou of tho fo.c t 

that such services uill not bo provic~cd cqu".lly in :.11 tho St::.tos. 

Objectives to be Pu_:J;_suod. 

6.126 Tho Co;.:mi ttoo ho..s kept in ~n.oH the speci::.l stress in the 

Govornnont Resolution e.ppointinG it to tho affect th:::.t "Tho r:::.pid 

inflation of recant ycnrs hns •••••••••• po..rticularly c..ffoctocl the 

r2.ihrnys.· •••••••• Costs h:.vo rison f.::.s tor th-=tn revenues; tho r2..ihnys 

lw.vc o,n nccunulo.ted. li.:-tbili ty of rs.4G1.99 crores (c.s on 31.3.77) 

borrmwd. over tho yc:J.rs •••••• " Tho o:Jscrvction of tho Public ;~ccounts 

Cou::.;.ittcc tlnt "thoro is nooc.~ for r:ltionalis.::.tion of the tc:.riff 

lJOlicy vis-n-vis tl1c cost of services provic1cc.1 by tl1e R.::1il1r2..ys" l1r:~s 

boon specially quoted in the Resolution; so .::.lso tho onphc.sis plc:.cc~ 

by the Ro..ih1.::.y Convention Cor:mi ttoo on "the necc.l for ·ro.tionnlisinc;

tho froight.nnd f:1rc structure on tho b-=tsis of tr::-,ffic castine 

stuflics brinc;ing ch.:1.rees in closer c:.lign:.10nt 11ri th costs "• These 

points spocificc:.lly nentioned in the Goverm!ont Resolution stress the 

iL:portc.nce 1¥hich the Con:.::.i ttoo u:.s expected to ::1 tto,ch to cnsurinc 

th.::. t, vii thout c.dopti ng ::1 "cost plus" :1pproc.ch 2.nc~ t;::.kinc; into c:.ccou:1 t 

tho nocessi ty for enforcinc nc::.suros to inprovo opern tian:::tl efficiency, 

tho :ba.riff struc ~urc shoulc~ be so ro.. ti on::.li soc~ :::ts to n:::.ko tho 

Rtl.ihmys fin:::.nci:::tlly vi.:1.blo. 

6.127 It has also boon stressed in the Ton.::.s of Roforo~co of tho 

Comlittco tlnt, while rccor.conclinc; tho ~-:oc:'ific2..ti-J11s in tho t-:::.riff 

structure, tho Carmi ttoc should be~1.r il1 uinC. "anonc othor rclov.::cnt 

considcrc:.tions, tho interest of tho c~~on nnn, tho rcquiro~cnts of 

devol opine cconouy •••• 11 Tln intoro st of tho coL~_: on !J:::.n :~.s uoll ~s 

the roCJ.uircncnts of tho dcvolopinc; aco:E>ny clc.1.rly in~~ic:.tc the 

inport~nco of onsuril~:G tk~t tho R:.iiuc:.ys nro c:1:. 1)lccl to :nint:::.in 

cmcl inprovo their pcrforn•ncc o..n ~ provi Co tho ncccss:cry tr~ms~)ort 
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f~cilities to noct the ·growing needs of the ocononic systcn. 
- . 

The difficul tics faced by tho Indinn econony in the recent · 

pa.st cl.uc. to ti-c..nsport b.Jttlcnccks (anong other re.:1.sons) hn.vc 

highlighted ··tho ioportanco of inprov:i:ng tho :contribution of 

Ra.illmys to the functioning·of tho ocononic syston. It is 

tll!'\lC that thoro is nuch thc..tneeds to be done to inprovo the 

Railways' opcrntional efficiency. To the extent possible, 

tho Cormi ttee proposds to doo..l 1d. th this aspect in its Finp.l 

Report. But · l'To arc .:tlso convinced tha. t naking bettor 

provision for repairs a.nd LJ.:lintono..nco, roplacencnt of 

assets c..s [l."ld vJhon noccssnry, nnd buildin~ up of interna.l 

funds so tlnt dovclopr:.ont outlays for further cxp:msion 

bccono nora onsily possible, a.ll require a significa.nt addi

tion to tho onrning c.:lp;ci ty of tho R'1.ih1nys; ancl this 

involves a.n upward revision of tho Rnilua.ys' t.:triff structure·. 

6.128 Tho interest of tho co:..-:non na.n lvould be served fnr 

bettor if c canonic tsrol·Tth c~n be onsurocl.. ns ucll a.s a bettor 

and nore c'ffi.·~ient functioning of the ocono:J.ic systen. This; 

>-TOuld enable· tho dcvclopnent of ba.ck't-1ard regions, bettor uti;_ 

lisation of existing and- potential production cd.pa.ci tics, .:1.nC. 

thus create noro enploynent, and provide a.t least a nininun 

incone to tho rea.l;.\Ly poor in tho country vTho· still consti tutc 

a.lnost 4o% of the total population. Ue think that keeping 

railway tariffs artificially lo>-r, thus reducing Railway 

finances tj a poor state, while appearing to be in the 

interest of tho conilon nan, really affects his genuine interest 

adversely. If the nattor is looked a.t dispassionately and 

not in terns of populist sloga.n-hongering, it vlill be soon 

that a finn.ncia.llysound ra.ihm.y syston is a sine qua. .!!.Q!!. 
. . . 

of .i healthy and growing econony which-is tho need of the 

country nnd its connon people. 

6. 1 29 . ,This is not to say tha. t the Ra.i 1 vra.ys canna t do 

anything directly to ensure that its operations and even 

tho tariff struc turc do not· affect t~10 poorer people 

adversely. In. dovi sinG" the now ta.riff structure, ue hn'te 

a.ttcnptcd to sec tha.t the burc1.en of tho ndc1.itional tnriffs 

fnlls less on tho co:.u:1ori' people and norc on those.· vrho c.:>.n 
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bo.J.r it bettor. 'Jhon ccmsid.erinc; this n~:.ttc;r, h.::J:rcvcr, it sl-Lould 

not be forgo tton th2. t tho ronlly poor of tl1i s ccun try are those whose 

incones nrc lLss than ~.100 to ~.20C per uonth par fnL~ly, .1.nd. their 

interests ~ro bettor served by ensuring cconouic growth, oorc 

cnployncnt, nnll tho n.v.J.iL:.bili ty of osscntinl supplies 'l t Ctppr?pri.:-t -1$ 

prices. Ue have Ct tto::.:ptocl to kc0p tho incicloncc of incronsinc · frcicht 

rates on tho co;~;;:wJ.i tics consunocl by tho com:on people Cts loT.v 2s 

possi blo. At tho s.J.DO tir.w, it is inport.-::.nt to note thn. t tr.-::.c~e in 

n2.ny p.1.rts of the country is so orgo.nisocl 0.11d ontronchocl th::~.t tho 

n-1.rgins .sc;;curocl by those interests nrc f:-~r lnrc;or t~1:-m 'lvha.tovor 
.. . proposed 

freight cho.rgos* o.t the o~d or th.e L rates h::1.vo to bo p;:ticl. on such 

counodi tics. In such cetsos, tho lbihJetys cJ.n do li ttlo; increased 

freight r.1.tos nay norcly bo used as nn excuse by tra,_le to cxploi t the 

consuncrs nore. Tho Govornnont 1.d.ll hnvo to t::tke other steps to 

ensure that this cloos not h.-:tppon. 

6.130 vThon thinking of passcmr;or f::uos, uo have n ttonptod to ensure 

tho. t the class of tr:::.vol uhich tho couno:a pooplu usc, viz., tr:tvel by 

Socona Clnss Ordin2.ry trn.ins for not very long Qistances, does not 

have to beetr et lctrge increase in ro.tcs. It noocls to be reneubered 

in this context nlso th.J.t tho d,J.ta avetiln.blo fran 0ur Passenger 

Surv-ey as vm~l as the lb tion:-.1 Sanplo Survey inc~ic.J. to thn t tho 

nunber of jour:;,1eys undertaken by the cor.1Don people is J.ui te soall 1 

nncl thnt tho proportion of the f.J.Dily oxpendi turo spent on raihr::ty 

travel is negligible. In tho case of tho poorest classes, therefore, 

tho inciooence of the snall increases uhich are suggostoc~ by us uill 

not prove to be n. significctnt burC.e:1. \'D1on it cones to persons in 

organisecl enploynent, 1iJl1ilo one realises Uwt they ctre nlso not 

well-off, it co.nnot be ovorlookocl tlw.t they arc .C!.Ilonc tho hic..:1er 

incone brackets in India. It is therefore not nppropri~to thnt their 

transport should be subsidised by tl1o very COlT·-~on lo1I-incouc 

passengers or by tho ordinary t::tx p:1.yor. He h::.vc ::tlso ::tttonptod 

to devise n fnro structure in vrhich tho upper cl:::.ss p:::.ssoncors p~y 

nore thnn their appropriate shnro of tho overall costs ns coupnro~ 

to the poorer catec;ories of p-::.ssoncors. In this ,,r".;y, li'G think th:.t 

we are cl.oinc justice in a balnncoJ way to tho uajor o~joctivcs sot 

before us. 
. -·---·------ -·-- ·- -----------

*In this connection, also soo tho discussion in tho J.or.1-'rt of t~L' 
Nettionnl Tr'l.nsport Policy Cou;~1ittco 1 19801L.S'-'cti:m 5.~~. lo~.cit., 
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Comparison with Foreign Passenger Tariffs . 
6.131 In this context, it is interesting to make a comparison 

in termJ of the 1rork-time tha·. a worker engaged in manufactur

ing industries has to put in so as to earn a wage equal to 

the fare required to travel one kilometre by the lowest class 

of travel available on the railway in his own country {see 

Statement 6.10). Such n comparison (see columns 7 to 9 of 

the Statement) shows that, while. in richer countries travel is 

cheap in these terms :rapably becnuse the wages are high, the 

relationship between wages and fares for the lowest class 

are comparable in USSR, China and India. vfrdle. it takes wages 

earned in only 33 seconds in Japan, 39 seconds in USA, 51 
seconds in Switzerland and 52 seconds in Sweden for a worker 

in manufacturing industry to pay the fare for one kilometre, 
' . 

in the USSR it takes wages fo~ work ranging from one minute 

53 seconds to two minutes 36 s~conds, and in China for work 

Of 3 minutes 38 seconds, to "::\tJ.~T th(> f'nre for that distance. 

Even.in France, it takes wages of one minute.nine seconds for 

a worker to pay for travelling one kilometre, In India, 

at the present wage rates,_ it would take a worker's wages 

for _one minute 41 seconds to pay for travelling one kilometre 

by Second (OrdinarY.} Class and of one minute 58 seconds to •.· 
pay for travelling one kilometre by Second (rfudl or Express) 

Class, at the proposed rates.* It cannot thus be,said.that 

we are suggesting fares in India which are very high in rela-, 
tion to the incOIJoa of working .class people, Countries which 

arc interested in ensuring economic development concentrate 

more on developing goods traffic, Q,nd limit the facilities 

for passenger traffic, as the latter constitute a capital

intensive consumption item; and capital is scarce in develop~ 

ing countries. In any case the idea that,. as a result of 

the proposed tariff increases, the common man is going to be 

burdened far more than appropriate can be discounted on the 

basis of this comparison. 

*At the existing fares, an Indian worker would have had to pay 
the equivalent of tho wage earned in one minute 28 seconds for 
travel of one kilometre by Second Class Ordinary train n~d that 
earned in One minute 29 ::;ecunds for travel of one kilometre by 
second class }lail or Ex?ress·. ·It may also be noted th~t, at the 
proposed season ticket fares and assuming 50 journeys per month, 
a coJ.;JIDuter - 1'I"Orkcr will have to pay an equivalent only of 
35 seconds' wage for travelling one kilometre. 
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Tariffs as Incep~jves 

6.132 Ue have also taken this oppor.tuni ty to make tariffs ·servo 

the purpose o:': providing appropria tc incenti vosnnc~ di ~;incentives 

s·o as to sub-serve the interest of more efficient utilisntion of 

national resources. The National Transport Policy Committee hns 

indicated Q. certain inter-LlOdal split as desirable in ViCvl Of the 

overall. resource cost of transporting goods and .poisons by different 

nodes of transport. Through the tariff structure suggested by us, 

we have attempted to help such a distribution among different 

modes of transport. \le think that it is not necessary for R:l.ihra~rs 

to try to attract short-distance traffic from roadways by 

keeping short-distance tariffs lo-vr. Transport for short disb.nces 

(except for bulk commodities and mass transportation) is best carried 

by roads. Similarly, by placing appropriate chnrgcs for transhipnont 

in special cases, by giving concessions to movement in multiples of 

wagons and in rakc-lo:J.ds and such other methods, 1'ie arc attempting to 

build up a system of incentives and disinccnti vas 1rhich vli 11 ensure 

better'uso of railway facilities so thnt tho Hailli·mys can serve their 
' . 

customers better. lle believe that, vihile physical regulations m.:J.y be . 
unavoidable even in ,the raihray system for some years to cone 1·1hen 

shortages continue, increasing reliance must be placed upon the use 

of tarfffs to provide appropriate incentives and disincentives.* 

6.133 The questions relating to certain aspects such as booking 

and payments, etc., will be dealt vii th in our Finnl Report. Our 

preliminary view, which m4y be stated here, is that the Indian 

Raihrays need to be. far more commercial and businesslike, and pay nore 

attention to the needs of their customers, especially on the goods 

side, than they do at present. Apart from generally inproving the 

quality of service, R:l.ilways, as a comEJ.crcial orgcmisation, should 

give due consideration to certain reciprocal obligations in dealing 

with their customers, osp~cially those vlho give significant quanti ties 

of assured traffic and revenues to the RJ.ihmys. This may be nece

ssary, for exaEJ.ple, vrhen dealing 1vi th the question of provision of 

sidings and other facilities. l~ are roconnonding certain rebates 

when customers ·are co._~~-~~ upor~~!..?_}_o:J.c:..__i_r:_~pcn_...::_i?-_g_?_~s- _c.?c.v_Giec. wi t_.h __ _ 

*This is also tho approach suggested by tho Nl. ti onal Tr:ul.sport 
Policy CoLlmitteo (1980). Soo ::Loport, op.cit., para 3.7.7. 
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tarpaulins commodities like cement and fertilisers 1vhich nrc . . 

normally loaded in covered wagons. The proposals in our 

freig"lt structure including the concessions n~1d facilities' 

which we·' nrc proposing should be treated ns a package deal 

which would enable Ibilways to deal with the increasing volume 

of traffic, got additional revenues and, at the same time, 

retain tho goodwill of their customers. 

An Integrated Tariff Structur~ 

6.134 Because we have attempted to devise n tariff 

structure taking into account tho various objectives mentioned 

earlier, and on the basis of tho analysis of available cost 

data on the one side and our estimate of the financial 

requirements· of the R:liiwnys on the other, it i~::~ri~.cessary 
that tho structure suggested by us should be looked upon as an 

integrated one. The relatiVities among the tariffs suggested 

for different classes of passengers are based on tho data 

collected by the Committee, especially through Passenger 

Profile Surveys which were specially organised by the 

Committee for this purpose. Similarly, in addition to 

tho data collected through intorvieus with a large number of 

individuals nnd organisations and the study of the meoornnda 

received by tho Cbmmittee, a number of commodity studies 

were undertaken, and the recommendations made about the 

relative freight charges for different commodities nrc based 

upon these studies. It is therefore necessary that, when 

our rccomnendntions are examined and implemented, the fact 

that the structure has been worked out as an integral whole nnd 

the: ~:olativi tics as well as tho tapering nrc based on a 

certain footing should not be overlooked. It is also nece

ssary that, 1mcn further ch~nges in the tariff rates arc 

found to be necessary, these should be so undertaken that 

the overall structure and the relativities among different 

classes of passengers and goods and the tapering for diffe

rent distances arc not disturbed. n1is is not to say that, 

uhcn better costing nnd other data become available to 

Govcrnoent, and if tho overall ctructuro o{ railway services 

undergoes n ch::mgc, the 1-1hole tariff structure should not be 
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given a. fresh look. Perhaps, a. G:J.P of 20 yo::trs uhich has ola.psod 

bctuocn the Freight Structure Enquiry Cor.1Di ttoe nnd our Carmi ttoe ::J.~Y 

be too long; ~nd a. fresh look nt tho tariff rates na.y be necessary 

nftcr a. shorter gJ.p of tine. But until o.. thorouch enquiry is ag-.::~.in 

nncle into tho tariff structu:te, it 'lrrould not be d.esir:tblo to t:J.npor 

1·rith tno relativities, ta.porinc nne~ tho tnriff structure o..s a. uholo. 

It is \ri.th this in vio~1 thn.t uo also IJ.ako soiJ.e recor.:u..1endntio11s oa 

tnriff escalation. 

6.135 Ou'\' analysis of the Railuay finances in the past in Chapter II 

would indicate how a major difficulty in the healthy functioning of these 

Raibvay finances has been 'that the Railuay tariffs have not kept pace 

Hith the increases in the costs of their major inputs. Ue think that, 

to the extent possible, such a difficulty should be avoided in the 

future. Ue are no'lv recorr.Jnending tariff ra tos vJhi ch arc calculated, 

accorCiing to the best cost and demand C.ata available at the moment, 

on as sound a basis as possible. The structure and levels recomnended 

by us are based upon a detailed examination of tho various factors 

involved, the principles of which lnvo boon explained earlier in this 

Chapter. If the Government agrees 1'li th the basic approach reCOiil.iJcnded 

by us and adopts the tariff structurA as proposed, it ~ould also be 

desirable to ensure that tho tariff levels are adjusted from time to 

time in such a manner that railway tariffs keep pace 1vi th changes in 

tho prides of the major inputs in tho production of raihvay services. 

\Te have therefore thought it necessary to propose a formula for 

escalation of tariffs. 

6.136 Tho proposals relating to fares and freights have boon 

formulated by tho Committee uith 1976-77 as tho base ysar. The 

costs on fuel and other materials however have been escalated upto 

the anticipated level in 1980-81. After examining the details 

relating to the ordinary uorking expenses and contribution to 



the Fcn::lion Fund fo:: the, la.st feu years*, the share of the 

nnjor categories of expenditure in, tho total working oxpensc 3 
' ' 

nay be assunod to be approxinately as follows:. 

1. Staff 55% 
2. fuel 

(a) Coal 9% 

(b) Diesel 97~ 

(c) Eloctric~ty 4% 

(d) Total fuel 22% 

Other Stores & 
Hatcrials 23% . 

6.137 On the basis of adjusted total costs·for the 7oar 
' . 

1976-77, it has boon observed that tho uorking expenses 

ex-cluding contribution to tho Depreciation Fund and Dividend 

but including contri buti:on to Pension fund forns about 

80 per cent of tho total expenditure. It nay be proper to allow 

,j;..fyr tariff escalation only on th~s. part of tho oxpondi turo. . 
t~ . 

6.138 The escalation required il~. tho futuro years can· then 

be uorked out on the basis of tho following foroula: 

6.139 

Total escalation (per· cent)= 0~80 CCo.55 X s) + ' 

(0.09 x t) + (0.09 _x d) + (0.04 x c) + (0.23 x osJJ 
\·Jhorc s = per cerrt increase in staff cost 

•.·' cent i11crcase in co.al price q ::::; per 

:.d :::; per cent increa.se in diesel price 

0 = per cent increase in olectrici ty charges 

OS == per cent escalation in tho _prices of 
stores and other natorials. 

Tho escalation in staff cost nay be related to the 

·in<?reasc, in tho average per capita ·enolunents pf &1.ilway · 

onployoos or :the increase in the "Inde.x Nunbor' of vlage Rates . 
for selected occupations brought-out by tho Labour Bureau, 

Govornnent of India,** ~rhichover is lower. Tho escalation 

;in the costs of fuels ca.n be arrived at on tho basis of increa

ses in,tho actual unit prices pa.id by the Railways 

for tho roapoctivc itons. Tho escalation ____________ ..., ______ _ 
.. -·· ~ ---· ------------

* Soc Statenont 6.11 

.;: .. Published in the "Indian Lo.bour Journal", Labour Bureau, 
Hinistry of Labour, Govorncont of India. 
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for stores c.nC. other w.::..tcrit'.ls c:>..n bo 1vorl:ccl out on tho bCJ.sis of tho 

index nUIJbcrs of uholcs:J.le prices for tho follouin0 i tons nlonc; vri t:1 

~pproprinto uoights ns in~ic~tod bal~w:-

6.140 

I tens 

Iron ~nd Steel 

Eloctric::..l n::..chinory 

Non-ferrous netnls 

Lubricnting oils 

Ihnufnctured prcducts 

Uoi..c.ht 

50 

20 

10 

10 

10 

Tho porcent::..c;o oscab. tion in different i tons n2.y be 1:-orkecl 

out on tho nbovo bnsis. .i.s the costs of tLosc inputs consti tuto only 

c..bouj; 80~ of tho tot~l expcncliturc of tho R::..ilim.ys, ::..nd dopreci::~.tion 

~mel clividend contribution uoulcl not oscc.lc..to in this. nJ.nnor, the 

fornuln provides th::..t the csc::..lntion perccntc..co will be uorkecl out 

nccordingly. 1n1n t is proposed is tha.t tho bc..sia t:::triff rn tos 

enris6.ged by us should be escnln.tcC. o.t leo.st once a. ye.-xr on this 

basis. Tho t1vo nost inport.:;.nt such ba.sic ra tas nrc: 

.'l 

For passengers, the socond-cla.ss ordiniry passenger (i) 
faro CJ.t 100 kilonotros; 

(ii) For goods, the freicht rnte for Clo.s~ 100 at 100 kilonotros. 

Tho pa.ssoncor fJ.ros for other cla.sses ancl distances, as ox:pl-:iuod 

in tho concerned ch::..ptor; arc roln to'-~ to tho Soconcl-cl.J. ss Orclin.J.ry 

Passenger Faro in tho forn of an index. Tho ro.tos for difforont 

classes of coods traffic c..ro also rolntod in porconta.co terns to 

tho r:1 tos for Class 1 00. Therefore, "once the osco.l::>. tion fornula is 

nppliod to those two r'1tos, tho other fnre cmd freight ro..tos 

will be nutonn ticnlly ndjus tocl. }, sinilnr nethocl nay be o..ppli o~ 

to other t::~.riffs such ns those for tornin::~.l cl'n.rgos, p~rcols nnd v::..ri

ous other .rntos for pnssontsers and goods succostcC. by us. 

6.141 He hc..vo tr1ousht it fit to rocm:.:.t:enJ. such:>.. provision for 

nuton1.tic tnriff oscnl::..tion so ns tv e.iko tho n.cljustnont in tc.riffs 

ensy, nncl nvoid the fin:mcinl clifficul tics of the ty-pe oxpcri onccJ. 

by tho Rnih1nys in·. t~10 p::..st. This is ,)f spccL:.l L:.1port::.ncc in viou 

of the inflo..tionnry trcncls uhicll h.J.vc boon cxpcricncocl by tlw 

country over tho l~st Ll...)CCJ.do or s0 nn,l uhich L.;:'.Y continue for 
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sonctipo to cone. Rn.ilcmys consti tutinc o..n essential 

infro..structure of the z:.a.tionnl cceneny, their finances 
,. 

s!wuld not be :pu t• in difficul tics ns n rosul t of their 

tarif -· rates lJeincr sticky vrl. ... le tho prices' of their irtputs 

r~.picl-1y incron.sc. 

6.142 We nrc aunrc of tho fact th.:J.t tho proportion of. 

cxpcnlituro incurred, on different itcus docs not rcanin 

stncnnnt inn ra.'pidly chn.n:r-Lne; situation. Uith noro cnpitnl 

invcstnonts, the proportion of expenditure on·stnff nny 

decline. 'lvi th the. plnrinod chingc ;in the pa ttcrn of tra.ctior .. 

on the Hnilunys, · nnd nlso boc::mso of possi blo changes in the 

prices of different types of fuels·~ ·the proportion of expendi

ture on those ::my nlso undergo a significant chant;o. · Tho 

fornuln sucG'estod· by us would not be useful \lhon sane nnjor 

ch:1nccs of this kind take p·lnco. ~io therefore rcconncnd that 

this natter should. 'be cxa.riinod again.aftor a few years through 

an export eroup nnd, if necessary, a now escalation fornuln 

nay be nrri vod o. t.; 

Inploncntntion of Proposal~ 

.6.143 We rcali so th<?- t. there is n. largo difference betuecn 

the existing. tn~:j.ff rates n.ncl the rates, which nrc being pro

posed by us. lf.q. howovo.r fl)c:!.. that this. is un:,'.voidnble. · As 
' .. , .... 

hns been pointocl out enrlior, the Rnihmy' t&.riffs have all . 

these years been kept nt.l~Jvels nuch.lowcr thn.n tho general 

increases in prices. The rc'Sul t has been thnt the financial . . .,-
position of tho P..tdhmys hns boon vmrsoning. This hc.s got . to 

end, .::md 1-ie urge tha.t tho Govqrnncnt should talco a bol:d · stc;P .. . . ·.-

nnd renovo this. :::monnly inncdintoly. It is essential both 

for the hc~l th of tho Indio,n Rail \v:::tys rmcl for ena.blin~ then 

to play their propo:r role in the national econony that their 

financos should be put on a healthy footinG, It is .after . . 

careful co:1sidorntion of a.ll relov.:mt aspects thnt we hnve con"' 

to the conclusion thnt a. potential overall increase of 

nbout 4o% in tho cn~ninG capa.ci ty of the Rnilways shoulu be 

ensured throuGh tho proposed tnriff structure. As we have 

cnphasi sou, we ho..vo n.:tde the ~ tu'1.1 increase concli ti onal · 



6-78 

on the Raihrays attaining the level of efficiency 1rhich they had 

attained in 1976-77 1Ihich, it is universally agreed, Has one of the 

best years of Indian Raihmy-..:!operation. 

Social_Burdens on Railw·ays 

6.144 In this co1mection, one of the points that is frequently 

mentioned is· regarding the social burdens which the Railways have to 

car17. It may be recalled that the Government had appointed a 

Corru:;i ttee to examine this matte:r. ~he Committee 1 s Report· T,rhich was 

suomitted in January 1979* has been referred to us for consideratio~. 

vle have studied this Report and taken into consideration the facts 

mentioned in it,· and the vieus expressed by the majority in the 

Comm.i ttee as well as by some ind.ividual members. As ue have stated 

in Chapter II, we do not agree that some of the sofcalled social 

burdens are in any 1vay special to the Raihmys and that any special 

consideration needs to be shown to them on that account. This is 

broadly in keeping vli th what that Conni ttee had recoilllended. Regard

ing the Comm.i ttee 1 s vieH that. ul:crc t::,] ~{ailuays 11ere carrying · 

certain goods beloH cost, the freight rates should be suitably enhanc3d1 

1ve have taken note of this .matter and, in reconmending' our freight 

rates structure, attempted to ensure that no commodities are carried 

at belo1.; their direct cost:;:. A certain degree of c:vos::.:subsidisation 

among connodi ties, from the point of view of their co:ctri bution to 

surpluses to be made by the Raihmys, is inevi ta blo in a public 

utility organisation. On the passenger side, in making our recon2en

dations regarding suburban fares and season tickets, vre have taken 

into account the vie·ws expressed by that Colill:J.i ttee. BroacUy, tJ.1e 

recor.unendations made by us are in line ui th the approach taken by 

that Conni ttee. The vie1vs expressed by the Conni ttoe on various 

kinds of concessions to passengers have been kept in vieir by us 1lnen 

making our recommendations. It uill thus be seen that in !!lOst 

matters relating to the fare and freight structure and tho overall 

financial policy to be pursued by the Railirays, the Con::ai ttee 

------------ -----·--- --- -·- ·- -·- . 
II * Report of the High Level Co:nmi tteo on .3ocial Burdens on Indian 
Rail>rays", Hinistry of Raihrays, 1979. 
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has given thought to the recommendations made by tho 
'. ~ 

Committee on Social Burdens; and we find that, in many 

respo.;ts, tho recommcndatio • .J that we arc r.ak.:..ng arc similar 

to tho vie1-1 tal·:en by that Commi ttoc. T'.aerc arc some aspects 
J 

of the uork of tho Raihrays s'.lch as the question of uneconomic 

branch lines, charges for military and postal traffic, and 

miscellaneous services such na ferries which our Committee 

will deal with in the Final Report. The various views 

expressed by the C~mmittec.on Social Burdens on these and 

related mnttcrs will also be considered by our Committee at 

th.'l t time.; 

Possible Inflationary I~~ct? 
. 

6.145 One argument that may be made rcgo.rding the possible 

impnct of our proposals is that it may add to the inflationary 

forces already operating in' tho economy. l'le agree ,that the , 

timing of bringing about ch"-!.nges in tariffs, however .justified 

they mny be, is very impoz:tant so that tho chnnges do not 

aggravate the inflationary situation •. It appears to us 

however that this is unlikely to result from the proposals 

made by us. 

6.146 As rcgarq.~ the passen'!or fares, ~he la::t:"go bulk of the 

Second Class passengers trnvol on their own; so also docs 

a certain proportion of the passengers travelling in other 

classes. In their case, the increase in.fares would be 

anti-inflationary rather than inflationary in its impact. 

In the cnso of suburban season ticket fnres,· the increases 

may enter the cost of living and therefore can possibly have 

an indirect impact on dearness allowances and therefore on . 

costs; but the part played by season ticket fares in the total 

cost ot: living oven in metropolitan areas is negligible. 

Regarding the.increases in fares proposed for higher classes, 

as our Passenger PI_"ofilo Survey show·s, a substantial 

proportion of them moot. those expenses from the business or 

employers' accounts. Agnin, the travelling expenses form 

such a small pnrt of the totnl cost of an enterprise that 

tho increases arc hardly likely. to make nny impact on the 

cost of tho businesses involvod. 
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6.147 Tho position of freiGht ra tcs is n li ttlo r.1orc complex. 

The bulk COTh":l.Ocli tics which nrc c:1rricd by RnilNnys on n letrgo scale 

and constitute. soo.o throe qu.1.rtcrs o.t thd.r total trn:'fic arc u.lso 

corJD.oditios 1vhich either enter tho cost of living of como.on people 

such as food grains or salt, or they nrc important raH mo. torials or 

intornodinto proc_ucts uhich enter tho costs of various industries. 

The ex~nplcs of such coLl.lloditios nrc coal, fertilisers, cement, o.nd 

iron and steel. He have h01;wvor taken co.ro to soc thn t, in spi to 

of the increases that \VC have proposed, the totnl incidence of 

freig-ht in respect of these cow.modi ti os vrould not be unduly high, 

and 1-,rould not create an undue burden on the concerned industries, 

or on the filk~l consumer. In most cases, tho increases proposed 

1vould also be small n.s co.o.pnrcd to the trncie margins or other 

similar expenses. They are therefore unlikely to have an inflatio

nary impact on thai r 01m. Of course, in o. sellers 1 rwrkot and vri th 

monopoly elements operating strongly in certain parts of the economic 

system, it does not infrequently hn~~on t~c:.t the trade or industry 

concerned uses any excuse to j1.ck up prices.* In such o. cnse, 

increases in freight rates may provide ns good an excuse as any other 

for effecting o.n incrco.so; but thoro is li ttlo that the Hnilwnys c.c:.n 

do about it. Recent experience in the case of soD.e other prices 

shoulc3_ make it clear tho. t p,ostponinc the ro. tionnl increJ.sos in 

administered prices in public sector products or services o.orely 

worsens tho finetncial position and growth potentiality, operetting 

efficiency and morale of the concerned public ·enterprises, without 

making any long terrJ. impact on the inflationary or gro·uth si tuntion. 

I:Te hope such a short-sighted policy is no longer pursued in the cnse 

of Pw.iluny tnriffs. 

-----------------·~ ·-- -·- ---- -------- ------ - - - ----
*It mny also be noted that, in Bnny parts of the country, n 
seller's metrkot develops uetny times bocnuse r:.ciluays o.ro not 
able to provide enough wagons for trnnsporting COQnodities 
essential for c'onsur.o.pti on or othenri so, such as salt, foodgr::tins, 

sugar, cement, coo_l or fertilisers. It is thus inndequate 
capacity on the raihmys- Hhich is at loc:.st partly the result 
of lou tariffs, and the resultinG inndequato replacements and 
nddi ti ons - vrhicl1 is nore hurtful than a ro.'l.sonablo increase in 
to.riffs. Als.9 sec in this 
Transport Policy Couuittec 

connectiOily tho ~cport 
(1980) 1/ Scc.4~~2. 

L tt-p c.~ 1-- 1 
.--I 

of tho National 
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Allaying Possible Ilisgivi_m' 

6.148 It is yery important that, when Government considers 

our proposals and implement~ tl1nm, it should be firmly announced 

that any additions to Railways' earnings that would accrue 

as n rcsul t of tariff increases would be wholly used for tho 

purpose of Railway: reha.bili ta.tion and clevelopmont. Hi th the 

Report of the No. tionn.l Transport Policy Committee* emphasising 

the importance, especially in the context of the new fuel 

perspective, of developing railway transport and of additional 

investments in them, we are sure that the Planning Commission 

would agree with this approach. There are certain sections 

such as the suburban ones where, as we emphasised in our Interim 

Report, speedy rehabilitatidn as well as further development 

arc essential. Other immediate improvements such as replace

ments of averaged assets are crying ~o be effected. Improve

ments which uill ensure more line capacity and also increaso 

tho number of coaches and B~ii~~ wagons as well as h~lp 

augment diesel traction and further electrification are 

necessary if Railways are not to be a bottleneck in the 

smooth functiqnihg and growth of the economy. 

6.149 \'le are sure tthat railway users will not mind the 

propo~ed increases in tariff3 provided they a1·e convinced that 

these incrGases vrould help speedy rehabilitation and develop

ment of the Railway system so that railway services undergo 

rapid improvement both qualitative and quantitative. This was 

the impression which we received in our extensive discussions in 

different parts of tho country. vrnat people apprehend is 

that the tariff rates may increase 11Thile the services will 

not improve. Now th~t the Government has decided on a 

productivity-linked bonus for Railway staff, with better 

management and labour cooperation, it should be possible to 

ensure that higher tariffs lead to larger earnings and better 

* Sec, especially, Report, op.cit., Sec.9.33 
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quality of service; nnd further thnt these lnrger earnings lend to 

lnrger development outlnys so ns to carry out continuous improve

ments in tho nvnilnbili ty ~tnd efficient operation of raih;ay 

services. A public commi tmcnt by Government thctt this "~>rould bo 

its policy w·ould go a long vmy in allaying any misgivings uhich 

the rnilway using public mny hnvo in this respect. 
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Trends in Financial Performance of Public Enterpriaos 

(Running Enterprises excluding Insurance Companies) 

. ( P.s. c ro r~ s ) 

1974-75 197;.,-76 -1976·77. 't9'•7-T8 1978-79 1978-79 
· (Excl. -

---~--··--· coal) 1 2 · .. 4 ~ 6 7 ~-,.:..._ ______ .:::..;_ __ -..J!. ___ ~-~.---/.. --

A. Net profit earned 332.34 
by running enter- (81). 
prises(Number.of 
enterprises -shoi-1-n··· ·· 
in bracket) 

B.Net loss incurred 138.79 
by running compa-
nie s(Number. of 

(39) 

enterprisea shown 
in bracket} •. 

255.13 
(87) 

126.02 
(34) 

394.37 
(93) 

210.48 
(56) 

384.85 484.75 484.75 
(81) (88) (88) 

475.92 51 6. 71 304.55 
(73) (69) (64) 

c. Total net profit (+)183.55 (+)29.11 "(+)183.89 (-)91.07 (-)31.96 ( + )180.20 
~+)/loss (-) (120) (121). (149) ©(155) . ~(159) ( 154). 
Number of enter-

prises shown in 
bracket). 

D. Total interest 246.73 362~81· 606.86 755.13 882.46 : 818.20 

E. Total corporate 
tax paiq 128.93 176.54 236.86 250.61 225.41 225.41 

F. Total Gross 
profit ( C+D+E) 559.21 668.46 1027 ~ 61" 914.67 1075.91 1223.81 

G. Total capital 6627.15 8824.30 1 0887.14 . 12130.20 14173.38 12428.39 
employeii (Fixed . •.·' 
assets J..ess 
depreciation 
plus working 
capital) 

H. Gross profit 
(percentage) to 

8.44 7.58 9.44 7.54 7.59 9.84· 

capital employed 

I. Depreciation 304.76 345.39 462. 71' 574.49 697.05 646.51 

J. Gross Hargin 
(F+I) 863.97 1 013.85 1490.32 1489.16 1772.96 1870.32 

K. Gross I-Iargin 13.04 11.49 
(Percentage) to 

13.69 12.27 12.51 15.04 

Capital· Employed 

@ Excluding Central }tine Planning & Design Institute which neither earned 
profit nor incurred loss in 1977-78. 

* Excludes Central Nine Planning & Design Institute which broke even 
during 1978-79 as well. Further, Central Fisheries Corporation which 
was in the process of liquidation h::td not conpilec.l its accounts. . 

Source:Public Enterprises Survey 1978-79,Volume-I,Government of India, 
Bureau of Public Enterprises, Ninistry of Finance, New Delhi, p.2. 
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Estimato_~,_o_f___A~di ti ona_l_ Fnrning~_R_s;_g_uj.yed __ ip_J_9.7_§-77 

Sumr::tCLry 

Additional Amounts 
-~(r~,s.~crorc?l_. __ _ 

1. Price escCLlation 484.19 

2. App~opriatc Provisions 

2.1 Repairs & I1CLintenance 1 o .. oo 

2.2 Depreciation Reserve 
Fund.. 

2.3 Pension Fund 

2.4 Sub-Total 

3. Total (t+ 2) · .. 
4. Appropriate return 

5. Total Additional 
Earnings Required .(3+4) 

or, say 

1 02.47 

13G84 

1 26e 31 

610.,50 

157o08 

. 770.00 

Hemarks 

Details in 
Statement 6.3 

Sta tcment 6.4 

Statement 6.4 

Statement 6.4 

Statement 6.4 
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Sto.toment 6.), 

Estimate of Price Escalation1 1980-81 over·1976-77 

1. Ordinary \'forking Expenses in 1976-77 

2. Price Escalation upto 1980-81 over 
1976-77 at 28.81 per cent* 

3. Effect of Awards of Run~ing Allowances 
Committee, Tandon Committee on 
Re~classifica.tion of Artisan Staff and 
one Additional D.A.instalment 
(not ta~en into account in 2 above) 

4. Total 

(Rs. crore s) 

1548.75 

446.19 

38.00 

484.1'9 

-------........ .--------·--·----·----- --·-. 
* The price escalation was·w6rked out by the Railway Board 

on the request of the Committee. The escalation was worked 
out so as ·to arriv.e at the best estimate of cost in 1 980-81 
of carrying the level of traffic in 1976-77 with the same 
level of ·efficiency. The price escalation was estimated 

.·by .the Railway Bo~rCI. as follovrs: 
.' !. 

On the-basis of the proportions observed in the year 1979-80; 
the ordinary vrorking expensss were dist:ri buted into three 
broad categories; (~) staff at 58% of the total expenses, 
(b.) fuel at 21% of the total w·orking expenses, and(c) other 
stores and materials nt 21% of the total expenses. The 
staff cost esc~lationwas assessed on the basis of cost per 
.emr'!:oyee on the Railways · J.king into accou:ct the increase in 
thc:est:iblishr:lent cost including the provision of full 
impact of three DA instalments sanctioned during 1979-80 
and provision for bonus during 1980-81. The escalation was 
estimated~% over tho cost in 1976-77. The price esca-
lation for~ vms estimated at 69% on the basis of the 
index nUI:J.ber of wholEsale . _ ,prices as in February 1980 in 
comparison with the index for 1976-77~ Similarly, the 
escalation in the pric0 of diesel was estimated at 18% and 
that for electricity at 32% on the basis of the index number 
of w·holesale prices. The actual expenditure on fuel for 
these three categories in 1979-80 was taken into account 
for arriving at the weights for the different categories 
of fuei. The price escalation for other manufactured items 
was estim:J.ted at 391& on the basis of the index numbers of 
wholesale prices for "iron and steel" and "cement". 

The overall increase in the working expenses accounts for 
an escalation of roughly 28 •. 81 per cent for 1980-81 over 
1976-77 taking into account the existing cost levels and 
knoun commitments. 
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Item 

2. Depreciation Reserve 
Fund 

3. Pension Fund 

4. Appropriate Return 

Additional 
Amounts 
( r,. c rore sl_ 

1 o. 00 

1 02.47 

13.84 

157.08 

St,J. tenont 6_._± 

Rennrks 

Estimated on tho basis of 
demands nade by the different 
Zonal Rnihmys. 

4e 7>S of tllC block v.J.luo of 
assets (investment) as at tho 
end of 1975-76 less accretions 
to tho fund during 1976-77 
(251.22 minus 148.75) 

3C}fb increase on the total 
accretion to the fund in 
1976-77 excluding transfers 
from Contributory Provident 
Fund to tnke care of tho li bo
rnlisation in the pension 
schono as advised by the 
Rai hmy ·Board. 

10% on Capital-at-charge 
as at tho end of 1976-77 
less actual gross surplus 
before payment of dividend 
in 1976-77 (453.37 ninus 296.29) 
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AOtua.l nn~~djustcd Costs in 1976-77 

Ac.l·.ml 
Expendi

turo 

( ns. Crore s) 
Estinnted Escnlntion/ Adjusted 
A ro riate_ .,P.rovision Expendi-
o incrense Amo·unt ture 

1 ~----~---;~....._3_ -- -:~~~--- 4 ---=--=j_-~ 

I.· Pri·co Escnlc.tion 
---~ 

1 • Ordinary '\rlorking 
Expenses 1548.75 28.81 446~19 

2. Add effect of 38.t0 
Awards-!!- nnd addi-
tionnl DA instal-
nont 

3. Total 1548.75 31.3 484.19 2032~94 

II .AEEroEriate Provisions 

. 4. Repairs & :Haintenancc 
' ' 

to. oo _:: 1 o.·oo£:::_ ... 
5. Depreciation Provision 135.oo 1 02.47~* 237•47** 

6. Pension Provision 34 .. -~-0 '13.84 _.4a24 

7. Total (4+5+6) 169.40 126.31 295.71 

III. Net I·ii see llane ous 
Expenditure 21 e 67 21.67 

..... ·~· 

IV. Total Expondi turc ' ' 

(3+7 +III) 1739,82 35.1 61 0.50 . 2~50.32 

v. Dividend 209o 05 209.05 

VI. Total Costs (IV+V) 1948.87 31.3 610.50 2559.37 

VII.Net Surplus 87.24 157.08 
@ 

244.32 

VIII.Gross Truffic 
Receipts(VI+VII) 2036.11 37.7. 767.58 ; .. 2803 .• 69 

IX. Additional earnings 
in-relation to Total 
Costs. 1948.87 39.4 767.58 

* Running Allovmnccs CotlLli ttcc, Tandon · Coi:lilli ttee on Re-'classq_fi
cation of Artisnn Staff and additional DA instillment-likely 
to be considered after the iiistd.lm.ent sanctioned from 1 .11.1979. 

£Additional provision 
** After allowing for con'l·ri butions from the pro_duction units 

nnd interest on b:::tl:::tnGcs. 

@ Return :::tt 1 a;& on Ca.pi to.l:_nt-~hnrgo (ns.453.37 crorcs) less 
Di vidond (r,. 209. 05 c'ro:-~s) 
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(rs. crorcs) 

A-s propos8-d.T-/1s -~~-P'-;;-s·t;-d-- ---fA._s_ -o.pp::-o~~d.---f :\.c-tu.o.l 

by the Rlys I by thG Plo.n- ~ by the J?lo.n- ~ Expcmcli-
ni ng C or>ni ssi on~ n~ ng C onni s- ~ turo 

~ Sl0l1 ~ 

_______ A_ __ l_~ _ _l _:_ __ I __ ~ ---=~--!~ ___ [ _· D l-A-_ v--~ B 

Five Yc.:tr Plans -----
I Plan NA 400 432 424 

.II Plan NA 1125 1 04<~ 

III Plan NA. 1325 1582 1686 

Annual Plans NA 
c 1 966-69-r --

897 855 763 

_IV Plan ~ ' 1525 1525 1400 1420 1428 

V Plan ~a) 2570 2980 2350 2550 
b) 3250 3550 

(c) 2500 2570 2152 2202 1492* 1524* 

VI Plan 4550 4700 3275 3400 

Annual Plans 

1969-70 255 192 

1 970-71 280 252 

1971-72 280 310 

1972-73 306 351 

1973-74 338 323 

1974-75 395 358 368 354 

1975-76 328 400 

1976,-_77 555 400 411 341 

1977-78 501 ·~29 

1978--79 535 538 

1979-80 847 . 650 650 

-------------------------------
A: Outlay on Railw·ay Schones. , 

B: Including outlay on 
Metropolitan Transport Project. 

* Relates to th·:) yo;J.rs 1 974-78.. 

(a): .As originally sugs-osted 
(b): As revised in 1974 
(c): As revised in 1976 

Source: (i) Five Yeo.r Plo.n Docuncnts 

(ii) Pl,'l.nning CoTJuission. 
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. 
Raihrnys'. Contribution of Resources to Developncnt Plap.s-

"Pln.n 
provi-

· sion 

Expected and Realised 

Expoc-
ted 
contri-
bution 
fron 
Ra.ilwn.ys 

Per-
con-
tn.gc 
3.J2 

Actual Actual 
outln.y contri-

. bution 
by 
Rail
ways 

(Rs.~rqres} 
Pc~r----.~1-oa_n_s--~P-c_r_c_c_n_t __ 

con- tn.kon . of Rly 
tn.go by Rlys contri-
6..;.5 for · buti_on 

divi- excluding 
dond lon.ns to 
_pay- total 
nonts outlay 

...,....._..:.~ ____ J.§::-_~~·) ....... -'5::__ 
6 7 8 - 9 -------------- ----·--··· ----

- -------=-·--------·--------- -·-1 2_ ---3 '4 __ _2_ 

. :five Your 
Plans 
1st Pln.n 

2nd Pln.n 
: l, 

3rd Pln.n 

400 

1125 

1325 

Inter Plan -

4th ·Pln.n 1525 

5th J>ln.n 
.irLl.ft 235 0 

Revised 21 52 

320' 80~0 424 284 67.0 

375 33'.3 1044 397 -38.0 

485+, I 36.6 
--

1686 635 37.7 

763 317 41.5 

940. 6'1.6 1420 555 39.1 
·;, -

779" 33.1 -

575+ 26.7 1492* 790* .46.9 

6th Pln.n 
drn.ft 3275 847+ 25.9 - -. 

1978-.79 525 238 
.. •.·· 

Annual Pln.ns@ 
1969-70 255 .· 117 

197~71 280 135 
' 

1971-72 280 123 

1972-73 306 166 

1973-74 338 163 

1974-75 368 219 

1 975-76 . 328 157 

1976-77 411 164 

1977-78 501 247 

45 .. 3. 522 
... 

45 .. 9 192 

48.2 252 

43.9 310 

~4.3 351 

48.3 323 

59.5 354 

47.8 400: 

39.9 341 

49.3 429 

226 

104 

104 

141 

139 

40 

5 

73 

242 

282 

5.4.0 

41.3 

45.5. 

39.5 

12.4 

:1 .4 

18.3 

71.:0' 

65.7 . 
•• ·~ • ~ ~..! 

134- 29.6 

I 

* i 550 ·-· 16.0 

--------·--· - .... ___ . - ....... ---··-- ..... ---·-- ---------· 
+ Excluding n.ddi ti onn.l nobilis;J. tion of resources. 
* Actuals for 1974-77 to 1977-78 
@ On the. bn.sis of d;1ta supplied by the Pln.:c.ning Connission which 

includes outlay on Metropolitan Transport Projec~n.lso. 
Tho estina.tos of contri"uutions fron P..n.ihmys exc;Lude interest 
on fund bnln.nces. ' 

Sourco:1) Five Yca.r.-Plans ·- Explanatory Nonorandun on the Railway 
Budget, 1980-81,. Apppndix X, pp.5.6, 57. 

2) Annual Plans - Planning Conniss:Lon. 
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North-East Region- il. Conp:J.rCJ.tivc St:J.toucnt shovrinc; Dist::mccs 
between Selected Pairs of St2tions vin ~11-India routes an~ 
Y!9:. B::tnglGQ.osh. ---- - --------------·- ····---- ---·-·--··-. ··- ----·· -- .. --- ·-- ··--.- --

Stc.1tior~_frqp___ St::ttion to Di_:::;_t,~.n.£_e_j.J~ .... J~r~~ Difforonce 
I nd.ian Bangla- :3angl::t- I nclinn Via. Vi.'\. 
RZtil1r.J.ys d.csh dcsh :U..::tihr.J.y Indi'ln Bo.nc;ln 
Station Railuny ll.J.iluny St:J.tions R:!.ihmys ·clesh 

Col.6 (-) 
Col.5 

----- Stations StntiO]'l_s ____________ . _. ···- ____ R;_2il.,~2}1__ __________ _ 

1 2 3 ·-____ 4_ ··---- _____ _.? ___ ···-·-··--- . _6_ .. - - .. . ·-. _7 ____ ---
Ged.c 

-do-

-do-

-do-

-do-

-do-

Dnrshn::t 

-do-

-do-

-do-

-do-

-do-

-do- -do-

Bnngnon Bcnnpolc 

-do- -do-

-do- -do-

-do- -do-

-do- -do-

-do- -do-

Radhikn- Bir:J.l 
pur 
-do- -do-

-do- -do-

-do- -do-

-do- -do-

sL~~ghn- Roha:1pur 
bad 
-do- -do-

-do- -do-

Bennpolo B.::mgaon 89 

Bir.J.l 1\..J.dhiknpur 585 

Roho.npur Singhab::1.d 472 

Buri llari Ch.J.ngnro.b- 728 
o.ndn 

Nognlhnt Gitnldnho. 781 

Chilnho.ti Ho.ldibnri 735 

Lo.too 

Biro.l 

Roho.npur 

Buri Il2ri 

11ogalh:J.t 

Chil.J.ha ti 

La too 

Roh.J.npur 

Buri T-1ari 

Hogalhat 

Chilo..h::1.ti 

Lo.too 

Buri Ihri 

r:r o g:1lha t 

ChiL~\.hCl. ti 

Radhiknpur 

SinghCl.b::td 

Ch-:>.ngr."~

bnnda 
Gi tald::thn 

Ho.ldibnri 

Maishnshnn 

Singho.bo.d 

Cho.:.gro.
bo.::do. 
Gi tnldnho. 

Ibldi bctri _ 

rio.i sho.sht:l~l 

Cho.:lgrCJ.
bCJ.ndo. 
Git:J.ldo.ho. 

Hctldibnri 

1498 

581 

468 

777 

731 

1494 

235 

317 

370 

259 

1022 

370 

Ch.::mgra-Buri f.bri HogCtlhn t 
band::t 

Git.J.ldnhn 

423 

313 

246 

-do-

-do-

-do-

-do-

Chil::thctti llctldib::tri 178 

LCJ.too H2ishnsho.a 860 

Ho.ldibnri Chiln- Mognlhctt 
hnti 

-do- -do- Lo.too 

Gi b.l- l1ognlhn t -do-
cbhn _____ ------------ ___ ..... 

178 

r-bi sllnsh:J.:1 830 

-do- 7•~2 

107 

290 

304 

407 

346 
318 

410 

398 

197 

514 

454 

425 

517 

304 

197 

136 

139 

619 

420 

376 

363 
106 

224 

671 

1 95 

696 

61 0 

HmHnh to .\lchnur::~. vin Bt'.::glctdosh E::~.il = 373 1:;~:. +l•'orry -~50 kr::. 
Houre1.h to Agnrtnl'l vict Ir:clina nnihny·s nnil 1501 kn.+ F:.o::cd 

200 k:J. ::: 1701 
Diffcrc:1cc in k:..1s. == 873. 

( +) 1 e 
(-) 295 

(-)168 
(-)321 

(-)435 

(-)417 

(-)1088 

(- )183 

(- )271 

(-)210 

(-)323 

(- )306 

(- )977 

( +) 69 

(-)120 

(-)234 
(- )1 20 

(-)403 
( +) 50 

(-) 47 

(+)471 
(- )140 

( +) ..j-6 

(-)189 

( +) 17 

I ) 1- • \- )·~ 

(-)132 

' == 8 23 ) 
) 
) 
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North-East Region - A Ooup.:1rative Stutcnent sho1-1ing Distances 
between Inportant Stations in ~ReGion fran Hov-Trah via. 
All-India Route a.nd via. Ba.ilgla.dooh • ( Di t f - ) 

- s nnces roo I-Iowra.h in Kns. 
s. No. S-!;-::1 t:Con- vi-n--Vi::l 3-;ngl:J.Q.esh--···- ·- ·-·Diffe:..- ·:·via.----:5iffe-

"""fiidinn R::liliT~ . · renee GCciC- re.nce 
Rlys . Via. Diffe- Via. botueen Dnr- bet-
through- ""Gede- ronco Gcdc ool. 6&3 . shan:J. ween 
out Dnr- bot- Dnrshnno.- - a.n,d· cal. 

shnna ween I!nldi- , ' . .. Gi ixl.l- 8&3 
& col. b.:tri dnhn _ 

L-::1too- 4&3 (Chilnhati) Hogn.lhut 
rbishn-
sh::m· . 1· · 2 -----------3-----4 ·· · ·-·· 5···----6 ·----7 -------'"a-······ -g-- ----- . --:·-·-· --·-- --.... ··-·~--

1 • New 
Julpaiguri 568 1341 ( +)773 496 (-)72 634 (+)66 

2. Gauhnti 990 926 (-) 64 948 (-)42 812 (-)178 

3. Lunoing 1169 146 (-)423 1129 (- )40 993 (-)176 

4. Dina. pur 1240 815· (-)425 1198 . (-)42 1052 (~ )188 

5. TinsuJdo. 1503 1078. (-)425 1461 (-)42 1325 (- )178 

6. Dibrugnrh 1551 1125 (-)426 1508 (-)43 1373 (- )178 

7. north- I 

Lnkhinpur 1223 1286 ( +) 63 1171 (-) 52 1045 (-)178 . 
a. Silch-::1r 1386 591 (-)795 1404 (+)18 1_208 (-)178 

9 • . Ba.dnrpur 1356 561 (-)795 1314 (-)42 1178 (-)178 

1 O.Knringa.nj 13:-{6 
'·· 

540 C:- )836 1334 (-)42 1198 (- )178 

11 • Dhnrnnnngnr 1442 596 (-)846 1400 (~ )4_2 1264· (- )1-78 

------ --·------- . - ---- ---· . ··• -·· ··--- ---- ---------· ------ - -·- -- ·-- ---· 
Hov-rra.h to Agnrto.ln by Indian Ra.ibmys -·Rail 1501 kns.+ Rond 200 kns.) 

. =• 1701 Kms. ) 
Howrnh to Agnrto.la. via. Bo.nglndesh Rnihmy - Rnil upto Akhnuro. - · ·) 

373 kns· + Ferry L1r5 0 kns = 823 lrns·. ) 

Diff·cronc·c in kns. 878 
.. 

Note: For intorchnngc tro.ffic bot'l·tcen Indian Rnilwa.ys nnd 
Bnnglndosh Ra.ihmys the follm-ring stations ha.ve been 
taken for uorking of distnncos. 

Eastern Railway - Godo - Dnrshna. (BDR) 

N.F.Ra.ihray 
-do-
-do-
-do-

Rndhiknpur - Bira.l 
- Haisha.Eha.n - La.too 
- Ha.ldib~ri - Chilnha.ti 

Gitn.ldahn - IIoga.lhat 



6-92 St:ctcmcnt C.10 
Intern2.tiont1.l Conpo.rison of R:;..illv::ty F'l.res ·----------- -·---- -~ . 

--····----·-----c-u.·:r-;:;-ncy 7i.;;cr-__'1Ge. · -Fnro·s--- ·}.;:J.re ·- · ir"ouriy£-- "1Tori:---t'ir.i-o-·r,-equ:Cr_o.c( ·b·y ·v,·o-ri:'0'~-;---

CountryjRaihrnrs 'le~d(Kn) per Kn requi- wt1.ccs in cng.J.ged in n 2 nuf:ccturinc 

--- __ 1 _________ --- ------·--
2 -----

1 • " . 0\'D.SS FodorJ.l Svli ss 
Ro.ihnys ( CFF) Frnnc 

2. Jnpo.nose No. ti 01.0.1 Yon 
.tlo.i lu:::.ys (JNR) 

3. Swedish Sto.to lb.ihrcys S>vodish 
(SJ) Crovn1 

4· French N'l ti ona,l French 
RJ.i h;rc.y c o::1p.1.ny( snc :B ) ;Pr::mcs 

5. u.s.A. (AliTPutK) ('> 
<II> 

6. AustrJ.lin }l.ustr:-cli8.n 
Dolla.r 

7. u.s • .s.R. Rouble 

8. Paki3 t2:1 Rupee 

9. Chin.:1 ~ 

10. In~in (B.:1sed on 
proposed fetrcs) 

II-Ordinnry Rupee 

- 1 977 (Lm...-ost rod to n::tnufn- inc~~_!_rj._es __ t?. _p_::tL.J.:l:l<? __ f.J.rc: fc; r _ 
(Lowest cl::tss) trc.vcl cturinb' ~!_.e_}C_n_.___ Avcr""£7;- "ic-~.-cl." ··--
Clo.ss) o.voro.go indus- Hrs. Iiil1. Soc:- Hi;:--11i·n·~----::;·(;·c:· 

3 

36.2 

28.2 

76.0 

68.9 

60.9@ 

n.a.. 

90.4 

90.0 

n.n. 

49.9 

313.8 

leo.cl trios 
~1977 

.2 6 7 .. 8 ·--
--...!----- ---~ ·- ----·--.- 3 1 0 

0.18 6.516 12.80* 

1 o. 7 301.74 1176 

0.39 29.64 27.01 ** 

0.24 16.536 12.55 

0.06 ). 654 5.60 

0.0285 3.425 

0.038 3.4352 0.88 . ) 
1 • 21 + ) 

0.0324 2. 916 1•59++ 
o. 0170 0~28 

o. 0548 2.735 1. 96 £* 

0.0641 20.115 1.96 

1 

~ i 
1 
3 

51 

33 

52 

9 

39 
30 

36 
53 

13 
38 

41 

58 

1 

3 
2 

1 0 

_(L~_-__ 1_2 _ 
30 

15 

G 

19 

39 

54 
50 

50 

24 

15 

32 

12 

9 

24 

36 
. -·- --· .... -.. . ---- 0 0... ···------ ··-·0.0N---··- -~-----~----·" ,, ... -- 0 ·-------..... 

£ 'l'he c.:::..t8. ::tV8.il::t-ol-c on nonthly VJ'8.ges W8.s converted to hourly ~T8.ges, 8.ssuuing 25 1-Torkinc d8.ys nnd 8 hours 
of vrork per q.J.y in rc spec t of J8.p::m, USSR, Pnki st::tn, Chin.2, ::tnd Indin. ,J 

II-N/E 

* Ha,le ea,rninc/hour for 1 97 6. ** 1976 @ for 1 976 ( a,ll c:}.nsses) £* Updated from ASI data for 1 976-711 
+inclu::;ivo of benefits fron tho soci:J.l consunption funds & p:11d vacnt1on • 

. ++ rol.:1tos to 1976 a,nd h::cs boon uorked out .:1ftor infl.:1ting tho nonthly WCLgc in 1972 bv consunor price index 
nos. of that country . 

Sourco:il)Int~,rn~~~o~1·~1 R::tihT:lY Stnt~stics,1977,rnte~l~~tion'l.l Union of RCLihrnys -(rrrc) 
Jrnt.,r:r. · J10.1 .1 L'l.bour Ye.:lr1:5ook, 1977, ILO (111)Do.t.:1 on f::tres collected fron different countries. 
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Broa.d Categorisati<?_!LO_f ~lorki~_g _E_::;p_~_n_s_<?_s ___ o!_t.he Raihn:1;y~ 

(Perce.:..t to tota.l) 

1977-78 1 978-79 1979-80 1980-81 
(Revised (Budget 

---------------------EJ?_timE!_t_e.)_ Es tiJ!lP:.t~.L 
-·- ... _j __ - _ _1_- ____ _3_- .. 4 

1 • Sta.ff 50.5 51 .1 50.5 50.2 

2. Contractual 
Pa.yments 2.9 4.4 4.9 5.0 

3. Fuel 

Coal 8.6 8.0 9.0 9.1 

Diesel 8.5 7.5 7.8 7.9 

Electricity 3.1 3.3 3.5 3.6 

Tota.l Fuel 20.2 18.8 20.3 20.6 

4. Other Stores and 
Na teria.ls 26 .. 4 25.7 24.3 24.2 

5. Total Uorking 
Expenses= 100 1602.89 1715.18 1916.70 2041.3. 

(rs. c rare s) 

----------------------------- ... ------·-·· ·-·--- ---------
'··' * Includes ordinary Working Expenses and contribution to Pension 

Fund, a.s given in ne\v Demand numbers 4 to 13 of the Demarrl s 
for Gra.nts for Expenditure of the Central Government on 
Rai hrays, Part I, 1 979-80 and 1 980-81. 



PART II 

Passenger and other Coaching Traffic 



CHAPTER VII 

EVOLUTIOH OF PASSEN·GER FARES 

Initial fare structure 

7.01 The first railway line "I'TUS comrn.i ss ioned in India in .1853 

in terms of a contract entered into between Bombay and Thana 
•• 1 . ' 

between the Secretary of 

Railivays in 1849. Under 

State in India and the Great Indian Penninsula 

the terms of the contract, the share holders 

. of the company 1-rerc guaranteed a rate of return of 5% on the capital 

invested. The freight rates and fares to be- charged from the public, 

howcwer, req_uired prior approval ·of the G~vcrnment. The mails and 

officials of the Postal Department v-rere to. be carried free, ahd' · · 

troops an4 military stores at concessional~rates. These terms were 

the basis of similar contracts e.J.tered into with other raihtay 

companies for the rest of tho 19th century. 

7.02 By 1858-59, thoro were throo railway companies operating in 

India and the basis of passenger fares applicable on their systems 

were as under:-

Class 

First Class 

Second ()lass 

Third Class 

Rate of passenger fare per mil'e in pies 
G.I.P. Rly. East Indian Rly. r.Iadras Rly. 

18 

·6 

3 

18 

9 

3 

18 

6 

2 

To pr.otcct the ·interest of the public against oonopolistic 
£.' 

exploitation by- company raihmys; the following maximum lirni ts for 

passenger fares were fixed by the Government:-
' 

Haximum fare p or passenger per mile 

Railway First Second Inter 
Class. Class Class 

1. rradras 18 5 
2. Great Southern 18 5 
3. Great Indian Penninsula 24 12 
4. . B.B. & c.I. 24 12 
5. Scinde 24 12 
6. East Indian 18 9 4Y2· 
7. East Bengal 18 ·9 4Y2 
8 •. Calcutta & South Eastern 18 9 
9. Punjab 18 9 

1 o. Delhi 18 9 
11 • Ovdh & Rohil Khc.nd 18 9 

in pies 

Third 
Class 

3 
3 
8 
8 
8 
3 
3 
3 
2Y2 
2Y2 
2 

Fourth 
Class 

3 
4. 
4 



notified 
These limits were/ for G. I • .2. Raihray in 1865 and other 

railway companie~ in 1869. 

By 1870, eleven railway companies were in op3ration and a new 

class of passenger accorn.moda tion called 1 Fourth Class 1 - also kno1m as 

'Coolie Class' -had been introduced on some of the Railuays. The fare 

bases t!1en existing on some of them v<ere as under: 

Fare pe_r:, i-Jas~enger per mile in pies 

Raihra_y 

East Indian 

1st Class 2nd Class ~Cla~ 4th Class 

G.I.P. 

~ladras 

18 

18 

18 

B.B. & C.I. 15 

Scinde & Punjab 18 

Great Southern of India 18 

East Bengal 

Ovadh & Rohil Khand 

18 

18 

9 

9 

5 

7 

9 

5 

9 

9 

3 

4 

3 

3 

2Y2 

3 

4Y2 

4Y2 

3 

3 

In 1891, Government of India fixed both the maximum and 

the minimum limits 1vi thin which the operating Company could fix the 

fare c:i th prior approval of· the Government. These limits were as 

follows and they remained in force till 1918:-

Class 

First Class 

Second Class 

Inter Class 

Third Class 

Fare~~i_p. -pies _p_er mil~ 
Maxima Minim~ 

18 12 

9. if" 
7 

4Y2 3 
3 1Y2 

It became necessary to fix t:1e minimum linlits for fares because 

some of the railway companies were fixing unremunerative fares due to 
I 

?.' . 
competition. As the share holders were guaranteed the minimlun return 

of 5%, the incidence of unremunerative fares ultimately fell on the 

Government. 

During the period 1891 to 1918, the then Third Class was 

redesignated as Intermediate Class on many railways and provided \·lith 

benched for sitting and. the Fourth Class 1-1as renamed as Third Class 

and provides ~ri th bare open truc!:s in :-1Lic:1 tld p<::ssongers sat on 
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the floor. Secondly, oost of the railwo.y coi!lpnnios reduced tho 

fo.res uithin tho range peroitted, especially in the ne\-v Third Class 

on acco~~t of lioited capacity of the poorer population to pay, 

coDpeti tion betv;een different railway c oo.panies and non-existence 

of passenger anenities for Third Cl::tss panscmgers. Thus, by 1906 

the fare basis of 3 pies per passenger per nile adopted in the 
• 

initial stage of operation of Railway lines had cone down to 1Y2 

pies per nile on oany systens. 

Introduction of tapering 

7.06 During the. Firsi; \Jorld \lar (1914-18) and for sor.1e years 

thereafter, the railway companies adopted the policy of discourag:... 

ing passenger traffic by increasing the fares. This approach. 

was·chariged in tho late twenties to arrest tho decline in passenger 

revenue. One of the indue cncnts, introduced for the first tme, 

was to give tho bonefi t of telescopic fares to Third Class 

passengers for long distance trav~l. For instance, in 1928-29 

on the B.B. & C.I. Railway, for journeys over 150 miles by Third 

Class in Hail tmins, the fare was reduced by Y4 pies per nile. 
. ' 

7.07 The fares as they existed onvarious railway systo;:ts 

at the outbreak of Second Uorld \lar (1939) arc given in 

Statenent 7-f... It 1-Till be seen that in nost cnscs the rate per 

nile declined as. d~t'stanco inc re::;.sod. Th~sc fares wore subj ectad 

to an ad hoc increase of 1 anna per rupee on the total passenger 

fare with effect fror:11-3-40 and a flat increase of 6Y4 per cent 

on the total fare with effect fron 1-3-1947. 

Uniforn fare structure 

7.08 \'lith the attainnont of independence in 1947, for the 

first tiv.e a uniforo basis of fares \iD.S adopted on entire Indian 

Railways fron 1-Lt-19·+8. Air-conditioned Class of accomodation 

was introduced on i~portant trains for the first tine. The 

, 
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be.si:;:J of charge and tho subscqucllt chn.ilgcs till 1951 ·':'.rc given 

below·:-

Pies 12cr . l DJ._c 1')or 1~nss c:rl.r~G: 

Class 
i'ron ~,rov.. Prow Fron 

1-4-19!;.8 1-1-1949 1-12-1949 1-4-1951 

Air-conditioned 3Ei 36 30 30 

First 30 24 24 27 

Second 16 1 ~t 16 

Inter (nail) 9 9 9 10Y2 

Inter (Ordy.) 1Y2 1Y2 7~/? I ~ 9 

Third (Hail) 5 5 5 6 

Third (Ordy.) 4 4 4 5 

7.09 Fran 1-4-1955, the First Clnss Hns abolished o.:1d tho them 

existing Second and Inter classes were dosign~ted as First and Socond 

classes respectively. The. bo.sis of charge vms r.::~viscd as follo>·rs:-

Class 

Air-condi tioncd 

First 

Second (r!lail) 

Second ( Ordy.) 

Third (Mail) 

Third (Ordy.) 
above 50 niles 

Third (Ordy.) 
upto 50 niles 

Introduction of netric 

Pies pc,~ nile per pnss onr:cr 

34 34 32 

18 16 13 

11 1 OY2. 9Y2 .. ; 

9Y2 9 8Y2 

6Y~ 6 5 

5Y4 5 4Y2 

5 

systcn 

7.10 This basis vms converted into :octric systcu. frou 1-4-60 as 

follows:-
Pnisc -per kiloc,~tre per p:cssonger 

Class 1-250 lms. +251-500 kns. +501 kns. :1nd 2.bovc 

Air-cond it icned 10.36 
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Revis ion of faru structure 'in 1970-ll 

7.11 These fares uor e subject to ad hoc increases fron 1962 

to 1968 ..J.S per, details given in Statenent 1 -2, In the Budget 

proposals for 1970-71 the following revised basis of charge was 

proposed:-

Basis for charge ~in Paise} 
1-100 kns. +101-600 k~s. +601-1600 +1601 kns. 

Class (per kn,) (per 5 ko.) kns. .:u1d above 
(per 5 len) (per 10 kn,) 

Air-conditioned 24 100 82 150 
First 12 48 38 60 
Second ( f1a il/Expre ss) 7 28 22 36 
Second (Ordinary) 6 24 18 32 
Third (Mail/Express) 4 16 12 17 
Third (Ordinary) 3 12 10 16 

T.hird (Ordinary upt9 50 lms.) existing fares to be 

increased by 5 paise upto 20 kc.:s. and 10 pa~so froo 21 to 50 kns. 

During the Budget discussions,. the proposed increase 

for Third Class - Eail/Express as well as Ordinary - was withdrawn 

but the increases for other classes v1ere adopted. 

7.12 Fares for all classes, however, were again subjected 
tha~ 

to ad ho~.: changes 'after 1970 'llrhh the result/no clear basis for 

passenger fares exists. Details of the ad hoc chlnges oade 

since 1970 are ,given in Statcnent 7 -3. Sooe of the highlights 

of these changes are -

( i) The increases in upper classes v1erc norc than 

the increases in· the Third class. 

( ii) The· Third Class was exenptcd fron the overall 

increase in passenger fares in April, 1972. 

In April, 1973 and SepteDbcr, 1974, Third 

Class passengers travelling upto 15 and 25 ki:ls, 

respectively were exenpted fron fare 

increase. 

(iii) The forner Second Class acconnodation was 

abolished fron 1-4-197,~ an<l the fomer Third 

Class redesignated as Second Class. 
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(iv) Conccssional f~re tc.ble for 'Third. Class Ordinary 

pu.sscngcrs upto 50 ;:-;ilos uas intr::Jclucecl in 1955, 

converted to :J.etric 1a·a.Lt cf 80 lcr.J.s. L1 J60 c.nd 

reducccl. to 50 1;::-JG. in 1962. It \·TCI.S o.bolished fron 

1.4.79 on tho rocor:rr.wnJCttions of RCI.il Tariff Enquiry 

C o~_mi tt ce in its In t8r in Report • 

(v) ConcessionCtl fCtro table for Third ClG.ss I'i:Ctil/r::cpress 

pu.ssen~ers upto 50 kr:ls. i'TCI.S i11troduccd in July, 1962 

and n bolishc cl fron :~pril, 197 4. 

Passenger tax 

7.13 On 15-9-57 the follouing tCtx on pnssenger fcues UCI.S levied. 

under the Raihmy Passenger F::..ros Tn:z: Act, t::.1e proceeds of \·rhicll vrore 

payable to the States:-

Distance R::tto of pass cn.r;er to.x 

1 - 15 niles Nil 

16 30 ,, '.J/0 ol tJJ.e total fc.re 

31 500 li 1 s;~ of the) total fCtre 

Over 500 niles 1 c;6 of the tctCtl fCtre 

This t o.x was nergecl i:1 pass enge:;_~ fn.r cs fr on 1 -<-61 >vi th 

the CtrrCtngenent that Rs, 12.50 cror-:;s vnw to be paid nnnu.J.lly by the 

Rnilwnys to the general revenues for nakinc; grant:= i:1 aid to Sto.te 

Governnents. This wns increased to r:,s.16.25 cro.ros subseq"'..lcntly. 

Fron 15-11-71, a po.ssenger tax ·Has ,levied at the m.tc of 5;; of b.e 

fare on Ctll tickets costing Rc.1/- or norc, the proceeds being 

credited to tho State Go,.rernnonts~ This vv'ls, houovor, i'rithdrm·m 

fro n 1 -4-7 3 • 

l'Tininun fare 

7.14 
nininum 

The /fCtros in force fron tine to tine s inca 1960 are 

shown in Statement r/ 
Class 

Air-conditioned 

First Class (nail/Express) 

First Class (Ordinnry) 

A.C. Chair Ca.r 

Soc ond C 1 ass ( Ho. il/Dxpro s s) 

Soco~d Cl~ss (Ordinnry). 

Existing ~ininun fares are as follows:

IIininun fo.res (Rs.) 

34-.00 

13. 50 

5.50 
7 50 

0.65 ~ Rc\riscd. :lo::,::-:.cL:c+"c~l'-
O.)O ~ ns Scco:;.:~ _;1:.2c-, 

1 VT .c .f. "I.-:-, I ~-7,~. 



7-7 

Distance blocks for cinrging fares 

7.15 Upto Harch, 1965, passenger fares'were quoted f.or each 

kilo!J.otre. Fron 1.·~.65, hO\'TGVcr, the systc'n of charging sp.ue.faros 

for blocks of 5 kns., for journeys betw·een 401 and 1600 1"-ns. ana 

for blocks of 10 lens. for journeys over 1600 kns. was introduc·od. 

Tho systen a$ on 1.4.65 and tho subsequent chnngcs are sunnarised 

·below:-

Kn. 1.4.62 . 12.6.67 -- 1.4.70 1.7.71 

1 - 100 One ku. One kn. One ku. One kn. 

101 - 200 One ku. One kn. 5 lals. One kr.l. 

201 - 400 One kn. ·5 kn •. 5 kn. 5 kn. 

4-01 - 1600 5 ku. 5 kn. 5 lm. 5 kn. 

Over 1600 10 kn. 10 kn. 10 kn. 10 kn. 

There is no change in distance blocks since 1.7.71. 

Taper 

7.16 As ·indic::::. ted onrlie;r, L1it :inlly the basis of fares was 

o. flat charge por nile irrcsp ect ive of the dist anco trav.ollcd. 

However'· in int cr-vr:J.r period, thG principle of charging a ,lowor1 

fare per kilonetre 1vith increase in tho distance got incorporat~~~ 

ia the tariffs· of nost of the railuay conpanies. This position 

co~1tinue:: till 1948 when the t close epic prj,nc iplc was given up 

and uniforn fares on '·\he basis of a flat charge per kilonetre 

irrespective of tho distance "ivere adopted for the entire Indion 

Railway systen. This ~a8is of flat charge was continued during 
. ' 

the rev is-ions of fares· in January, 1949, Deccnbor, 1949 and 

April, 1951. In .\.pril, 1955, however, the telescopic principle 

was reintroduced and it has now bccorie an integral feature of 
I 

our fare systeo. 

7.17 The f::1rc basis introduced in 1955 and converted into 

nctric systen in 1960 had tliTcc distance slabs for providing 

tho taper ,m., 1 to ?50 ~?s., +251 ·to 500 kns ~·and +501 lms. 

and above. Frou 1962 to 1968 ad hoc increases in fares :were 

nade with the result that tho basis ·of taper got obscured. 

Houovur, in 1970, n rcv·i se(L basis 'of charge was ndoptod in 

which four distnnce slabs 1·rcre :)rovidcd: 1 to 100 kns., 

+101 to 600 k::Js., +601 to 1600 lens., and +1601 lens. and above. 
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An interesting vo.rio.tion i~1troducod in this S:J sto:J. vn.:ts tlnt tho unit 

for co.lculo.ting per kiloo.etro cho.rge vms 1 lw:.1. bct1~Tcen 1-100 kns., 

5 ko.s. betweo.Jn 101 - 600 c:md 601-1600 lrns. and 10 k:0.s., for ovor 

1600 ko.s. As the proposo.l for Third Clo.ss fnres proved unpopulc.r 

in Parli:::.Dont and was withdrmm, tho distortion in telescopic 

structure duo to ad hoc increases fran 1962 onwo.rds could not bo 

ractified in respect of this class. 

After 1970, the fare structure for all clnsscs got 

distorted duo to tho nd hoc increases indicntod in Stateucnt 7 -3. 

As a result, it is not possible to ind.icnto tod-'ly a::1y clear bo.sis 

for the taper provided at vo.rious disto.nc cs. 

7.18 Conparativo o.nalysis of the t<1pcr fer solocted disto.nc es 

in 1955, 1970 and ilt present is given in St<1tencnt 7.-5 T<lking the 

f<1re nt 100 ko.s. ·as bo.se = 100, the taper nt 3000 lrr2s. for . .?irct 2.nd 

Second Cl<1sses vnried fran 86.to 83 in 1955. In 1970 it had cone down 

to bet-.wen 74 and 61. Today it is in the :range of 58. to 43. li'or L.c. 
Chair Car it has cone dmm to 34. Thus, the to.per nt le:!.1gor disto.~1.~cs 

has been progressively getting steeper over tho years. 

A. C. Chair Car · 

7.19 l<'ully air-conditioned vestibuled tre1ins ucro introduced J..::: 

1956-57, one o::tch on Now .Delhi-Howro.h. and Now Delhi-B;_:tbay routes 

and A.C. Chair Car ncco[uodntion provided for tho first tine. The 

fare levied was tho then r.rhird Cl<1ss ll.:lil/I:xpress f<lre plus o. 

surcharge of 4 pies per nile converted into net ric unit of 1 • 25 

p<lise per ko.., fron 1-4--60. Frau 1-4-6~, tho fare vro.s brought on 

par with Second Class. However, fran 1-4-70, the follouing separG.tc 

fare basis was evolved for A.C. Chair Car as a distinct class of 

acconnodo.tion for the first tine:-

Distance Unit Fare (In P<lise) 
(in l:ns.) 

1 - 100 Por la. 9 

+ 101 - 600 Per 5 lrr1. 32 

+ 601 - 1600 Per 5 ka. 22 

+1601 and :1bove Por 10 lm. 36 

Since then tho fare ~o.s bo~il subject~~ to ~d hoc incrcnsos 

:::ts indic<lted in Sto.teucnt ·7 -3. 
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Rajdhani fares 

7.20 Bi-vreekly Rajdhani ~xpress trains, 1.'f''ich are much faster 

~-nd provide more comfortable travel than any other train, 1.'l'ere 

introduced on the New Delhi-Howrah route in 1969 and New Delhi

Bombay Central route in 1972, Only Air-conditioned and A,C, Chair 

Car accommodation ue3:s provided _on these trains and the special 

fares charged included the cost of.meals and reservation fee. 

Rajdhani fares between Ne"\'r Delhi - Ho1.'l'rah and N~w Delhi-Bombay 

Central, as.they e_volved from time to time, are given in 

Statement. 7 .-6. 

Sleeper surcharge· 

7.21 Sleeping accommodation in the Third Class (now Second 

Class) was first introduced on Indian Raihrays in 1954. 

Ordinary Third Class coaches were converted for this purpose 

and a charge of Hs.3/- per berth .per night vras levied on 

passengers availing t:lis fG.c:i.li t;y. These coaches had three-tier 

wooden berths. In 1956, Third Class sl~eper coaches with 
i 

2-tier si tang-cum-sleeping arrangement were introduced on an 

experimental basis. Tho upper bunks wore fitted with 2" thick 

foam cushions to be used as sleeping berths on payment of 

P:.s,3/- ·:;or nighuJ the louer berths ~i~ t:.fled for s~ tting 

accommodation. In 1959, the sleeping cha:rge· was withdrawn 

f(AlP all passengers trav~lling for more than 500 miles and a 

new design of Third Class 3~tie~ sle~per coach ha~ing a 

capacity of 75 on ·B.G; ·and 64 on H.G. was adopted, It was 

also decided to introduce· sucli coaches· on all !•iail/Express 

trains having a total run of ov~r 800 miles on B.G. and 

over 450 miles on I1.G. The sleeping surcharge, however·,- was 

re-introduced in 1968 for passengers holding ticl;:ots for 

more than 500 miloso 

Tho surcharge revised from time to time is given in the 
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details below:-

Date 

April, 1954 

July, 1956 

April, 1959 

April, 1962' 

April, 1968 

April, 1974 

April, 1978 

7.22 An 

Q 

0 
0 
~ 

SZCOIID CLASS ( 2-tier ~ 3-tier) SLEEmP. SURCHARGE 
FROil 1954 OlJ'.T"\l1DS 

Second Class Sleeper Q Second Class Sleeper 
Three-tier 0 TvD-tier 

First Q Subsequent ~ First ~ Subscqu,mt 
night ~ night Q night 0 night 

Rs. Rs. Pes,. n3. 
3.00 3.00 

3.00 3.00 3.00 3.00 

3.00 3.00 3.00 

3.50 3.50 3.50 3.50 

4.00 1.00 4.00 4.00 

5.00 3.00 5.00 5.00 

5.00 5.00 

inproved design of Second Class 3-ticr sloe per c oo.ch 

consisting of cushioned berths/scats has been introduced on a nlli~bcr 

of inportan t long distance trains starting in 1977 ~lith Gectanjali 

Express between 'calcutta and Bon bay. Sue h c caches are being introduc cd 

on all Ilai:l./Exprcss trains involving night journeys on a progra.u:-:::od 

basis. 

Supplenenta.ry charge 

7.23 The c oncopt of levying supplonenta.ry cl1a.rge i"or travel on 

super fast trains was introduced for the first tine on ·1-4-1973 on 

8 pairs of B.G. trains. Tho charges levied were as follows:-

1-4-1978. 

7.24 

Class Supplonentnry charge per ticket 

A.c.c. 
First 

A. C. Chair Car 

Second 

Rs. 

10.00 

5.00. 

3.00 

1.50 

The charg3 for Second C la.ss uas roduc ed to Re.1/- fro;:1 

. t . 
The nunber of t ra.ins on >Jhich · supplcm.:.cn ta.ry cho.rgc is 

levied has been increased fron tiGo to tL10 consequent 0:1 introdu8-

t ion of new superfo.st tra. ins. HovlCV or, c crt:1in :1nona lies l1::td 

a.risen in the selection of the trains for levy of this clergc 
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~nd. a c onplet c rovL::w of the subject was underto..ken by Ro.ihmy 

Bo~rd in 1978. At present thvre ar o in all 22 pairs of trains 

on uhicJ, _supplenentary ch.'l.rgc ·'.s levied out of · . .-~lich 2 nrc on ~1.G. 

and the rest 0:1 B.C. sys-t"cw.. 

Resorvatio~1 foe 

7.25 In 1958, a roserv;,tion fcc of :~ nnrn.s per sent/berth was 

introduced for Soc O!ld O...'ld Third Class and 8 nnnns per sent/berth 

for Air-conditioned o.nd First Class. Subse~uont changes nade in 

tho reservation foe arc given bcl.ow:-

Resorvntion foe per sent/berth (in Rs.) 
Cl::tss 1958 15-6-67 1-~-74 1-4-78 

____ ...:....; _____ _ 
A.c.c. 0.50 _1.00 5.00 ·5.00 
First 0.50 1.00 ··,:·2.00 2.00 

·A. C. Ch::tir Car 1 .• 00 1.00 

0.25"'. o. 50-).C 0.50 0.25 

*Then Third Class. 

Pl~tforn tickets 

7.26 Charges for pintforr~ tickets .fron 1-~55 onwards are 

given below:- · 

Ycnr 

1-4-55 

1-,~-60 

15-6-67 

1-4-68 

1-~-70 

1-4-74 

1-7-77 

Pl::ttforn ch::trges (In P~isc) 

6 (one a:n...-·n.) 

10 

15 

20 

25 

50. 

30 

Passencor fares - Certain aspects 

7.27 An ano.lysis of the ch.:t..."'lges in p::tss cnger fares brings 

out the following fec.turos:-

(a) The increase i!l fares since 1960 h::ts been 

wucll ::1oro in upper classes o.s conpnred to the 

existing Second Cl::tss. This is confirood by 

Stntcue:.lt 7 -'"i \i'~'lich ccw.p.J.rcs the 
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existing fares >vith those prevalent in April, 1960 

-"'.t selected distances. It shovrs that pr:: portiona t e 

increase in A.C. and First Class fares has been nore 

tlmn in A.C. Chair Car or Second Class. 

(b) The increase in fares has not kept pace 1vith the 

rise in cost of living. The average revenue earned 

per kilo~ctre has increased at much slower rate than 

the prices generally with the result that'thc real 

cost of travel has been decreasing year by year in 

sl~rp contrast to the increase in other ingredients 

of the cost of living. This is brought in 

Statement 7 -8 vlhere average revenue per pass engcr 

kilometre realised over the years has been conparod 

vrith the cost ·Of living index. llhile the cost of 

living index 1vith 1960-61 as the base year wa'lt 

upto 324 in 1978-79, tho index of earnings per 

kilooetre increased only upto 236 for Second 

r1ail/Express and 187 for Second (Ordinary). 



1 • 

First Any 

Second 

Inter 1-300 
(Ilnil)+301 & 

beyond 

Inter 1-300 
(Ordy)+301 & 

beyond 

Third 1-300 
(Hnil) +301 & 

beyond 

Third 1-300 
( Ordy) +30J & 

beyond 

B.1.sis of £:._rSE_ .. 2_Il v.:trious n ::ti hnys in 1939 

13 1-150 2'~ 1-300 2!r 

+151 & " 18 +301 & .10 
1-30·0 

+301 & 
beyond beyond boyan~ 

1-150 
+151 & 

beyond 

15 1-300 
10 +301 & 

beyond 

5 1-300 5 1-300 
4 +301 & 4Y2·+301 & 

beyond beyond 

5 1-300 
4 +301 & 

beyond 

L~ 1-300 
3Y2 +301·a:_

bcyop.a 

5 1-:-150 
4Y2 +151 & 

beyond 

,y2 1-50 
2 +51-155 

'.+156-300 
+301 & 

beyond 

12 1-30) 
9 +301 & 

beyond 

6 1-300 
5 +301 & 

beyond 

5 
4 

1-300 
+301 & 
beyond 

4Y2 1-3oo 
4 +301 & 
3Y !r beyond 
3 

1-300 · ~/'i, 1-50 3-3/ ~r 1-300 
+ 30 1 & . 2 +51 -1 5o 3Y ·~ + 3o 1 & 

beyond- +151-300 3 beyond 
. +301 & 2-3/4 

beyond 

D - Dist:.ncc in :~ilcs 

2!r 1-300 
10 +301' & 

boyond 

12 
9 

1-300 
+301 & 

beyond 

7 1 T31)0 
5 +301 & 

boyonc1 

5 1-300 
3Y2 +301& 

bcyoncl 

4Y2 1-5o 
3Y2 +51-250 

+251 & 
beyond 

3Y2 1-5o 
2Y2 +51-250 

+251 & 
'beyond 

12 
1Y2 

' "r 



Stntenont 7.1 
Bnsis of f:::rcs on· vnrious Rnihmys in 1939. 

D·- Distnnce in Diles 

F - Faro per ~ile in pios 

D IF D I F.• D- •F t D .IF.. D IF I D IF I 
~~~~~~~~~-~~~~·~~~~~--~·~~·~~~·~~·~~--~~~~·~~--12. 13.• 14.. p5.• 16. !17.• 10. !19.• 20. •21.• 22. •23.: 24 

1-300 . 24 Any 
+30·1 & 15 
beyond 

1-300 12 Any 
+301 & 9 
beyond 

1-300 
+301 & 
beyond 

Any 

7Y2 Any 
6 

6 Any· 

1-50 5 1-50 
·51 & 3 +51-200 
beyond ±201 & 

bo:·ond 

1-50 ._1 
r 1-50 

51 & 3 +51-100 
cyond +101-200 

+201 & 
beyond 

24 1-300 
+301 & 

beyond 

24 1-150 10 
H3 +151 & 12 

beyond 

A.ny 36 A.ny 24 First 

• 12 1-300 
+301 & 

'.Jeyond 

12 1-150 9 Any 15 Any 12 Second 
9 +151 & 6 

beyond 

6 1-50 sY2 Any 
+51-250 lr-3/4 
+251- & 3-3/tr 

4 

beyond 

6 1-50 sY2 Any 
+51-250 .... I· 

·c- :;, .. t-

+~51 & 3-3/4 
boyond 

~Y2 1-300 3Y4 
4 +301 & 2Y~~ 
3Y2 beyond ... •. 

4. 1-300 3Y4- 1-so 2Y2 
3Y2 +301 & 2Y<"r +51-300 2 
3 beyond +301 & 1Y2 
2Y2 beyond. 

Any 7Y2 Inter 
(Nnil) 

Inter 
(Ordy). 

- 1-300 4 Third 
+301 & 3Y2 · (:r.raii}. 
be yo rid 

';" Third 
(Ordy) 



Ad hoc ch''.i.~Cs in pnsscnror f":ros - 1962 to 1960 

·-------· --------:----. I 

increase 
in 

. P.1.s.scnco·r 
FCLro 

1 • 

1.7.1962 

1 •. ; .• 1 965 

15.6.1967 

1. 4.1960 

Air-conditioned: First Cl.-:.ss Sccon:l Cllss 
rlnil/E:Qrcss 

(Old) 
. Class ! 

2. 

I 
I 
I 
I 

I 
4. 

No incroo..sc 15% CLt CLll distnncos 10% nt o.ll distnnccs 

i) 1-1200 lrns = 10% i) 1-1000 kns = 10/b 
ii) Over 1200 kns = ii) Over 100 kns = 

~.14.75 for each ~.6.75 for each 
dist::tnco ~lock distance block. 

15% o. t nll 
distances 

~i) 1-150J kns = 15/o 
ii) Over 1500 kns = 

~.15.50 for onch 
dist::tncc :)lock.-

i) 1-GOO kns = 10% 
ii) Over GO:) b:s = 

Rs. 3 .tW for o.::tch 
distance block. 

i) 1-150':1 kns=15% 
ii) Qvor 1500 kns= 

Rs. 9. 25 for oo.ch 
dist::l.ncc block. 

10~.nt o.ll 
dist1.ncos 

Tho incroo.sos 
as under: 

vloro nad.o Tho incrco.scs woro no.dc 
ns uncl_or 

Value of 
ti ckot. 

i) Upto Rs.5/-
ii) More thnn ~.5/

but loss th :1 

~.15/-

Incronso Vo.luo of 
ticket 

Incro::!.sc 

5P.::tiso 
10 II 

i) u·?to ~.5/..,. 5 
ii) Hero than P,s.5/-10 

·Jut loss tho.n 
P.s.15/-

PJ.isc 
11 

iii) I!lo:r:o them Rs.15/- 25 " iii) Hare than 
Rs.15 /-

25 11 

Note: Concossionnl faro tnblo for third cl.1.ss Nnil/Expross p:::.ssonc;ors 
trnvclli:nc; upto 50 lms 1;1:1s introclucod fran 1. 7. 62 .1.nd ul tir:::ttoly 
nbolishod fron 1.~.1974. 



Statonc"nt 7.2 
Ad hoc chD.nr;es in p['.ssonr;or fares - 1962 to. 1·960 

I ' .· I Second Cln.ss .. Third Class 
_(Ordy.) No.il/Expross 

. I . 
I . 
I . 
I 

Third Class 
(Ordy.) 

1 Date of 
' .• r ~n~roasc 

-1· . ~n I 
I 
I 
I 1 Po.ssonc;or 
I 1 F~ro. 

5. 6. 7. o. 
10'% at.~ll 

'd.ist.:mccs 
1r);/o at all 
dista.nces 

10% at all 
distances 

1.7.1962 

i) 1-00') kns ~ 10% · 
ii)' Over 000 lrns=. Hs.2 .95 

·for each distance 
block , 

i) 1-noo kns = 10% 
ii) Over 000 kns= 

.~.190 for each · 
distance block.· 

. ,. 

1-00-:J kns =' w~ 1 • 4.1965 
Over 000 kns = 
Rs.1. 60 ·for each 
d:lstancc block. 

i) ··1-500.kns = 1,2Y2% , i)_1-15.00 lcris = 12Y2% i) 
ii) ·501-1500 lrns= 1 o% !fi thiii)Ovor 1?00 kns= . · · ii) 

1-5QO ,kqs .=·59& 15·.6.196'" 
Over 501 kns = I 
~.0.60 for co.ch nar.c;i,nn.l .adjustncut · · Rs.t]..20 for each 

· 1J'otwcon 501-5~-5 kns to distance block. distance blo.'ck. · '· · 
obtain Gradual drop in 

tho rate of increase. 

iii)Ovcr 1500 kns =: .. Rs4!5.45 
for· c.J.ch d:ist:1.nco- block. 

f . 

The :lncro·n~Cri. \vera na~o ~hq . increases wore ·Tho increases \·rcrc .1 •. ~ .1960 
a..s under: __ .. ·· nadc as under: nade as under:-'· 
Value of Increas-e Value of. 1ncrcaso Value of Increase 
ticket ticket . ticket . 

t)tJpto Bz.5/-
' 

ii)r-lorc thn.n 
~.5/- but loss 
than ~.15/-

·!. 

iii)Horo than 
·. ·· Rs.15/-

5Paise i}Upto V.s;~/- 5Paise· i)Upto P.:;.r:J/- · 5Paise 

1 0 " ·· · i i) I'-1 o rc than 1 0 " 
.Rs.5/-but .. 

ii)moro than 1 o " 
Rs. s/- but 

25 II 

los::; than 
.Rs.15/-

·· loss than 
~.15/-.. . ... . . 

iii)Moro thi:m '25 il iii)~iorc than 
Rs.15/~ · · -~.15/-

25 " 

Note: Conccssional faro table for th~_·rd class ~lail/Exprc.ss :p.:~.sscnc;ors 
tr1.vollinr; U)to 50 kns ~rns in:troduccd fron 1. 7,; 62 and,hl tinately 
abolished fron 1 •. ~.1974. 



Statement 7·3 
t-'l. hoo __ cho.:g_.ct;,os 1n paas~g:c:..' .:f.Qto"l [:{to~ 1'?\b,Q 

1~7 .. 1971 Increase:in fc.res :12er ticket , Dist-ncc . zones 

Class 1-15 16-:?0· "'>1 ~-50 ~1-100 101- 2G1- 501- 1001 and 
200' ;o_o· 1ooo· a:'Povo .• 

Kms .. Km.s., Kms,. Kms .. Kms. Kms., Kms .. Kmso 

Air-conditioned No 1 .. oo 1 .. oo 2.,00 2.00 4.00 5o00 7.00 
change ·. '. 

Ist Class II 0.,50 0.50- 1 .. 00 1.00 2 .. 00. 2.50 3.50 

A,. C. Chair Car n 0 .. 50 0.,50 L.OO '! .,00 1c,50 2.CO, 2.00 

Second (!i.l/Exp} n C., 50 Oo50 1,00 1.00 1 .. 50 2.,00 2. 00 
' 

Second {.Ordy) ~ n 0.50. 0,50 0.50 0 .. 50 1.00 1. 50 2.00 

. Third (r-1/Exp~) II 0.15 0.,20 0.25 0 .. 25 0.50 0.75 1.00 
: •. 

Third { o_:;-.~Y .. ) n 0.05 0.10 0~15 0~20 0.,25 0.25 0.25 

12.4 .. 19~2 
Increase jJ);_far_es :Qer ticket .• 

Class of n..: ("""~· ....................... .. ' , ~- r; .... ~- ..., ._ .... ·- ... 
;. 1-19 

. .. 1 o-f_ .. -201-Travel LO-SO 51-100 501- 1001 Beyond . 200 500' 1000 1500" 1500" • . ·> 

- . • ! Km,~., KJiJS- Kffis., Kills .. Kills,. Kills. Kli!,s • Kns. 
"< ~~--0 Rs" rs .. Rs., Rs.. Rs., Rs. F.3 •. 

Air-conditioned 1.00 2,00 2o00 3.00 41100 6.00 s.oo 10.00 

First Class 0.,50 L,OO 1 .,00 1.50 2o00 3.00 4.00 5.00 

.A.,C .. Chair Ca.~.:· Nil Oo50 J .. '75 1 "00 1 .. 50 2.00 2.50 3.00 

Second (M/Exp) Nil 0 .. 50 0,,50 Oo75 1.oo 1.25 1.50 2.00 

Second (Ordy) Nil 0.25 Oo50 0.5C Oo75 LOJ 1.25 1.50 

-.-.-.-o-.-.-.-.-.-.-.-~-.-.-.-.-.-.-.-.-.-.-.-.-.-.-.-.-.-.-.-.-o-.-.-. 

No increase was made in Third Class$ 

1,4.1973 

Fares vrere increased by 5% in all classes other than Third Class. 

For Third Class there w:ts no increase for 1-15 kms. Over journeys ,, 

exceeding 15 1'Ils margir...al increasES 1-vere made in such a Hay that ithe 

total increase per ticket did not exceed 25 paise for ordinary and 95 

paise for I·1ail/Express trains. 

• •• o.contd. 



Statement 7-3 (contd.,) 

1.4.1974 .. 
. Se.cond class was abolished and tho existing Thirc1 class was 

llal!led as Second class,. Fare increases were a.s follows:-
' 

A. C .. Class 

Distance 
Ktlso 

1 - 50 
51 - 400 

401 - 500 
501 - 750 

751 - 950 
951 - 1100 

1101 - 1250 
1251.- 1400 

1401 ~·· 1500 
1501 - 1750 
Beyond 1750 

First Class 

·Distance 

Kmso 
1 -25 ... 

26 -49 
50 - 80 

81 -250 

251 .-500. 
501:-800 
' 
801 -1·000 

1001 -1500 
1501 -2000 
Beyond 2000 

Increase per ti~ 
Rs., Po 

15 .. 00 
21o00 

35 .. 00 
50o00 
65,'JO 

77.00 
90.00 

1"1 o. oo 
135o'JO 

150.0) 
160o·~O 

Increase per ticket 
First.Ciass A.c;chair Car 

Rs~p., P..s~p• 
1.50 1.90 

2 .. 50 2.9) 

3. )0 3o9C 
4.50 4.90 

5.50 5.,90 

6.50 6,90 

8.50 8.90 

10.50 10.90 

12.50 12.,90 

15.50 15.90 

., ...... contd, 



Statement 7-3 (contd.) 

A. C. Chair Car 

Distance Increase 12er ticket 
Kms. Rs. 

1 - 25 1 e90 

26 - 49 2.90 

50 - 80. 3.90 

··81 ' •• '250 4.90 

251 - 800 6'o90 

801.·- 1000 8.90 

~001 - 1500. •i0.90. 

1501 - 2000 12 .. 90 

Over 2000 15.90 

Second Class (I11ai1LE:x;Pre ss 2 
Distan.ce Increase :Qer ticket 

Kmso Rso 

1 - 18 . Oo25 

19 .,.. 20 0.30 
2~ •• "';<: 0 .. 35 ·- ~ -· · ..... 

24 - 27 0,.40 

28- 49 0.45 

50 - 80. 0.50 

81 -~ 100 o.65 

101 ~ 250 0 .. 90 

251'- 500 1.25 

501. - 800 2.e00-

sot - 1000 3.00 . 

1oot - 1500 4.00 

1501 - 2000 5.00 

2001 - 2500 6.00 . 

2501 ·- 3000 7.00 

Beyond 3000 s.oo 

~ ....... contd. 



Statement 7-3 (contd.) 

Second Class (O~dy.) 

1.5.1976 

1.4.1979 

A. c. 

Distance· 
Kms. 

1 - 25 

26-·-·:·49 

50 - 80 
81 - 1.00 

101 - 250 

251 - 500 < 

501 - soo 
801 - 1000 

1001 -·1500 

Beyond 1500 

Class 

Increase-per 'ticket 
Rsiop. 

o.c; 
0~1.0 
o.25 
0.35 

d. 50 

o.6o 
..: .• 
o.7o 

o.8o 
0~90 

·' 

HOO 
·: 

Increase 

· 25.% ·.for ail distances . 
First and. A. c. Chair . 33Y~~ for all distances.: 

Car 

Second (Mail/Exp.) 25% upto.250 kms. 

•.·· 
Second (Ordy.) 

2Cf/o over 250· .kms -· 
No change ~pto 2:5··ms, 

25% for 26-:-250 kms·• . 

2.0}0 for over 250 kms. 

A.c. i"ar~s 'reduced .to the level of 1.4.1974. :; 

Concessional Second Class ordinary fare table'for 1 -50 
• 

kms. was abolished on the recommendation of R.T.E.C. made in its 

Interim Report. 



Sto. t cncnt 7. 4 

Cho.nges in Mininun Fares for Passengers in Res:r2ect of Various Clnss os 
fron 1-4-1960 

_,_p _____ ·------
Class 

r1ininun Fares i 

~ 1-,~-60 ~15-6-67~ 1-4-68 ~1-4-70Q :15-11-71~ 15-4~72Q1-4~7~Q1-4~74Q15-9-74lCC-5-76 ~ 
Ro. Rs. Rs. ll.s • Rs. Rs. Rs. Rs. Rs. E] • 

.\ir-condi tioned 5.00 10.00 11.00 15.00 15.75 16.80 19.00 34.00 43.00 34.00 
Incl. tnx Incl. tax 

First (Hail/Express) 0.20 5.00 5.05 6.00 6 .30· 6.30 7.00 10.00 13.50 13.50 
ir"cl. tnx incl.tn;x 

.:?irst (Ordinary) 0.20 0.25 0.30 1.00 1.05 1.05 2.50 4.00 5.50 5.50 
incl.tnx incl. to.x 

~\. .. c. Cho.ir Cnr 5.00 5.25 5.25 5.60 7.50 10.00 7.50 
inc 1. tnx incl.tax 

Second ( Mo.il/Express) 0.15 3.00 3.05 3.50 3.70 3.70 4.00 I incl. tnx inc 1. tnx inc 1. tnx Abolished 11. c. f'. 

Socond ( o- ~ . ) 0.15 0.20 0.25 0.50 0, ')0 0.50 1.00 1-4-1974. k1nnry 

Third (No. il/ Ex pro ss) 0.10 0.15 0.20 0.20 0.20 0.20 0.25 O. 50-'*" 0.65 o.G5 

'rhird ( 0 rdiao.ry) 0.10 0.15 0.20 0.20 0.20 0.20 0.25 ·O.)O'(< 0.30 O.jO 

Third (Upto 50 lms.) 0.10 0.15 0.20 0.20 0.20 0.20 0.25 o.3o-::- 0~30 0.30 

*Revised noncnclnture o.s S cc and Clo.ss -,d th off oct fron 1-4-1974. 



·i'nper of F.:lrcs at selected dist2.nccs ( clnssvTis..£)_ 

I I I 1 ------··---··-----

Dis- : Second Class (Ordy;) J Sccor.·l Clnss (M/E) 1 First Clnss : A.C. Chnir Cnr i A.C. Clnss i Dis-
1 

tnn co~ 1 • !, • 55 j 1 • ,",. 7J; Exist- I 1 • !r• 55: 1 • 4. 70; Exist-; 1 • !r. 55 J 1 • L~. 70: Ex is t-t' 1 • 4. 55; 1 • 4. 70; Exist-~ 1 • 4. 55 p . ·~. 70 ;Exist:'' t:mcc 
' 

1 lin- 1 ' •inc· ' t •inn· 1 'in."' ' 1 l.;n,.. I ' I I b I I . ' I I .., I I "' I ' ..... lJ I 
K::::s. 1 1 1 ' , : 1 , 1 -L.- , 1 ' r 1 

1 • f 2 • 3 • I L~ • I 5 • 6 • ; 7 • I 8 • I 9." I 1 Q e I 11 • I 1 2 • I I 1 5 • I 1 6 • I 

• I• • 
I 

100 : ..... 100 

' 3Jq : ,. 90 
I . 

50? : 
r . 

97 
• I 

o.o.o 4, 91 
·: '. 

1000 : 89 .. 
120? ! 09 

l .. , 
1600 :: 07 
' . I> . 

?9?.? . ; .: f37 

2400 I 86 
! - • ' t . 

100 

90 

92 ; 

D'7 

04 

70 
. 

'76' 

100 

89 

03 

76 

72 

69 

64 

60' 

58 

I 
I 

.'·k~OO 
I 
I 

.: 90 

97 

90 

08 

86 

83 

03 

I 82 

10-J 

90 

90 

91. 

06 

02 

77 

73 

70 

60 
--·: ........ 

10) 

85 

80 

I 
I 

i 1 0·) .-t ... 
·t.. 

' 96 f 

f 92 
. I ,. 

75 : 80 
I 
I 

72 I 07 
I 

. I 
·,. I 

70 I 06 I 
.. I 
.. I 

65 I 05 

' ,, 
6o 1 04 

I 

5o. . I 04 

' 55 03 

100 

74 

7f 

67 

64 

61 

100 

73 

63 

53 

55 

54 

51 

47 

45 

43 

I 
I 

. I * 
I 
I 
I 

. ' * I 
I 
I ~ 
I 
I 
I 

I * 
' ! 

. ' * 
I 

' * I 
I 
I 

' * I 
I 

I * 
' ' I 
' * 

100 

81 

78 

69 

66 

63 

59 

55 

53 

50 

100 

71 

56 

49 

46 

41 

36 

34 

* A.C~ Chnir Class 
introduced w.e.f. 
2.10.1956. 

I 

I 100 
' r 
I 
I 

101 

101 

98 

90 

97 

I 97 
I 
I 
I 

' 96 I 
t 96 

96 

100 

09 

07 

02 

79 

77 

75 

73 

71 

69 

. 100 

60 

59 

57 

56 

57 

53 

49 

46 

I I 

' 100 

300 

I 500 
I 
I 

! 000 
I 

' :1000 
I 
I 

: 1200 
I 

! 1600 
I 
I 

:2000 

! 2400 
I 
r 3ooo 
I 



RnjdhaJl1-_ Fnr~- Statcnont 7-6 _____ ...__ .. 

Date Now Delhi - Hov1rah _ _L __ IT 01i__Do JJ:li - Bombay Central 
A, c. c. . A. C. Chair Car ----~ .;... A~c.c. A. C. Chair Car . ·-

Fares Ind.QX Faro In~ox . Faro Index : Fare Index . 
1 2 .3 4' 5 . 6 7 . 8 · • ..L.. .. ~ • j 

Rs.P. Rs. P• Rs.p. Rs.p. 

1. 3. 1969 280.00 100 90.00 100 

1.4.1970 300.00 107 1oo.oo 111 

1.7.1971 307.00 110 102.00 113 

15.11.1971 322.35 115 107.10 119 

15aL~a1972 335.85 120 117 .. 60 131 

. 17.5.1972 335.85 120 117.60 131 343.35 100 113.95 . 100 

1,L'r,1973 378.00 135 124.00 138 348.00 101 120.00 '105 

1.1.1974 379.00 135 124.10 138 349.00 102 120.10 .105 

1,.11re1974 520.00 186 148.00 
! 164 465 .oo 135 144.00 126 

15.9.1974 650.00 232 198.00 220 582.00 170 192.00 168 . 

1.5.~976 
I 

520.00 18.9 148.00 164 465.00 135 144.00 126 
'I 



Statement 7.7 
Comparison of Fares on 1.4.1960 and 1.4.1980 

Jjistance i A.c. Class :First Class !A,C,Chair Car .:. . . ~ ! Second e.lass(Me.il/En):'s0 cond Class{ord~ 
r Index ! ~Iildex !~ ? iindexl•' . : . - Hndexi ... i~Xistfi:nOlcx 
j 1.4. 60 Existing 1960= j 1.4 .. 60. Existing! 1960= .! 1,4~ 60iExistingf1960=i 1.4. 6oiExisting! •.1gfo I 1. 4. 60i.~ ·,· t~.60c 

100 • :1 i • •1 • I • . • • ! . . .; . . ; 00. . . . • : ; 00 : • ! :ia ·t-OO: ; !1 00 
1 4 ·s· 6 7 ·a· 9 10 ·11 12· ·13 ·14 15 16 
Kms. Rs~P· Rs.p. 

36.00 

53.00 

76.00 

Rs.p. Rs.p. 

1.70 

3,-,30 ~-, 
6,60 

F..s.p •. Rs.p. Rs.p. B.s.p. 

31o~·-o.9o 2,25 250 

276 f .. 75 . 4.05 231 

250 3.45 7.75 225 

50 

100 

200' 

500 

800 

100'0 

1500 

2000 

2500 

3000 

5~75 

11.25 

22.25 

55.25 

86.50 

107.25 

159.00 

210.75 

262.50 

314.25 

160.00 

251.00 

300.00 

452.00 

563.00 

645.00 

728,00 

626 2,95 

471 6.00 

342 11.75 

290 27.75 

290 42.25 

280 

284 

267 

246 

232 

52.00 

76.25 

160.50 

125..00 

149.25 

17.50 593 

28.00 ·:: 4.Q7 i 

4::.oo 366 

~.oo 317 16.25 

24.85 129.60 307 

153.50 

215.00 

265.00 

313.00 

357.50 

295 30.60 

282 44.95 

264 59.30 . 

251 - 73.65 

226 -88.00 . 

11.00 

17.00 

24.50 

48.00 

~6.5p 

78.50 

105.50 

128,00 

151.00. 
. ' 

171.00 

641 1.05 

.515 2,05 
. -

371 4.10 

295 to.oo 
268 14.85' . . 

3 • .?5· 

5.~s· 

10.25 

22.50 

33.80 

. . . ~ ~ . 

257 18.10 40.45 

235 26,20 ,.55._g5 

216 34.30 .. 68.15 

205 '2:42.40- '80.70 . . 
194 50.50 93.00 

~- 225 8.35 16.75 201 
l:.• . 

.-: 228 12.75 24.55 193 

228 15.95 29.00 185 

, 211 22.95 39.55 112 

199 30.25 49,80 165 

- 190 37.55 60.00 160 

184 44.85 70.20 157 



St:::.tcmcnt 7-8 

Yco.r 

1960-61 

1965-66 

1970-71 

1975-76 

1976-77 

1977-78 

1978-79 

Comp2.rison of Avcr~.ge Ro.to ch_0rr;o·d per Km. with c~.st of livinr~ 

i J~vor2.{';e ro.to chLrecd per po.ssc!)0cr kni.! Cost of living 
i i Index~ 
!All cbsscs i Second cl:::.ss : S0 cond clc~s-si·--;·.;. -- ----. ·· · 1 i ( , ) • Bt~se 19.60-61 !suburb:::.n o.nd ~: ·H:::.il Exp.- : .O:r:-Uru::.ry : = 100 :non-suburb::m i Non-,suburbc .. n i Uon-suburbc:n i 

f. ·r d • ~ ·r 4 ' ' · ~ ·r , : ... voro.gc: n cx:l1Verc,gq : nL.OX: ~1~VCJro.oe: ncLCX: 
• -s·· ,. • • -• • 

r:::.tc i · · :rc,to . : : r::-,te ; i . . . . . . 
per km.: :per km. : : per km.: : 

Po.isc 

. 1. 71 

2.28 

3.46 

3.47 

3.52 

3.49 

Pc.i.se · 

100 1.85' 100 1. 63 100 100 

133 2.68 145 127 
·. 

146 2~92' < 158 2,~23 .. ~. 140, . 182 

202 ·-4.25 230 3.10 190 3o6 

203 4. 44 240 .. 3.05 1 ~6 . 294 

205 : 4.48 243 3. 07 1$8 317 

203 4.36 236 3.06 197 324 .. 
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8. 001 Railu3.ys coo pile 3. na.ss of statistics to ooni tor 

the voluo.e of traffic, both passenger as uell as goods. They 

run about LlrOOO trains everyday, carrying nore than ten 

nillion ~assencers accounting for 525 nillion passenger 

kilonctres~ Each raih;ay zone prepares detailed statistics 

in roslJect of passengers originating, passengers carried, 

and volune of traffic in various distance zones. These 

statistics are very useful, and 1-rere studied by us. No 

dct.:tils vTero, however, avnilable about the socio-econonic 

profile of the rnilway passenger. Unlike in the case of 

suburban sections, w·here 3. proli:c.innry survey had been 

earlier carried out by the Indian Institute of Managenent, 

Ahnedabad, no details in this regard were available in 

res~ect of the non-suburban passenger traffic. Even the 

analysis nade by tho Indian Institute of :r.ianngeraent was not 
I 

very conprehensive. The Cor.!nittee had therefore to conduct 

a survey on its own, to analyse the profile of the suburban 

pas3engors ns vmll as their requirenents, and ex:pectations. 

The results of,_..that Sl,A.rveyl'· Hero nade use of, Hhile 

fin~lising our recoonendati~~s in the Interir Report 'in 

ros?ect. ~the faro structure for season tickets, both 

suburban and non-suburban. They vrere again utilised by us, 

to frane our final reconraendatior~. 

8.002 While exanining the fare structure of the non-

suburban traffic, the Coonitteo felt handica}?ped by the 

non-availability of E~.ny data regarding the general profile 

of the passenger - vrhat his expectations arc fron the 

railways; VTilat his difficulties are; lvhat his paying 

ca:;_Jacity is; and nost inportantly, what are the inprove-
, 

nents that ho sooko .,frow the railways. 

*Tho details were given in Cha1;ter Vllof the Iil"'terin 
Ro:;?ort of the Conni ttee. A further re:)ort on the 
survey is being subnitted separately as Appendix X. 
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8.003 .. :':.t present, there is no regular systen by 11hich tho 

railw-ay 2.duinistra tioi.1 Hill knou the 112 ture and pre ferenc os 

of the users. While sooo inklin: of the difficulties of tho 

passengers co.n' be gauGed frau the typo of co;xt?lain ts l.Jhich are 

rcceivqd by the Cou;_:>laints Cells of the various zonal raillrc~ys, 

as well as the :.?Oints raised in the ucetings of tho Divisional 

and Zonal Ro.iluay Users 1 Coumi ttees, no direct cont2c~i:; exists 

behreon the railuay aduinistration and. its p2sS2n2:crs. No 

orgQ.Tlisation had, at any tine, conducted surveys to analyse 

the socio-ccononic pro fi lo of the rail uay ;_:>assengers. 

8.004 Passenger traffic nocosso.rily is the cost sensitive 

area of raihmy opGrations, since alnost every citizen in the 

country uses these services. Whil~ there is a aenoral 

understanding of the difficulties faced by the passengers, 

there is no uell docuncnted report to indicate wh2.t exactly 

is the extent of the vo.rious problens faced by the )asscngers, 

and the nature of their expectations. 

8.005 Since the Carmi ttee uas entrusted, for the first 

tine, with tho task of looking afresh at tho entire faro 

structure, it v.ras fcl t that ueaningful· recormeng.a tions could 

be oade· only o.fter this gap in infoB_ation has been bridged. 

In view of the a~sence of infornation in this area, the 

Carmi ttec decided to carry out & Passenger Profile Survey of 

the non-suburban passenc;ers throuzhout the country. 

8.006 The principal objects of tho survey could,therofore, 

be suciuarisod as follows :-

1) To understand tho socio-econonic back;-round 

of passengers trnvelling on differ0nt 

classes of tho Indian R:::.ih;nys; 

2) To ascertain the difficulties, priorities 

and proforcnccs of passencars in ccnncctio~ 

with thei~ rail travel. 
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0-001 The totnl nu.2b0r of non-suburb:m j_Xtssengers i!'!. the 

y0~r 1976-77 wns 1490 Dillion. The detnile~ stntisti6s ore 

plnce<l nt Stntenent 8.01• On e:::oninati'on of the U.istnnce,.dse 

stntistics, it 'ms fcun:l thnt, of t:1e tot~l non ... suburbnn 

j_):tsscngursl 58/~ ucre nccou.~ted for in the :li stance zone of 

1 tv GO lc:1s~ If it is nssU.We<l that n lnrge nnjority of these 

53~~ trnvalled in short dist:J. ... TJ.ce trains, ue uould get t1-1o 

distinct cotee;ories of passengers; ~;, 

1) Those who trnvelled for short distances in short 

dist:mce tr;J.ins; a.nd 

2) Th:>so uho travelled lol1:1er distnnces in 

su~Jerfast, n~l/exj_)ress, a.nd other long 

distance ~ass~ncer tr~ins. 

Of course, the:;..,e ltould' be soce :Jnsseng-crs in ·the 

dista....TJ.ce Z\..·nc of 1 to 80 K:J.s ·who· 'l"rould be tr<J.vellinc/.ih other 

thnn short distance trains. 

0.008 We felt thnt the socio-ccononic profile, of the two 

cntoGories of ·)a.ss0n~crs uero likely to be soneuhat differen-t. 
~~ . ' 

The ex:Jectntionn of tho short c.:istc.nce .P:l.ssensers, vrho 

tra.velled on the rniluc.ys for short durations, 11ould certainly 

be of a· different kind frow those of 'KLSscn.r.ers '-1ho trnvelled .. ..., 

lon~ distances on f~st trains. 

8.009 In view of these considerntions, we felt thnt the 

survey could be divided into two parts, viz., 

a) Survey of noll-suburban pnssengers on short 

dist.::mcc trnins; 

b) Survey of :;_JO.Ssent;ors on su~.,erfo.st, ll.:til/Express, 

and lone distnnce trains. 

In fnot, tuo se:;_)arnte surveys 1mro c0nclucted nt 

J.ifferent tiucs to ensure that there uas no confusion in tho 

ninJ.s of Invcsti[ptors, a.nJ. the Question:Kl.ire for one survey 

w~s not use<l for the other one. 



Two so~nrnte quootionnnires wcr2 ther0forc desi0:od. They 

C.iff(~red in ono bo..sic dotnil. Tho ).uostionn,,_iro for )Ccsscx:;ul~s on 

the short :~istn~1co trnil1S was shor·cor :-tncl hncl oit;,·:1t c;_uostio:;.s. It 

uns clesic;ncd to elicit tho basic infur:lntion in ru,:;~crcl tc t~1e 

:_:>rofile of :;;>-nssengers tr::wellin'--· o:-~ short dist::u'lce trnins. The 

questiJ::•nnire for tho lcm(; dist::~1cc tr::lins, 'incl~Hlerl o..ll tho c~uestions 

in t:1e Questionno.ire for short distance tro..L1s, but hncl n tot:!.l of 

13 questions. T:1e o.ddi tionnl five questions irero desic;;.:ted to obtnin 

infor::o..tion il: re.:;nrd to tho s )Cci:>.l fentures \fhich norn:1lly cro Hi th 

trc.vel on lone distances a.nc~ fnst tro.iJ.1S. To clifferc:1ti:1te tl1e hro 

quostionnnires, t:10 questionn:J.iro for the c:10rt c~ist:mce trni:c.s 1:c.s 

printed on uhi te :.JO.j_)er, em:~ the une fer lon.:; c.'..ist.:::.nce trni:1s uns 

printed on yollou :;Kt:Jer. S:)ocir:wn copies of t~e tuu Questionnaires 

nrc civon o.t the end of tho Ch.nJ?ter. 

Or?;o.nisc.t~ 

0.011 It uns decided to orgnnise c.:1d conduct tlw survey directly 

throuc;h t~e R'liluny org\1nisnticn. F,n~ its iu~lonent.ntion, n. Po.sse:1~er 

Profile Survey Cell was sot UJ? on each zono.l ro.ilwo.y. This Cell hnd 

one Assistant Con:-.wrcinl Officer, ,J.ssisted by three Ins;_:)ectors on ec.ch 

Rc.iluo.y. Th0so Cells functioned un(i.or the dirbct co;.ltrGl of the Chief 

r.brketing SuJerin tende:nts of tho Zonal Raillmys. The c: n ~uct of tho 

survey wns orc;n.nisod by the Rc.il Tc:.riff Enquiry Con:i ttee -ui th the 

active co-oj_)ern.ticn of tho O:Jorntionnl Re~enrch Cell of the Railway 

Bo::-.rc as ':roll n.s the Chief Ibr::etin;· Suy:;rintendont of the Northern 

Rnihmy. The Joint Director, O:)orn tio:;:1o.l Rcsenrch .nnd the Chief 

1-'I-nrketinz Superintende-nt, Northern Hailiro.y uere nm:in:-:tod by the 

survey. 

0.012 The ex:;;>erience gained by the Com.:i ttee Fhile conclucti:1:0'7 tho 

survey on the suburbo.n section, 1ins nn.de use :Jf while org::>.::.1ising this 

survey. l\1uch enJ?h::--,sis \'ln.S plnced o:.1 tl1o trn.Lli:na; of officers o.nc 

staff 1-rho Here charged ui til tho rcs:)o:nsibili ty for t1l0 n.ctu:::.l c ..i::1.::1_,_:ct 

of tho surve:y. 

8.013 This effort ?aid cood dividends. 

survey 1veru con~)ilcd, it 1-;o.s found tll:lc there: J.cu bce:1 V>2ry 

fmr nisto.kes. 
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0.014 The details of the non-suburb.:>.!l l)Opulntion ._.,_re · .1: - G~vcn 

in the table ::;i von beloll -

The av0raG'e daily nunLer of non-su'Jurba.n :JJ.ssen~ers on 

Indian R:1.ihmys 'was of tho order uf ,~, 541,000 coo.:;?risinc of 

24,000 U::?:;;>er class ~assencGrs, nnd 4i517,000 Second cln~s· 

passoncors. 

Estir.::tted daily Po_2ulation of Non-Suburban Passen;;ers 

UPPER CLASS 

1 • First dlass 21,000 

2. .l.~. c. Chu.ir CE'.r 2,000 

3. A. C • First Cl:tss 1 ,ooo 
• Total UJ?j_)er Class 24,000 <t. 

LOITER CLASS 

5. Second Class !1nil/ 
Express 6, 33,000' 

6. Second Class 
Ordino.ry 3,834,000 

Total Layer Class .~. 517,000 

Total Lo'\'rer and 
U;_Jper Class 4,541, 000 

I 

Those fif,"llros relate to 1976-77, inflated by 4% .to 31.7~ 

in various classes, kee:?ine in view tho rate of ero·;rth of claily 

traffic oa the Indian Rail uays since that ·. year• 

8.015 Frou this large ~opulation, a representative san:;?lo 

h.:td to be abstracted. Kee:;;>ina in view the size of the population 

ii.1 various classes, it vms f~l t that 25% of the Uj_):;;>Cr Clnss 

passe~1aers,. 1% of tl1o Second Class Nail/Express passengers, nnd 

1 /z:/.; of Second cL::.ss ordinnry passengers uould constitute a 

ronscna'Jle sao.:;;>lo. 

8.016 Th0 details of tho size of tho sao.ple a.re inc~icnted 
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in the tnble .:;ivcn bolou :-

1. First Clnss (nt 25% of Po~ulntion) 

2. A.C. Chnir Cnr -clo-

3. A.C. First Clnss -do-

Totnl Upper Clnss 

LOHBR _C.J_,l~SS 

~. Second Clnss Mnil/Ex:;_Jrcss 

5. Second Clnss Ordinnry (nt 

Totnl Loucr Class 

Totnl U:;_Jpcr & Loucr Class 

(nt 1% of 
po)ulntion) 

1 /2'7~ of 
:;;)Q:;_:>ULl ti Ol!) 

5,250 

500 

250 

6,01)0 

5,330 

1 9, 420 

25,750 

31,750 

The total snn:;:>lo size, · therofore, cc..:-.:e u:) to G. fit;,ure ·of 

31,750. It uas, thorofare, decided to :nvo n roun~l fi::;,-ure of 32,000 

enquiries, COD)risinc 16,000 enquiries for short distance trnins,and 

n;.1other 16,000 for Su:;_:>orfnst, r.Inil/Ex::_:>ress, nne: long distnnce 

:;_Jnssenzer trains. 

8.017 Ravine fL1nlised tho size of the totG.l s~mple, it uc.s 

further sub-c.i vi dod i:1to saD~')lcs f;:1:;.· vnricus ro...il vmys, tr:J.ins, :tnJ 

clnsscs. This HO.S based on tllG volune of traffic il1 various classGs 

on ench railuny. 

3.018 In selectin:_; the tro.ins on uhic~l thu survey uns to be 

c6n ~uctcd, it 1.ms nocessnry to. ensure th.J.t the survey covered 

passengers on streo.ns of trnffic fron o.ll :;_:>nrts of the country, so o.s 

to get n re:;_:>resentative :;_:>icture of the passencor :;_Jrofile. ~fter 

c::..reful consideration,· it 1:as decided to cover the tro.ins in the 

follouinc c.:mner 

1 ) 1 oo% of su:;_Jerf.:.st tra.ins; 

2) 50~) of ~inil/Ex:;_:>ress 'Grains; 

3) 20~~ of 1 on:; d~stnllCO pe~sscmsor trains; 

4) .;.o;s of short di stn:1c0 :)nsser1c;cr tr::..i"1s. 

8.019 To ell Sure th.::..t tl:e s:;.u :Jl o 1d :J.S froo fru;:_; bi.J.s, :J. list of 

tr::.i;1s origino.tinc O.i.1 e~;ch zonal r::lihro.y ':LJ.S Jro.un u::_:J. All su_'or

f.::..st tro.ins ucre illcludc::l i:1 t~1c survey, :.l.nd tl1e indi vL~u.:::.l L:.il/ 

Ex:;_:>ress, lone ~istancc n~~ short Jista.nco tro.i~s 1roro sclcc~cJ ~3 

t:~c bnsis of r11nd2:' SD.D:;_Jlo to o:1zurc t~c.:l.t t:10l''-" ~~J."> iL' '.:,i:,s. 
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Conduct 9f Sur_v~ 

8.020 Though tho Questionnaire was nadc as brief as possible, 

considerable c ::-..re ho.d tc be taken vrhile aduinisterine tl1e 

Questivnnaire and sufficient tine ho.d to be Given, both to the 

passenc;er as uel:). as to the Investigator, to ensure that 

answers were correctly fille4 in. Since the passenger is alnost 

invnriably in· a hurry 1vhile he is buying a ticket, a.nd while 

entraining and detraining, it ~rns felt that it would be 

inpra.ctico.l to [;Ct the Qucsti~nna.ires a.nsvrered durin.:; those 

portions of a passenger's journey. It un.s therefore decided 

thn.t the ansv1ers to the Ques~ionnaires should be filled in by 

the Investigators on the tra~n. during a journey. To ensure 

that a representative sanple was sele?ted, the Investigators 

vTere i;.1structed to choose their passengers at: randon, choose 

passengers fron different ~onpartnents and bogies, and 
'. 

aclninister the Questionnairs both to nen and wonen. 

8.021 Since considerable work was involved in getting the 

·Question;J.o.ire filled, it 1~as decided to "lini t the volune of 

work assigned to each Investigator, to no nore than 100 

Questionnaires to be filled in 10 different trips. The Chief 

Marketing Superintedents had also been requested to have the 

working of the ~nvcstigators suj;>ervised by de:>uting a feu 

Ins:;?ecting officials on the noninated trains, to ensure that 

the survey was being carried out according to the instruction~ 

issued. In addition, officials·, 1vore also deputed during the 
' I 

period of survey to conduct on the spot checks. 

8.022 To solicit the co-operation of passengers for 

answerin::; tho ~estionnn.ire, an "A:;?peal to the passengers", 

indicn.·ang therein the object of tho survey, vras distributed 

to all the Investic;atcrs. They were ,instructed to hand over 

t:1.is 1 A:i_)j;>Oal' to any passenger vTho ex:;_Jresscd doubts or 

suspicion while ansuoring the Questionnaires. These 'Appeals' 

were got printed in English o.nd also in all the regional 

languages, so that no difficulty in connunication should arise. 

Printed instructions were also nade available to individual· 
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Investic;2-toro, uhic!1 coulc~ bo referred to by tho,: ia c.:1sc .:1ny 

<loubts .:1roso, durint; tl10 cvnC::.uct of t:1o survey. 

8.023 Tho Conni ttee vr.J.s in teres ted il1 obtCLinil1.:; the res-)onscs 

of '?C"J.SSengers cluri:1g o. nor:.1c.l :;_)(~riocl of tho y..Jo..r. The :nCLturc of 

tho .po~ulo..tion could be vitiated by s~ocinl circuustances like 

travel ,durin~ V.J.C.J.tions, b.J.thin::; festivals, no.rria:;o seo.sons etc. 

Since schools closed for V.J.cations at different ticos in different 

Stntes, .::.ncl s:;_:>ocio.l occasions llhich result in intensi ye tro.vel 

occur ui th re()ulari ty in diffcre,nt parts of the country, ue had to 

select the dc..tes of tho survey uith c:tre to ensure tho.t the s::mplo 

uns o. :tJroper one. In viov< of these considero.tions, it uas decided 

to conduct the surv~y between 20.3.1979 and 5.~.1979. The survdy 

for the short .:1nd lone; cUsto.nce tro.ins 1m.s org.:mised on different 

datos to ensure th.:1t the Questio~mc:.ire for one survey was not used 

for the other one. 

The con~lcted Qucstiornaires, after chockint; and punching, 

were forwarded to the Conputer Centre, R.:1il1m.y Board, for analysis 

anct print out of the results. The proera::::ues for the Con:;_:mter 

analysis wero uritten o..ncl tested by the staff of the Conputcr 

Centre, Raih1.:1y Bo:trd. 
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Results 

o. 025 . Th;; d~ tr! o btuined fron the surveys uerc n:n.~lysad and 

have been tabul~tcd as fJllows : 

8.026 

1. 

2. 

3. 

Lo:'l; distance TrnL1s 

Distributio11 of ~~SSCnGiJrS 

Distributio::l of :;;>a.sscneers 

Distribution of j?ass~ngers 
only;. 

railuayuise~ 

classuise. 

trnvollin'g in sccon1 

4~ Object of J'urnoy ca.tegoryl:ise of s_elf-en:,>loyed. 
1-JOrsons. · 

5• Solf-en~loyed pa.ssengers 11 Hho is pny~ng;dse". 

class 

6. Ibturo of tickets hold, by otl1er thaD, self-enployod 
:;_:>a.sscngors. 

7. Reasons for prof~3 rail travel. in case of 
passengers tr~vollin~ Uj?to 00 Kn. 

3. Distribution of passoncers - ty:;:>o of tra.imrise. 

9. Distributivn of passenzers professionuise;classuise. 

10. Distribution of :J:!.SSongers J_Jrofessionui;:;e :1nd 
distn.ncewise. 

• 
11. Distribution vf passen{3'ors dista.11cmvise nnd i:nco::lcwise. 

12. Distribution of passengers by who is ".i?ayinc tho f:uc, 
and hol'T nuch uore he is ~;illinc to pay if the_' trn.ir.. · 

I • . · f 
is furtrrer s]_Jcoded up-irlse. 

Short nist~nce Trni::1s 

13. Distribution of ·passen.::;urs rail>-Tayuise;· 

14. Distribution of passen~ers clnssi'tise. · 

15. Object of journey categoryuise of self-en?loyed persons. . . 
16. Self-euployed passengers 11 \'1ho is payingl'Tise" • . 
17. Nature of <tickets ·held l;)y other thm1 self-euployed 

pass;;ngers. 

10. Preferences for rail travel vis-a-vis Bus, .. by 
pnssonzers travellinG upto 00 Kns. 

19. Distri butio::u. of pa.ssengors Prcfc.:ssio:::nvi.sc; clnss•·riso. 

20. Distribution of Pnss~ngors dista.:J.cC:ndso nncl 
inconc-:Ti so. 

Tho dot~ils nbout the organisation of the Survey, its 

nethodolog-y and dctn.:ilcd rosul ts. nrc ~i vcn in A:,?:;>endix X. Uc 
' 

arc confining ourselves huro to 'th(;) sucr.~::ry tnbles of direct 

1 .. olcv.:u1co for tl1c Co~~i ttcc' s ;il1c.lysis .:::.nu roconnendc..tions. . . 



G-G 

Invcstic:ctorc, 11hicl1 coulc~ bo referred to by tho,; L1 c:J.sc :1ny 

uoubts :1roso, durin::; the cuncuct of t:w survey. 

8.023 The Con8ittee was interested in obtninin~ tho res}onscs 

of ·";_J.J.ssengers during o. norrJc.l poriorl of the y~o.r. Tho ~1.J.turo of 

tho .~o~ulution could be vitiated by s.L,ccinl circuustances like 
J; "' 

travel durin3 vaco.tions, bathin~ festivals, narria~c scnsons etc. 

Since schools closed for vac:J.tions nt different tices in different 

States, c.nd s:Jecio.l occasions uhich result in intensiv:c travel 

oc~ur ui th roe;ulnri ty in differe,nt parts of the country, i-JG had to 

solcct tho dates of the survey uith c:tre to ensure tho.t tho snnl)le 

uns a j_)ropor one. In view of those considerations, it lvas decided 

tu conJuct the survey botuoen 20.3.1979 a.ncl 5.-~.1979. The survey 

for the short ::md lone distance trains uns organised on different 

dn tes to ensure th:J. t the Questio~1ll['..ire for one survey >vns not used 

for the ot~er o~o. 

8.024 The con:;;>loted QuestioJnaires, .s.fter chacki~1G' and punching, 

were forwarded to the Con:;;>uter Centre, R:J.iltmy Board, for analysis 

nncl print out of the results. The proc;rn::::ues for che Con:.:mter 

analysis wore uritten and tasted by tho staff of the Conputor 

Centre, Rnilvny Board, 
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Results 

0~ 025 . Th<J data. obtained frou t:P.e surveys lTere an:::-,lysed and 

have been tnbulo..ted as f.:>lloHs : 

8.026 

Lon. ;' di st anC?_e Trail1S 

..... ·• 

1. Distribution uf ~assenaclrs r~ilwaywise~ 

2. Distribution of :;_Ja.ssoneers cla.s:mise • . 
3. Distribution of pass~ngers travell:i.n',z in second. class 

only• 

4• Object of jnurnoy category1:-iso of s.elf-on:._Jloyed. 
}:>Orsons. · 

5• Sclf-en:._Jloyed pe1sseneers n\>lho is pa.y~nguisc'i. 

6. N.:tturc of tickets hold, by other. tha'n. self-..enployed 
j_)a.sscngors, 

7. Reasons for profefiniT rail ttnvol. in case of 
pnsGcngers tr:1vell'in;:; upto 80 Kn. 

G. Distribution of po.ssongers - ty:;;>c of tra.imV'i8e. 
, .. 

9. Distribution of passenzers pr.ofessiomTise; classui.se. . . 
10. Distribution of :;_Kl.sscngers J.Jrof~ssiomli ce and 

distancewise. . . 

11. Distribution of passengers distanceltise and inco::.2cuise. 

12. Distribution of pa.ssenzors by who is payinc the fare, 
tmcl how nuch nore he is r,;illinc to pny if the.' train · 

I • '· . t 
is furtl1er s:;_.>ccded up-uiso. 

' ' _. 

Short nist~nce Trains 

' 13. Distribution of passenc;urs rnillTa.Yl·Tise;· 
'' 

14. Distribution of pnssoncors clnss-vtise. · 

15. Object of journey· categoryl·Tise of self-eoployed persons • . . 
16. Self-eo:;:>loyed passengers "\Iho is pn.yingwise" • . 
17. Nature of tickets hold by other than self-euployed 

passGngers. 

10. Preferences for rail travel vis-a.-vis Bus,.by. 
pnsson3'ers travelline upto. 80 Kus. 

19. Distribution of passengers Profc:ssiomvi.sc; clnss,:riso. 
'·, 

20. Distribution of Passc;ngors dist&"1CC1V'isc .::mel. 
inconc:Ti so. 

The doto..ils about the organisation of the Survey, its 

nethodology and detailed results. nrc gi von in A:;,:>:;;>endi:x: X. vlo . 
nrc confining ourselves huro t'o 'tlw sum1c..ry ta.bl(js of direct 

l~clov.J.nco for the Co::1r~i ttcc r G .::U1nlysis .::nd recormondc.tions. 
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8.027 Boc::usc of tll..; vo.r-~illC proportiu:iS ::;elected fron cliffol~<.:;nt 

cl.::ssos o.nd tr.J.i:ls, ti1,) sc..:::plu size l_)ro:,:wrtio.1S c..re; not t~10 s:;.ce zc.s 

in tho .::.ctu::tl :;_:>o.sscnc:;er tro...:fic on !;hc; ~:tihr:1ys (Sec '.I.'o."!Jle 8.01). 

It n:::.y be :1otocl th.:'.t tho choice uo.s no.cle ns, otheruiso, tho ::J.UEoer 

in tho san:)lo in the hi.::;l1.J::: classc;s llO'_lld. ll::.ve oe011 t:.:;o sno.ll tu bo 

rcpresonto.tive. 

8.028 Of the lon:; eli st :'.l1CC J?O.Ssenccrs, the sc..;T;;lo con::i steel of ~ 

po.ssengGrs uho trc.vellcu i:i.1 superfast tro.i11s, 557: i:1 1-l.:lil/Ex:)ress 

tr2i::1s ::mel 365i in lone Jistc.r:cc pc..ssen:::scr tro.i::J.:::. 
. 

T~lO l::nc;c st 

perco;.1tne;-o, vi_~., Lt6j~ ~ro.s of ti:oso uho tr.:1v0llecl i:1. Sec.nd Clo.ss 

(sittinc;), fullol'l"ed b~y 23/~ 1;:1o tr::.ve.Lleu in th" Second Cl.J.ss SleGper, 

25% 1-rho travelled in tho First Cl:css, O.ill1c 2;::, -vri1o tr.:::.vc;lled in the 

Air-conclitionod Clo.ss. Tb,G :~.c. Chnir C.:::.r clnss c..ccounted for::;;·~ of 

the ):tsscngers in tho so.oplo. 

8.029 Of the short c~ist.J.ncG ·)o.ssbn-'·ors 93c1~ of o.ll ·)o.sscn.'·ers 
l. 0 ' .L - ·:J 

int8rviowocl tro.vollod in Second sittin0: o.ccorruodo.tion, •rhilo 6;; 
tro.velled inFirst Clnss. Only 1% ucro tro.vellinc; in Second Sloe::?er 

o.ccouLo1o.tion. Tho very lo.rco :;_:Jcrccnto.co in this Survey of 

po.ssenzors tro.vclling in Sc;conc1 Sittinc; o.ccoDrJ.odo.tion is n.:1L1ly duo 

to the f~ct that this is GCncro.lly the kind of o.cconnodation offe~el 

in short distnnco tro.ins. Sloe:;_Jcr acconuodo.tion is :!:"l.O:C"D:J.lly not 

provided in s:1ort di sto.:1cc tro.ins. 
(To.ole 3.02) 

As our understo.nclinc; of the socio-econonic profile ns o.lso 

tho preferences o.nd re<J.ctions of the passenc;ers lnve to be relnted to 

the class of o.ccoc.::.:o·:b.tion .:mel typo of trnin by 1·1hich the :;:J:J.sse:1gor 

tr~vels, the no.in as)ects -~ich were exanined in the Survey n.ro boins 

described se:;_Jnro.tely for those different types of classes. Tho ~ai21 

results of th0 Survey uill 0e seen fron the T:;.'.)les given in .this 

Cho.pter nncl the Sto. ten en ts fo llovTi21~ it. Sane of tlle ic:)orto.n t 

points o.ro being high-li,-:;hted and their ieplicc..tions pointecl.out 

belou. Further cloto.ils re;:;D-rdinc; t:1o n2.huo of tl1e Survey, liou it 

ll.:J.S org::mis..;d, nncl tho deto.iled r0sul cs o ~to.inocl · n.rl.) c .. ;i vo:1 in 

A~)p,mclix X. 



Table shoHi~LPasscnger popul!:!.tio_g_J!3.E_~n_s 1976-77 
aad __ Sanple passc..:TJ.J.er ~O'?~~a tion SurV-ey_ed ---
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-------- Totn.l- populat-io""ll- ·-·Daily-p-opulati-on- Sanple population 
1976-77 1976-77 

________ __..(_I .... n_t~o~21ds)_%: ____ (In _'!_nits) ~--~ (In E&E) ~ 
A. C. 
Ist 

AC Cho.ir Car 

II I1ail/ 
Ex::;>ress 

243.8 0.016 670 

q301.8 0.421 17,270 

446.3 1,220 

12.586 516,680 

0.016 

0.421 

0.030 

12.586 

250 

5,250 

500 

6,600 

0.781 

16.406 

1.563 

20.625 

II Ordi:1ary 1,302,807.1 85.947 3,569,330 86.947 19,400 60.625 

--To-ta-=_1-_-_-_. _1 "-' 498J387. 2 ____ J oo _ 4, (Q? ,1.1Q" ·---·Too--~___12;60-o-loo 

. Ta-ble 8_. 02 

_'g_E.e of Train 

----------- ---- ----·------
Descriptio~ A.c.c. First First 2-Tier /l....G. Second Second All 

a) 

b) 

c) 

Class. Class A. C. Chai'r' Sleeper Class Classes 
Chair Sleeper Car Sitting 
Car I 

~ 
! 

% 
---- .. -- 4 --

C', 3 .ti ('t . of. . ci 
_}~---- ~--- .:!... .. -·- ___ ;p ________ ___]?_ ______ ./.?.. 

Su:;?or fast 35.02 6.69 30.17 77.38 64.98 14.76 2.40 9.45 

r.Iail/ ... 
Express 63.81.62.47 67.04 21.43 35.02 75.06 41.25 54.63 

Lone 
distance 
passenger 1.17 30.83 2.79 1 .19 10.18 56.35· 35.93 

'\ 

Total 1 00. 00 1 oo. 00 1 00. 00 1 00. 00 --f oo. oo-·1 00. 00 1 00. 00 1 oo·. 00 
= 257 =3869 .. = 179 __ = 8tl = 474 :: . .3604 _=:.__721 ?.__=:.1_,?67.!..-"9~-

Classwise %a~ to·total sample 

----- ---~--- ··-·-

Loa:; :lict.:mce 
trains 1.64 24.68 1. 14 o. 5'~- 3.02 22.99 46.00 100.00= 

15679 
b) P~ssoneers on 

S~:.0rt .:istance 
tr::1.r.u 5.93 0.01 

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

0.91 93.14 1 oo. 00= 
15428 
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0.031. '. A vnst n.:tjori ty of tho lone disto.."lce pnsscn:::;ors 

in tho hiehor cl nss os nnd II clnss sloep•Jr trc-.voll eel >vi th 

reserved ncconnJd.:t tion. 97% of the Air-concli tionocl ~)nss angers, 

59% of First Closs P.:tssengers nnd 99% of SocJnd Clnss sleeper 

Pnsscngers tr.:tvullcd in reserved conpnrtnents. Only 10% second 

cl.:tss sitting passengers trnvellecl in reserved conpnrtncnts, 

uhilo 90~~ of second clo..ss sitting :rnsson(;ors trnvolled 

in unreserved conp~rtncnts. (Table Ho. 0.03) 

o. 032. 

o.r:se groUj_) of 25 to 40 yoo..rs, nnd '57% uoro in tho o.go group 

of 40 to 60 yec.rs. Oo. t11e ·~th:.:r ho.ncl, in the first clo.ss, 

4-t% vroro in tho nco croup of 25 to -~rCl yc<:.rs, r:.nd on nlnost 

cqunl proportion, 45%,in the ngo croup of 40 to 60. 

0.033. 

passengers wore in the ngo grou~ of 25 to 40 ~3nrs, while 

30;-~ vToro in the ago csroup of 4Q to 60 yoars. A significant 
• • < 

porcontago, viz., 16',-~>-.rero in tho ~co group of 10 to 25 ye:-,rs. 

~ho o.go distribution of tho soc~ncl clnss sitt~ng pnssongors 

is n::Jt very different. (Table Eo. 0.04) 



~e 8;03 

Nature ·of acco~odat:i.on 

:Reserved, 
.I 

100~b0 100.00 100,00 100,00 100,00 100.00 100,00 100.00 
m: 25'7 =;B69 = 179 . = El4 = 4 74 • 3604 = 7212 =15679 ___ ..,. ... _____________________ .._ ______ -:---------------~~-----·--""" ... _ .... _:-- ... ------.. 

Ago: 

a •. below 
12 yrs. 

b, 12 to 18 

c, Over 18 
to 25 yrs. 4.28 

d. ~cr 25 
to 40 yrs.35 •. 02 

c. Over 40 
to 60 yrs. 56.81 

f. Over 60 

0,26 

0.98 

6.82 

44.02 

44.56 

Tabla 8,04 

Agcwisc Analy~is 

0.56 

0.5~ 0.84 

8.38 11.90 20.46 

49 •. 16 50.00 46.84 

38.55 38.10 26.58 

0,11 0.36 0,26 
' 

1. 28 3. 20 2 .. 04. 

16.48 17.94 14.57 
· .. ·· 

48.81 44.12 45 .• 19 

29.66 28.74 33.41 

yenrs. 3.89 3.36 · 2.79 - 5.27 3.66 5.63 4 •. 53 __ --------------------------------------------------------------------
100.00 100.00 100.00 100.00 100.00 100.00 100~00 100.00 
= 257 =3869 = 179 = 84 = 4 74 =~624 -=3:r13_=1_56!2--

-----------------------------------~------------------ -
Totnl 



8.034. 95% of !dr-condi tionod j)nsscmgcrs 9 92>& of first 

class pnsscnecrs' 87% of second slccj)cr pnssonGcrs, nnd 8~% 

of second sitting passonc-ors uerc r.wles. It is interesting 

to .note that tho proportion of fenalos incronsos in lower 

classes;. 

8. 035. 43% of tho Air-condi tio:1ed pass cngcrs vTGrc 

Graduntos ·, uhile 46% ·t-rere pbs t-grnclun tes. and c.bove. 

8.036. In the case of first clnss, 27% wore Matriculntos 

or equivalent, whilo 457~ uore Graduatos, nnd 22% vrore post

graduates. 

8.037. In tho cnso of second sleeper populntion, 19% Horo 

non-oatriculntos, 33% Yore Mntriculatos or equivalent, while 

34% wore Graduates and 11% vTore post-grc.duatos or .2bovo. 

8.038. Of the second sitting population, 13% wero 

illi terc.tos, 28% 1vere non-oat:-::-i culatcs, 33% wo:':-; }1ntriculntes 

or equivalent, while 21% ·torero Graduates IJild 6% wore pos t-grc.dua t;:;s 

nnd abov.o. 

of 
8.039. It may be noticed that/tho A.C. Cho.ir Car 

passongors, over 52% ~ororo graduates and over 22% 

post-graduates. ( Table No. 8.05) 



Sex 

a) Male 

b) Fcnale 

~ 
~ 
~ 
0 
0 

;~.c.c, 

% 

94.55 

5.45 

0-15 

Tablq_ 8,05 

~~- nnd •Educ.atio~nJ:.-.elua.lifications 

~ 
~ 
~ 

~ 
First 
Class 

% 

92,01 

7.99 

~ 
~ 
0 

~ 

~ -~. First ~Second ~ Second Class 02-Tier ~ A,C, 
Chnir ~ A, C, ~Chair ~Sl:cporl Clnss 
Car rlcopcr ~ Car ~ ~itt-
% % % - o :m~~ 

9·~.97 91.67 90.93 87,24 83,69 

. 5.03 8.33 9.07 . 12.76 16.31 

~ 
0 
~ 

~ 

All 
Classes 

to 

87,13 

12.87 
-------------------------------------------------------------------------------

Total 100,00 

= 257 

100,00 100.00 

=3867 = 179 

100,00 100.00 

= 84 = 474 

100.00 100,00 

=3604 =7212 
. . . 

100.00 

=15679 
----------~------------------------------------------------------------------

Educ~tional ~ali:f_ica_t_ions 

a) llliterate- 0.47 0.56 0.42 3.47 13.05· 7.00 

b) Hon-
Uatriculnto 1. 17 6.00 2.23 2.38 4. 64 18.76 27.83 18.79 

c) natri- •.·' 
oulRtc/ 

SSC/HSC 10.12 26.75 17.32 16.67 20,25 33.21 32.83 30.40 
' . :: 

d) Grn- I 

duc.te 42,80 44.64 49.16 53.57 52.11 33,77 20.56 
; 

31.36 

c) Post-
Graduntc 
nnd above 45.91 22.15 30.73 'Z7.38 22.57 10.52 5.73 12.45 

-----------------~-------------~---------------------------------------------
Total 1 oo.oo . 100,00 100.00 100.00 100.00 100.00 100.00 100.00 

=257 =3867 = 179 = 84 = t.-74 =3604 =7212 =15679 

------------------------------------------------------------------------------
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1b.turc of EJ'l.)yr1.cnt 

e.o-~.o. 
r1 is of thos.) •'lh:• bcl•ng t• :;;riv:o.to ::Jorvico- 35;-:>. O~l1:cr n~jor 

Sh:>..ros :l.l'O t~'::Ol1 by indus tri.::.lis ts ( 1);i), :)Ublic SOC t:;r ( 1!;-p), 

Govcrn2.cnt service ( 13;;), r..nd prJfossi mn.ls )f different ldm~s (7;i). 

It uoul1 thus 1)8 soon t~'lflt f'. ·.rcry l~,rr,o :;_:~ro:1ortion CJf those 'l'lho 

tro..vol by this clo..ss nro in cn:;_Jl.:J~'ncnts uhich ::tro 1:-oll-l):>.icl. It 
' 

w-ill o..lso be soon lnt.:)r th:ct n. vor:;c l"IG8 :;;JrO~)Jrti .n co::ws fr')c.! 

these uhose trc.vcl c::::;:h:r:sos ':'..re rnrr~o 1
))" s,:,··.-:.nno else. 

c::ctcg::1ry is th.::.t .If Govern:-,on.t sorv~.nts (.-;.?;b), follovrod '.Jy privo:':;o 

scrvi~c n.nd public scct:r scrvi~c (11~; ench), trn/.crs (6p), house-
. and 

1'livcs (4~), industrinlists (:~;.,.),;pr:::fossL.m::tls of different kinds 

(n.bcmt -~~ c.:tch). Tho vory lc,rt;c p):p::!ortion .of Govorn:J.ont .:wrv2:.1ts is 

probn.bly c1uc to v.::tri.:ms·c~t.Jgoriosf Govcrnncnt .::h:rv.::tnts boL!.;:; •.;;:·ltitl :::~~ 
to tr::::.vo:L either for Horl: Jr on trn.vol c:r.c(;ssims by this c1"ss. 

The distribution of AC 2-Ticr }~ss~~sars is soco~1nt slr2l':'..r. 

In fo..ct, I' .. C 2-Tier o..ncl First Clnss nt pros.mt n0..y be trc~ t JC~ c.s __ .. 

co.tcc;ory c:.s the f"tros n:ro tlm so..:.:.:.o, nncl uhc t::."nvals by vr~1ich 

o..nd ?~tly on choice. 

In ACJ Chair C.::tr, the 11::-~ost ?reportion ·f pc.ssc:1c\:rs is 

?rovidbd by traders (23%), followed by privato~ervice (19%), 

Govcrnncnt service (15%), inc:.ustrinlists (g%), public 3oct~r (T~), 

nnd too..cl-lOrs, stuucmts r.nd h0'vl.3CvTives (o..bcut 5% o::tch). It r:J.:r b.:; 

noted th.1.t, o..s con:n1.rcd to tho two upp.J'l' clnssos nontionod nJCJVo, 

the proportion of tco..chors, students o.nd housm·1i ves is lf'.r··or i11 thi3 

cl.::tss of ncconnodo..tion. 

0.043. · Aoor1:e the Sqcond Sl-eeper pnsscn0drs, Governneil't sorvc.:c1ts, 

tro..rlars, and those in priv:1te sorvicc consti·bto sir;nificn.nt 

prol)Ortions, and so nlso tro.d.c';~s, stucfonts, housci'Tivcs tl.nd indust:"i~

lists. It no..y be noted thn.t f.'l.rc..:)rs constitute nbout 4% of tho 

po.sscn::;ors in this clnss l'lhich is hic~1~r th."l.n their pro::)rtion in c.ll 
. . . 

the o.::trlicr n'cntioned cL"'.SS.JS. Sir.il~.r is t:1-:; po:H ti·)l1 hbout r0tirod 

parsons. (T.::tble Ho. 8,06) 



~]._gme_Ilt Scrvi_~ 

Governnent 
Service 

Public Sector 
Service 

Private 
Service 

Teacher/ 
Professor 

Student 

Housewife 

Retired 

Unenployod ' 

Othors 

SEtl.f-cnpl_o.Y,._cd 

Trader/ 

13.23 

14.01 

35.02 

0.39 

3.11 

0.78 

2.33 

Hawker 9. 3..:. 

Industrialist 13.23 

Farner 1.5q 

Professional 

Engineer/ 
Architect 2.33 

Doct~r 0.39 

Lmryer 2.33 

Consultant 1.56 

Social/Poli ti-
c~l wJrk0r 0.39 
Oth::rs 

Tnble 8.06 

46.91 20.66 

10.98 17.88 

2.89 

2. 51 

4.14 

3.13 

5. 59". 

2.79 

2.79 

1.1 2 

0.34 0.56 

1.14 0.56 

5~ 61 6. 70 

. 3.70 8. 3b 

0.80 

1.01 

1. 78 

1 • .;.5 

0.67 

C. 59 
1.11 

4.47 

1. 12 

1.12 

0.56 

1.68 

33.34 14.56 21.03 

14.29 6.96 6.19 

11.90 19.42 16.~8 

1.19 5.06 

1.19 4.85 

4:76 5.27 

1.19 2. 74 

4.33 

5. 11 

5.94 

3.36 

0.42 . 1.66 

0.84· 2.03 

15.48 22.79 19.87 

11.90 9.28 2.94 

1.19 

1. 19 

1.19 
1. 19 

0.84 4.30 

0.84 

0.04 

1. -t8 

0.42 

L69 
1.69 

o. 61 

1.58 

1. 28 

0.14 

fSecmd o ; 1 ~ Clnss · ~ l.. 
1 

~Sitting ~Classes 
Q 0 
~ ?f. __t __ L_ 

19.31 26.35 

3. 29 6.37 

12.12 13.64 

6.06 

6.13 

7.68 
i 

3. 29 

2.45 

1. 98 

4.73 

4.80 

. 6.19 

3.17 

1. 61 

1. 73 

15; 71 14.17 

1.76 3.06 

13.10 7.26 

0.54 0.75 

1.01 1.31 

1. 58 . 1.48 

0.04 0.27 

o.72 o.72 
3. 23 . 2. 39 

------------------------------------------------------------------------------
Total 

100.00 100.00 100.00 100.00 100.00 100.00 100.CO 100.00 
=257 =3869 =179 = 84 =474 =3604 =7212 =15679 

------------------------------------------------------------------------------
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8.044 When it com~s to pnsson~ers trnvollin3 i~ tha Second 

cl2.ss si ttinc. the Lut;ost category is that of Gaven: '011t 

servants (19~), tho ot~er m2jor categories boin3 traders (1~~), 

farmers (13i-~) nnd !'Jrivnte soJ.~vice (127'~): teach-:ns, stude~1ts n11d 

houscvli v;;s ctlso shctre substctj_J.tial p:-oportions L-1 thi:::; category 

(about 6 to 8% each). 

8.045 An important point to be noted L1 the overall 

employment categories of pnss(mgers is that a very substantial 

proportion of passengers nrc from Govornuont services. They 

have contributed over a quarter of the· passel~g<n~s inclucle:d in 

the sample, and their proportion is especially high ii.1. tho 

First Class l·lhere it alnost comos to o. half of the total number. 

A classification of GovGl--n.mont ·servant<? a~10ng· the normal 

cater;orios used in Governr:W'J.t service sho-vrs that, 1rhile 97;~ of 

those uho travel in AC~ belonG to Class I/Group 'A', over half 

of those who travel by the Fir~t Cl~ss belong ~o Class III/ 

Group 1 C 1 • Of course, over 60/b among those GovernL1'3;l. t servants 

uho travel by S0cond Cl~ss also bel on;· to Class III/ Group 'C 1 • 

. 
8.046 It r.1ay also be noted that farr:ters still 

constitute a very small proportion of tho total passengers 

(about 7% of t.he total sanple), and they constitute a 

significant proportion of passengers only in the Second Class 

and especially in tho Second sitting accQmmodation. 

(Tables 8.06 & ) 
( 8.07 ) 



8.19 

If A. c. c. First First 2-':rier A.C. Second Second All 
Governmcn t Cl.:l.SS Class A. C. Chair Sleeper Class Classes 
Servant, · Cl1air Slee1_)er Car Sitting 
Stnte CG.r 
Clo.ss/ 

c;{; cl % Group % ~ c:h % ~ /J I ,o 

n) Clnss I/ 97.06 25.45 21.62 67.86 '36.23 . 8.58 3.59 16.02 
Group A 

b) Class II/ 
Group B 23.14 49.73 17.86 37.68 20.05 10.92 18.53 

c) Class III/ 
Group c 2.94 51 .18 48.65 14.29 26.09 62.53 67.03 57.51 

! . 

d) Class IV/ 
Group D 0.22 8.84 18.46 7.94 

'··' 

Totnl 1 oo.oo 100.00 1 oo.oo 1 oo. 00 100.00 1 oo.oo ,1 oo. 00 1 oo.oo 
= 34 = 1815 =· 37 = 28 = 69 = 758 = 1392 = 4133 
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8.047 Amongst the Air-condi tionod passengers, 82;:; dccL:J.rad 

their incomes to be aboV'c Ps.2000, 1r~1il~ 11% decla:ccd it to be 

bet•reen l'>.1 001 and r,. 2000. Only 3~~ stated their L1COIJCS to be 

betvme~1 ... :;. 500 and r,.1 000, Hhile 4-/j claimed no incoElC .~.t all~ 

8.048 In the case of the ~"irst Class, 37;:; passo:1g?rs 

claimed their incom;)s to be betFeen P'>.1 000 a:1d ?~. 2000, 365'S 

betw·een Ps• 501 and r>• 1 000 'and 175'~ o.~ove P~. 2000. 

8,049 Of the second sleeper po.ssengors, tl:;.e largest 

number claimed their in.couos to be betueen ~>. 501 and ~'s,1.ooo, 

and accounted for 35·;~ ,o. 2Jfb stated their incomes to be 

betueen r.s. 251 and Ps. 500, a;.1d 20;~ claimed it to be bet~raen 

rs.1001 and .P'5. 2000. 0J.1ly 5cz' ;0 h:-td incomes nbove R>. 2000. 

Of the secdnd sitting passengers, 33~ had iilcomes 

bohwen L;. 251 and Ps. 500, uhile 26>b had incomes bet~rcen 

rs. 501 and Fs.1 000. Only 2?.7 had incomes above 

Ps. 2000. 

8.050 Vlc are t:n::J.rc th~t the stc~ements a0out income 

lvhich are elicited in a survey of this kind cannot be 

full:r relied upon, as responC:.ents usually tend to 

understate their incomes. It also happens that the ncaning 

attached to the term f'incomc" and its calcul9.tion may 

vary froL!. individual to individual. Even then it is 

interesting that, for example, as many as 53/b of I class 

pass ... mgers stated that their incoirlGS exceeded rs.1 000 a 

month; and €Von sowo 25~ of second cl:J.ss sleeper passengers 

stated their income to be above I's.1 000. 
(Table 8.08) 
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Table 8.08 

Income categories 

---
Income per A. c. c. First First 2-Tior A.C. Second Second All 
month Cln.ss Class A. C. Chair Sleeper Class Classes 
(In Chn.ir Sleaper Car sitti-
rupees) Cnr ng 

;,] d % r.:& % rf (" % 111 I /.,] ;:J 

-··-

a) Nil 3.50 6.98 5.03 4.76 10.55 12.13 16.15 12.40 

b) Bclo1-1 250 0.49 1.12 0.63 4.58 14.82 8.02 

c) 251 to 500 0.39 3~26 2.23 2.53 23.11 33.14 21.47 

d) 501 to1000 3.11 35.?2 15.08 . 10.71 19.20 35.27 26.10 29.81 .. 

I)) 1 001 to 2CXX) 1 o. 89 36.85 41.34 45.24. 41.77 19.51 7.95 19.39 

f) Above 2000 82.10 16.59 35.20 39.29 25.32 5.41 1.84 8. 91 

Total 1 oo.oo 1 oo.oo 100.00 1 oo.oo 1 oo.oo 100.00 100.00 1 oo.oo 
= 257 .... = 3869 = 179 = 84 = 474 = 3604 =7212 =15679 

-· -·- -·· 
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8. 051 Of ~he Air-conditioned pa~3engers 05~ w~re 

trc..velling on business or duty, 31b on "l."o.c,;tio~1, 2~"b on r•3ligious 

pil:srirllat;e, 2-nd 8~~ on fanily uo:;_~k com1ected Hi th narria,:;e/ 

death etc. 

Of the first class p2sse~10ers, 58JS \"Gl'O tra7elling 

on b'J.siness or duty, 10;~ on vaco.tion, 5/J on religious 

pilcrim:tce, and 20~;~ on famil;y uorl:. 

8.053 Of tho second sleeper ;::>CJ.SS\.mgers, 33;:; travelled on 

business or duty, 1 o;; on vncCJ.tion, 81 b on religious pilgrimc:Jgo 

etc., and 39;r; on family uork co11noctecl ui U~ marriage /deu.th, 

etc. 

8.054 Of tho roconcl sitting pD.ssoncers, 26/b trnvolled on. 

business or duty, o.nd 48/; on faiJily uorlc, mooting rolntives 

etc. 

8.055 From tho CJ.bovo, it is apparent tho.t o.mongst tho 

higher class of passe:1gors, the object of journey ~s mostly 

on business or duty, in uhich case the f:J.Te is p2id by a 

third party. In caso of second clr~;:::s po.ssengers, ho::ever,. o. 

significant proportion tr:J.velled on f::tr!lily uor~c, 'Jhen fares 

h.J.ve to b.e paid by the po.ssengers themsel vos. Ono 

possi'oility also cD.:.mot be ignored; this is,thD.t, ·~:he'1 it 'is 

·a question of farail;'{ business, especinlly in the cD.so of 

farmers, the object of the journey may be stated to be family 

vrork, but at least partly it may be;; 1rork related to tho family 

farm. To some extent, similCLr might bo the c:tse of solf-ow.:;Jloy2d 

professionals liko engineers, doctors 2.:t1d lauycrs. It is in 

these categories th~t the object of tho jou~noy is stated 

to bo family 1ivork in a substn11tial -proportio:1 of passon::_:;Grs. 

(T;2blo 8.09) 



Tr:J.vol A.c.c. First 
Profile - Class 
Object of 
the 
journey % ;'a 

-----------
a) Business/ 84.82 57.77 

Duty 

b) Vacation 2~72 9.69 

c) Religious/ 
pilc;ribage 2.33 4.88 

d) Family uork 
(r-ia rriage, 
death, 
mooting 
relo.tivcs, 
etc.) 8.17 19~ 62 

e) Educationnl, . 
Seminar, 
Confel.·cnce 1.17 4.45 

.... 
f) Other 0.78 ' 3. 5.9 

Total 1 oo.oo 1 oo.oo 
= 257 =3869 

Table 8.09 

Object o:f_.J.£.U£ney 

First 
Class 
Chnir 
Car 
% 

62.57 

4.47 

1.68 

'. '. 

17.88. 

8.94 

1-.47 

1 oo. 00 
= 179 

'. 

2-Tier 
.it. c. 
Sleeper 

% 

63.10 

16.67 

3.57 

1 o. 71 

4.76 

1 .19 

100 .oo 
= 284 

8~23 

A.<.:. Second Second All 
Chair Sleepe_r Class Classes 

Car. Sitti-
ng. _, 

;~ d ~ ;o ;o 

----
56.33 33.1~ 26.47 38.1 9 

-9.49 9.96 7.10 8.42 

3.38 8.24 8.53 7.20 

23.00 39.48 [48.17 37.16 

4.64 3. 91 2.47 3.42 

3.16 5.27 7.27 5.61 

100.00 100.00 100.00 .100.00 
= 474 =3604 =721'2- =15679 

-------------------------------------
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It m:1y nlso be noted in t'1is con;.1e ction th '.t Ct.il 

overwhelEinz proportion of ~Cl.SScnzors in ::J.ll clnssos tr~velled 

by them solves, in ~.we ping tvi th tho fact that qui to a sub stan tinl 

:proportioon in all clo.sses tr::J.velled for uork or business. Tho 

proportion of those Hho travel with two or more fa.::1i"ly :10cbors is 

re:1lly l:1rgo only in the II class. (Table 8.10) 

8.057 This is o~viously related to th~ object of travel 

and also the incow.e of the passengers. It is to be found that 

a significant :proportioa of II· class passengers travel less 

frequently, as r.l::J.ny as 22/; using sleepers m1d 13% tro.velling 

sitting st.::ttiag tho.t they trav..;l only once ·'3. ye:1r, o.nd 5% and 

3% respectively stating that they trnvJi once in several years. 

· Tl1e proportion of those :;;:-.:.o tr.J.vol froquentl~r is larger ir: the 

upp0r cl.J.sses. Thus as many as 37~ of the A.c.c. passengsrs 

state tho.t they travel once n month; so· :::tlso o.!Jout one quarter 

of tho passengers ·::ravelling in tho I cl:1ss and AC Ch:1ir Car. 

Similarly, as m:1ny as above 1/5th of the po.sse~gers i~ the ACC 

tmd I class·stntcd that they tra~~llcd once in throe months; 

so also diJ. about one quo.rter of those usL1g the AC Chair C:''.r • . 
Uhat is interesting is that even in the II class (sitting), 

about 20% stated thut they travelled once o. 1wok; 27>& that 

they tr:::tvelled once a month, and 1 gbo.nd 16;b tho.t they travelled 

once in three months o.nd once in six months respectively. It 

thus ::tp:peo.rs that, even in the louost class, the.nuEJ.ber of 

those uho travelled frequently is not v0ry small. (Table 8.11) 



.'t.:z:l?l.•J_f,?..! 1 o 8.25 

NuL1ber of_...J2...~~~H.&9.L~J.E.~~~!.l:h;~&._t_q_g_ether 

--·--·-------·-----..,...- -----.: ... C. C. First First · 2-TT.e_r __ A.c. --seco:.~second 
'Cl.:l.SS Class A.C. Chair Sloeper Class 

Chair Sloepor C.:1r Sitti-
Cnr 

All 
Classes 

. ,;1 . r-1 c.f , , , .· I n~ 
-------~----·-'o_..:_...:_.L.~.--...-...J.:J _j.J ~o ~0 c:-"0 ------ :-- ---···- ... ......___ -~·----~.1..:.-----

a) Self 
only 

b) Self \-Ti th 
ono 
family 
member 12.84 

c) Self uith 
two 
fnmily 
members 

d) S~Jlf ui th 
three or 
more 
family 
membors 

Total 

1.56 

0.78 

1 oo •. oo 
= 257 

12.41 10.06 

0.56 

1 00 • 00 1 00 • 00 
= :.?_869 = 179 

77.38 

4.76 

3.57 

1 oo.oo 

1.9:..~~0 --~~ 1j_ 

67.56 71.16 72.69 

17.65 15.50. 15.10 

2.53 8.38 7.32 6.72 

0.21 6. 41 6. 02 5 ~·so 

100.00 100.00 100.90 100.00 
= . 4.'l/t__-=.__,;3;..;:6;.;;0..:.,4 __ =,--:7..:;2;.;..1_-=:,2_=_;1:..:::5...;:6..:.7..:.9_ 

. Froql:l2Jl.<?L_~of t~ 

Travel 
hCLbits -
The 
P.:1ssengc r ' · 
Travels 

a) Daily 

b) '.Teekly 

c) Once a 
month 

d) Once in 
three 
months 

c) Once in 
six 
months 

f) Once in 
a yo.:1r 

g) Once in 
several 
years 

A. C. C. '·"First 
Clnss 

First 
Class 
Chair 
Car 

1. 95 

15.95 

36.96 

o-1 ,o 

7.00 2.79 

13.72 34.64 

24.04- 25.70 

22.18 21.79 15.64 

13.22 11.17 

12.56 7.82 

0.78 2.66 2.23 

2-Tier 
l..~C •. · 
Sleeper 

1 • 19 

9.52 

28.57 

27.38 

16.67 

13.10 

3.57 

A. C. 
Chair 
Car 

%o 

0.84 

7.17 

25.32 

25.74 

Second Second 
Sleeper Class 

Sitti-

All 
Clo..:sses 

ng 
~ _% , ____ il_ ___ 

1.42 2.93 ).50 

9.60 20.L1r0 15.90 • 

22.53 26.53 25.13 

18.62 18.68 19.71 

22.15 20.56 

15.82. 21.81 12.51 14-.56 

2.95 5.47· 2.94 3.41 

-T~o-ta_l ______ -1-o-o-.-oo- 1 oo. oo 1 oo. oo' -,-0-o-. -oo-.-,-o-o-."::'"oo--:1-=o~o-.--:::o':::"o---.:1 oo. oo 1 oo. oo 
__ =_2::::.,5~7._ __ =~38.:::..69 = t.7.!..;9:::,.__= __ 8.L_- 47-:- - 360t;. = 72J1__=15.679 
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8.058 In this context it is i~tercsting to not~ th~t as onny as 

70~~ of those trnvcllinc in II class (sitting) and 66,S of those 

tr.:>.v.:::lling in II: class (sleeper) stated that they used to travel 

much less fregucm.tly tun yGars ago. 0o~Jo 38;;/39;; st(1tcd th:::;.t this 

u.J.s bec::mso of tho nature of their job; about 13 1~/15>) st.J.tod thc.t 

thi;:; ~ms bocaaso of their (prosum.::tbly higher) incouo; .::0out 1/5th 

that th·J~r tr.J.vellcd more because. of better ru.il. travel :C'cJ.cili tics; 

-.rhilv about one quarter stCJ.ted the. t they tra.vc lled More bocCLu::>o of 

their age; ::.n·c sm:tCJ.bly they. ;roro- childro11 ton y ..;o.rs preyiously. Thus, 

the :h:cr.CJ.se in trcwel habits oven for tho lo'~Gst clo.ss of passengers 

is clo~rly indicated by thosu datCJ.. 

8.059 Tho proportiol1 of thosG ullo felt thCJ.t they tr=.vollGd rJl'Ch 

less frequently ten years c:.go uns loss in the upper classes, 

ospecinlly in the ACC; in the I class, about 64,.; trCJ.volled nore 

froquen tly nou and in tho ACC Chair Car about 665~. · (Table 8.12 & ) 
(r1 - • 8.13 ) 

Distance Travelled 

8.060 A;-:nongst the ·Air-condi tionod class po.~sengors·, the l'lrgest 

nm:tber travelled for distCJ.ncqs occ~TGe~i 251 to 500 :ens. and accounted 

for 33;-b, uhil.e about ·29~~ each tro.volled for distG.nces bcbreen 

501 and 1000 Kms., and above 1000 Kms. 

8. 061 In the. case of first class passengers, tho l J.rzest mm.ber of 

p:1sscngors tr:welled for distn...'1.ces beyond 1000 Kms. o.nd accounted for 

25/b, ~~hile those tr-J.velling betuoen :501 and 1000 Kus. o.·ccounted for 

2250. 205'~ uero travelling botueen. 251 c.nd 500 Kms., and 14;~ bot·ueen 

161 o.nd 250 Kms •. 

8.062 Of che second sleeper populntion, tho largost number 

travelled abovo ·1 000 Kms. and :J.ccounted for 37%, follouod by 34/~ uho 

uere trnvolling betueen 501 o.nd 1000 Kns. Of tho bo.l:J.ncc, 20~-~ uere 

travelling bohreon 251 nnd 500 Kms., o.nd 5~~ b ... d;ueen 161 o..:c1d 250 KLJ.s. 

The rest of tho po.ssongors accounted for shorter jou~10ys u:_:Jto 160 Xns. 

8.063 As compCJ.r8d to this, [lDlonc;st tho sccon' .. si ttin~ populo.tion, the 

l:J.rgost percento.gc, ~iz., 24;; Here troxollL1.=,· for dist:::nces bot-.:ree:1 

81 nnd 160 Kms., follouod by 21 1o uho uere tr2volling for dist.:'..l1cos 

bctuoen 251 -:1.nd 500 ICns. Only 5;o ue::.~o tr -,_vellin;.:;· b..oy.:nd 1 COO .. : ... ::... 

8.064 From these results it would O.p)O~r th-J.t :J.con~st tho soco~i 

class :;_Jassongurs, tl'loso tr.J.vcllL1€;' for longer d.ist:c.:'lcos -or,;; r:o ... tl:-

travelling iu sloopor coo.c~os. 



Jo.~le 8.12 
8.27 

Ch2111?;e in F:r_~~~Th.Q..Y of_Travel 
Did the A. c. c. First First 2-Tier P.:1ssongor A. C. Second Second All 
tro.vcl by Class Class A. C. Chair Sleeper Class Classes 
Rail muc~1 Ch.:1ir Sloe per Car Sitti-
less Ca1· ng. 
frequently 
about 
1 0 yoars 
~~? 

cf C·~ •. r (~ c! (1/ 
--'~-----

·a ;) ·o 
a) Yes 58.37 63.50 56.42 58.54 66.38 65.84 • 69.60 66.74 
b) No 41 .63 36.50 43.58 41.46 33.62 34.16 30.40 33.26 
----------Tot.:1l 100.00 1 oo.oo 100.00 100.00 100.00 100.00 100.00 1 oo.oo 

= 257 -__________ ,_ 3853 = 179 = 82 =. "473 = 3595 = 7200 -15644-

Table 8.13 

Factors rcsnonsible 
-------~ 

for change in 
frec:uency 

Change in A. c. c. First First 2-Tier A. C. Second Second All 
uhich factor Class Class A. C. Chair Sleeper Class'' Classes 
-vras res pons- Chair Sleeper Car Sitti-
iblc for it. Car ng. 

-:r; c.o (j .,I 1 -d % ,l Ia ' (0 -----· ( ( 

a) Age 13.20 13.07 12.81 14.81 25.61 23.63 25.71 21.70 

b) Job 55.20 62.15 t1r9.12 69.14 40.40 39.19 38.39 45.08 

c) Ft.'!.re 0.40 0.99 1.77 2.47 0.66 1. 95 2.23 1.77 

d) Income 9. 6d-'' 7.90 13.45 3.70 15.89 13. 44 15.3~ 12.91 

e) Rail -~ravel 

facilities 21.60 15.90 23.39 9.88 17.44 21.80 18.34 18.54 
---------· .. ------Total 100.00 100.00 100.00 1 oo.oo 100.00 1 oo. 00. 100COO 1 oo.oo 

= ------- 250 = 3749 = 171 = 81 453 = 3386 = 7041 =15131 

Table 8.14 

Distance travelled 

Distance A.c.c. First First 2-Tier A. C. Second Second All 
Travelling Class Class A. C. Chair Sleeper Class Classes 

Chair Sleeper Car Si tti-
Car ng 

~-- % 7~ % cJi % % 
., 

/() zo 

a) 0-25.Kms 0.78 1.58 1.19 0.22 3.69 2.16 

b)26-40 Kms 2.35 0.56 0.14 7.43 4.04 
c)41-80 Kms 5.74 1 • 1 2 0.72 13.88 7.98 
d)81-160 Kms 1. 56 10.08 18. 4L~ 1.19 0.63 2.16 24.00 14.29 

o) 161-250 Kms 5.45 13.83 30.17 5.95 2.11 5.49 17.61 13.30 ' 

f) 251 -50 0 Km s 3 3. 7 0 19.72 45.25 1 !r. 29 23.42 20.1 ~ 20.80 20.91 

g)501-1000Kms 29.18 21.58 3.35 1 t,. 29 18.99 33.72 8.00 17.92 

h)Alnvo 
19.4, 1000 Kms 22.96 25.12 1.12 63.10 54.85 37. ·~-0 /r• 59 

Totctl 100.00 1 oo.oo 1 oo.oo 100.00 100 .oo 1 oo.oo 100.00 100.00 
- 257 - 3869 - 179 - 8;t - 474 = 360L]. = 7212 =15679 
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8.065 It will be sacn (atntoncnt 8-8) that the 

proportion )f persons uho trnvcll l short distance:_. bclou 

80 kn. is snall in cateGories like inJustrialists, traders, 

enc;incers a.nd doctors. The prOl)Ortion is soueuhat larger 

anong Govcrnnc"1t o.nd Pu~lic Sector cmd private sector 

servant~, and housewives. It i~ still larger in the case 

of teachers and lmryors, in those tuo cases tho 

proportion in tl1e 41 to 80 lms. range bei:1e significa:1t. 

As against this, tl1e pro1Jortion of fa.rners travelling 

short distances is large, tho proportidn of those 

travelling betueon ·t 1 o.nd 80 kns. being qui to substantial. 

v<fhen it coues to distances betueon 81 mi.d 250 kns., anong 

all categories, tho proportion in this ra!1ge of distances 

vario s fron 20;~ to 3,~~. In the rn:1g-e be hroen 251 and 

500 · kns., the proportion varies around 251; except ·chat, 

nnong industrialists, it is· 27jS and, o.nong doctors, 30;~. 

For distances botuecn 501 lind 1000 kr.J.s, tho proportion 

auong famers is very snall ( 11 ~~), 2.j.1d nlso anong . 

teachers, students cmd houseui ves .( 12 to 15>~), vThile in 

other categories it is around 20~. For distances-above 

1 000 Kr:ls, tl1e proportion anong fa:rner s is very s11all 

( 6;~); siuilnr is the cnse Hi th lmryers (71S) teachers 

(12')5-) house1..rives and students (about 1·i-%). }illong 

tra.ders and industrialists, the :;_Jroportion of those 1vho 

travelled distances exceeding 1000 ~1s. is 22% and 25~~ 

res~)ectivoly, while in the enpl.oyees of Gover:.1nent, 

public sector and private sector, it varies betvreen 22% 

and 27%. 



o. o66 Wht.m \TO look ut tho distribution of 

pa.sscngors .:u:1onG different inc .)::J.C grou:;;>s and relate 

it to t:r~c distances tr.J.vellel (~t2.t;mcnt 13-9) a:.10ng 

lone distru1ce passengers, uo find u hie;h correl~tion 

betvmon incone groups a:1d clistancos travelled. The 

j_)ro::~ortion of these l'l'ho travel long distances is 

suall in tho lou incoue catee-ories a..."'ld l.:lrcc· in :the 

hi::;h incoue cute0ories. 0:::1 the otlwr hand, tho 

:._>ropcrtion.of those vho trc.vol short distances is 

suall .mong the hi,;h inco1:20 catot;ories 1rl1ilo it is 

larger in the low incor,e categories. Thus, a very 

suall proportion of thoso,.yho travelled upto 25 kns. 

is free a.':long those having .incor.:cs exceeding Ps.1 000. 

All those whose• ilicoues arc belou P>. 500 constitute 

only a s11all pro::?ortion of those who. travelled over 

1000 kns. 

C-29 

s. 067 Even vii.1en >'<e. look at s~10rt distance passengers 

(Stuteuent 8-16), '\<TO find that the- bulk of the ... . 
:;_:>USSen:.;ors WhOSC inccue iS bel0'\1 P~. 250 travelled 

dista~ces less ~hun 80 kns. Of course~ this being a 

survey of short dista..."'lces passengers, the to tal 

nuuber of those uho travelled long distance:J is 

itself qui to snull. But we find that the bulk of the 

passol1gors >1ho travelled distance::; ex.ceedir.tg 250 kns. 

and especially 500 lens. cone fran those whose incones 

exceed :~. 500 per nonth. 
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8.06.0 

class passengers, 90:~ ol' sacond sleeper, ::nd 92;,; of second 

sitting p.:1sscnc" rs· 'Jere trc..vollill~.- on p.lylilGnt of full to.rc. 

Tho rest, in various cl.J.ssos, tr~vullod on different kinds 

of ~oncossion.J.l faro. Thus, it is only in tho First Cl.J.ss 

th.J.t o.h10st 35~6 p.J.SS011g0rs travel on some kind of concession. 

It is found that, out of this, ::tlmost 25~S arc r::.ilu.J.y::co:1 

(h.::.lf of thorn tr:1.•relling on duty) o.nd 3% l10n-ro..iluaymcn uho 

o11joy free. pnss, pr.obJ.bly those belonging to Pos·co..l or 

Dofonco Scrvicos or mo:;lb0rs of logisl::ctures. (T.::tble 8.15) 

8.069 If one looks at pnssongcrs belonging to 

cato3'orios other tho.n self--employed, one fi~uls tl'nt then: 

c.ro only throe co..togories vlhero ,J. substaTtial proportion 

tr:J.vol .:1 t less than full fm~e ( Sta tom on t s.tr), ~~, 

Govcrnu:.ont servo.:c1ts, stude.11ts .:ud l~otircd pc;rsons. ~mo~1g 

Govc;rnment serv<mts, 15~ c.ro choso u:1o trJ.vd on Raihr:J.y 

Privilege Passes, 16;!; on Raihmy Duty Passes, 

ot:1or free pnsses. · Among students, s.s mcm;r as 17;~ tr::vel 

on student concessions, 6% on Ro.il'I?-:J.y :JC.SSC.G 

(pre sULv.bly children of Rnihray employees), o.~1d 1 ;:; on 

other concessions. Among rotirod pursons, a substantial 

proportion (CLbout 217&) consist of tho so uho travel on 

Raih;o.y Privilege Pasaos prosumo.bly boco.use they c.re 

retired Railuay el:l._;?loyoes. It may also be noted that 

tho number of those paying concessional fare other thm1 

free passes vras qui to small. This ,;as probo.bly beca.use 

tho da.ys on '-rhich the investigo.tion uas co.rried out 

did not belong to the nonnal vo.co. tion. or holidety season. 



To.blc 8.15 
8-31 

Po.yncmt of fare 

Is the :1.. c. c. First Fi::·st 2-Ticr A. C. Sccond S.::cond .All 
pass~ngor Cl.J.SS CLJ.SS .A .• C. Chcir Sleeper Clc.ss Classes 
tro.volling Ch.J.ir SlGcpor cu.r Sitt-
on C.:1r ing 

~; % c0 % I Gf c' .-r ~~ .-..1?.._ (} /'~ ~~ 

u) Payncnt 
of full 
faro 94.94 65.86 92.18 90.48 94.30 90.09 91.96. 85.20 

b) Paynont 
of 
concos3-
ional 
faro 

i)Hill 0.39 0.26 0.36 0.14 0.22 
Concession 

ii)Circul<1.r 
ticket 0.93 1 .19 0.21 0.33 0.25 0.43 

iii) Student 
Conce-
ssion 0.36 0.56 1.50 0.87 0.84 
.. 

iv)P.T.O. '··' Raihmy-
nen 0.08 o. 56 0.25 0.37 0.26 

v) Other 
Conce-
ssicns 0.39 ' 3.57 2.23 3.57 0.84 1.39 1. 43 1.93 

c) Froo·pass-
Privilcgo-
Raib·m.y-
nen 0.78 12.69 1.12 2.38 1. 27 3.69 3.01 5.,t4 

d) Free puss-
duty-
Ro.ilwu.y- .... 

non 3.50 12.79 2.79 1 .19 2.32 1.55 1.40 4.32 

c) Free pnss 
non-
Railway-

0.57 1.35 non 3.46 Q.$6 1 .19 1 .05 0.83 

Total 100.00 1 oo.oo 109.00 1 oo.oo 100 .oo 1 oo.oo 1 oo.oo 100.00 

= 2~7 = :2869 179 84 474 - 360-+ 7212 =15679 
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8.(J{O Of the Air-conditioned pass-:mgers, 41;b p~id their 

oun fJ.res uhilc 5·~% 1vere ·tro.velling on fares paid by their 

emplo~;.ers. 3% uere travolling on fares pnid by their clients. 

8.071 Of tho first class passengers, 39% paid their o~-rn 

fares, uhile 42/~ •·rere travelling on their employers' account; 

2% were' travelling on their clients' account. 

8.07.2 These figures could be slightly misleading, since a 

very large proportion of higher class passengers have answered 

that the object of their journey was business/duty. Apparently, 

private enterprenours, or ovmc.rs of business, vrho uere also 
' . 

travelling on their business account, and charged their foros 

to their concern, have also claimed to be paying the fares 

themselves. It may be noted that as many as three quarters of 

traders and industrialists state that the object of their. 

journey is business 0ut 99% state that the payment is being 

made by self. (Statement 8.2 & 8.3) 

8. 073 . Amongst tho higher class passengers, t hero fore, the 

percentage o •• ~ those travelling on · '10ir employers' ac.-:.: ount, or m self

ouneU-business, etc., vrould be higher. 

Amongst the second sleeper passengers, 79% paid their 

own fares, 1vhilo 11% were travelling on their employers' 

account. 

8. 075 Amongst second sitting passenc;c rs, 81 ;s paid their 

01m fares, while 7% had their fares paid by their 

employers. 

n.076 Of the A.C. Cho.ir Car ;>assengors, 71/S po.id their o1m 

fares, while 23% wore travelling on their employers' account. 

(Table 8.16) 



If not o:~ I .• c.c. 
Froo Pass, 
uho is 
paying 

c0 

a) Solf 41.06 

b) EuJ_Jloyor 54.07 

c) Cliont 3.25 

d) Lonvo 
Travel 
Con cess-
ion 
(LTC) 

o) Dofenco-
Arued 
Forces 0.41 

f) Othors 1. 22 

_w _____ 

Totnl 100.00 
= 246 

First 
Clnss 

38.78 

~~2. 03 

2.1 9 

2.62 

9.86 

4.52 

Tnblo 8.16 

\Tho i)O.ys tho fo.re 

.Fire-'; 2-Tior 
Clnss A. C. 
Chnir Sleeper 
Car 
~ c.b 

43.27 42.50 

46.20 41.25 

1.75 2.50 

1."75 6.25 
I 

1.75 5.00 

5.2G 2.50 

:l. c. 
Chair 
Cnr 

% 

70.58 

23.23 

• 
1. 55 

0.66 

0.66 

3.32 

1·i 00. 00 1 00. 00 1 oo.oo 1 oo.oo 
= 2829 = 171 = 80 = 452 
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Second Second All 
Sleeper Clnss ClaSS0S 

Sitti-
ng 

cf % % e 

78.65 81.26 70.33 

10.75 6.74 16.87 

0.85 0.95 1.25 

0.71 0.38 0.96 

2.4·~ 1.53 3.41 . \ 
I 
\ 

6.60 9.14 7.18 

100.00 100.00 1 oo.oo 
=3396 =6852 =14026 
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Preference for Hi~her Class 

8.077 Of the kir-conditioned class passengers, 

407~ travelled in that class becaus o thoy found it 

noro co:ofortable, while 37c;:, did so because they 
else 

ucro 011ti tl.ed to it, and soiJ.c.body Lwas paying for 

it. Of the first class passengers, 28jS trave~led 

in tha:t class because· they found it moro coCJfortaole. 

547~ >foro doing _so because they 1i'l'ere onti tled to that 

class and sooobody else was paying. 

8.070 These ansvrers bring out that the 

preference for the higher classes is lJainly 

because·sonebody else pays the fares; Qany of 

them also state that they do so because it is nore 

confo rtable. But the f.act that soTJ.Gone else bears 

the cost oust be considered as really i:oportant • 

. This is also supple:oonted by tho ans1-vers 

regarding sensitivity to inciease in fares. 

(Table 8.17) 



Table 8.17 
Proforonce for higher class 

------------------If a pQssongvr A.c.c. First 
is travelling qy · Class 
a class other 
than II class, 
}vhv is ho dcing 
so? (Not to be 
anSl'iGrGd if 
passenger is 
travvlling in 

First 
Class 
Chair 
Car 

.1..~. c. 
2-ticr 

II Class of, a& ~ o~ 

a)Finds it nore 
comfortable and 
usually travels 
in this class 40.08 27.55 37.99 41'~.05 

b)Finds it easy 
to secure ncco
nnodntion 

c)Finds it safer 

d)Can afford this 
Class 

c)Entitlcd to this 
class and sonoone 

7.78 
1. 95 

9.73 

6.38 

3.54 

5. 94 

8.94 
2.23 

8.94 

2.38 
2.38 

7.14 

else paying 37.35 53.81 36.87 41.67 
f)DiA not got 

ac cor:uJ.oda ti on 
in lowor 
class 

g)Did not got 
acconmodation in 

... • 
1 • 95 

higher class 1.17 

2.35 2.79 2.38 

0.41 2.23 

Total 1 oo. 00 100.00 1 oo. 00 100.00 
= 257 =3869 = 179 = 84 

A.C. 
Chair 
Car 

Second 
Sleeper 

% % 

40.93 

12.03 
8.86 

12.87 

18.35 

5.70 

1 • 27 
1 oo.oo 
= 474 

' . 
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Second 
Class 
Sitti
n.!:!' 

% 

All 
Classes 

% 

30.19 

7.03 
3. 91 

6.95 

48.65 

2.67 

0.60 
1 oo.oo 
d 4863 



8-36 

SENSITIVITY TO F~\Ili: INCI\EA~~~ 

8,079 66% of Air-conditioned passengers, and 

67~·~ of \firs~ class passengers, s ta· ... ~d that 

increase in fares would not affect then. It 

lvill thus be seen that, anong the !~C C and 

First_ Class passengers, a. VGIJr substantial 

proportion do not nind paying higher fares 

because in most cases sooobody else vTOuld 

bear tho fare, Among th~ p~.:ssengers travelling 

by AC Chair Car, only less than one-third 

-.. s_tatcd that they were not affected by the 

increase, while as oany as one-quarter showGd 

thc.ir resistance to any increase by stating · · 

that they would not travel by tl1is :cl.ass 

at higher fares, .. a~d over 357~. 11e re \vi.lling 

to pay fran ~.5 to ~.10 extra. (Table 8.18) · 
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Table 8.18 

SEHSITIVI'l'Y 'l'O p_·.ru; FTC~~E_',.St;S ... --·- --··------- . - - ..... -.....-.-

A. c. c. First First 2-Ticr J .• c. Second Second All 
Class Cl".SS A.C. Ch:01.ir Sleeper· Class Clc.sses 

Chair Sleeper Car Sitti-
car ng 

...iL ·~--b ~ 

lf. ~ % ~-.) ---·-
For a passenger other than II Class if the fare is increased 
as follovTs, ~•ill h0 travel in this 'class ? 

a)No, 
l. 

He vrill 
not travel 
in this 
class 9.73 13.96 18.44 22.62 25.53 15.18 

b) Yes up to 
P;. 5 5.45 . 9. 90 . 15·. 64 8.33 20.25 10.86 

c) Yes upto 
r.s. to 4 .• 67 5.69 7.26 5.95. 15.82.-·- 6 .. 68 

·-

d) Yes upto 
Rs.20 8.56 2. 7 ~r 1 .12 4.76 .5.91 3.33 

c) Yes upto 
Ps.,W 1 .17 ..... 0.23 1 .19 0.42 0.31 

f) Yes upto 
r..s. 50 4.67 0.70 1.12 1 .19 1.05 0.97 

g) Not 3.ffcctod 
by 

62.68 increase 65.76 66.79 56.42 55.95 31.01 

Total 1 oo.oo 1 00. 00 1 00. 00 100.00 1 oo.oo 1 oo.oo 
= 257 - ;3869 - 179 8<l - 474 = 4863 
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8.080 7~; of Air-conditionod p~~sengurs, 78% of iirst 

clo.ss p.1.sscng,"Cr:3 1 66;:~ of second slo..::por p:.tsso:agors .:md 

72~ of second sittine po.sscng8rs tr~vollad in super !o.st, or 

JVI.:.il/Expr-3 ss tro.ins bvcc.use it S<-l.Vod time. 

8.081 195~ o·f · l'...ir-condi tioJ:lod po.sscngc rs, 16;6 of 

first class passengers, 25~b of second sleeper po.sscngors 

.:md 2~r/S of socond si ttL-.:.g passengers did so be cause 

they found the so tr::.ins r.~o:r0 cc:c.fort;::.blo. Th-J rest did 

so boc.::us o the roscrv-atior:s woro e::tsy to cone by, or 

they get rwrc conveni:.;nt co::1noctio;.1s. (Table 8.19) 

Preference bah10on First Clnss, '-:_._c_. Sleeper Co.r nnd 
C~1:1ir c·ar 

8.082 52(,·-~ d t 0 ,, • f ~ · ' L1 icn oa "Cilelr pro oronce I or 

ordL;.2.ry first clnss, 1·1hilo 37 ~ 

two tier ~.c. Sloopcr coach. 11 ~ 

pro forred the 

proforrod First 

Class Chair Co.r. Tho prcfo~oncos for tho different 

typos of first class :J.CCGI!nodo. ti on offered uould 

probably v:J.ry uith tho time of tha yoo.r. Uhilo 

first class Ordin::1.ry rany be considered mo:t·e couforto.blc, 

in view of tho lnrg~nccomcodntion and privacy o~f~red, 

tho two tier A.C. vlould prob:.:>.bly bo preferred cluring 
Class 

hot so:J.son. F.i.rst LChnil~ c~cr nccosE:tod.J. tion is nomnlly 

offerod in cor.1pnrnti vely' short dist::mc.:; tro.ins, h:J.ving 

do.y runs. (Table 8.20) 



Table 8.12_ 

Reasons for travelling in Super fast/Mail/ 
Ex-p!:_~_ss trains 

8-39 

A.c.c. First First 2-Tier A.c. Second { Second 
Class Cla~..s A. C. Chair Sleeper Class 

Chair Sleeper Car Sitt-
Car ing 

~ c~ c1, ct~ ~ %_ (~. 

If a passenger is tr2volling in a .Super ~~st, Mail/Express Train 
\>Thy is ho doint; so ? 

a) Save tine 76.38 78.25 78.16 . 80.72 88.61 66.48 71.70 

b) More 
CoDfortablo19.29 16 ... ~a 1ft .• 94 .. 16.87 7.81 25.24 23.79 

c) Reservation 
is easy: 1. 57 2.17 5.75 1.20 2.11 4.20 0.76 

d) Gets '·. 

convenient '. 

connection 2.76 3.10 1 .15 1.20 1.48 4.08 3.75 

Total 1 oo.oo 1 oo.oo 100.00 1 oo.oo 100.00 100.00 1 oo.oo 
= 254 =2676 = 174 = 83 = Ln"~- =3237 = 311;8 

1 
Table 8.20 

Preference between First Class 2A.C. Sleeper Car 
and Chair Car 

All 
Classes 

ci 
0· 

72.66 

21.23 

2.42 

3.48 

100.00 
=10046 

A. c. c. First First · 2-Tier A. C. Second . Second All 

For a passengGr 
do~s h<: prefer 

a) 2~Tier 
AC 
Sleeper 

b) I Class 
Chair Car 

c) I Class 
Ordinary 

Total 

Class 

~ a1 z;; 
travelling 

36.21 

10.29 

53.50 

100.00 
= 3869 

Class A.C. 
Chair Sleeper 
Car 

r:. c;/ 
.) 

in I Class which 

' 

37.43 82.14 

30.17 1.19· 

32.40 16.67 

100.00 100.00 
= 179 - 84 

Chair SDeper Class Classes 
Car Sitt-

ing 
. i c" 0:~ ''J 0 

one of the following 

' 
37.20 

... 10.96 

51.84 

1 oo.oo 
=4132 
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8.083 
passungJrs, 19% of second sleeper passengers, and 13% of second 

sitti~g p.'l.s.::wnr;crs sto.tcd thc:ct th'-J uould not bv o.f ~·ectcd by o.ny 
l.n fares~ " . 

increaseL as a result of spcedlns· up of trains. 

o. 08t,. Of the balance, 12~b of Air-condi tionod pas~o ... :gc rs, 16% 

of first clo.ss p.::tsscngers, 447G of sec-ond sleepGr pjssoagers ::md 

64~ of second sitting pnsseng0rs wero not willing to pay any extra 

fare, even if tho train was further speedo~~p. 

0.085. 27}b of second slccpor po.sscngers, o.nd 20% of soco:::::.d 

sitting po.ssengcrs m::ro 11illing to po.y upto Ps. 5 extret, vrhile 8/b 

of second sleeper o.nd 2/~ of second si tti:1g po.ssengors 1·wre >'Tilling 

to pay upto Rs.1 0 extra. .i.\. very much · smo.ller nur:J.bor of passengers 

were willing to pay o.dditional fares of ~.20 o.nd above. 

(Ti::.ble 8.21) 
Opinion Rcgnrding I_!.1proveii1onts on tho Ro..ihro.ys 

8.086 72f~ of Air-conditioned class p.::1ssengers, 65~S of first 

class passengers, 66% of second slcoper a.nd 50% of second si ttL1g 

passengers were of the opinion 'that Ro.ihretys had bocomc stca:iily 

faster. 

0.087 8/~ of ;Ur-conditionei p.etsscngers, 11% of first class 

passengers, 10% of second sleeper passcngGrs and 127o of second 

sitting po.ssongers felt that the trains had be corao · nore punctual. 

0.080 15% of -Air-condi tioncd passengers, 167'~ of first class 

passengers, 137~ of second sleeper passengers nnd 19~;; of secotld 
. ,. 

sitting po.~songcrs were of the opinion that the railways hetd not 

iLl proved in a-.1y Lletnnor suggested to tho~.1 in tho quostioan::lire. 

Tho rcnaining passon~a~s, in varying porcantagcs, felt thett 

railways ho.d bccoLlo eleanor, cheapor and s~fer. 
(Table 8.22) 



TJ.tlG 8.21 
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Willi~~es~ to pay fo~ faster train 
' ·~ . 

.t....c.c. First 
Class 

First 2-~Ticr . 
Class A.c. 
Chai:::· .Sleeper 

'Car 
of nl · of._ 

...,... _____ ...,L;..J_ e , . e 

A. C. 
Chair 
Car 

· of 
ZJ 

Second Second 
Sleeper Class 

Sitt-

% 
ing 

% 

All 
Classes 

crf.) 
I 

ho•~ nuch nore is ho ;;rilling to l)ay~. If the train is furthcr.speeded up 

a) Nil 12.25 16.25 22.16 

b) Rs.5 2 .. 77 12.52 15.34 

c) rs.1.0 . 8..70 7.65 8.52 

d) r.~.20 7.11 3.70 2.8J;-

e) ~.40 0.40 0.39 

f) ~~50 5.14 0.81 1.14 

g) Not affected 
by 

20.48 

6.02 

<-
11r•82 

2. 41 

25.95 

18.78 

16. -~6 

8.02 

0.84 

1 .48 

increase 63 .. 64 58.69 50 .. 00 48.19 28.~8 

43.45 

26.95 

8,05 

2.09 

0.12 

Oa39 

63.55 
20.16 

2.26 

0.55 

0.03 

o.· 5 

41 .26 

19.47 
6.36 

2.38 

0.19 
' 

0.56 

18.75 13.41 29.78 

Total 1-oo.oo 1oo.oo 1oo~oo 1oo.oo 1oo.oo 1oo.oo 1oo.oo 1oo.oo 
------------=~f~5=3~=--i~~~-=~1~·7~6---=~8~3~-=~47~t.~r---=~3~3~5~4_. __ =~3983 ~=11407 

Table_ 8.22 

Opinion regarding irrprovenent in 'Rail1·~C.Y? 

·---------..,.------......,.--..,.------.....-· .. ·-----------A.c.c. First Firsi 2-Tier A.C.· Second Second All 
Class Class A.C. Chair Class Class Classes 

Chair Sleeper Car Sleeper Sitting 
Car 

·rn the ludt several years Railw~ys have becone steadily ~ 

a) Faster 71_. 98 

b) !1ore 
punctual 8.17 

I 

c) Cleaner 3.50 
d) Cheaper 

c) Safer 1.56 

f) None of the 
above 11-.97 

65.24 7\.91 80.72 

11.21 7.87 .4.82 

1 .• 53 1.69 1.20 

0.78 0.56 -

5.08 1.69 1.20 

16.16 16.29 ·12.05 

64.56 

12.87 

5,27 

0.84 

6.96 

9.49 

Total 100.00 100.00 100.00 
257 . 3861 170 

100.00 100.00 
83· 471 

6~ •. 76 .50.17 55.68 

_1 o. 15 
.2. 22 

2.36 

11.55 .1.1.05 

2.96 2. .. 49 

1.52 4.23 

~~64 8~55 . 6.97 

12 .• 87 19.24 1.6.58 

;·1 OQ. 00 1 00. 00 t 00.00 . 
~3597 - 7192 =15634 
.. 4 
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Difficul tios rc0·o.rdinc; Rosorv::>.tions 
---------- >a. ------· ....... -.... --------

8.089 _\ lo.rge nunbor of po.sSGl" r;~rs in o.ll clnss'3s v2.rying 

from 90% in Air-condi tio:1od clo.ss, to 82;~ in soco:1d sleeper 

class,_ bncount0rcd no difficulti-es in o bt.::tining ro sorvn tions • 

8.090 
... ·· 

Tho difficulties rognrding non-availability nf 

Tr~volling Tickot Exauiners, and illegible rc~~rv.::ttions 

chart, etc. were felt only by a S!ilO.ll percentage of. 

passengers in all clG.ssos. ('l'able 8.23) 

Inprovcm8nts desired 

8.091 Of tho .\ir-condi tionod passengers, 237b uantod 

more' trains,. 21% wanted faster trains, 32% lmntcd m~re 

punctual 

8.092 Of tho first-- class" ;')assonec:rs, 3o% des.ired 

more trains, 20% desired faster trains, i-Thile' ,+ 1% desired 

puncual trains·. 

8.093 Of the second sle0per passongo rs o_n tho 

other hcmcl, 35% vmntod larger nunbor of trains, 39)b 

:vra_YJ.ted rioro )Unctual trains, vlhilE: 20>~ vJanted fasto:.. 

trains. Significantly 43% of S8cond sitting passengers 

desired to ho.ve more trilins, while 37% wanted nore· 
and 

punctual tr~ins.L14% wanted faster trains. This underlines 

the importance of this large category of. pnssengers nttach to 

more train accommodation. 
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Table 8.23 

Difficulties DE~om1t0red in obtnin~ng resorv~tion 

2-Tier A.C. Second Second All ~\..C .c. First 
Class 

First 
Clnss 
Chair 
Cnr 

A.C. Chair 
Sleeper Car 

_Class · Sleeper Sitting 
· Classes 

~ d~_ , ~~ . 
jv 70 c7J '"'a c1. 
-~-~----~------~-~----~-------~? ______ __ 

If resl3rva tion hns been obtained for this journey ·which difficulty of 
the follOi-Ting if encountered in obtaining accor:u:1o.iation/reserva. tion,· · 
\Ins this oost troublesone ·? · 

a) NllOe not on 
Reservation 
Chart 2.81 3.88 

b) Sonoone else 
OCCUlJying the 
seatl 
berth 0.40 1.35 

c) Attendant/ 

1.35 1.23 

Conductor,TTE not nvailable 
to hcl~ 0.40 4.97 1;35 '4.94 

d) Res-ervation 
Chart ille-
gible 4.82 3.40 

o) Conches reduced 
flO reservation 

1.35 3.70 

cancelled 1.20 1.88 3.38 

f) Extra noney deannded/ 
paid 0.40 2.88 ~ 4.94 

g) Uo .,.. 

difficulty89.96 81.64 89.19 77.78 

Total 'oo.oo 100.00 1 oo.oo 1 oc.oo 
= 249 =2233 = 148 = 81 

2.36 2.27 

2.57 2.89 

4.71 3.17 

3.00 

1.32 

4.50 4.77 

82.87 81.9-'!-

100.00 100 •. 00 
= 467 =3566 

. 2. 07 2.84 

5.26 2.50 

2.77 3.67 

2.49 3. 41 

1.52 3.63 

8·+. 79 82.54 

1 00. 00 1 00. 00 
= 723 =7,~67 ----

Table 8.24 
Inprovenents desired in trains 

\'Jhioh io:;:>rovenent does a passenger consider the nost important 
about trnins ? 
a) r1ore 

trains 22.57 29.62 29.38 17.86 
b) Cleaner 

trnins 10.51 5.90 6.78 7.14 
c) Fnster 

trains 21.01 19.63 22.03 20.24 

d) Air-conditioned 
trains 13.62 3.65 7.91 11.90 

e) Punctual 
trains 

Total 

32.30 41.20 33.90 42,86 

100.00 100.00 100.00 100.00 
257 -3862 - 177 ~ 84 

27.22 35.00 

17.09 20.14 

11.81 

34.39 

1 oo.oo 
-471, 

0.94 

39.22 

100.00 
- 3600 

43.40 36.94 

5.28 5.54 

13.88 17.08 

0.50 2.08 

36.94 38.36 

1 00. 00 1 00. 00 
- 7200 =15654 
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Ancmi tics dosirccl__l..n_ Tru.ins 

8.094 Colu. unter facility was dc.Jired by 19/~ 

of Air-qondi tionod passcnccr, 36% of fj_rst class 

pnsseng~rs, 22% of soconcl class sloopor passengers, 

o.nd 30)6 of second si ttint; passen.:;-.::rs. 

Cushioned berths were denandod by 22~ of 

second sleeper and 21% of second sitting passengers, 

while nore sleeper coaches was the choice of 

40}', second sleeper passengers, and 20;;~ of second 

sitting passengers. The rest of the passen0ers, 

wanted other facilities like cleaner lavatories, 

nore lights and fans etc. 

.(Table .8. 25) 
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Auoni ties desired in tra~ 

lmeni ties A.C.C. First First 2-Ticr ·A. C. second. Second All 
in train:.. Class ClaJs A.C. Chair Sleeper Class Class-

Chair Sleeper Car Sitt- es. 
Car ir.Lg s aS % % % % % ~ I 

a) Cold 
\later 
facilities 18.82 35.90 29.21 21.43 12.90 21.69 30.29 . 28.93 

b) Library 
facilities 18.04 15.80 28.65 16.67 . 16.70 7~03 6.25 9.60 

c) Cushioned 
Seats/ 
berths 9.41 6.67 9.55 9.52 10.57 .21.53 20.95 16.87 

d) More 
lavatories 1 .57 1. 11 0.56 7.14 1.48 1.44 2.21 1.74 

e) Cleaner 
Lavatories 24.71 15.05 12.92 5.95 17.34 5.97 10.16 10.87 

• 
f) More fans & '. 

lights 0.78 3.44 .;t.49 1.19 o. tl2 2.39 1 o. 07 . 6. 11 

g) r1ore . v· 
sleeper 
coc.ches 26.67 22.01 14.61 38.10 40.59 39.95 20.07 25.88 

Total 1 oo.oo 100.00 100.00 1 oo. 00 1 oo.oo 100.00 100.00 1 oo.oo 
= 255 = 3866 = 178 = 84 = 473 = 3600 = 7203 =1-5659 
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Ju:;:oni tics D.esirod. 2. t stations ----

8.095 Lnongst tho facilities dosired ::1.t stations, 

oasy nv.:tilability of tickets (29% ;~..c.c., 217~ first 

class, 337~ second sleo::_Jcr .:tnd -n~~ socond sitting) 

was tho QOSt important itom. This was followed by 

dcs2nd for bettor food from 21% of 2ir-conditioncd 

passengers, 32% of first clo.ss passe;ngc:rs, 327i of 
_, 

second class sloepor po.ssongcrs and 22;::> of second 

sitting passengers. !lloro courteous svrvice ~oras .:mother 

dcmo.nd, n.:tde by 22% of 1"l.ir-condi tioncd passengc rs, 

19;.~ of first cl.:~.ss p.:~.ssc.mgc rs ~ 165"b of second sleeper 

passengers and 1 ,;.% of second sitting passOlltjOrs. 

8.097 Other facilities, viz., better puolic 

addrcs·s s~;teu, provision of bed rolls etc. 1-ms 

demanded £a coc:;_Jara ti vely snaller nuubor in various 

classos. 

{Table 8.26) 
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Table 8.26 

Aneni tie~- desired at stations 

. Aneni ties l ... C.C • First First 2-Tier ~1.. c. Second Second All 
desired at Class Class A. C. Chair Sleeper Class Classes 
stations Chair 

.Car 
Sleeper Car Sitting 

o-1 % % % ~ % % ,,, --·---- /~ p 

a)Easy 
avnilnbi-
lity of 
tickets 29.41 21 .1 0 28.25 45.68 33.76 33.16 -~6 0 51 .36 .30 

b)Easy 
availabi-
lity of 
tine-
tnble 0.39 0.67 1.69 0.-~2 1 •. 11 0.81 0.83 

c)Bettcr 
public 
address 
systcD 3.92 5.37 6.78 2.47 2.32 3.61 5.73 5.02 

d)Bettcr I 
food 21 .18 31.97 26.55 14.81 25.53 31.99 22.10 26.91 

e ).r.1orc 
Retiring/ 
Uniting •.·' 
roans 18.82 18.80 16.38 12.35 12.66 12.14 10.59 13.24 

f)Provisi Jn 
of bed 
rolls 4.31 2.64 2.47 0.63 2.05 ' 0.56 1.48 

g)More 
courteous 
service 21.96 19.L"t5 20.34 22.22 24.68 15.94 13.70 '16.22 

Total 100.00 100.00 1 oo.oo 100.00 100.00 1 oo. 00 1 oo.oo 100.00 
= 255 = ~8~7 = 177 = 181 - 474 =3601 = 7203 =15648 

For a J2C..Ssenger travel~_i_I1[.. in II Cl_a_~ only, 1·rhat does he :2refer ? 

a) II Class 2-Tier Slee:;;ier 16.65 32.63 27.30 

b) II Class 3-Tier Slee:Jor 83.35 67.37 72.70 
·--- ---- ---- -·-·--·- 100.00 1 oo.oo 1 oo.oo Total 

- 3604 = 7212 =1 0816 
-·--·-
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Of tl1-c first class passo:Jgcrs, 32~,j boloncecl to 

tl1c o..ge groulJ of 25 to 40 yc.:trs, 1jlhile 59~~ Here in the 

ago group of 40 to 60 years. 

8.099 t d 1 38
4 . Of he sccon s ccpor passengers, -» were ln 

tho ago group of 25 to 40 years, and 31% uoro in the 

age groUl) of 40 to 60 years. A sicnificnnt :mnber 

accounting for 23~ were in the age group of 18 to 25 

years. 

8.100 Of the second sitting passengers, 40% 1-:ero in 

tho ngo grou:p of 25 to 40 years, v<hilc 287b were in the 

age group of 40, to 60 years. 

25 yo.:trs of age. 

1 gfo >vote bchreen 1 8 to 

(Table 8.27) 

Sex nnd educational qualification 

8.1 01 95% of first class, 89% of second sleeper 

passcng~rs, 2,nd 83~& of second si tti:1g l_)nsscneers lvor' 

oales. 

8.102 Of the first class passengers, 43% 1-1ere 

f1ntriculates or equivalent, 35~& 1vcro Gr2..duo.tcs and 11;s 

were post-graduates ru1d above. 

8.103 Of the sec~nd sleeper population, 31% were 

non-on triculntos, 27% uere H:J.tri cul:J. te s or ec;ui V:J.lcnt' 

vrhilo 25% wore Graduates .:u1:i 77; Here post-grndu.:>.tes 

9-nd nbovo. 

8.104 Of the second sittin~ ?Opul~tion, 23~ were 

illi terntes, uhilo 32;~~ ucro non-r1u.tricuL1tes. 

wore post-gr:::tdunt o s .::tnG. ,'lbove. 
('ro.blo 8. 28) 



Tnble 8.27 

Age profile 

A.c.c. First First 
Class ·class 

2-Tier 
.A. C. 
Sleeper Chair 

Car 

% 
4 % 

Passenger Profile 

J,_r•o 
a.)Bclou 12 

b) 12 to 18 

c) Over 18 
Uj_)to 25 

o. 11 

1 .42 

.~. 92 50.00 

d) Over 25 
U:J i:;o ·~O 31.51 100.00 50.00 

e) Over .~o 
U:;?tO .. 60 

f) Over 60 3~39 
-------------------- ---------
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A.C. Second Second All 
Ch:rir Sleel_)er Class Classes 
Car Sitting 

.-i 
j.J 

. ~ . 

2.13 

23.·~0 

38.30 

4.96 

0.79 

4.38 

19.49 

40.24 

27.86 

7.24 

0.75 

4-.18 

18.67 

39.71 

29.71 

6.99 

Total 100.00 100.00·100.00 - 100.00 100.00 100.00 
= 91 :~ = 1 = 2 =141 =1 4370 =15t1r28 

----~------------~~------~----=----------~~----~~:---~~~---

Table 8.28 

Sox ~nd Educntion:'.l q_u::-.l_ificn tiona 

Sox 
;-Jna.le 
b) Fena.lc 

Total 

95.19 100.00 1CO.OO 
~.81 

100.00 100.00 100.00 
- 914 1 2 

Educational 9.ua.lifications 

~duca.tiona.l Qua.lifica.tions conpleted 
a.) !~literate- 1.20 
b) Non-

Da. t ri cula.to -
c) Na.triculD.te/ 

SSC/HSC 
d) Gra.dua.tes -
c) Post

graduate 

8.97 

43.22 100.00 100.00 
35.3L1r 

anQ above 11.27 
~~----~~~~~~~--~--~-----Total 100.00 100.CO 100.00 

914 2 

88.65 
11.35 

100.00 I 
= 141 

9.93 

31.21 

26.95 
24.82 

82.92 
17.08 

83.70 
16.30 

1 00. 00 1 00. 00 
=14370 =151~28 

23.15 21.73 

32.28 30.88 

27 .4,t 28.38 
14.08 15.44 

3.57 
1 oo. ob 1 oo. oo 

141 -14370 
1 oo.oo 
=15428 



8-50 

Uaturc of on?loyco~t 

8.105 75~ of first class, 39% of second sleeper 

Govonlr_<ont s_;rvico. 

8.1 0.6 Of thu balc..nco, 6~·s of the: first cl<?-ss, 18'/~ of 

tho second slOO)or class and 17% of the second sitti~g 
cl:l.ss uore in private service. 4% of. tho first class, 

11% of tho second s~ecpor, end 11~ of th0 second sitting 
--

wdro studunts. Th0 balc..nco wns nndo up of retired 

aad. uneuployud pooplo etc. 

8.107 Of tho solf-ecployud, 23% of tho first class 

passengors, 635; of second sleeper, nnd 32% of second 

sitting passong•.:;rs described th0:.1SClVOS as tr.J.ders/ 

hawkers. 

8.100 15d f tl' · f'' ~+ , -~, •~c' . 1a o J.G ~1.r~ ~ C.L'-·''"'J; .), _:.:_' -~n::: socorid slee-:cr 
: '-

n;.1d 3;i of· tho s0cond si tti:ng po..ssongers 'irerc Industrinli st s. 

Fnrcors nccountodfor 16;'~ in the first class, 11~ L1 tho 

second sleeJ?or o.nd Lt5;'~ ill the sucond sitting. nccoun.Jdc..tio:n • 

. About 33~~ of tho first class pnsscmgors '\UG:to J?rof ossion.J.l s, 

consisti:ag o-~" E~1ginoors, Doctors o.r·, L.:nryors, uhile 'hoy 

d.ccoun tad for nbol.J. t 5;6 in second sleep or nnd o.lcost 6~::'b in 

second sitting. (Table 8. 29) 

8.109 Acong tho Govcrncon t servnnts, 8;'S in th.o 'first 

.class c..n.d 21 ?~ in second slcOJ?Or nnd 37~ in tho second 

sitting wore in class I service. 78~~ -iii tho first clnss, 

58% in tho second sloopor nnd 67% in thu second'sittin~ 

wore in clnss III/Group C. Bnlnnce wore in Clnss II nnd 

Class IV. 
(Table 8.30) 
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Inc one 

8.11 0 Of the first class ?nsse~~ers, the lnrg0st 

::_Jroportion, viz., 58~b wore in the incor.1e gr'oup of Ps. 501 

to Pc:;.1 OOOg follolmd by 25~~ whose incomES ranged betw·een 

Rs.1001 and P.s.2000. 4% claimed their incomES to be. above 

Rs. 2000. 

Of. the second sleeper passengers, 'the la!gest 

percentage accuunting for 3o% were in the income group 

of Rs. 501 and Rs.1 000, while o: si'gnificant percentage 
·· between 

(28%}ucre in the income grou:;;> ·L Rs.251 and Ps.500. 13% 

had incooes betl'l'een Rs.1 001 and P.s.2000, l'Thile 5% had 

incomes above ~.2000. 

8.H2 lnon::;cst tho .. second. sitting. passengers, 34% 

had incor;Ios behroen P.s. 251 and Rs. 500 vrhile 26% had inccnes 

below· Rs.250.. 17% had incomes. between P.s. 501 and P.s.1 000, 

while a. very sma.ll percentage ( 1% )lad incomes above· 

Rs.2000. 

Froguc.ncy of Travel 

8.11' Frequency of travel for the first cLass 

passengers vo.ried frQm 24% \Tho. travelled daily, to 1 o% 
lrho t;ravelled once a year; 1% travelled once in 

several years. 

8 •. 114 In tho co. so of seCOl.J.d sleeper passengers, the 

frequency varied from 6% lvho travelled daily to 11}~ llhO 

travelled about once a year. The largest percentage 

compri. sing 25% stated that they travelled once a. month. 

8.115 · J:.nongst the second sitting pa.ssongers, the 

freque.ncy varic.d from 6;& who travelled ·daily, to 7% w·ho 

travelled once in a year. 2% travelled even loss 

frequently. 

8.116 The largest percentage, accounting for 30~~ 

travelled once a n'Jnth, uhile anothor largo chunk 

accountL1g for 29% travelled vre0'.cly. 

(Table 8.32) 



Tn.ble 8.31 

Incooe cn.tegor~ 

Incone A.c.c. First First 2-Tier A.C. .Second Seco:1d .All 
per Class Class A.c. Chair Sleoper Class Clas::;.:::; 
nonth Chn.ir Slce]_)er Cn.r Sitting 

Car 
~ ~ 2f ~- ~ ~ ~ to 

a) Nil 6.89 16.31 16.69 16.11 
b) Below 250 o.tr4 - 7.09 26.21 2!1r.SO 

c) 251 to 500 5.47. 1 oo.po 28.37 34.34 '32.58 
d) 501 to 1000 - 57.66 1 oo.oo 29.79 17.30 19.81 
e) 1001 to 2000 - 25.38 13.48 4.65 5.96 
f) Above 2000 - 4.16 . - 4~96 0.81 1.04 

. 
Total 100.00 .1 oo.oo 1 oo.oo 100.00 100.00 1oo.oo 

= 914 = 1 = 2 = 141 =14370 =15428 

Table·8.32 

Frequency of travel 

A.c.c. First First 2-Tier A.C. Second Second I .All 
Class Class A.C. Chair Sleeper Class :·classes 

Chair Sleeper Car Sitting 
Car 

% 1f % ~ % % % .. •·% 
. . 

Travel Habits - The Pas~enger Travels 

a) Daily - 23.63 6.38 6.40 7.42 

b) Weekly - 19.80 18.44 29.18 • 28.52 

c) Once a oonth - 20.35 1 oo.oo - '24.82 29.93 29.32 

d) Onca in three 
nonths - 14.00 21.99 14.79 14.80 

e) Once in six 
DO::lths - 10.72 100.00 14.89 10.46 10.52 

f) Once in a 
year - 10.07 - 10.64 7.45 7.63 

g) Once in 
sc~reral 

years 1.42 2.84 1.80 1.79 

Total 1 oo.oo 1 oo. 00 1 oo.oo 100.00 100.00 1oo.oo 
914 - 1 2 - 141 -14370 =15428 
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8 .. 117 60% of the first class ·:;_:>a.sscmgers, 33% of the 

second class slce?er pa.ssengcrs, and 27% of second 

sitting .passengvrs, w·ere travelling on business or duty. 

8.11P Of the second slecper.passengers, a large 

?roportion, accounting for 48%,werc travelling on account . . 
of fami~y work ~onnected with ma.rria.go/dca.th etc. 

the 
8.119 Si:oilarly, inLcase of_.second sitting passengers, 

47% were-travelling on account of family work. As 

co:opnred to this, only 18% of·passcngers in the first 

class wore travelling on this account. The rest of tm 

pnasengers undertook the journeys for various other 

reasons li:~c vac.J.tion, religious pilgrimo.ge, attending 

educational seminars etc·. (Table 8. 33) 

8.120 It is interesting to note further that, of the 

passengera.who.vere self-employed; as many as 75% 
among the traders, 68% among tho industrialists and 34% 
among the professionals stated that they v;ere travelling 

on business or duty (State:oent ·8.11 ) •. Among tho 
' 

farn.ers,· 12% stated that they ~iere travelling on 

business, and o.nother 63~~ that they l'Tcro travelling 

on fa.::til~f vmrk. .l~n0ng these, there vrould be obviously 

qui to a J?.'.lillber .l-r:P,o v:ould be going on l•Tork relating to 

tho fomily fa~ Similar would be the situation rognrding 

the :;_:>rofessionnls of vlho:o 39/b stated that they wore 

going on fanily uom. 

Size of G!'()~ 

8.121 82% of first class passengors and socond cln.ss 

sleeper passengers and 73~ of second sitting passengers 

wore travelling alone. 

8.122 1 0/~ of first class passengers, 5% of second 

sleeper passenrrors, ond 15% of second sitting passengers 

were t:ravellinc·:in groups of h:o. The rest were travelling 

in larg8r groupR of th~ee or core. 
(Table 8. 3~~) 



A.c.c. First 
Class 

Table 8.3j 

Object of journey 

First 
Class 
Chair 

2-Tier 
A. C. 
Sleeper 

A.c • 
Chair 
Car 

. Second 
Sleeper 

SG"C'"'!'f""' ,,1-, ·~ ... 
..., ~ l..:.v. .. .J• 

Cle.ss Ci~.~.2!<e~: 
Sitt-

Car ine 
--------------~%-~----~1-_o ____ ~z_; ______ .% ______ _.% ______ ~1~J------~f-~o----~~-----
Tr9:_Yel Profil~ 

a) Object of 
this 
Business/ 
D<lty ' 

b) Vacation 

c) Religious/ 
Pilgrimage 

d) Pn;nily · 
l:iork/ · 

(IVJ:arriage 1 

clo:1. "tl1J 
nocting 
r<Jlativ.;) 

e) Educational, 
Senj.nvr, 
Conf'orence 

f) Other 

Total 

How nany A.CoCo 
persons 
trn.Yolling 
to;:othor 

% 
a) Self only ... 

b) Self 1h th 
one fo.:.l'.ily 
ocnber 

c) Self with 
two fan~ly 

mcwbcrs 

d) Self uith 
three or 
1:1ore fll.I!lily · 
mernbers 

Total 

60.18 

6.13 

6.35 

17.72 

5.~6 100.00 

4.27 

100.00 100,.00 
~· 914 = 1 

.i:irst 
Class 

81.95 

Clnc;:: 
Chc..ir 
Cn.I' 

% 

50.00 

50 .. 00 

100.,00 
= 2 

A. C. 
Sleeper 

~· 
,~ 

50,.00 

4.60 100.00 50.00 

3.50 

·too. 00 1 oo.oo 1 oo.oo 
914 1 2 

A .. C. 
Cho.ir 
Car 

32.62 

4.96 

3.55 

48.23 

4.26 

6.38 

l oo.oo 
= 141 

Second 

81.56 

4.96 

6.38 

7.09 

100.00 
141 

27.45 

5.18 

7.98 

46.83 

j 

2.32 

1 o. 2-~ 

29.43 

5.24 

7.85 

45.12 

2.51 
9.85 

100.00 1CO .. O:) 
=14~70 =-=Ft28 

.SP.cond 
Cla~:s 

Si tJ,:
ing 

% 
12.80 

15.33 

.All· 
Classes 

73.41 

14.91 

7.32 7.16 

4.55 
1 oo.oo 
=14370 

4.51 
100.00 
=15!:-28 
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Dist:mce n..Tld D.urntion of Travel 

8.12) Of the first class pnssengers, the largest nunbemaccounting 

for 2,;.% WGre travelling for di sto.nccs bet1-rcen 41 and 80 Kns., >vhile 

19% wGre travelling for distancos bet1;ecn 81 nnd. 160 Kw.s. 15% and 1% 

1ver0 travelling for distances u:;_:>to 25 Kns and bet~,;ecn 26 and ,~0 KDs. 

ros:;_:Jectively. 

8.124 . Of the second sleeper population, the largest nUI:J.bers 

accounting for 571~ wore travelling betHeen 251 anrl 500 Kns., "1-!hile 

21~~ 1vere travelling for di ste:.nces behmen 501 and 1 OOD YJJS. 13;0 were 

travelling for distances above 1000 Kns. A large percentage of 

second slee~er passeng0rs, travelling for such dista~cos is probably 

accounte·d for by ·passengers Hho uere -travelling on short di st o.nce 

trains to connect uith long distance trains at the ne::r.t ju:i:lction. 

8.125 The percentnge of passengers travelling for shorter 

distance upto 80 Kns. in second sleeper acconnoda tion 1vas as lou 

as 5%. 

8. 1 2.6 Of the second sitting pn.ssel!-gors, 32% uere travelling 

U:;?to 25 Kns., 29% bot1·reen 26 an<'t !:-0 Knsa e.'Jd the rest Fere 

traveJ.linc; fo:::- cli2+.nncos bGyondo 

8.127 

8% of 

The duration of travel time varied fran upto half hour for 

first class passeng0rs, 

proportion accounti:r:g for 2',)% Hero trnvelling bohmei1 3 to 8 l:o,~rs, 

h "l th ... .l..• f tl 7 '('! w ~ e ano or .L.-:trco grotq o.ccount-~ng or uore 1o.n Yr1 :; T,vore 

travelling_ bct1WGn he.lf :~.n hour and 2 hours., 

8.120 Of tho scco~d slcc~or passengers, tha duration of travel tine 

vo.ricd. fr0n to 2 1~0~J.r'3 :i.n c:tso of 2% of p9.ssengcrs, to narc the.~ 2~~ 

h f 25c1 01~ ours or .. ;J The lar0est. nu.2bers accou~.ting for 351-

·were trc..volling bot'.wcn 8 to 12 hours .. 

Thos~ pc~cont:tgos reflect the results in regard to dist2nce 

of trnvel nlso3 

8.12 9 Of tho second sitting passengers, the duration of travel 

tine varied fron less tho.n half hour for 15~ p3ssengors, to no~e 

than 24 hours for 1-% of :;;>n.ssengc-rs. The l~rgost percont:~.gc 

accounting for 33% of passengers wera travelling between to 2 

hours, 'vhilo another 25~~ 1vere travelling betveen h::.lf an hour 

nnd. one hour. 
(Ta.blc 8.35) 



8-57 

Table 8.35 

·ntstnnce and duration of travel .. 
11.. C. C • First 

Clnss 
First 2-Tier A.C. 
Class A.C. Chair 

Second Sscond AlJ. 
Sleeper Clas3 Classes 

Dis to~~-~~~~ ll i:::!S, 

n) o- 25 K:ls -

bJ 26- 40 I~s -

c) 41- 80 K~s -

d) 81 -160 Kns

c) 161- 250 KL1s-

f) 251-. 500 Kos -

g) 501-1000 Y~s -

h) Above 1000 Ko s -

Chair Sleeper Car 
C2r 

c~ c0 

14.99 ":" 

17 .. 18 

19.47 

7.77 

1 0. 1 8 1 00. 00 

3.94 

50.00 

-
50.00 

... 
0.71 

4.25 

0.71 

3.55 

55.74 

20.57 

13 .. 1:-7 

i~g 
·"11 ., 
'"' ·~ 

32.49 

28.85 

26.66 

5.53 

2.23 

2. 61 

0.95 

0.67 

·!1.16 
27.90 
26.32 

6.31 

2.57 

3.56 
1. 31 

. 0.88 

Total 100.00 100.00 100.00 1 00·.00 1 oo.oo 1 oo.oo 
~ 141 =14~70 =15~28 ------------------

Dur~ti~"~n__9f Trav_?)..:. 

n)trpto 1/2 hour 

b)Eorc than 1/Z 
hour upto 
1 hour 

c )Hare thr:.r.. '.-'. 
hc-vr 1-':t:'t) 

2 hou :rs 

d)Horc than 2 
hm:r::: u:Yto 
3 ho'J·t'S 

e )!:!oro th:m ) 
bot;.rs u::_:>to 
8 h,),lrs 

f)Horo than 8 
hours UDto 
12 hours 

g)Hor~ thnn 
12 hours upto 
24 hours 

h)I-!ore than 
2·~ hours 

- 91t. = 1 = 2 

' 
8.10 50.,00 

23~63 2.13 

18.05 50. CO 2.84 

25.27 9.22 

7e00 100.00 - 35.46 

- 25.53 

2 .. 95 - 24.82 

Tot2.l - "iOO .. OO 100.00 100.00.-.....- 100.00 
914 1 2 141 

14.81 14.28 

24.77 23.67 

32.71 31.88 

14.64 14.74 

8.35 9.30 

2.19 2.64 

1.60 2.21 

0.93 1.27 

1 00. 00 ~ 00 .. 00 
-'i .!}370 =15_,128 
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~~of Ticket 

3.130 34% of first class ?~sscnc;crs, 96~ of second slee,er 

po.ssenc;ers o.nd 9,~~~ of seconcl si ttin,:;_ :;?.:'..Ssenc;crs 11rero tra.vellinc; 

on po..ynent of full f.'lre. The rest viere tro.volling on one kind 

of concession or the other, viz., Hill· Coacossion, Circula.r 

Concession Tickets, students' concessions, free pass etc. 

8.131 40% of first class ::?o.ssencrcrs, OS% of second slec~er 

p'lssenc;ers o.nd 35~ of secon9, si ttinc passencors uere P.ayin,:;-

the f'J.res theuselves. Of t:O.o bo.lance, 320 of first clc.ss ~).'J.SSOn[;ers, 

5% of second sleepe·r po.sscnc;ers G.nd 5~~ of second sitting passonc;r::rs 

w~re travelling on their enploycis 1 account. The balaace wore 

travellinc on cliehts' account, leave travel concessions etc. 

8.132 .Ar.long the passengers who were ·self-on:>loyed 

(Staton~nt 3_ .. _12), a very substnntinl :;;>roportion stntod that they 

were payinc; for ~hensclvos. In a nnjority of cases of traders 

( 99%), industrinJ.:i.s-!;s ( gg;.:;) a:-:::1 :;_Jrofessiono.ls (06~:~), SlJ ch n 

stntoncnt l~QS naclc. Li"cut 1 0~ ~;:::-ofessionals stated that tl1eir 

clients 11rould l?·"lY, The anount invol vod in tho so jour11oys vTould 

be ta:;:-decluctecl? 995) of farncrs statccl. that t~1cy uorc 

thenselves payi:1Go 

8 •. 133 It nay also be noted (Statcnent 8o13) that, [ll]ong the 

pnssen.:-;ers w'l:'w -vrero i:1 enJ)loyD.on t, the lnrcc2t cntegory rrl1ic~1 

enjoyed. sone kin(l of concession i'T::l.S that of Governncat servc.nts, 

fr0n anonc uhon o.l:r.1ost ,~1% enjoyed. a. C8ncession of sonc kind., 

Of these 2.lnost 37';0 were Rn.iluny eu~)loyees (21;3 tr::l.VellinG or: 

d~ty)s ll.nonc; students, over 10% enjoyod sone kind of concession, 

of >vhich about 5% enjoyed n student concession o....J.d nbout 3;:j 

sone kind of conc-ession linked to their being :relnted to R::il,'::y 

eD?loyecs. _ ":\nol16 retired J_)ersons, 3.buut 1-~~ enjoyeJ. sene kin:i of 

concession, of which the lar~est J_)roportion wns of the retired 

Rail nay eu:;_:>loyee s ( 'i 1 1~). 

(Tnble 8 ~__35)..-



. 2 . Q Q----r--

iF

. t x Cl x2-T~er:tA.c. ~ S x SocondK ~rs 11 nss ll A C Cb . ocond ~ ., J. .. ~.11 
A.C Class ~ Chair ~Sl• • C.a~r Slno:)or n ... ?J.·;~s 0Cl-:.3ses 

~ . ~ Car ~ co per -ar 0 ~ j~:)J. t.·n:1r~ 2 
o % _f~.J. % _ L-lL fa .~ % _ .--1 ~ % 

Is tb_e_]2§-.l!.SS..:~er tr~v.9J.Jin.IL.Qn 

a.) Payment of 
full fnre 33.01 100.00 100.00 96.45 94.30 90.01 

b) Pnymont of 
.9 ..£..:2Q.2S ..; i on n1 

'-~ 
i) Hill 

ooncession 0.11 0.09 0.09 
ii) Circular 

Ticket ... 0.07 0.06 

iii) Student 
Concession - 0.~1 0.32 0.30_ 

iv) PTO-
Rnj_l way::ton -

v) Other 
Concession -

c) Free pc.ss 
R.3.i lrr D.J'T.1 on 

d) Free pn~s-duty 
R ni hr C.jr:wn 

e) Free :pt:'ss
Non-

0,.66 1.42 

.•..• 20. 24 2.13 

39.02 

' 0'30 t 0.3.5 

0 .. 42 0.44 

2.)2 3.30 
::1 

1. 60 3.92 

Rn~.lw:~:rn.en - Sa?'5 -- -. - .,. 0.35 0.64 ------ ..... _ ----------·----- ---·---:------------..... --------------~-------------- ........ · .... -·---
100oOJ 100.00 100.00 iOO.OO 100.00 100~00_ 
=914 = 1 = 2 - =141 =14370 =15420 -----------------------------------------------------------------------------

Totnl 

~'l'.ao is ~a:y:ing: fare 

If not O!l frc"9 ~D~ 
n) Self 40.14 100 .oo 100.00 00.41 05.20 04.39 

b) Employer 31.99 5.07 4.02 5.44 

c) Client 2.17 0.72 0.04 0.07 

d) Lcnve Travel 
Concession(LTC)- 0.6_2 o.oo 0.09 

e) Dcfence-Arncd 
Forces 12.42 1.45 0.52 0.00 

f) Others - 4.66 -- - - 4.35 0.53 0~42 _ -------------------------------------------------------------------------- -
Total 

100e00 100.00 100.00 100.00 100.00-LQO,-oo---· 
, =322 = 1 = 2 =13G =13763 =14226 

----------------·_:::..~ 
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8.134 Of the first class passengers, tho largest nur:1bcr3 o.ccountin,:; 

for 66% "t-TCrc travolling by tr<1.in in preforcmce to bus, bcco.us o they 1>1orc 

tro.vollint; on sone fo:.~n of concassion. Of tho bnlancc, 23% stated th,:J.t 

they vrere trnvclling by rnibmys, bee nus e they fol t thn t it was ::J.orc 

confortnble a:Yl better. 
'• 

8.13'5' 3% preferred trains, becnusc the trcin timinr;s at their 

destination or originatL.11g stn tion vrns more convenient, u~ilc 2;·~ :fcl t 

thnt the rail trnvol \vas snfor. 

8.136 1% preferred rnil;·rn.ys bccnus e they could carry more luegagc, 

while. 1% did so becc..uso they found tho railvrnys cheaper* 

8.137 1% preferred tho railways because no roan was nvailnble in the bus, 

while 2.% did ;,o bec~uso no bus 3crvice existed at all. 

8.130 Of the second sleeper passengers, the lnrgest nunbers accountin~ 

for 74% preferrP.cl the rnihmys because they found it to be I:J.orc confortr>.ble 

and better. D% found. it c~1cnper, 3% eac~ found it fD.ster ancl S,!J,fer, while 

5% did so because tho .!. • t.. . • 
~r::1.1n .~mlngs were mo~e convenient, 2% 

did so becnuso they c,)·,~ 1cl c.:J.~~ry r:.oro lu::;gar,-o. 

0.139 ~~~ d 1 rP were tr~7e~li~G o~ sone co~cossion or a pass, n~ on. y 

2% "t-Terc trn.vclling by r2i.::..unys because no bus service existed. 

8.140 .i\r'.01'1~::;nt tho 0oconcl sitting passencers again, the lart=;ost :r.u!J.b·Jrs 

accoun ti:-l,:;- for ::o;c;; rrefe:r:.~erl' the rCJihr~ys br>cnusc they ::'cund i~(~ nor0 

confortnblc c.D.C: hctt:0r~ ~;ll;_lc 26f~ fcl t tho..t this mode of trnvnl -vrc,s che_:1.pe:r. 

8.141 >d1e rn.ihrays, because they could carry n.orc 

luggage. 5~ l'!crc travelling on concessions and 4% felt t..h.at the ::-aj_br"'.ys 

u ere s af or. ,.,.~· .:1. d b th t 1 f t c_i.J u.l so . ecnuso e rave_ llC.S c.s cr. .Ar% travelled by 

railways bcct:J.us e no room 1ms nvailable by bus, uhile a total of' 1 o% 
had no choice, as no bus services were avt:J.ilable. 

8.142 The'above statistics indicate very significant results. Only 

2% of second sleeper pD.ssengers nnd 10% second sitting pc..sscngcrs, h~d 

no choice regardinG the node of travel. 

8.143 Of the balance, a vast majority nnde a conscious decision to 

travel by the raihmys because they felt that tho raih1a.ys 1rcrc o.oro 

confortable, nnd f as tcr. r.vcm c,IJonc; tho s ccond cl o.ss (Si ttinc;) 

passengers, only nbou t one qunrtcr cnphnsis od thD.t they prof erred this 

t1ode of travel because it vras cheaper (Table No. G.37) 



Table 8.31 
Reasons for profe~~~ rail to ous 

11 .• c.c. 

% 

First 
Class 

First 
Class 
Chair 
Car 

z; 

2 ... Tier 
A. c. 
Sleeper 

ilhy did he trav~~P~ ... -4nd not by bus ? 

a) No bus 
service 
ezists 

b) No Roon 
availa"::lle 
in bus 

c) Raihmys 
is oore 
c~n:;fortable·. 

e: better 

d) Railwny is 
clloe.per 

e) TI.ail '\-TD..Y is 
fester 

f) Rail:ray is 
safer 

g) Trn.:i.:r:t"a 
~·~~rtin3 of 
deeti:l'l. t::_ 0:1 

t~~i~gs C..?:O 

nore 
suit!'.ble 

h) Can carry 
nore 
lu~;g:lge 

i) TruveHing 
on 
Concess1on 
Pass/t>TO 

Total 

2.30 

0.66 

' 22.54 1 oo.oo 

0.66 

2. 30 

3.17 

1. 31 

66.30 

100.00 100.00 
914 1 

A. C. . Second Seoc;"'.d All 
Chair Sleeper Clans Classes 
Car Sit+,-

inr5 
1\. 

2.13 10.33 9.77 

3.90 3.67 

50.00 73.76 37.96 37.38 

7.80 26,22 24.53 

2~84 

2.84 3.69 3.60 

4.96 7.07 6.82 

50.00 2.13 3.67 3.51 

3.55 5.18 8.79 

100.00 100.00 100.00 100.00 
2 = 141 =14362 =15420 



Oa144. 66% of first class passengers, 74% of socond 

sleeper passengers and 72% of second sitting passenco~s 

stet tGd. that thGir f:~oqno::'l.c~r 'Jf tro.vcl 't1ras at prescn t narc 

thnt 1-Thnt it 1·ra.s -'~n ye.-:rs ngo. 

0.145 The chnnge in the frequency of travel irr a large 

najority of cnses in nll classes was due to the nature of jobs 

hold by thora~ Thus 66% of first c lnss passengers, ,;_,~~ of second 

sleeper pnssongers, and 31 ~ of second sitting pass engcrs stated 

thnt t~eir job was the reason for the chongc in the frequency 

of travel. 

0.146 ~ze was resnonsible for 9% of first class 
~ . 

pnsson,s'ers, 35% of second sl.ecpcr passcmr,crs nnd 20% of 

se~ond sltting pr>.ss C:1Gers to increase their freque:;.1cy of travel. 

0.147 Fare, incon0, and rail travel facili tics I·Terc the 

compared ~o Fh2t it 'l"ns 10 years ago. (1'r-.ble No. C~3G) 



G-63 

Chanze in Frequency of Travel 

First 2-Tior 
A.c.c. First Class A.c. 

Clc.ss Chnir · Sleeper 
Co.r 

~ % 1 % -----
a.) Did tho papscngcr trnvel by Rail nuc~ 

losp__fr.GqU·JJltly r'.bou t 10 years ago? 

i) Yes 66.30 

-...:-.-.-~ 

A.c. 
Chair 

Cnr 

Second 
Sleeper 

Second All 
Sitt- Classes 
ing 

% % -..L::---..,L;.--·-2 ~ 

. 73. 76 71.87 71. 54 

ii) Uo 33.70 ·1 00.00 100.00 26.24 28.13 28.46 · 
-----------------~------------------------------------------------------------

Total iOO.OO 100.00 100.00 
=914 - 1 = 2 

-----------------~---------

b) Chn~_i.ll .. 'ih1-.£l'Lfnctor_Jift.§!. 
1:.Q.S_20]J~:.JJ-lo f.Q..7_1.~ 

i) Lee 8.82 

ii) Job 66.04 

iii) Fa~e 0.66 

iv) In cone ._.. ... 7.61 

v) R:ll.l 
trr'.vel 

' 
100.00 
. .,.. 

100.00 
= 141 

1 00 e 00 1 00 0 OQ 
=14357 =15415 

--~--------------------------

34.75 27. 90· 26.84 

43.97 30 .. 74 32.S'5 

2.13 3.61 3.42 

8. 51 .... 16.68 16.06 

fnc:.~_ities. - 16.87 100.00 - - 10.64 21.06 20.72 
---------~ ... ------ .. -·----· ... -----·----------·------------------------------------

To-tnl iOO.OO 100.00 100.00 
= 907 = 1 = 2 

100.00 
= '141 

1 00. 00 1 00. co 
' =14237 =15288 

~---------------------------------------------------------------------~----
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8 .. 140 A nunber of conclusions energc frou the Survey and 

sone of these have been high-lighted in the above parag-ra::;Jhs. 
·, ' 

One of the points that clearly eDorges is that a very 

substm1tial r>roportion of the passen[;ers trnvelling in ACC 

and I class are those i·rho travel on duty or business, or those 

who have sane kind of concession for travelo The inplication 

is that the elasticity of der.:;and in'rola tion to fares in those 

cl::tssos Hould be loiv. It is also seen that a substantial 

proportion ~1ong the passengers travelling by those classes 

belen.:; to incone groups uhich in our country's context can be 

considered to be 1-rell-t o-do. .Another paint that is clear is 

that the poorer classes s~ch as farners costly travel in the 

II class, especially in II (Sitting) and in short distance 

trains. T~1e proportion of Diddle in"cone groups is substantial 

in II cl:1ss (Slee~Kr) pnssengers. The survey also suggests 

that the t~2vol habit, lar~oly d~e to chango in the nature of 

tvork, lns grovn significa:.1 tly in the last ten years and t~a t 

people travel nuch no:re ~ This co:11fi ms the inference 1·1~1ich 

can ot:1er,rise be cl:"CJ.1v:'1 fru1 statistical dnta that the nur:;ber 

of railway passengers ~s-increasing fastor than population. 

8.14 9 .Another inter0stinc; poi:::1t thnt cnerges is that n 

very J.n.rge rropo rtion of those passengers uho hn7e a choi co 

bet1Jco;1 bus and rai.l travel prefer Railuays, not because they 

are chea:;;>cr but on other gounds such as thnt they provide 

services lvhi~l nrc narc conforto.ble, safer, faster or ho.ve 

other facilities. This also confirns the conclusion thnt the 

price elasticity (or the fnre elasticity) of denn..'1.d in the 

case of raihray services is not very hie;h nnd this is so both 

about the u:;;>per classes and the II class services. 



8.150 A suprising conclusi')n fron the survey of long distance 

pass engcrs is tho.t tho proportion of pass angers who found d:i.fficul ties 

in obtaining reservations was sno.ll, about 83% of the respondents 

stating that they had no such difficulty. This is very hc~tening 

in view of the populnr inprossion that resorvntions arc very difficult 

to obtain, and that there is a great denl of corruption in this respect. 

Only about 4% of the respono.ents stated that they had to pay extra 

noncy. It is of course possible that sone of the respondents niGht not 

have liked to state this openly. 

8.151 One other point fron the point of view· of priorities for. the 

future that cnergcs very clearly is that the no.xinun inportance is 

given by respondents to having nore train services. About 37% of 

all the respondents nnd over 40% of II class respondents state this 

to be the nost in,portnnt inprovenent l>Thich they seek.. Punctuality 

and spee~ o.ro other pojnts that ore enphasised by a substantial 

proportion, tho fomer being specially stressed by the II class 

pass ~ne-ars. 

c. 15:!. Anong t~e rnonities which arc stressed, II class 

sleeper pnssongcrs (n'bont 40%) stress the in:>ortonce of having 

nore sleepor coaches, noro c0ld ~rater fncili ticsr cushi )nod 
I ' seats end eleanor ~-:~,vntories a:-o tho o'!;hcr points t..'lnt are 

t 

stressed in that orunr. About facilities at the stntions, 

the naxinun s t:!'cns ~·.s on ec.sy nvailnbili ty of tickets lvhic'b. 

again cnphnsiocs that trntn services should be increased ' 

and perhaps o.J.so 'tho booking facilities at stations. .mother 

point \vhich received nuch attention is regarding better 

food. lloro courteous service and additional retiring and 

wq!!;ing f~cili tics arc the othr.r points thnt are stressed 
" in that order. It nny also be of interest to note that 

an overwhelning proportion of II class passengers prefer 

the threo-tior to ~ro-tior berth arraneencnts. It nay be 

noted that thio is tlw pattern which the Railways have 

adopted for tho futuro. 
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0.15~ Anont; tho short distance travellers nlso, only 

nbou t a quarter (even in the II clnss sitting ncconnodo.tioYt) 

stdtcd thnt .t!1ey prefer to tr.~vnl by r~il't·Tny bocn.u.se it ~j 

chcnpcr. Less thnr. 10% stated thnt they trnvcllcd by 

pre:fbrrcc. to trn .. reJ. by n ~nil•-rny train for o-ther reD.s ons 

such as tho.~; the rnil11ay "lo,..-ricc j_s narc conforta."hlc (37/0). 

safer or fnstcr, .etc., Even in short distance travel, 

over 70% stated that thev trnvellcd by raillvc.y nuch nore 

than what they Clid ten yen..~s back. !~bout one-third stnted 

tlint this "t-T::'.S c1t1e to t:1e "'ln+uro of the job, 27% becnuso 

of their-ago (th~.s :p:r:-0bn.bJ.y neo.I'ls that -~hey are now in the 

enploynJ:'lt ~n:o) rncl. i6~ boco..usc of thci:r:- jncone. Only 21% 

stated t.ho~r travelled "=!Oro now· 'bocnu,9e (better) rc.il 

travel fa~:LJ i -tics nr1 ~~vn.iJ.n~~le. 
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Stntencmt 0.01 

.~'i.n~J.~is of Non-s~burban Passeng~affic 
""T[xclucling Hili tary and Season Ticke-u--

Class , 

AC I No. 
origi
n:lting 

Pass km. 

· Av.lead(km) 

AC ) No. 
2-tier ) origi
Sleeper) nating 

)· 
. . ) . 

I regu-) Pass km. 

lar l Av.lead(lm.) 
I Chair 

Car 
.A.C 
Chair 
CAR 

No. 
origi
nating 

Pass lro. 
Av.~cc..d(km) 

0.146 

2 

14 

0.1 

II ) 
Sl~eper~ 

No. 
origi
nating 21.442 t11.8 

) 
II r~/E ) Pass lm. 359 

17 

0.7 
regular) ( ) Av.lead bn 

II-Ordy. No. 

Total 
All 
Classes 

origi-
nating 470.220 50.6 

P3.SS J:m.. 6~987 14.2 
Av.lt:2.cl(1_cn) 15 

No. 
origi-

... 
nating 491 .808 44.1 

Pass lrn. 7 p 348 7.1 

Av.leo.d(lm) 15 

1976-77 

0.113 

5 
44 

2.6 

0.2 

0.001 

65 

0.180 

13 

72 

0.002 

65 

(lJumber in millions) 

0.4 

0.6 

0.5 

0.030 13.3 

5 3.4 

167 

0.998 22.9 

182 7.8 

182 

0.028 6.5 

5 1 • 1 
17.9 

20.907 11.5 21.242 11.7 53.699 29.5 

774 1.5 1,371 2.6 Sri670 15.7 

37 65 1 51 

225.116 24.2 102.486 11.0 102.939 11.1 

7,898 16.1 6,171 12.5 14&603 29.7 
35 60 1~2 

22.1123.91111.1 157.69~~ 14.1 

8,677 8.4 7,555 7.3 23,~65 22.6 

35 61 H-9 



pn~~ysis of Non-suburban PassenKer Traffic 
(Excludigg_.llili tary nnd Season '.Cicket) 

0-5~ 

Stntenent 8.01lg£~td. 

1376-77 (Nuobe~ oillions) 

251-500 ko.,__ _ _.5:::..::0=0__;-800 1m 801-1000-;,r-0~ 1001-1500 ~OvGr1"'55o kn '.Potnl 
-~N;..:o:...:.._...t.%.;:....o ____ .:.:.N.:::..o~. ---t.::.>& __ _;1~J O::..:·~--.J.l3__._.:;.,_ _ _..=N:.:::o:.!... ----J.~~ N 0 0 tr; · ·----:{i;-~ 

0.113 50.00 
46 33.4 

407 

1.502 34.5 

578 21~.8 

305 

0.,082 18.9 

32 6.7 
390 

0.033 14 .• 6 
23 17.1 

697 

0.018 8.0 0.026 11.5 0.005 2.2 

17 12.7 35 25.7 10 7.6 
944 1346 2000 

0.576' 13.2 0.248 5.7 0.323 7.4 0.263 6.0 

380 16.3 
660 

0.030 6.9 

119 4.1 . 
633. 

'··' 

. 227 9. 7 

915 

0.029 6 .. 7 

?1 5.7 
931 

417 17.9 522 22.5 

1291 1985 

I 
0.207 47.8 0.055 12.7 

279 58.9 112 23.5 
1343 2036 

0,226 

136 
602 

4.349 

2,326 

535 

0.433 

474 
1095 

35.108 19~3 15.829 8.7 4.393 2.4 5.604 3.1 3~581 2.0 181.805 

10,~36 19 .. 6 
F,.:',O 

3,918 
892 

7.6 7,040 13.6 ,6,662 12.9 . 51,773 
1256 1860 285 

20.865 2.2. 4.834 . 0.5 1.146 0.1 1.130 0.1 0.588 9·1 929.374 
7,0C8 14.2 3,041 6.2 1,022 2.1 1,3~, 2.8 1,099 2.2 49,202 

336 629 892 12'1' 1869 53 

57.670 5.2 21.302 1.9 5.834 0.5 7.290 0.7 4.492 0.4 1116~187 

20.507 19.7 

356 
13,599 13.1 

638 

5,211 

893 

5.0 9,144 
1254 

8.8 8,405 
1871 

8.1 103,911 

93 
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J!2.!!=.S..~l:!..~!:.~~!!_Passenc;~r Profil~~1rvey 

Lon~_Dist~~-~-!~~~~~ 

_Object of Journey _Q_~tegq_!:J::-:_i·rise ot_Rel:[-,_gJAJii,.Q.YQ.<LJlersons 

a.Trader/Havrker 

b. Industrialist 

c.,Farmer 

d.,'Engineer } 
Doctor ) 
Law'Yer ) 
Consultant) 
& Others ) 

73.83 

75~78 

8.43 

e.Social/Political 
v1orker 15 o93 

4.32 

4.80 

0 .. 23 15 .. 89 

8., 13 

0.~88 

20.51 o.,o9 

15. 45" 0.42 

1.23 

34.77 2.88 

12 .. 39 29.,20 

11. 11 

36.28 

100= 
2223 

100= 
479 

100= 
1139 

100= 
972 

100= 
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Statonent 8 • .22, 

NON-sUBURBAN PASSENGER PROFILE SURVEY 

LONG_Q_!STANCE T_B.Ail1S 

Self employed passenffer 11 "t'Tl16 is paying 11 "t'Tise 

·-,--------r- I ---T·--·- 1 · r, i 

I Self 1C. Emplo- 'X Client 1( Leave X Defence 1 1C . 

l yer 1( '.< x ,, Y. X xconc0- l\ Armed 9 Others
1
xrotal· 

~ § x ssion ~ Force A · 

-------=- fzbe.ge -)0~~----~ _%a'ie f ]~o --jtOn~e t ~-ie JJ~tte • 

Le Trader/Hawker 99.01 

J. Industrialist gg.16 

" Farmer 99.11 ~· 

d •. Engineer ~ Doctor 
La1·:ryer ) 
Consultant) 
& others ) 79to96 

e, Social/Poli-
tical work3r ~4.37 

0.05 

0.63 

0.27 

2.38 14.15 0 •. 10 

1.94 2.g1 

0.45 

0.21 

100= 
2217 

100= 
477 

o.62 100= 

3.41 

1129 

100= 
968 

40.78 100= 
103 





NON-SUBURBAN PASSENGER PROFILE SURVEY.· 
LONG-DfST ANCE TRAINS. 

8-73 
Stn.tenent 8.05 

No bus No Railway-- ··Rail- Rail- Rail- Timings CJ.rry rJ:r-a~~c 1 
service Room more COB- 11ay - \vay· l·Tay suita.;. more (ln 

in fortable & Cheaper Faster Safer ble L11gg- ccnce-
bus better age ~n~-011 

%a_ge fon.ge foage foage '/oage %age r~.ge ofoa.P-''-" c;; .":£.0 '--.... ~-~-...i~·· ) ·' 

0-25 Krls 1_9 .. 3S- 3.87 22_..92 21.13 1 .19 2.38 6.85 . 3.87. 18 .. 45 
00 ,. OA 0 oO- ... -- - -------- .. 

I • 

.. 
26-40 Kms 15.15 3.35 29.35 21.85 1.75 2.55 9.57 3.63 13.40 

I 

41-80 Kms 10.43 4.01 36.65 17.88 3.45 2.97 8.18 3.13 13.31 

Total 

%~--
100= 
336 

100= 
627 

100= 
1247 
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StQtcnent 3.06 . 
---~--po.~seng~;rofile s~ 

Lone; DistJl}GC._'Lrs.ins 

Statement shovlin:;_9:_i_stFi ~~:!::i_Q1~ of Pns~~_gers, tY.pe of trainwise 

---- --~--

Sl. 
Description 

Su:;_Jer fast Hail D:Qress Lo:1. -s cF st o..":l.ce 
No. trc:.in trcin ~)1.0 S0:1 r: .'. 

t; :r l..i. ::. 
. %,-?.r;e (::! 

1oa&;e ;:-iN-8 

Profesqion._ 

1 • ~Yr.IE!TT SERVICE -----
(a) Govt. Service 21.27' 26.55 27.41 
(b) Public sector 

service. 9.86 7.39 3.89 

(c) Private Service 18.23 14.77 10.70 

(d) Teacher/Professor 5.20 4.06 5. 61 

(e) Student 4.46 4.48 5.36 
(f) Hous e--;~i. fe 5.06 5.83 6.94 
(g) Retired 2.84 3.21 3.20 
(ll) Uneraployed 1 .. 01 1. 47 1.99 

(i) Other Service 1.55 1. 69 1.83 
(j) mr"o er/r.r!"l·r1~er J.. C-.. I _..,,. ~ ·- 15.53 15,06 12.43 

~k) !nc.ustrialist 6.75 3.37 1.60 

(1) I'arner 1.76 4.76 12.52 
(n) Engg./Architect 1.08 0.89 0.46 
(n) Doctor 0.54 1 e 61 1.07 
(o) Lauycr 1. 22 1.55 1. 44 

(p) Ccmsultant 0.54 0.26 o. 21 

(r~J Social/Political 
'irorkcr. 0.81 0.70 o. 73 

(r) Others self enployed 2.30 2.28 2.57 

2. III._G.Q!fE :r:_~:t l·i01TTH 

(a) Nil" 9.66 11.77 14.03 

(b) Below Ps. 250 2.50 5.30 13.52 

(c) Rs. 251 to Rs. 500 10.13 18.26 29.33 
(d) Ps. 501 to !'s. 1 000 25.19 30.81 29.50 

(e) P3. 1 001 to P.). 2000 30.79 23.30 10.4~ 

(f) Above rs. 2000 21.74 10.55 3. 0-} 



.. < 2.) ... 

Sl. 
tto. ·. · · Descripti-on: 

Super·fast 
..... train 

foage 

3. !M.VEL HABITS 

':(;a) Daily 

~(b) Weekly 

(c) Ol.lOO a month 

(d) Once in three months 

(e) Once in ~ix oonths 

(f) Once in a rear 

·.1.-96 

12.09 

24•65 
21e54 

18.57 
' 17.42 

(g) Once in several 
years .. '3.78· ... ... ... . ....... .. 

'4. OBJECT OF T~Jf..~· JOURNEY · -

(a) Business/Duty 

(b) Vacation 

(c) Religious/Pilgrimage 

(d) Family l-tork. 

(e) Education/Seminar 
Confel"cllce~ 

(f) Others. 

5. ~ISTilifCE (in km.) 

(a) 0-25 
(b) 26-40 
( c). 4.1-80, . 

(<1) 81-160 .. 
I ' p) 

(f) 

( c;) 

(ll) 

161-250 

251-500 

501-1000 ' . ' 
.:..bo-ve 1000 .. 

48.28 
11".4-a 

: ·.4~73 

26 .. '54 

5.40 
3.58 

0.2l 
·o.14 

0~14 

.... : .. 1 .• 3.5 .. 
10.20 

18.57 
18~84 . ' . , . . ~ 

.. 50'.51 
' .•.. 

6. IS 'l'H;Z ?.iSSENGER TRAVELLING 0!1 

cQr-~11 f;~e 90.68 

(b) Hill Concession ,0.27 

(c) Circular Ticket .. 0..20 

(d) Student Concession ·1.22 
(e) PTO Ra.ih1aymen ·0.20 

(f) Other concessions 1.76 
(g) Free Pass Privile5a 

Railwayoen 2.30 
(h) Free Pass duty Rlyoen. 2,30 

(i) Free pass others. 1.08 

!·lai l Express 
· train 

· .. %at;e 

2~12 

13.06 
~3.93 

19.86 

19.60 
17.14 

4.27 

~0.05 

9.08 
7.02· 
55~04. 

3.55 
5.27· 

0.26_ 
0;,95 
3.01 

9.'34 . 
12-.84 

24· 73· 
~4.81· 

24.0E>' 

l6_!007 
0,23 

0.48 

0.93 
0.27 
2.28 

5.38 
}.09 
1. 26 ., 

... ~~-
Stat em_ent ~{Co~ td)-, 

Long distance 
passenger· train 
· · %ar;e 

5.98 
2H21 

27.07 
19.01 

14.56 .. 

32.72 

6.60 

.8.13 

43.19 

2.70 
·. 6.66 

I 

5.54 
9~76 

17.59 
25.21 

14.82 
. 15·. 71 

7. 21 l' 

4.15 

~ .~,,~ 

82.44 

0.18 
0.43 . 

0.60 

0.25 

1.46 

6~36 
6.73 
1.56 



8-76 
Sto.tcncn t.~! Of{ Cohtd.) (3) 

Sl. Description 
Super fast r-1ai 1 Express Long distance 

No• train train passenger train 
%age %aGe %age 

7. IF NOT .ON FREE PASS \THO IS PAYING. 

(a) Self' 62.52 67.90 76.49 
(b) Employer 2L~O 03 19.40 10.12 

(c) Client· 1.79 1.27 1.08 

(d) Leave Travel 
Concession 2422 1. 05 0,46 

(e) Defence .l~rmed Forces 2,86 3.84 2,88 

(f) Others 6.58 6.54 8.38 

8. . vHIY _TRAVELLING IN OTH..:R THAN IInd CLASS. 

(a) Finds it confortable 36.21 32.03 21.88 . 
(b) Easy to secure 

... accomaodation 7.47 7.00 6.82 

(c) Safer 4 .. 77. 4.02 3.08 

(d) Car Afford 8.89 7.00 5.57 
(e) Entitled to this 

class "37.11 46.69 60.82 

(f) Did not get' 
accoaraodation in 
louel" class. 3.99 2.74 1.66 

{g) Did not get acconmoda-
tion in nigher class. 1.55 0.52 0.17 

9. EQ..R PASSENGl~_ll_QTHE_R TIL\N II_ CLASS D' THE FARE rs INCREASED 
L.S li'OLLOUS \HLL HE STILL Tfu\VEL IN THIS CLASS ? 

(a) No,he will not 
travel by this 
clc.ss. 18.43 14.84 13.89 

(0) ::ct., upto Ps, 5/- 12.76 12.48 5. 74 
fc' \ / :.:- <J ~,up to Rs. 10/- 9.79 7.24 3.33 
(d) YGs, upto rs,20/-

' 5.80 3.60 1 ,08 

(e) Yes, upto Ps.40/- 0,52 0.35 0,08 

(f) Yes, upto Rs. 50/- 1.42 1. 01 0.58 
(g) Not affected. 51.29 60.49 75.29 



Sl. 
No. Descriptio~· 

(4) 

Super fast 
train ·~ 
%age · 

8-77 
Statcm.:m~[{Contd.) 

Mail Express 
train. · · 
%age . 

Long distance 
passenger train 

%age 

10. FOR A PASSENG!.l!R TRAVELLING IN I CLASS WHICH ONE OF THE 
FOLLOvliNG. DOES HE PREFE.R ! 

·' ·. 

:(a) 2-Tier AC Sleeper. 61.90 38.71 26.19 
·('b)· lst class· chair car 8.20 

.. 
11 • 55 . 26.19 

~c) Ist class ordinary 29.89 49.75 63.22 

. . 
11 • 1{HY BY SUPJ!:~ FAST OR MAIL/EXPRESS TRAIN. 

(a)'Save tioe 
. 

81.57 71.36 . 
(b) J1ore coofortable' f4~11 ·' . 22;46 

I' p-~~ -(c) Reservation is. '2.09 2.48 '. easy 
., I 

,I 
(d) Ge-£s convenient r . .. -. --· 

\ ,. } 

connection. .2,23 3.70 .. 
. .. "" .. -. ~ -·---- ·-·-----...-- ... ~---- -~--.-- ---- ... ~.._ .... .._ .. ,,. ~ .. ·- ...... - ··-··--·.-- ... 

.. • • ... ~ • • 1-' -~ < I~) -. IJ ~ -:., : 'I • . 'o } -~ •, • • , •• .: • ! > "j o • I' ,..., 

12.. IF .THE .TRAnt IS FURTHER SPEEDED UP HOiv MUCH MORE IS HE 
\'iiLLfllG TO PAY ? . ' ~ •. . .. • ~ I • -~ 

• .,....._. •• __ .... -~--- .J ........ _____ • ~-.,. _ ......... -- ··- -- ... --~-~ ....... -.;., .......... ----~ •••• _.._- .. _ .. _ ····r .... ··-· -
. ·: . 

(a) Uil 32.25 . . 41.66. · . 

.. ' 

. · .•. : l. 

· (b)js.5/-. .... t7.1f · ....... -19:9a· · 18.82.: 

(c) .ns._1 o/-. '.9.1. 3 6~49 
(d).r5.20/~ ·-5~·14 ~~·;>9. 
(e). rs.40/~ 0.68 0;14. 

# ~ 1 • I _·_. 

(f) Fs. 50/- .1 • 3 5 0 ~ 4 5 

.2.78 
•· • I ~ 

.0.63,' ... ~ -\. .. . ··> ,_ ,· ,.·-

0.42 

(g).not affe~ted. 34.28 . 
! . I ··' ~· L !' 

29.;09 29.24 .. 



0-78 
Stnteucnt 8•07 

Non-Suburban Passenger Profile Survey 

·Long-Distance Trairis 

Distribution of Passen'gars Profession-wise Class-wise·. 

· I I . · }First I 2-tier~ AC }Second fsccond l All 
.·. I A.c.c.iF~rst}Class I. A.C. }Chair}class Class }Classes 

-----· ___ .. _ __!____ · . ~J.h..aj.).:c_,ar J __ C.,ar Slee er Si ttin,""g~l~· __ _ 

Enp~_QlP.._cn~.:-~.§ivic§.._· ... .'.: .. ) ·' 

' . . . ., . 
t .. a. Governncnt 

Services 13i23 46~91 20.66 .33~34 14.56 21•0' 
b. Public Sector 

Service 14e01 10.98 
c. Private Sorvice 35.02 · 11;.24 24.02 11.90 

d, Tcachcr/Pr9f~-~.~or . o. 3Q 2,8g 5, 59 ': 1 ,19 

9.96 

19,42 

5.06 
c. Student · .... ·.· 2.51 .... : -~~,.79 1.1g. 4.85 

4. 76 . :.5~?1 f. Houscuife ,· . 

g, Retired·· 

h. Unem.ployo~ . 

i; Othcrl3 

SELF EHPLOYED. 

'···· 
3.11 4.14 2.79 

.. 

0.78 :3.13 
... 0.34 

f 

1,14 

1 ~ 12. :. 1 • 19 . 2. 7 4 
0~56.. r;. T 

0~56 
o.42 

o.84 

6•19 

16.48 
.: 4633 

5•1o 

5i94. 

3.36 

1.66 

2.02 

19.31 

3.2g 

12.12 

6•o6 
6,13 

7.68 

3.29 

2.45 
1.98 

a. Trader/Hawker 
b. Industrialist 

c~ Farner 

9.34:. 5. 61 
13.23: .. 3.70 .. 
1.56 0,80 

6. 70 15.48 
8~38 11.90 

22.79 1g.87 15.71 
g,28 2.9~ 1.76 

0.84 4.3b 13.10 
d, R_rofq§_s_ional 

i~ Enginecr/Architact 2.33 

ii. Doctor 0.39 

i::..i. L::n·;ryor 2 •. 33 

iv. Co~sult~nt 1.56 

··.- • Social/Po li ticc.l 
~!orl;:er 

vi. Others. 

Total 100= 
257 

1 •. 91 4.47 
1.78 1,12 

1. 45 1 ,12 

0,67 0~56 

0,59 
1 • 11 

100= 
3869 

1.68 
100= 
179 

o.84 o.61 

- o,84 1.58 
1 • 19 . 1 • 48 1 • 28 

1.19 0.42 0.14 

1, 69 

1.69 
100= 
474 

0.78 

2.39 
100= 
3604 

0.54 
1 .01 

1.58 

0.04 

0,72 

3.23 
100= 
7212 

6.37 

13.64 

4.73 

4.80 
6.1g 

3.17 
1.61 

1.73 

14.17 

3.06 

7.26 

0,75 
1 .31 

1.48 

0.27 

0.72 

2.39 
100= 
15679 



8-79 
Statenent 0.08 

Non-Suburban Passe~er Profile Survez 
. ~ .. Long Distance Trains . .•. ' 

Distribution of Passengers ·pr~f~ssiom:ri.se. and· distancewise 

··-·· .... -- ---~·__;,. I :-~ ~ .... Distance in Kms. 
Profession , I 0 to 25126_40 . I 4f.;.ao I s1-1 6t; -25~~25: -5oo jSot-1 ooo I t?~~ ____ l · _ I 

%a,ge f~ge raage ~~ge l'oage t1. • toa.ge 'foage · ·· foage · 

Government .. 
Service 2•40 3.29 7.07 I 13.11. 12.94. 18.85 .. 19.33 23.01 

Public Sector .. 
Service . 1.10 1.50 3.41 . 10.62 10.52 20.84 24.65 27.35 

Private Sector 
Service I o.89 . 2.10· . 7.02 •.. 13.24. 12.52. 22.45. 19.88 22.17 

Teachers/ . . . 
Professors 1.89 6.34 11.74 . 18.76 15.11· 20.-51· 13.23 12.42 

. 
Student 5.59 7.05 8.,91 

•. 
18.35' 14.63· 18.62· 12.37 1.4.49 .. .. 

14.62 Housewife 1.34 3.81 7.53. 16.08 .. 17 .o1· 25.98 17.-6"1' 

Retired o.8o ·- 4.23 
. 4.83. 14.2'} 14.29 22.74 21.33 '17.51. 

Unonployed 2.77 7.91 1.6.21 • 18.5S 14.62 17.00 9e.-49 13.44 
•.·' 

0 ·~11cr services 1.85 2e95 7.75 . 15.13 14.76 20.66 19.19 17-11 

'.:'!'c.der/.1a'ltJl:crs 1.66 3.69 7.47 12 .. 96 . 13.18 20•35 18.58 22.13" 

:;: nl.::.:s triali st s 0.84 1 .. 67 3.34 8.77 11.48 27.14 21.50 25 .. 26 

Fu:;.ucrs 5.62 9e66 16~-1"5 21.60 11.94 17.30 11.33 6.41 

E :1c;inc ers/ 
;_::-c:li tccts 1. 69 4. 24 , 1 •. 86 lo.·tl 34. (T$ 18.64 1.8.64 

::c C1.;ors 0.49 4•85 8.74 13~59 12 ... 62 30.10 17.48 12.14 

1::. ::-:,··c ~, s 1. 29 6.90 13.36 16.38 14.66 22.41 18.10 6.90 

Consultants 2.38 23.81 3q.-95. 16.67 26.19 

Social/Political 
16.81 \rokcrs. 2665 5.31 3.54 16.81 14•16 21,24 19.47 

Other self-
cnployed 3.21 4.55 10.16 10.96 17.91 22.46 13.64 17.11 

All Groups 2.16 4·04 7•98 14.29 13 .. 30 20.91 17.92 19.41 



8-80 
Statement 0.09 

Non-Suburban Passengers Profile Survez 
• Long Distance Trnins 

Distribution of Passengers distancewise and Incomewise 

(in Rs)l~ --·---Income I I I I 

' I 251 I . 501 ' 1000 Above All Nil I Be lou ' I ' Distance I I to I to I to 2000 Incomes 1 Rs. 250 I I ' {in kns.) · .. . '·· 50..9 I 1 o_oo •_2ooo • 
i~age 

. 
" ('~ )~ge foage '. 7;age 1.Jage. ,:age i;age 

_,_,.__ ___ ------
0-25 3.24 6.52 2.55 1.90 0.33 0.57 2.16 

26-40 ·5.76 10.49 5~88 3._06 1 • 11 0.36 4.04 
r 

41-80 9.os. 15.66 11.44 ·7.60 3.72 1.86 '7 .98 
. 

81-160· 16.'92 22. 5,8 1g.16 • 13.97 8.32 5.44 14.29 
~ 

161...:250 f5.95 11.69 
. 

13~73 13.84' 12~11 10.88 13.30 

25~-500 22.22 15.18 19~61 20.09 22.04 27.63 20.91 

501-1000 ~ 2.81 10.57 14.85 19.79 22.93 21 ~90 17•92 
' ' ~· 

Above 1ooo·· . 14~09 7~31 12.77 19.75 . 29.14 31~35 19.41 
~ 

To·~al 12•40 s.o2 21•47 29.81 . 19.39 s.91- 100=15679 . 



8-81 
Statenent 8.10 

Non-Suburban Passenger Profile Survey.· 

Distribution of fare and ho"tr 
I!l.UCh more he is cd up 

~Enployer~ Client 

Leave lDefence 
How much~ I Self Travel . I Armed Other ~ Total 

Concession~ Forces more 

1~go ' ' . c" 7~ge foage ~go ·~ge· /"'lge, ,<JB.go -----..........-....--i 

Nil 52.72 14.48: 25.53 17.09: 15.57 70.01 44.45 

26~60 
.. 

' 21.32 Rs. 5 10.19 1o•64 13-.68 6.01 10 •. 92 

Rs. 10 8.1g 4.59 10.64 5.13 1.64 3•20 6.94 

Rs. 20 • 2.8o 2.67 )·5~ 3~42 o.55 . ·11,16 2' .. 60 

Rs. 40 0•2o o.3o o.71 oM - 0.20 
I 

Rs. 50 Of.67 0.55 2.84 0.85 .. o.61 

Hot 
affected .. 

b~r 
" increase 8.82 67.20 46.10 59•83 76.23 14.70 23.88 

Total 68.13 1g.18 1.36 1.13 3.54 6.65 100= 
10334 

---



8-82 

Stn.tenent 0.11· 

~SUBURBAN PASSBN§ER .. PROFILE SURVEY 

SfiORT D~S~.AJTCE TRAINS 
' , 

:object of' ·Journey :Category-vTis;e of Self-Employed Persons. 

--....-....------:---~ ....... '---------~~ 
,• .. ., .· 

a. Trade.r/Hawker· · 75.28 .. ·. 0"~23 

b. Indu~trialist 67.66 

c. Farmer 11.60 

d. Engine.er 
Doctor. 
Lauy~r._ ........ . 
Consu:!.tant 
~ Others. 33.63 

o. Sccial/Politi-
cc::.l Forker 6. 36 

t-·.28 

o.1o 

·, .,.. .. 

1.82 

; . ' 

.: 9-•36 . 1-4.47 

62.68 

·, " 
· .. ' .. ., ,· : 

8.18 16.36 

. . . 
. b~09 . t 2.37 

.• " . 

0 .. 43 • 8.81 

0.03 13.73 

.. 

1.07 17.64 

32.73 34.55 

foa.ge 

,00= 
21~2 

.1QO= 
235 

100= 
2913 

100= 
1219 

100= 
110 



N.ON-SUBURJ3AN PASSENGE]l PROFILE sURVEY 

SHORT .J?..~STANCE TRAINS 

Self-employed passenger "vlho is paying" vise ·· 

8-83 

Sto.tenent ~3.12 

--------..----~---,___,1,__-·----;:l:--· -:.·--~.---.'!'"-, =r I 
Self IE:r;tployerl Client I Leave. .IDefence ~Others~ T.otal 

l l l9oncessJ.on Armed . . · . · 
l I l . !Force I ____ · l 

. ~6'age 
--- --·---·--------·-----
a. Trader/Hawke~ 

b, Industrialist 

c. Farmer 

d~ Engineer 
·· Doctor 

Lawyer 
Consult2.nt 
e:. ·other~ 

c. C':-::in.} /p"};+"-
. ___ vrorl~er. 

· ..... 
98.70 0.79 

98.72 

99.45 

. %age . foa.ge %.a,ge : foage foa.ge 
----·-------~---~----

i 
., o. 55 

.. ,· 

9·53 

1.82' 27.27 

~00= 
2150 

100= 
235 

100= 
2913 

100= 
1217 

100= 
110 



8-84 
Stn.tonent 0.12 

!T.QN -SUBURBAN. P ASSENG'J!:R PROFIL,! SURVEY 

SHORT-DISTANCE TRAINS 

Nature of tickets he.J:.d by other 'than Self-em;)loyed passengers. 

---·- -····-··---------------------------------



8-85 

Statenent 8.14 

NON-SUBU~AN P~SSENGER PROFILE SURVEY 
SHORT DISTA!JCE TRAlll§. 

.Distance travelled uut-.... 8Q kms, Rerference-wise for Raihm.y travel 

-- Railway Rail- Timi-CarryTrave-1 T tal No.Bus Uo room Rly,Uore Railway 
service in Bus comfort- Cheaper Faster way ngs more .on ° 

·able & safer suit lugg con~e-
better · able age ssion 

~~Jte. -~e -· ·jfage 
.. 

:~lie: %flge : hia:: iceie %ai~ie: f£ge 
. 

4·.18 0-25 kms. 14.30 3.68 33.83 28.83 1.go 2.36 7.21 3.70 100= 
4783 .. . . ... 

0 • 

26-40 kms •• 1o.13 · 3.81 0 0 33.53· 27.98 2 •. 25 4.55 7.41 4.,~ 6.02 100= 
•• 0 4303 

0 i 
._ .. 

0 1 -. . 
41-ao kms. 6.16. 4.46· 41.33 22.50 1.;55 3.97 7.42 3.01 .. g.61 100.= 

4058 
'. 

-----... ~-----·- --



8-86 

Statanent 8.15 

Non-Suburban Passenger Profile Survey 

Short Distance Trains 

Distribution of Passengers Prof0ssion uiso Class wise 

l : . . . I .:·-. .. }First ·-r~~~;ierll:C I .Second}S~-c-ond ~· All 
· I A.c.c~lF1rst ~Clas. s AC Cha1·r1 Class Class·· Cla 

1 Ch ls1 Si.Lt. sses 
---~----_:~-- -~ '-~-- ___ J__c:~r Car ~ +-eepe~ ~. J.:ng 

_E_TII?.lo_Y.B~_t-Scrvicc 

a. Gover!lLlent 
Service 

b. Public Sector 
:Serv.icc 

c. Private Service 

d. ~cachor/Pr.ofessor 

c. Student 

f. House lfif.c 

g. Retire-d 

h. Unenploycd 

i. Others 

s;:LF-EIIPLOYED 

c. Trader/Hawker 

b. L1dustralist 

c. ../[' .. rr:. r 

iv. Co:1sultz.nt 

v. Social/Political 
1·rorkor 

vi. Others 

. --

. -

66.84 

a.·sa 
4.92 

3.50 

3.94 

~.41 

4.70 

0.33 

0.33 

0.44 
1.97 . 

1.09 

0.77 
0.66 

50.00 

-·· 

1 oo.oo 

.17 .02 

2.13 

7.80 

1.42 

4.96 
7.80 

0.71 
... r- ~ 

1 ~4~ 
0.71 

35.46 

7.09 

6.38 

1. 42 

1.42 

15.50 18.56 

2.51 2.50 

9a39 9.11 
5.11 '4.98 

6.33 6.18 

7 .• 97 7.64 
3. 21 3.27 
2.76 2.60 

2.33 2.20 

14.45 13.95 
1.47 1.52 

20.10 18.88 

0.35 0.36 

1.32 1.35 
1 .18 1.17 

o.14 0.13 

0.70 0.71 

5.18 4.89 





INDIAN RAILWAYS 

NON-SUBURBAN PASSENGER PROFILE SURVEY-MARCH 1979 
- - - , 

(LONG DISTANCE TRAINS ONLY) 

QUESTIONNAIRE 

Serial No. 

Punch Columns 1 I 2 I 3 I 4 I· 5 

PART-I 

CONTROL PARTICULARS 

1.01 GENERAL 

RAILWAY .. ~ 
NAME OF INVESTIGATOR . 

DATE 

STATION 

•.·' 
t.02 TRAIN PARTICULARS 

TRAIN NO. . .. 
TRAIN NAME ... 
STATION FROM 

STATION TO 

1.03 SIGNATURE 

SIGNATURE OF INVESTIGATOR 

SIGNATURE OF STARTING 
STATION MASTER & STAMP 

SIGNATUR-E OF DESTINATION 
STATION MASTER & STAMP 

- . . 

. -:••p 

..... . .. 

... . ._... .... .... 
,., .. · ., ... 

... . ... 

. -... . .. ... 
·• 

Season Ticket Holders are not- to be covered by this Survey 



PART-II 
MAIN QUESTIOUUAIRE 

•. 
FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS PUNCH 

COLUW·l· 

2. TYPE OF TRAIN --. 
(a) SUPERFAST ... ... ... . .. ... ... . .. ... 1 

--
(b) MAIL/EXPRESS ... . .. . .. ... ... . .. ... 2 

--
(c) LONG DISTANCE PASSENGER ... ... ... ... 3 6-c 

--

3. CLASS OF TRAVEL --
(a) A. C. C. ... . .. . .. ... . .. . .. . .. 1 ... ... --
(b) FIRST CLASS ... ... . .. . .. ... . .. . .. 2 

--
(c) FIRST CLASS CHAIR CAR . .. 3 ... ... . .. . .. --
(d) 2-TIER A.C. SLEEPER ... ... ... . .. ... . .. 4 

--
(e) AIR CONDITIONED CHAIR CAR ... ... ... . .. 5 

--
(f) SECOND CLASS SLEEPER • 3 TIER ... ... . .. 6 

--
(g) SECOND CLASS SLEEPER • 2 TIER ... ... . .. 7 

--
(h) SECOND CLASS SITTING ... ... . .. . .. . .. 8 7-7 --

4. NATURE OF ACCOMMODATION 
--

(a) RESERVED ... ... . .. ... . .. . .. . .. 1 . .. 
--

(b) UNRESERVED ... ... . .. . .. . .. . .. . .. 2 8-3 --
5. PASSENGER PROFILE 

~-

5.01 AGE-(a) BELOW 12 ... ... . .. . .. ... . .. 1 
--

i 

(b) 12 TO 18 ... . .. ... . .. . .. . .. . .. 2 
I 

I --
(c) OVER 18 UPTO 25 ... . .. ... . .. . .. 3 

--
(d) OVER 25 UPTO 40 ... . .. . .. . .. . .. 4 

--(e) OVER 40 UPTO 60 ... ... . .. . .. . .. 5 
--

OVER 60 (f) ... . .. . .. . .. . .. . .. 6 g_: 
--

I 

~ 

--
5.02 SEX -(a) MALE ... . .. . .. . .. ... . .. . .. 1 

--
(b) FEMALE ... . .. ... . .. . .. . .. . .. 2 

-- 10-1' 

5.03 EDUCATIONAL QUALIFICATIONS COMPLETED 
--

(a) ILLITERATE ... . .. ... . .. . .. ... . .. 1 
--

(b) NON-MATRICULATE ... . .. . .. . .. ... . .. 2 
--

(c) MATRICULATE/SSC/HSC ... . .. . .. . .. . .. 3 
--

(d) GRADUATE ... . .. . .. . .. ... . .. . .. 4 
--

(e) POST GRADUATE AND ABOVE ... ... ... . .. 5 11-1 --

~eason Ticket Holders are not to be c;Qvered by thi$ Survey 



FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS I PUNCH 
COLUMNS 

j.04 EMPLOYMENT - SERVICE --
(a) GOVERNMENT SERVICE ... ... ... ... . .. 1 

--
(b) PUBLIC SECTOR SERVICE ... ... ... .. . 2 . .. --
(c) PRIVATE SERVICE ... ... ... ... .. . 3 . .. 

1-

(d) TEACHER/PROFESSOR ... ... ... ... 4 . .. --
(e) STUDENT ... ... ... ... ... ... . .. .. . 5 

--
(f) HOUSEWIFE ... ... ... ... . .. - ... 6 

1-
(g) RETIRED ... ... ... ... ... ... . .. ... 7 

, --.. 
(h) UNEMPLOYED ... . .. ... ... ... .. . ... 8 --
(t) OTHERS ... ... ... ... .. . .. . ... 9 12-12 --

. ' 
5.05 SELF EMPLOYED 

(a) TRAIIJER/HAWKER ... ... ... ... . .. 
···I~ (b) INDUSTRIALIST ... ... .. . ... . .. . ... 2 

(c) FARMER •.. . ... ... ... ... . .. .. . ... 3 

(d) PROFESSIONAL --
( i) ENGINEER{ ARCHITECT ... . .. 4 ... ... --
(ii) DOCTOR ... ... ... . .. ... . .. 5 .. . 

--
(iii) LAWY~R ... ... ... . .. ... ... .. . "6 

-.-
(iv) CONSULTANT ... ... ... ... .. . . .. 7 

--
(v) SOCIAL/POLITICAL WORKER ... ... ... a 

--
(vi) OTHERS 

... • 9 ... ... ... ... ... . .. .. . 13-13 --
5.06 IF GOVER_NMENT SERVANT. STATE CLASS/GROUP -- \ 

(a) CLASS I I .GROUP A ... ... ... ... . .. 1 
--

(b) CLASS II / GROUP B ... ... ... ... ... 2 
--

(c) CLASS Ill / GROUP c ... ... ... ... .. . 3 
--

(d) CLASS IV / GROUP D ... . .. ... ... ... 4 14-14 --

5.07 INCOME PER MONTH (IN RUPEES) 
--

(a) NIL ... ... .... ... ... ... ... . .. .. . 1 
--

(b) BELOW 250 ... ... ... .. . ... . .. ... 2 
--

(c) 251 TO 500 ... ... . .. ... ... .. . ... 3 
--

{d) 501 TO 1000 ... ... ... ... ... ... ... 4 
--

(e) 1001 TO 2000 ... ... ... .. . ... .. , . ... 5 
·--

(f) ABOVE 2000 ... ... ... . .. ... .. . ... 6 15-15 

Season Ticket Holders are not to be covered by this Survey, 



4 

FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS 

5.08 TRAVEL HABITS-THE PASSENGER TRAVELS 

(a) DAILY 

(b) WEEKLY 

(c) ONCE A MONTH 

(d) ONCE IN' THREE MONTHS 

(e) ONCE IN SlY MONTHS 

(f) ONCE IN A YEAR 

(g) ONCE IN SEVERAL YEARS 

6. TRAVEL PROFILE 

6.01 OBJECT OF THIS JOURNEY 

(a} BUSINESS/DUTY 

2 

3 

4 

5 

6 

7 

... 1 

(b) VACATION ... ••• •.• ••• ••• ... ••• ••• ... 2 

(c) RELIGIOUS/PILGRIMAGE 3 

(d) FAMILY WORK (Marriage, death, meeting relatives, etc.) 4 

(e) EDUCATIONAL, liEMINAR, CONFERENCE 5 

(f) OTHER ... 6 ' __ I 

6.02 HOW MANY PERSONS TRAVELLING TOGETHER 

(a) SELF ONLY 

2 (b) SELF WITH ONE FAMILY MEMBER 

(c) SELF WITH TWO FAMILY MEMBERS ... ... ... ... 3 

(d) SELF WITH THREE OR MORE FAMILY MEMBERS 

6.03 DISTANCE TRAVELLING 

(a) 0 - 25 

(b) 26 - 40 

(c) 41 - 80 

(d) 81 - 160 

(e) 161- 250 

(f) 251- 500 

(g) 501-1000 

Kms. 

.. 

.. 

.. 
.. 
.. 
.. 

(h) ABOVE 1000 , 

.... ~ ... 

2 

3 

4 

5 

6 

7 

Season Ticket Holders are not to be covered by this Surv~y 

PUNCH 
COLUM/;-

16-1 

17-1~ 

18-~. 

19-



FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS 
PUNCH 

COLUMNS 

' DURATION OF TRAVEL TIME 

--
(a) UPTO 1/2 HOUR · ... ... ... ... .. . . .. 1 

--
(b) MORE THAN 1/2 J-tOUR UPTO 1 HOUR ... ... 2 --
(c) MORE THAN 1 HOUR UPTO 2 HOURS ... . .. 3 

--
(d) MORE THAN 2 HOURS UPTO 3 HOURS ... ... 4 

-
(e) MORE THAN 3 HOURS UPTO a HOURS ... ... 5 

--
(f) MORE THAN a HOURS UPTO 12 HOURS ... ... 6 

--
(g) MORE THAN 12 HOURS UPTO 24 HOURS ... 7 

--
' (h) MORE THAN 24 HOURS 

.. ... ... ... ... . .. 8 - 20-20 

6.05 FARE PAID PER PERSON IN RUPEES 
I --

(a) NIL (FREE PASS) ... .. . ... ... 1 ... ... --'. 
(b) 0 - 10.00 ... ... ... ... ... .. . .. . 2 . 
(c) 10.01 - 25.00 ... ... ... ... ... .. . . .. 3 

--
(d) 25.01 - 50.00 ... ... ... ... ... . .. ... 4 

--
(e) 50.01 - 75.00 ... ... ... .. . ... ... ... 5 

--
(f) 75.01 - 100.00 ... ... ... .. . ... ... . .. 6 

--
(g) 100.01 - 200.00 ... ... ... ... .. . ... . .. 7 

--
(h) 200.01 - 300.00 ... ... ... ... . .. ... .. . 8 

'··' --
(i) 300.01 - 500.00 ... ... ... .. . . ... ... .. . 9 

--
(j) ABOVE 500 ... ... .. . ... .. . ... .. . 0 21-21 -

6.06 IS THE PASSENGER TRAVELLING ON 
- --

(a) PAYMENT OF FULL FARE ... ... 1 ... ... --
(b) PAYMENT OF CONCESSIONAL FARE 

("i) HILL CONCESSION 2 ... ... ... --
(ii) CIRCULAR TICKET 3 ... ... ... ... --
(iii) STUDENT COfCESSION ... 4 ... ... ... --
(iv) P.T.O.- RAILWAYMEN ... 5 ... ... ... --
(v) OTHER CONCESSI.ONS ... ... ... ... 6 . 

--
(c) FREE PASS - PRIVILEGE - RAILWAYMEN ... 7 

--
(d) FREE PASS -DUTY - ftAILWAYMEN ... ... 8 

--
(e) FREE PASS - NON-RAILWAYMEN ... ... 9 22-22 --

Season Ticket Holders are not to be 'covered by this Survey 
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FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS 

6.07 IF NOT ON FREE PASS, WHO IS PAYING ---
(a) SELF ... ... ... . .. ... ... ... ... ... ... .. . ... . .. .. . I 1 

"'I 
--

(b) EMPLOYER ... ... ... ... ... . .. ... ... .. . ... ... ... ... .. . 2 
--

(c) CLIENT ... ... ... ... ... ... ... .. . .. . .. . ... ... .. ... .. . 3 
--

(d) LEAVE TRAVEL CONCESSION (LTC) ... ... ... ... ... ·- ... .. . .. . 4 
--

(e) DEFENCE - ARMED FORCES ... ... ... ... .. . ... ... .. . . .. . .. ... 5 

(f) OTHERS ... ... ... ... .. . ... ... .. . . .. ... . .. . .. . .. . .. 1--6 I 
--

7. WHY DID HE TRAVEL BY RAIL & NOT BY BUS 

NO BUS SERVICE EXISTS 
--

(a) ... ... ... ... ... . .. ... ... .. . . .. ... . .. 1 
--

(b) NO ROOM AVAILABLE IN BUS ... ... ... ... .. . ... ... . .. ... ... .. . 2 
--

(c) RAILWAY IS MORE COMFORTABLE AND BETTER ... ... ... ... . .. ... ... . .. 3 

(d) RAILWA~ IS CHEAPER --... ... . .. . .. ... ... .. . ... . .. . ... .. . 4 . ~ 

(e) RAILWAY IS FASTER --... ... ... ... .. . ... .. . ... .. . ... ... ... . .. 5 
--

(f) RAILWAY IS SAFER ... ... ... ... . .. . .. ... ... .. . ... .. ... . .. 6 

(g) TRAIN'S STARTING OR DESTINATION TIMINGS ARE MORE SUITABLE 
--... . .. ... 7 

(h) CAN CARRY MORE LUGGAGE ... ~ ... ... ... . .. ... . .. . .. - ... . .. -s-1 
(i) TRAVELLING ON CONCESSION/PASS, PTO ETC. ... ... . .. . .. . .. ... ... 

9 I 

8. (a) DID THE PASSENGER TRAVEL BY RAIL MUCH 
LESS, FREQUENTLY ABOUT 10 YEARS AGO? --
( i) YES ... ... .. . ... . .. ··•·' ... ... .. . . .. .. . ... . .. . .. ... / 

1 
1--

(ii) NO ... ... . .. ... ... ... . .. ... . .. ... ... .. . ... I 2 .. 
I -I 

(b) CHANGE IN WHICH FACTOR WAS RESPONSIBLE FOR IT. 
--

( i) AGE ... ... ... ... ... . .. . .. ... .. . .. . ... . .. -· .. ... 1 : 
I --

(ii) JOB ... ... . .. ... ... . .. ... ... ... . .. ... ... .. . ... ···I 2 

(iii) FARE ... . .. ... . .. . ... ... ... ... ... . .. . .. . .. ... ···I 3 

(iv) INCOME ... ... ... ... ... ... ... . .. . .. .. . . .. -· ... ...\ 4 
\ 

(v) RAIL TRAVEL FACILITIES ... ... ... ... ... .. . ... ... . .. .. . ... i-5-1 
--I 

PART-III 
9-01 IF A PASSENGER IS TRAVELLING BY A CLASS OTHER THAN II CLASS, WHY IS HE 

DOING SO ? (NOT TO BE ANSWERED IF PASSENGER IS TRAVELLING IN SECOND CLASS) 
(a) FINDS IT MORE COMFORTABLE AND USUALLY TRAVELS IN THIS CLASS I 1 I ... . .. •••I __ \ 

I 
(b) FINDS IT EASY TO SECURE ACCOMMODATION ... ... ... ... ... .. . ... ... [ 2 

(c) FINDS IT SAFER ... ... ... ... ... ... ... . .. ... ... . .. .. . .. . 1-3-: 
... I 

(d) CAN AFFORD THIS CLASS ... ... ... ... ... . .. ... ... . .. . .. .. . ... 1-.4-

(e) ENTITLED TO THIS CLASS AND ~-:~~.l:::ONE ELSE PAYING' 
~--... ... ... ... . .. ... ! 5 
1--

(f) DID NOT GET ACCOMODATION IN lOWER CLASS ... ... i 6 ... . .. ... . .. ... 
j--

(g) DID NOT GET ACCOMMODATION IN HIGHER CLASS ... I 7 ... ... ... ... . .. .. . 
' --

Season Ticket Holders are not to be covered by this Survey 

PUNCH 
COLUMW 

,-------

23-23 

24-24 

25-25 

26-25 

27-27 
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FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS 

02 FOR A PASSENGER OTHER THAN II CLASS, IF THE FARE IS INCREASED AS FOLLOWS, 
WILL HE STILL TRAVEL IN THIS CLASS ? (NOT TO BE ANSWERED BY PASSENGERS 
TRAVELING IN SECOND CLASS) 

(a) NO, HE WILL NOT TRAVEL IN THIS CLASS ••• 

(b) YES, UPTO_Rs. 5/· ••• •.• ••• ••• • •• 
···--

2 . .. --
3 (c) YES, UPTO Rs. 10/· 

(d) YES, UPTO ·Rs. 20/· 

... ... ... ... ... ... ... ... ... ... ... ... . .. --
4 ... '... ... ... ... ... ... ... ... ... ... ... . .. --

(e) YES, UPTO Rs. 43/· ..• . .• 

(f) YES, UPTO Rs. 50/· ••• • •• 

(g) NOT AFFECTED BY INCREASE 

03 FOR A PASSENGER TRAVELLING IN I CLASS i WHICH ONE OF THE FOLLOWING DOES 
HE PREFER (TO BE ANSWERED ONLY BY FIRST CLASS PASSENGERS) 

(a) 2-TIER A. C. SLEEPER ••• 

(b) I CLASS CHAIR CAR ••• 

(c) I CLASS ORDINARY ... ' ~ ... 

••• I ••• ... . .... 

U1 IF A PASSENGER IS TRAVELLING IN A SUPER FAST, MAIL/EXPRESS TRAIN; WHY IS 
HE DOING SO? 

(a) SAVES TIME 

(b) MORE COMPORT ABLE ••• 

(c) RESERVATION IS EASY 

(d) GETS CONVENIENT CONNECTION 

0.02 IF THE TRAIN IS FURTHER SPEE~~D UP, HOW MUCH MORE IS HE WILLING TO PAY? 

(a) NIL 

(b) Rs. 5/· 

(c) Rs. 10/· 

I 
(d) Rs. 20/· 

5 . .. --
6 . .. --
7 

···~1 
···--

3 

... ~ 
3 

4 

... --
2 ... --
3 

4 ... --
• 5 

(e) Rs. 40/· 

(f) Rs. 50/· 

... ... ... ... . ........... ···--
6 ... ... ... ... ... ... ... ... ... ... ... ... ... ... . .. 

(g) NOT AFFECTED BY INCREASE 

11. IN THE LAST SEVERAL YEARS, RAILWAYS HAVE BECOME STEADILY 

(a) FASTER ••• ••• ••• ••• ••• ••• ••• ••• ••• ••• ••• 

(b) MORE PUNCTUAL 

(c) CLEANER 

(d) CHEAPER 

(e) SAFER 

--
7 ... -

-
1 

2 ···-
3 

4 

5 
-

6 (f) NONE OF THE ABOVE ... ... ... ... . .. 
$eason Ticket Holc/ers are not to be covered by this Survey 

PUNCH 
COLUMNS 

28-28 

29-29 

30-30 

31-31 

32-32 
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FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS PUNCH 
COLUWr, :---------------------------------------------------------------------------- .------

6.07 IF NOT ON FREE PASS, WHO IS PAYING 
... -1-1 (a) SELF ... ... ••• ••• •.. ... 

(b) EMPLOYER 

(c) CLIENT ••• 

(d) LEAVE TRAVEL CONCESSION (LTC) 

(e) DEFENCE - ARMED FORCES ••• 

(f) OTHERS 

2 

3 

.- 4 

... ... ... ... .. ... 

... ... ... ... . .. 
7. WHY DID HE TRAVEL BY RAIL & NOT BY BUS 

(a) NO BUS SERVICE EXISTS ... •.• • .. 

(b) NO ROOM AVAILABLE IN BUS ... 

(c) RAILWAY IS MORE COMFORTABLE AND BETTER ... 

(d) RAILWAY IS CHEAPER 

{e) RAILWAY IS FASTER ••• 

(f) RAILWAY IS SAFER 

(g) TRAIN'S STARTING OR DESTINATION TIMINGS ARE MORE SUITABLE 

•'' ... 
.... 

.... . .. 
(h) CAN CARRY MORE LUGGAGE ••• ••• ••• ••• •-4 ... • •• 

(1) TRAVELLING ON CONCESSION/PASS, PTO ETC. 

••• 1 

... 2 

3 

... 4 

•.• 5 

... 6 

... 7 

... 8 

9 

8. (a) DID THE PASSENGER TRAVEL BY RAIL MUCH 
LESS FREQUENTLY ABOUT 10 YEARS AGO ? 

9-01 

(i) YES ••• ... ... ... ... .. ..... 

(ii) NO 

(b) CHANGE IN WHICH FACTOR WAS RESPONSIBLE FOR IT. 

( i) AGE ••• ••• ••• ... ... ••• ... ... ... 

(ii) JOB 

(iii) FARE 

(iv) INCOME 
\ 

(v) RAIL TRAVEL FACILITIES 

PART-III 

···i-1 
... ! 2 ,_, 

1 i 
__ I 

2 

3 

···I 4 
... 1--s--

IF A PASSENGER IS TRAVELLING BY A CLASS OTHER THAN II CLASS, WHY IS HE 
DOING SO? (NOT TO BE ANSWERED IF PASSENGER IS TRAVELLING IN SECOND CLASS) ~-1 -

(a) FINDS IT MORE COMFORTABLE AND USUALLY TRAVELS IN THIS CLASS ... ••• • •• __ _ 

(b) FINDS IT EASY TO SECURE ACCOMMODATION ... ... ... ... ... ... ... . .. J 2 
1-

... ... ... ... ... ... ... ••• ••• ... . .. I 3 

.. ................ 1-·4 
(c) FINDS IT SAFER ••• • .. 

(d) CAN AFFORD THIS CLASS ... 

... ... ... ... ... ···I- 5 

...j_6_ 
<:> ENTITLED TO THIS CLASS AND !:'.,")~,1~0NE ELSE PAYING. 

(f) DID NOT GET ACCOMODATION IN LOWER CLASS 

(g) DID NOT GET ACCOMMODATION I,N HIGHER CLASS i 7 ... I __ 

Season Ticket Holders are not to be covered by this Survey 

23-23 

24-24 

25-25 

25-2e 

27-2" 



INDIAN RAILWAYS 

QUESTIONNAIRE 

FOR 

NON-SUBURBAN PASSENGER PROFILE SURVEY 

MARCH, 1979 

( S~ORT DISTANCE TRAINS ONLY) 



1. 

INDIAN RAILWAYS 
NON-SUBURBAN PASSENGER PROFILE SURVEY, 1979 

(SHORT DISTAUCE TRAIUS OULY) 

QUESTIOfU.AIRE 

Serial No. 

Punch Columns 1 I 2 I 3 I 4 I 5 

PART-I 

CONTROL PARTICULARS 

1.01. GENERAL:-

RAILWAY 

NAME OF INVESTIGATOR 

DATE 

STATION 

1.02. TRAIN PARTICULARS :-

TRAIN NO. . .. 
TRAIN NAME ... 
STATION FROM 

STATION TO 

1.03. SIGNATURE :-

SIGNATURE OF INVESTIGATOR 

SIGNATURE OF STARTING 
STATION MASTER & STAMP 

SIGNATURE OF DESTINATION 
STATION MASTER & STAMP 

Season Ticket Holders are not to be covered by this Survey 



2. 

3. 

4. 

5. 

2 

PART-II 

MAIN QUESTIONNAIRE 

FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS 

TYPE OF TRAIN 

(a) SUPERFAST ••• ... . .. ... ... ... ... ... ... . .. ... . .. . .. 
(b) MAIL/EXPRESS ... ... ... ... . .. ... ... ... ... . .. . .. .. . 
(c) LONG DISTANCE PASSENGER ... ... . .. ... ... ... ... ... . .. 
(d) SHORT DISTANCE PASSENGER ... ... ... ... ... .. . .... ... 

CLASS OF TRAVEL 

(a) A.c.c. ... ... ... ... ... ... ... .. . .. . . .. ... .. . ... . .. 
(b) FIRST CLASS ... ... ... ... ... ... ... ... ... .. . ... 
(c) FIRST CLASS CHAIR CAR ... ... ... ... ... ... ... . .. . .. ... 
(d) 2-TIER A.C. SLEEPER ... ... ... ... .. . ... ... .. . ... . .. ... 
(e) AIR CONDITIONED CHAIR CAR ... ... ... ... ... ... . .. ... ... 
(f) SECOND CLASS SLEEPER • 3 TIER ... ... ... .. . ... .. . . .. ... 
(g) SECOND CLASS SLEEPER • 2 TIER ... . .. ... ... ... . .. . .. ... 
(h) SECOND CLASS SITTING ... ... .. . ... ... ... ... .. . ... .. . 

NATURE OF ACCOMMODATION 

(a) RESERVED ... . .. ... . .. .. . ... ... ... ... .. . . .. ... ... 
(b) UNRESERVED ... ... . .. ... ... . .. ... ... ... ... . .. .. . 

PASSENGER PROFILE 

5.01. AGE-(a) BELOW 12 ... ... ... ... ... ... ... .. . ... ... .. . 
(b) 12 TO 18 · ... ... ... ... ... ... ... . .. .. . . .. ... ... 
(c) OVER 18 UPTO 25 ... ... ... ... .. . .. . ... ... ... .. . 
(d) OVER 25 UPTO 40 ... ... ... ... ... .. . . .. ... ... .. . 
(e) OVER 4Q UPTO 60 ... ... ... ... . .. ... ... ... ... ... 
(f) OVER 60 ... ... ... . .. ... . .. ... ... .. . ... .. . 

... 

... 

. .. 
.. . 

... 

. .. 

... 

... 

.. . 

. .. 

.. . 

... 

. .. 
, .. 

.. . 

... 

... 

.. . 

. .. 

... 

Season Ticket Holders are not to be covered by this Survey 

PUNCH 
COLUMNS 

-
1 . .. ~ 
2 . .. 

.. . -31 

... 4 I 
6-6 

--
1 .. . --
2 . .. --
3 .. . --
4 .. . --
5 . .. --

I 6 I ... --
7 . .. --
8 7-7 ... --

...1-1 

...j 2 

8-8 

--
1 ... --
2 ... --
3 .. . --
4 . .. -
5 ... --
6 

9-9 ... --
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FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS PUNCH 
COLUM:;. 

--
5.02. SEX -(a) MALE ... . .. ... . .. ... ... ... . .. ... . .. ... ... ... . .. 1 

--
(b) FEMALE ... ... ... ... ... .. . ... .. . . .. ... . .. ... ... 2 

10-1· . --

5.03. EDUCATIONAL QUALIFICATIONS COMPLETED --
(a) ILLITERATE 

1 ... ... ... ... ... ... ... . .. . .. ... .. . ... ... .. . --- 2 
(b) NON-MATRICULATE ... ... ... .. . ... ... ... ... ... .. . ... . .. --
(c) MATRICULATE/SSC/HSC 3 ... ... ... .. . ... .. . .. . ... ... .. . ... . .. --
(d) GRADUATE 4 ... ... ... ... ... ... .. . ... . .. ... ... .. . .. . . .. 
(e) POST GRADUATE AND ABOVE ... ... ... ... .. . . .. ... . .. ... ...1 5 11-1 ~ 

5.04. EMPLOYMENT - SERVICE --
(a) GOVERNMENT SERVICE 1 ... ... ... ... .. . . .. .. . ... . .. ... .. . ... --
(b) PUBLIC SECTOR SERVICf 2 ... ... ... ... .. . .. . . .. ... .. . . .. ... --
(c) PRIVATE SERVICE ... ... ... ... ... . .. .. . .. . ... .. . 3 ... .. . ... 

--
(d) TEACHER/PROFESSOR ... ... ... ... . .. ... .. . ... ... ... .. . ... 4 

--
(e) STUDENT ... ... ... ... . .. .. . ... ... . .. ... .. . . .. ... 5 ... 

--
(f) HOUSEWIFE ... ... ... ... ... ... .. . ... .. . ... ... 6 ... .. . ... 

--
(g) RETIRED ... ... ... . .. ... ... ... .. . . .. ... .. . ... ... 7 ... 

--
(h) UNEMPLOYED ... ... .. . ... ... ... .. . . .. ... .. . ... ... . .. 8 

--
(1) OTHERS ... ... ... ... ... ... ... .. . ... ... .. . ... . .. ... I 9 12-L 

5.05. SELF EMPLOYED 

(a) TRADER/HAWKER ... ... ... ... . .. ... ... . .. ... ... .. . ... :::r (b) INDUSTRIALIST ... ... .. . ... ... ... . .. ... ... ... . .. .. . 
(c) FARMER ... ... ... . .. .. . ... ... .. . ... .. . ... . .. ... .. . 
(d) PROFESSIONAL 

( i) ENGINEER/ARCHITECT ... . .. ... ... . .. .. . ... ... ... .. . .. . -41 

(ii) DOCTOR ... ... ... . .. ... . .. ... . .. . .. ... ... .. . .. . . .. -5-1 

--
(iii) LAWYER ... ... 6 ... . .. ... ... .. . ... .. . ... ... ... ... .. . --
(iv) CONSULTANT ... ... ... 7 ... ... ... . .. .. . ... ... ... . .. .. . --
(v) SOCIAL/POLITICAL WORKER ... ... ... .. . .. . ... . .. ... ... .. . 8 

(v1) OTHERS ... ... ... .. . ... ... . .. . .. ... ... ... . .. . .. . .. / 9 13-1 

Season Ticket Holders are not to be covered by this Survey 
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FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS 
PUNCH 

COLUMNS 
5.06. IF GOVERNMENT SERVANT, STATE CLASS/GROUP 

-
(a) CLASS I /GROUP. A ... ... . .. . .. . .. ... 1 . .. . .. . .. . .. . .. . .. --
(b) CLASS II/ GROUP B 2 ... ... ... . .. ... ... . .. . .. . .. ... . .. . .. --
(c) CLASS Ill /GROUP c ... ... ... 3 ... ... . .. . .. . .. . .. . .. . .. . .. --
(d) CLASS IV/ GROUP D 4 

14-14 ... . .. ... ... ... ... . .. . .. ... . .. . .. . .. - . 
5.07. INCOME PER MONTH 

--
(a) NIL 1 ... ... . .. ... ... ... ... ... ... ... . .. ... . .. . .. . .. --
(b) BELOW 250 2 ... ... ... . .. ... ... ... ... . .. . .. ... . .. . .. . .. --
(c) 251 TO 500 ... . .. ... ... . .. ... 3 ... ... . .. ... . .. . .. . .. . .. 

1-
(d) 501 TO 1000 ... ... . .. ... ... ... 4 . .. . .. ... ... ... . .. ... . .. --
(e) 1001 TO 2000 ... 5 ... ... ... ... ... ... ... ... . .. ... . .. . .. . .. ·--
(f) ABOVE 2000 ... ... ... ... ... . .. ... ... ... ... . .. ... . .. 6 

15-15 . .. --

5.08. TRAVEL HABITS-THE PASSENGER TRAVELS I 

--
1 

(a) DAILY ... ... . .. ... . .. ... . .. . .. ... ... ... ... ... ... ... --
2 

(b) WEEKLY ... ... ... ... ... ... . .. ... ... . .. ... ... ... ... . .. --
3 

(c) ONCE A MONTH ... . .. ... ... . .. ... ... ... ... ... ... ... --
'·' 4 

(d) ONCE IN THREE MONTHS ... . .. ... ... ... ... ... . .. ... ... ... --
5 

(e) ONCE IN SIX MONTHS ... . .. ... ... ... ... ... ... . .. ... ... ... --
6 (f) ONCE IN A YEAR ... ... ... . .. . .. ... ... ... ... . .. ... ... ... --

(g) ONCE IN SEVERAL YEARS ... . .. ... ... ... . .. .~. 
7 

16-16 ... ... ... ... --
6. TRAVEL PROFILE 

6.01. OBJECT OF THIS JOURNEY 
--

1 
(a) BUSINESS/DUTY ... ... ... . .. ... ... ... ... ... . .. ... ... ... --

2 
(b) VACATION ... ... ... ... ... ... ... ... ... ... ... ... ... ... --
(c) RELIGIOUS/PILGRIMAGE ... ... 3 ... ... ... ... ... ... ... ... ... ... --
(d) FAMILY WORK (Marriage, death, meeting relatives, etc.) ... ... 4 ... ... ... ... --

5 
(e) EDUCATIONAL, SEMINAR, CONFERENCE ... ... ... ... ... ... ... ... ... --

6 17-17 (f) OTHER ... . .. ... ... ... ... ... ... . .. ... ... ... ... . .. ... --

Season Ticket Holders are not to be covered by this Survey 
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FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS PUNCH 
COLUM~;: 

6.02. HOW MANY PERSONS TRAVELLING TOGETHER 

--i 

(a) SELF ONLY 1 I ... ... ... ... . .. . .. ... ooo . .. ... ... ... .. . .. . --
(b) SELF WITH ONE FAMILY MEMBER 2 ... ... ... . .. ... Ooo ooO ... ooo . .. 

--
(c) SELF WITH TWO FAMILY MEMBERS 

. 3 ... ... . .. ... ... ... ooO Ooo .. . --
(d) SELF WITH THREE OR MORE FAMILY MEMBERS ... ooO 

4 
ooO ooO ooO ooO . .. --

18-1:: 

6.03. DISTANCE TRAVELLING 
---

(a) 0 - 25 Kms. 1 ... ... .. . . .. ... ... ... Ooo ooO ... .. . Ooo 000 --
(b) 26 - 40 2 

" ... oOO ... . .. ... Ooo ooo Ooo 000 ooo Ooo ooo 000 
--

(c) 41 - 80 
" ... ... Ooo Ooo 

3 ... ooO ooO 000 000 000 ooo 000 000 
---

(d) 81 - 160 
" ... ... ooO ... 000 ooo Ooo ooo ooO ooO Ooo 000 ooO 

4 

(e) 161- 250 " Ooo ... ... Ooo 000 ooO 000 Ooo 000 Ooo 000 ooo 

000,-5-

(f) 251- 500 
" ... ... .. . ooO ooO ooO ooO ooO ooO ooO Ooo ooO 

000,-6 
--I 

(g) 501-1000 
" ... ... ... ... Ooo ... 000 Ooo ooO 000 000 000 0001 7 

--
0001 (h) ABOVE 1000 

" ... ... ... .. . 8 ... ooO Ooo Ooo Ooo ooO Ooo Ooo 

-- 19-1 

6.04. DURATION OF TRAVEL TIME 

--

(a) UPTO 1/2 HOUR 1 ... ... Ooo ... Ooo ... ... ... ... Ooo ooO ... 000 --
(b) MORE THAN 1/2 HOUR UPTO 1 HOUR 2 ... ooO ooO ooo Ooo Ooo 000 ... ooO 

--
(c) MORE THAN 1 HOUR UPTO 2 HOURS ... 000 ooO ooO ooO ooO ooO ooO ooO ~I (d) MORE THAN 2 HOURS UPTO 3 HOURS ... ooO ooO ooO ... ooO ooO ... --

(e) MORE THAN 3 HOURS UPTO 8 HOURS 
5 ... 000 ooO 000 000 ooo ooO ooO 

:::~-6 
(f) MORE THAN 8 HOURS UPTO 12 HOURS ... ooO 000 000 Ooo oOO 000 ooO 

(g) MORE THAN 12 HOURS UPTO 24 HOURS 
,-7-

... 000 000 ooO ooO ooO Ooo 

::: J 8 I (h) MORE THAN 24 HOURS ... ... ooO ... ... ooO 000 000 000 ooo ooO 

2J--

Season Ticket Holders are not to be covered by this Survey 
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FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS PUNCH 
COLUMNS 

6.05. FARE PAID PER PERSON IN RUPEES 
,-

(a) NIL (FREE PASS) 1 ... ... ... ... ... ... ... . .. . .. . .. ... . .. . .. --
(b) LESS THAN 1.00 ... ... ... ... ... ... ... . .. . .. . .. 2 ... . .. . .. --
(c) 1.01 - 2.00 ... ... ... ... ... . .. ... ... ... . .. ... . .. . .. 3 . .. --
(d) 2.01 - 3.00 ... ... ... ... ... ... ... . .. ... ... . .. 4 ... . .. . .. --
(e) 3.01 - 4.00 ... ... ... ... . .. ... . .. ... . .. . .. ... . .. . .. . .. 5 

--
(f) 4.01 - 10.00 ... ... . .. ... ... ... . .. ... ... ... ... ... . .. . .. 6 

--
(g) 10.01 - 20.00 7 ... ... ... . .. . .. ... ... ... ... ... . .. . .. . .. . .. --
(h) 20.01 - 30.00 ... . .. ... ... ... ... ... ... . .. ... . .. ... ... . .. 8 

--
(i) 30.01 - 50.00 ... . .. ... ... ... ... ... ... . .. . .. ... . .. . .. . .. 9 

--
(j) ABOVE 50.00 ... ... ... ... ... ... ... ... . .. . .. . .. 0 ... . .. ... 21-21 --

6.06. IS THE PASSENGER TRAVELLING ON --
PAYMENT OF FULL FARE 

1 
(a) ... ... ... ... . .. . .. . .. ... . .. ... . .. --
(b) PAYMENT OF CONCESSIONAL FARE ... . .. ... ... ... ... . .. ... ... 

( i) HILL CONCESSION I 2 ... . .. . .. ... ... ... ... . .. ... . .. ••• I --
(ii) CIRCULAR TICKET ... ... ... . .. ... ... ... ... ... ... . .. 3 

--
(iii) STUDENT CONCESSION ... ... ... ... ... . .. ... ... ... . .. . .. 4 

--
(iv) P.T.O.- RAILWAYMEN ... ... ... . .. . .. ... ... ... ... ... . .. 5 

••• r. --
(v) OTHER CONCESSIONS ... ... . .. ... . .. ... . .. ... ... ... ... 6 

--
(c) FREE PASS - PRIVILEGE - RAILWAYMEN ... ... . .. ... ... ... . .. . .. 7 

--
(d) FREE PASS -DUTY - RAILWAYMEN ... ... . .. ... ... ... ... ... . .. 8 

--
(e) FREE PASS - NON-RAILWAYMEN ' 9 ... ... . .. ... . .. ... . .. ... . .. 22-22 --

6.07. IF NOT ON FREE PASS, WHO IS PAYING --
(a) SELF 1 ... ... ... . .. ... ... ... . .. . .. . .. ... . .. . .. . .. . .. r----
(b) EMPLOYER 2 ... ... ... ... ... ... ... . .. . .. . .. . .. ... ... . .. --
(c) CLIENT ... ... . .. . .. 3 . .. ... ... ... ... ... . .. . .. ... . .. . .. 

~ 

(d) LEAVE TRAVEL CONCESSION (LTC) 4 ... ... ... ... . .. . .. . .. ... . .. -
(e) DEFENCE -ARMED FORCES 5 ... . .. ... ... ... ... . .. . .. ... ... . .. -
(f) OTHERS 6 ... . .. . .. . .. . .. . .. ... ... ... ... . .. ... . .. ···-- 23-23 

Season Ticket Holders are not to be covered by this Survey 
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FOR ANSWERS ENCIRCLE ONLY ONE ANSWER WITHIN THE BLOCKS PUNCH 
COLUM7'; 

1. WHY DID HE TRAVEL BY RAIL & NOT BY BUS 
---

1 
(a) NO BUS SERVICE EXISTS ... . .. . .. ... . .. ... ... ... . .. ... . .. . .. --

2 
(b) NO ROOM AVAILABLE IN BUS ... ... .. . ... . .. ... ... . .. ... .. . ... --
(c) RAILWAY IS MORE COMFORTABLE AND BETTER 

3 ... ... . .. ... ... . .. ... .. . --
(d) RAILWAY IS CHEAPER 

4 ... ... ... ... . .. .. . ... .. . . .. ... . .. --' 

(e) RAILWAY IS FASTER 5 ... ... ... ... .. . ... . .. . .. . .. ... .. . ... . .. --
(f) RAILWAY IS SAFER 

6 ... ... ... ... . .. ... .. . ... ... ... ... .. . .. . --
(g) TRAIN'S STARTING OR DESTINATION TIMINGS ARE MORE SUITABLE 

7 ... . .. ... --
(h) CAN CARRY MORE LUGGAGE 

8 ... ... ... ... ... ... ... .. . .. . ... . .. ---
9 

(i) TRAVELLING ON CONCESSION/ PASS,PTO ETC. ... ... ... ... . .. . .. .. . -- 24-24 I 

I 

8. (a) DID THE PASSENGER TRAVEL BY RAIL MUCH 
LESS FREQUENTLY ABOUT 10 YEARS AGO? 

--
( ; )' YES 1 ... ... . .. . .. . .. . .. ... ... ... .. . ... ... . .. ... .. . --
(ii) NO ... ... ... ... . .. . .. ... .. . 2 ... ... ... ... . .. . .. .. . -- 25-2: 

(b) CHANGE IN WHICH FACTOR WAS 
RESPONSIBLE FOR IT. 

--I 
(i) AGE ... ... ... . .. . .. ... .. . ... . .. 1 ... ... ... . .. ... ... --
(ii) JOB ... ... 2 . .. ... . .. ... ... .. . ... . .. ... . .. . .. ... ... --
(iii) FARE ... ... ... 3 ... . .. ... ... ... .. . ... .. . ... .. . ... . .. 

I 

(iv) INCOME ... ... ... .. . ... ... .. . ... .. . ... . .. ... .. . 
,-4-

(v) RAIL TRAVEL FACILITIES ... ... ... .. . ... ... ... ... .. . .. . :::~-5-
26-2-

Season Ticket Holders are not to be covered by this Survey 



THE STRUCTUR~ OF P:~SBNG~R Fl~RES 

.9.01 Indinn Rnihro.ys provide a.n extensive nn.tionn.l 

p.'1ssoncor noti-Tork. The voluno of passoncor traffic h.::ts 

r;rmm sto,:>.clily over tho years. In 1970-79, tho Railw:J.ys 

carried 3,719 ~illion ~assongors for n. totnl distance of 

t92,9.l5 nillion ~us. ~"lith tho average jou:r_rJ.~Y_ .?overing 

52·k!1s. It is expected that tho· pa-ssoricor tr~ffic wi11· 

continuo to iacron.so. 

Pa ttorn of Traffic 

9.02 Tho passenger bn.sincss has two so para to n.cti vi tics -

tho suburban sorvi cos· uhi ch Oj_X) r-J. to in and o.round the 

no·torpolitan cities o.f Bonb.J.y,Calcuttn nnd Madras, and 

tlic non-suburban services cris~-c;os.sint; the. rest of th~/· 
country and providinc; svrvi cos for tho short distnnco, 

. ncdiun distance and long disto.nco :;?nssongors. Tho-·--· 

non-su'Jurban ~~assonr;or t:r.::.vol l1ns cot -tuo broad. di_y~s.,~_?:h~ .-:

short _distance pu.ssongors travelling botvroon villar;es and/ 

or villo.cos a1Td no:::trby ·towns· sorvod-·by-- Ordinary stoppin.:; 

p.:tssonc;or trains, and nodiun and lonG' distnnco pnssenr;ors 
I 

served by Mii 1 nnd Express trains. 1:1i th sono oxcqptions, .._ 
,f.· 

nll ,.~r.:tins provide sucond class ::md first class n.ccormoda.tion; 

sone of the Mnil/Expre~s trains nlso have A.C. Chair C.:tr ·· 

qnd ~ir-conditionod clnss u.ccorrlodntion. Tho second class 

p.:tssoncers nrc '!)y fnr tho nost nu."1orous, ·accounting for 

over 97 per ceiit of th;.; tot.:tl. Tctblo 9.1 shows tho nunbo:r; of 

journeys undertaken, 2.-ncl tho length of tho avora[;C journey, 
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catccorywise, in 1978-79. 
T.~ble 9.1 Pnttern of trnffic 

: s:uburban 0 rclin~.ry lbil/ExEres::; : T:; t.:tl 
J .. o.of :Length Ilia. of 1Length No. of ;Lencth :No. of JLength Cl:J.SS 
:jour- ;or the :jour- :or the ' jour- ;or the fjour- rof tho 
fn.:;ys f.:tver~ge:neys ~nver.:t::se: noys l·~verago!neys 1 nvor:::.t;G 
; 'journey; Jjcurney: :jo"J.rnoy~ ljournoy 

~( 1:..4) __ 1 ~< .:::..2 )'---_, --lo-( ::::...3 ):..-~; ~( t;jJ.J __ ~( 5~)_:_(~0. f ( 7) : ( 8) ( 9) 
Hillion KlYI 11illion IG•I 1Ullion KH Hillion KH 

*Subt2nd 

1st 

+ NS: 2nd 
Ordy 

Exp. 

2,016 

97 

2 113 

21 

22 

21 

1, 367 52 

230 323 

2,016 

97 

2 113 

1,367 

230 

21 

22 

21 

AC Chair 
Car 0.6 1 ,0,~3 0. 6 1 ,0·~3 

f;st Class 

ACC 

1.0. 114 6.0 

0.3 

566 

555 

7.8 

0.3 

461 

555 

Total NS+ 

GraiJ.d 
Total 2' 113 21 

1,369 52 

1,369 52 

237 332 1 '606 

237 3,719 

The revenues fran suburban services do not cover their costs. 

93 

52 

Tho Ordinary stopping non-suburban p3.sscngor services also incur losses 

but this is of:f;sot partly by .1. profit on tho Hail/Express services. 

Tnken as n whole, the p~sscngcr business is not solf-sup~orting. 

Studios by the Connittee 

9.03 The Connittec conducted two rrnjor pnssongcr profile surveys -

one for p::tssengers tr:1volling on so 'J.son ti eke ts in suburbnn are.::.s, o.n.d 

a.s gl s<rl non-suburb::m arc<J.s ,nnd the other for non-suburb:::.n p::tsso:1sors 

in general '"'" in. ardor to get n cle:::.rer idea of tho socio-ocon·onic 

profile of tho different categories of p:::.ssongors,thoir travel h.:tbits 

etc. Tho rosul ts of tho ·surveys lnvo boo:1 di scuss-.:d in Ch:::.ptor VII 

of tho Intorin Report and Chapter VIII of this Report. Tho Connitt~o 

il1vi ted suegostions fron r:::.il users ::>.nc1 hold :.w.::tin,ss '.Ti th P:css~~1:;cr 

*Suburbnn +N on-suburbnn 
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Association's nnd other .. users all over the country;. Detailed 
l. 

discussion_s were also held 'Jri th Railway adninistrations and other . 
concerned. autho:t-i tics. Tho Conni ttoc. has taken into account the 

·' the . · 
results of tho rx:;..sson;;or cost stud;os nad.o ~YLRnilwny Board. In 

.:1adi tion, nome further casting ano.l'ysis. l'ras clone by tho 
'· .. . 

Coonitteo, in sono cnscs 1'lith tho nssfst<mco_of a'costing 
;~· 

C,)nsulto.nt. Details of tho costs .Jf p3.ssonger services hnvo 
.. 

boon discussed in Chapter v. 1'To have n.lso D'J.do usa of the 

Resource Cost Study of Pnssen~er Traffic nade, by RITES for the 

Transport Policy Pic.nning Project ( Pl::mnirig Connissi~n), and 

ta~ccn note of tho policy gui~elinos f(,r inter-nodal split of 

passenger tr.o.ffic sucgosted by tho li3.tional Trnnsport Policy 

Connittoe. 

Objective .of Rntionnliscd Pare structure 

9.0-t A history of the ovolutio.n of pnss~ngo~ fares is givort 
. - ': - ·- . . 

in Chapter VII. It will be seen thn t the fa,re structure has 

_grown haphazardly - the existing fr:tro ·stx_ucture is tho 

rcsul t of ,:2:£, 11.2.£ chq.nges nade fron tine to t:tnc and there nrc 

n:J.ny anon:J.lics._ in tho. syste~. .Moreover, tho .increase in 

fa;es (particuiarly for second class) has been artificially 

hold down ( spe'6ially in tho' 70s) against;· th~.~ trend· in ,costs, 
·. . 

as a neasuro of delibcr::tte policy to keep do1m .the cost of 

livi~g of vulnerable sections of the society.+ At the sane tine, 

the proportion of traffic carried at less tha!l ful(farcs has 

been steadily increasing; in 1977-78 the nuober·ot journeys. 

pcrforocd on season. tickets ( 51.1%)' or otherwise. :on reduced 

fare~ ( 2. 3%), foroed 53 •. ~ per cent of tho tot:1l. In 

consequence, the p:1sso1i.ger services have been running at a loss 

since long; in 1976-Ti, tho los:':! nnountcd to about Rs. 75 crorcs. 

9.05 As a basic principle, transport-pricing should'be cost 

based. Our T Jrns of Reference also envisage that l"l'e should 

develop n cost b.:1.sod tariff. In the pn.st, pnsso;.1g~r services 
····' 

have been subsidised by :;oods swrvicos but, as expl:lincd 
~ • I • ' 

clscnrhwr.J, this is no longer possible. 1 Ideally, -tho passenger 

services should not only .. no;t thoi; f~ll costs including dividend 

( il1terest) on cnpi tal, but o.l so enrn S\)Dvthing nora ns n 

+Para 2.69, Chapter II nnd Paras 7.11, 7.12, ·& 7.27,Chnpter VII 
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contribution to the resources required for devolopocnt. HoVTcvor, as 

already* explained, in voi u of the fc.ct that passenger s ervicc s have 

so far been running at a loss, it is thoucht thnt in tho first 

instance they should be r.1nde to cover a.t least their costs including 

dividend (interest). The passenger tarif~ vrhich >·Je propo so to devolop 

therofor0 aims at making the passenger services t§.kon as a vrholo 
. I .. 

self-supporting• besides oaking it more rational. 

9.06 lio have .~arofully considered the question whether every sector 

of the passenger business should be self-supporting in tho liGht of 

the costing data, tho socio-ocononic pr·ofilo of tho passengers and 

tho statmnc:nt in our Terns of Roforonco that -v;o should bear in nind 

tho interests of tho cannon nan. If tho revenue fron each s0ctor is 

to cover its fully distributocl cost, the increase in tho Ordinary 

train fares would have to bo much noro · than in any other sector and so 

substantial as to cause hardship. Tho. resultant faro level for 

Ordinary services would also be considerably higher than thc.t for 

l-1ail/Express services; this vrould bo nanifostly unfair considering 

that, as our S\lrvoy+ has sho-vm, tho soc-end Ordinary pe'.ssongers f'..ro 

relatively poorer than tho second j\kil/Expross pnssc;ngorq~ <:nd furtr.or 

that tho Ordinary trnins provide n r:mch l0ss efficient service. Agnin, 

if the fare for eo..ch sector uoro to be bo..socl on its.fully distributed 

cost, the fares for all tho classes in nail/Express trains w·ould be 

lower than v-Jhat tho concerned pc.sscmgors co..n boar 1i'rhich in our viol"r 

would not be rcasonnblo. All things considered, -vro have cor:1o to tho 

conclusion.that tho objective should bo th.:-1.t tho po..ssenger business o..s 

a \lholo should be self-supporting; uhilo ensuring this, tho fo..rc levels 

for different sectors/classes should bo fixed in o..s oquito..blo o. no..nnor 

as possible taking into o..ccount all relevant considerations, including 

tho Cost, the sto..ndard of CODfort and tho ability of tho· pD.SSCilbOr 

tro..velling in a po..rticulo..r clo.ss to boo..r tho incroo..so in tho fc.ro. T:i1o 

cross subsidiso..tion bchwon different scctors/clnsscs, uhich i• 

implicit in this, is Ul1n¥oid~blo. 

For the rcnsons oxplo..inod in Cho..ptor VI-><-, o..bout F:s. 250 crores 

of tho ndditionnl revenues required to o.cc:t ::tll tho nccoss::_ry costs, in
dividend 

cludin~intcrcst) on CCI. pi to.l, idll hnvc to be ro.iscd fron p~sscn::;cr 

* Para 6.55, Ch~ptcr VI. 

~Table 8.08 & 8.31, Cho.ptcr VIII. 
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services. Tho f-:.re str:.lcturo :mst therefore bo so designed_-::~ 

to .J.u{;ncnt the revenues by ::'.bout Rs. 250 crores fron tho 

p.:.ss-::ncor business ns n whole. Only un incrol.so of this 

order llill ..::::1:tblc tho pnssonccr services to noot their costs 

(including di viclcnd.) ~ besides wiping out tho oxis ting loss. 

This would inply un incro~.s~ of .J.bout 40 per cent in tho 

passe::1gcr revenues. As ~lro~dy cxpl:tinod~.howovcr, the. 

extent of increase in th~ f~res for different services/ 

classes 1'lould vrxry accordinG to tho cir.ounstJ.nccs of each 

cnsc nnd will bo tailored to wh0t tho particular stroao of 

passengers can reaso::1nbly stand. 

9.08 Tho not expenditure on catering services, i.e., . -
tho expenses incurred on prqvision of c:::~ taring services loss 

tho incono thcrofron, is ch'1.r[;od to tho passenger business 

and forns pnrt ·of its cos.t. Tho excess (Rs. 6. 70 crorcs in 

1976-77) is duo nninly to tho fact thntthe pricing of wcnls 

nnd rofroshnonts docs not tc.lm nccount of tho cost of 

provision '1nd oporn.tion of tho dinin(; ce1.rs nncl tho ;Like, 

prcsurmbly on tho grouj:H~~ tha. t these nrc provided for tho 

convenience of pc.ssongors. The/excess of c::t taring cxp0nsos 
be 

over incono· o~~ldlnllocntcd on sono r0ugh nnd ready basis to 

the n.pprop:ri::ttc class of p'lss...:ngers .'lnd. covered by re:vcnuo 

fron fnr.:;s. It would, however, be. nora logicetl ::md equitable 

to recover this cost by sui table revision of tho nc.1.l ::md 
. ! 

rcfroslmcnt tariff, which l'rill 9!l·'lble tho cost to be. borne 

by tho p2sscngcrs l'1ho actually avnil of tho f.icili ty. Uo 

do not think thn.t recovery of the cost o{ provision .::tnd 

opcr:1tion of dining cnrs a.nr~ the like through tho price of 

ncnls and rofrcshncnts would vitin.tc n.gainst the principle 

of "no loss no profit" on uhich c:ttoring services nrc run, 

or inflate tho price of neals n.nd rofrcshonnts to nn onGrous 

level. l~.ccurdingly, in our calculations, vro have ignored the 

not expenses on c."J.toring services. 1r1o recom:.1cnd that the Railways. 

should roviso tho ne8.ls ·l.nd · rvfreshuont tariff in such n wny that 

the incona thorofron also covers n.ll nssoci::ttod expenses including 

those on provision 1.nd 0:;?erction of tho dining c::trs and the like. 
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Distance D~scd Structure 

9.09 His tori c:J.lly, the R:tihrays hcwo boon ch"..rc:Lnc; v.ss .:;r...gors 

on tho b:csis of tho disl:<.:nco tr::cvcllcd. N::st R1.ilwctys ctill follou 

this systcn nl thvu::;h sone (c. r;., British RL".il wo.ys) have o.dopted tho 

systcn of selective pricing undo~ which different f1.ras 2ro fixed 
'I 

for ench individU:J.l rail service in line with con~or9i1.l judgocont 

~)f tho o.bility of. th::; pnrt.iculnr service to C0!'1pcrto ;rith,o.ltornntivc 

tr~nsport. Chnr~ing in proportion to tho distance is n lccical 

o.ppronch to pricing. Besides, tho p2ss::n~:;or n.:.> t ·work of Indinn 

R2ihrnys is spro:J.d: (;VOr tho length :md brc:l.d th of tho country a:1d 

c:Jlldi tions v2ry fron one p::trt of thu. country to n:nothor.· VTo 

thorofare think _- that our fnro structure should continuo t-J bo 
. . 

bo.sed on dis.tnnco vli th stnnd:1rd ra tos per kn, tho sana rG.tos npplyinc 

throushout tho country. In dotorLlining tho s tend crd ro. tos we \-JOt.:lcl 

of courso t:>.kc coG!rizance of tho f:1rcs g01~er::.lly ch "1.rged by 

.::1.1 tern2tive transport - bus f:1ros for tho lc,.rcst cl1.ss for oz~cnplo. 

Tho standJ.rd rntes would also differ between different classes :.;:1d 

between slo~or and faster trnins. 

Tnpcrinc 

9.10 Ue arc also proposinG that our long-st:cnclinc pr:cctico of 

tapering, or ro(:_ucint:; the r1.to per lm ::.s tho lonco~h- of tho journey 

incronsos, should be continued. While thoroforo the fnro systcn 

will b.;; distn.ncc b,l.soc., tho f1.rc per kilo:Jotro vrill ~r~dually 

decren.se on n. sliding scale. Tapering is consistent· with the 

cost s tr.ucture. Corto..in j-::·urnoy costs such ns infor::1n tion, ticket 

s1.le and collection· ate. are si:1ilnr uh::t tovor tho lon~th of tho 

journey. Bettor utilis::ttion of oquipnont ".nd sb.ff is :possible 

on lm:gor dis tnnce journeys. The t!.pcr reflects tho f.:'.ct tl1.:1 t .:ts 

tho lonc;~h of tho journey incro::cs..:s, cost l)er kilO!l3tro docro2sos. 

Tn:perin:~ also ensures that the f'lro nt L.m::;or c~ist.~nccs is nJt 

nor.:; th.::m 'Hho.t n p.:Lssonc;cr c:cn ro ·.sonnbly rtfforcl to :)ay. 

9.11 Tho osisting str~cturo ho..o sop~r~to p1.ttorns of taper 

for o~ch cl::tss of ncco~1ocl::.tio~ nnd in sooo cnsos tho docli~o is 

very stoop. In our viou, ::tll cl:tc~;_H;s s}l\)clld h:cvo tho s"'.:--..:.o :nttorll 

of te1por, ::tncl tho ;1:->.:::Lmn rcdncticn offorocl i:-1 this u:1y shoEld not 

bo gro:ctcr the1n 50 lJOr cont. On cost considorcti.1lls, the t:"'.:_:>Or 
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in tho f~res for u:ppor cl.~ss. pnss.::ncers >'Tho tr".vel loncor 

riist'"'.:J.cos could be sh::1.r:;er th.1.n th2t in the c.:tse of s 0 cond 

cla..ss :;:x::tsst.:ngcrs v:ho tr:tvcl co:.Jp~r:--.tivoly shorter dist-:!nces; 

on th0 other h2nd, the ultin2tc ability of this class ;f 

passengers to l;ear the ch::.rgos is higher. 1:..11 things 

considered, it will bo rc.::tson:-tblo tc provide the s:l.r.tc dogro 8 

of t~~er in .:tll classes, at le:tst 50 per cent of th~ b.:tsia 

r2te bcinc; ch:lrt;cd at even the farthest st.:tc;c. '!:fc have 

evolved a p:1.ttern of taper accordin::;ly which should suit all.· 
.:· 

clnssos. Th.J objective vThieh lW hr.ve.in nind would be s-.:'Cured 

if the sc.1.l.:: of f.::.ros is constructod on tho follmdng basis: 

1 to 15·J kns 10076 of tho basic rn.te 

plus 151 to .•,')0 It 80% -do-
II .'r01 to 750. II 65;0 -do-
II 751 to 1200 " 55% -do-
II 1201 kns. omra.rds 50% -do-

9.12 Table 9.2 shows tho indices of tho per kn fare at 

difforent dist.:tncos, with tho f.:tro at 100 kn = 100, under 

the pro)oscd uniforD ~.::tttorn of t~pc~ for all classes in 

juxtc.-position with tho existing indices. - ----..1' 
-

T:tblc 9.2 Existin[; and Prorosod Tnpcr Patterns 

?rope sod Distance Existin.~ p::1:ttorns of t.:tpor for 
pattern of different cl~ssos 
t.l.por 2nd 2:ad 1st AC Ch2ir A.c-.c. 

{.All cl2sscs) ( Ordy) (Mail) ~s _C2r 
k:-1s. 

100 100 1·:)J 100 100 100 100 

80 30~ 89 85 73 71 61r 

80 500 83 30 63 56 60 

73 800 76 75 58 ·~9 59 

69 1000 72 72 . 55 .. - .:~6 57 

66 1200 59 70 5·~ •• 56 'r'"i-

61 1600 _Q."r 65 51 ·~ 1 57 

58 2000 61 60 ·~7 38 53 

. 57 2.'~00 60 58 :r5 36 -'i-9 

55 30')0 53 55 ·~3 3'~ ·~6 
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S calo of F arcs 

9.13 Having designed thJ patt~rn of the taper, we have now to 

evolve scales of fares for tho cliffor'-'nt classes based on it. Tho 

scales of fares for tho different classes have to be progressively 

higher startinG frcn tho lowest (Second Or.dinar.t). class and ~nding 

1-.ri th the h:i1ghcst class (ACC). ~Je have cone tu tho conclusion that 

it i'TOuld be nost :ttonvcniont if tho fare for the second ordinary, 

which is tho loucst class, is fixed as tho norn or tho base sc.::1lo 

of fares and equated to 100, and tho f~ros for all other classes 

above arc expressed as a percentage of this class. Accordinely, 

instead of devclo~ing separate scales of fares for each class, we 

propose to develop only one sc :tlo for tho second Ordinary class 

and then indicate the pc rcentago rcla tionship of tho scales of 

fares for tho other classes to this basic scale. The practical 

advantages of this approach aro·obvious. It will nake calculations 

of faro scalos for different·cl'a:::so& sin:plor and unsure that they 

have tho intended relationsh~p.uith each other at all distances. 

It would also nako easier the revision Of fares which boconos 

no cessary fron tine to tine. \To noi'r proceed to discuss tho scale 

of f3.ros for tho second Ordinary class. Tho rcla tionship betv1eon 

this basic scale and the scales .of fares for other classes is ·· · 

discussed subsequently. {Po.ro.s. 9 • ..2...1. t.o. 9 .• 29}. 

Basic ~ss-kn ~to (for the lowest class)· 

9.1 L~ Tho ba.sig,...fare for the lowest class (Seconc.l Ordinary) 

upto, say,150 kns should be :.co:·1parablo to tho· bus fa:ros. Th-i:3-

socond Ordinary passengers travel for snort distances <{(tho 

average journey covers 52 kns ~ Table 9.1) and road~·rays arc 

tho alternative and often the nora convenifnt node of travel for 

such passengers. Besides, short distance traffic can generally bo 

carried nora econonically by road except uhorv very large mmbers 

have to be transported within a lini ted t i:to. Fare policy should 

therefore be so closignod. as t·J prevent artificial transfer of suc:1 

short distance traffic to tho Railways; this pcint needs to be 

underscored in tho context of tho oc1crcs situation. 



9.15 Our enquiries have shown that State Road Transport 

Corpora.tions generally charco 5 vaiso per passc;nger kn for 

cr;mparable (Ordinary) 'services; tho rates actualiy charr;cd 

arc sho1m in Table 9.3. Accordingly, W? propose that tho 

'uasic rate for s:::ccnd Ordinary class should be 5 paise per 

kilonotm. 

Tqblo 9.3 

Basic Bus Fare (incHudi.ng Passenger Tax), charged by 
State Road Transport Corporation fer ordina~y bus sorvi£08 

. stafe 

Assan · . . . 
Anclhra Pradesh 

Bihar 

Gujarat 

Karnataka 

Kerala 

Haharashtra 

Hadhya ?radcsh 

Orissa 

Ta'1il Nadu . · 
••• ll .. 

Uttar P radosh 

lTcst Bengal 

Paise por passenger kn. 

5 

5 

5 

5 

5. 3~ --· -
5 

6 

5.75 
5.18 
5.00 

6.12 

5 

Fixed Charse . 

9.16 In sane cases the j,)Urney nay bo so short that tho 

faro would not cover even the cost of such tcroinal. services:.: 

as· ticket issue and collection which va:i:y nora or less 
. . . ; . 

directly with ,tho· nunbor of passengors,le.J.ve alone· other 

terninal costs. In the circunstancos, wo consider th~t a 
. . . . 

• .. 

fixed char~;ci of 25 )ais~ ·should bo' added. to the saaond class 

Ordinary faro, as worked. out· otherwise in terns of~ our 

reconnendations, at each distance stage, The second 

Ordinary scale of far~ will thus start with 25 paise at 

zero kilor.:otro and then increase at tho appropriate rate 

with increase in the distance. (Under tho nethod of 

dctornining the fnrcs for ot~or classes explained in 
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pc..rc..s g.13 nbovo c..nd 9.21 belou, c. proportionc..tely lc..rger fixed ch::-.rgo 

uill be c..u torw .. ticc..lly ;.:.ddod in the f.::trc scc..los for other ole.. sse s.) 

The B.:'. sic Sc_::'.)._q__of_]nre s __ (_2_n_d __ o_~_dj.._no~~JL._Cl::'.s~) 

Construction of the Ff'.re Sc.""'.lc: The scu.le of tho fo.res for 

the second Ordinc..ry clr.s s - the be'.sic sco.lo - should bo constructed 

us sho'l'm belo~T. (The fo.ro scnles for other. -ClL'..sses should be ·lro.rkcd 

out by increc..sing the second OrdinL'..ry sco.le of fL'..rcs suitc..bly on 

the bo.sis of the indices given in pf'.rc-. g.21). 

Disto..nce --~J0d Ordin:'.r;y: 
Zero . km. 25 po..isc (fixed chc..rge) 

plus 1 to 150 kns. 5 pf'.isc per kn. 

plus 151 to 400 II 4 II II II 

II 401. to 750 .. II 3.25 II II " 
n 751 to 1200 II 2.75 " II " 
II Over 1200 II 2.50 II II II 

g.18 Dist2nce sto..gc s over 1-rhich the ff'.ros o.pply: At present fc,ro s 

nro co.lculc..ted in terns of disto..nco stc.ges of ono kn. upto 200 kms., 

5 kcs. froc 201 to 1600 kns. nnd 10 kns. thoroC'.ftcr, o.nd the fc.ro 

for tho 5 kn. c.nd 10 kc. stc.ges is chc.rgod ~~ho co.xinun d; c:;t.:-.nco 

of tho ntc.gg. Uo vmuld sucgcst two cha.r'.~Os in the e:z:istinc -:;chemP 

on crounds of sinplif~cntion a.nd ~~uity. First, fo.ros no.y be quoted 

in teres of c.. kilometre upto only 1u0 kns. Soconcl, f::-.rcs for tho 

longer disto.nccs should be quoted in terns of stc.gcs of 5 kns. 

upto 300 kns., 10 k6s. fron 301-1000 kns., 25 kcs. fron 1001-2500 

kns., 2nd 50 kns. thcrcc..ftcr, c.nd tho cc.lculc..tion of the fc.rcs should 

be bc.sod on h2lf stc.gcs. The chc.rgco..blc fc.rc for o.. 10 kn./50 kn. 

stngc vwuld be oqua.l to tho appropriate fc.rc for 5 kns./25 lms. 

In tho cnsc of o. 5 kn./25 kn. sto..go, the chu.rgc.:-,b lc fc.rc uould be 

oquo.l to tho c.pprop~rfci.tc f<'..rc for 3 kns./13 kns., tho frc..ction 

o.t ~he ho..lf stc..gcs (2.1/2 kns./12.1/2 kns.) being rounded off to 

the next higher kilobetre under tho i1orr.nl rule on tho subject. 
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Roundin~ off Fraction 

9.19 In certain c.::tsos, it lvill be necessary t~~ round off 

fractions in tho cnlculRtod f.::tres. At present tho nanncr in 

'I'Thich .:1 fr<J.ction is tv be roundo~1 off' vnrios according to tho 

class of ::tccorr.1odq. tion .::tnd whether tho ticket has been issued 

at full fare or at reduced rate, ::tnd it is roundodoff to 
r 

tho nearest round--unit in sono cases and tho next hichor 

unit in others. Tho existinc rules need to be rationalised 

and sinplificd. \To propose that all fares - full fares as 

nlso the anounts charceable on chil<;l. tickets and concession 

(includinG P.T.o.) tickets - should be rounded off to tho 

next hichor round unit*, as indic.:1tcd beloi"r: 

C'llculated faro Shoul-d be rounded off to tho 
·--··· ,,. 

Upto. Rs.10 .oo Next hicher 5 paise 

Rs.10.Q.1 to P.i.5o ~oo··· II II 10 II 

Rs.50.01 to P.s.1 00 .oo " II 50, ' II 

Rs.100.01 to Rs. 500.00 II " one rupee 

Rs.500.01 and above II II five rupees. 

In certain cases, toroirial/pilGrin tax or Out-aconcy clnrgo ... 
nay have to be ·recovered in addition to tho rounded off faro. 

In such cases, tho total cha~ges, i·.e., tho ~oundcd· off) ·faro, 

torninal/pilc;rin tax, Out-aGency charGe etc., taken tocethor, 

should be rounded off to tho next higher five paise~ 

Mininun Fan 

9.20 Tho nininun faro for different classes in force at 

present docs not soon to be based on any principle. The nininun 

f-1.ro should locically be equal to tho faro for a certain 

distance rather than be a specific anount. Adoption of this 

systen would have tho added advantacc that the nininun f~ros 

will· st.:tnd autonatically revised vrhonevor the fare scales arc . 
revised. Tho distance to which tho nininun faro is equated. 

shouln of course be .. longor for r~{;i 1/Expre ss trains, '\'Ihich . . . ... . -~· . .. . 

*Tho roundinG off rulo enunciated above should be applied 
to all coa.chinc; tr.:1.ffic includinc; othor coaching tr.1.ffic. 
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tr~ycl fo.ster .1.:1.d stnp less often, th::m f0r other trains. Accc.·rdine:;ly, 

wo rcconncnd th~tt the nininun f.:1.rc should bo cqu::tl t~' th~ fo.rc for 

five kns in tho c::tso of~uburb::tn ::tnd Ordir~a.ry tr2ins ::tnd 35 kn in 

the c::tso of H::til/Exprcss tr.:tins. Tho nininun. fare should be , 

::tpplicnble 1 to all f2rc p.:1.y'inc passcnc;ors rocc..rdlcss of ace ::nd 

irrcspoctiV"·O of 'I'Thothcr tho ti ckot has boon purclnsod on pctyncnt 

Gf full fo.ro or nt .i concossionu.l r:1to; child tic~cots and 

concessL n o.nd PTO tickets shoulcl n:)t therefore bo issuod whore 

tho full fare for.o. ticket is tho nininun. faro. 

Relationship behroen F::trcs for niffe:rcnt \Jlu.sses 

9.21 As eXl)lainod in po.r:J.:;r.::tph 9.13, the fn.res for vnricus 

clnssos other than second Ordin.::try,would be derive~ fro8 tho 

second Ordin::try faro scale,uhi.ch is tho bnse ~calc and is equated 

to 100, on tho basis of proscribed porcont:.co rclaticnships. 
i \ 

Accord~nG'ly,_ wo-p-rcrpo·so-- that the .f.'l.ros for tho various cla~sos 

should be fixo1 on tho basis of tho indices ~ho~n bolcw with tho . 
second Ordin2ry faro scale.bein~ equal to 100 • 

. 
Clnss S'U.burb::m N on-suburbnn 

Ordino.ry r-1ai 1/E xpreR!S 

Second Class 100 100 1 !lrO 

A •. c. Chair Car 300 

First Class ~~oo ·~OJ 500 

A.c.c. .. 
·1100 

... 
At pre sent the rol.::t tionship bet1-vo-:n tho f.J.rcs for vnrious cl.J.sscs 

\{' --
varies fran one dist.::tnce stage to another. Detnils arc civcn· -in 

St:J.tonont 9.1. Undor the proposal ILJ.de by us o.bove, tho fnros for 

various classos.wil1 havo tho intended rol.::ttionship uith oo.ch 

ether at all dist~nccs. 

9.22 In suggestin::; tho indices of f::tres for different clnssos 

given above, we hnvc: ensured that o:J.ch clnss will neat its costs* 

fully. Beyond tho.t, ho,wvor, tho f.:J.ro level f'or each cl::1.ss ho.s 

be.:.m dc:tcrninod to.kinc into account o.ll other rc lcN:J.nt f;:tctors such 
. . ' . 

as the: difference in tho st.::tnd'J.rd v:(' cc:·:lfort provi dod, oncrcy 

consu.nod for .:l.Vetil-::cb lq sco. t kilor16tro · nncl tho :.:Jili ty of th-::: 

pnss;.;ncor to p,J.y tho f::1.rcs. 

*St::1.tonont 5.3, Chapter V 
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9.23 Suburban services h.:::.vo a.li:::>..ys h.:1.d tho s.J.no fare 

s tru.cturc c.s ·Ordinary P'-SS\.:11[;0 r scrvi ccs. The :por pa.ssenc;or 

kilo:J..Jtrc c•·-st .:f Eim tr-J.ins, '\>Thich cx1priso the v1.st najc..ri ty 0 1 

tr1.inn f..;r ouburb·m ::1.rca.o, is l·iV"ur tlnn tha.t ,:f Ordinary p.J.sson~cr 

tro.ins in n n-suburbc.n .:l.rc.:ls. H(~\V"ovor, the pr)pcrtion of tho 

j-:umcys porf·'rncd on sc~s n ticl<cts, :J.t hic;hly conccssicm.J.l rates, 

in Er.IU trc.ins (7·~%) is nuch ll'..rgor th:m thn.t in Ordin:J.ry 

p1.ssenc-or tr~ins ( 20~b); the lJnG tern nart;in:J.l c-:·sts Jf EiiU 

services ::>..rc also ostinntccl t' bo very nuch hit;hor .. 1·1o thcref::;rc· 

hold the view tho. t th0 pres on t . arrc.n0o::!cn t is ro.J.s )11.:lbl0 and 

pr~poso thnt it sh:uld c~n tinuc. 

9 .2!, The fr1rcs f.: . ..;;,· s~c(·ncl. cldss. Hail/Express s~ould, in ·:u:r 

vic~.,, be 40 :t:er cent hit;hor t!i.Q.n soccnd Ordino.ry fares •. Tho _cwcr:J.gc 

spood ~f ~-!:J.i.l/Exprcss trains is substo.ntially higher than thnt 
.. 

of Ordinn.l"y tr.'lins, and Jlia_il/Ex:J?ress tr:l.ins running lntc ~oncr:J.lly 

cot pre c.,;dcnco over Ordinary tr.'l_in s. Besides, lviail/EXl)ress tr:::l.ins 

nor.::ally hn.vc !\ower .1.nd bettor ::minto.inod c0a.ches th.1.n· Ordinc.ry .. ·. 
tro.ins; they nrc :tls o beinG' incrc.1.sinsly r...auled by dies-el :L .. cos 

o.nd this inv;Jlvos usc :--f scarce -~·il fuel •. 

9.25 Uc c;·nsi.dor that first· class Unil/E:Qro~s fares should 

be fixed nt five tinos th;:; soc -nd OrdinD.ry fares. This would 
-~ . 

nean the. t first· cln.ss I·bil/Ex:prcss f'1rcs will bo a little QVOr 

350 per cent :of the scc~~nd · clD.ss :Ho.il/Exprcss fares ap.d this is 

considcrod tv- be rcascn:J.blc. Uhilc nn.kinr; this rcco~ondati.i:m, 

\"to have t:J.kcn note of the fact that, over tho past dccD.dcs, first· 

class f.:1.rcs have risen.nuch f.:'.stcr thnn scc·_,nd class. Mail/Expr~ss . : . ~· . . . 

f!'l.ros (Sec Stn.tc:::10nt 9.2), whilcthG·standD.rd {)f qonfort lJrovidcd 

hD.s boon onh:mccd in seccnd class and -reduced in first -class 

(See Stn.tencnt 9.3) • In our view, tho faro for first class Chair 

Car :m Jl1a.il/Express tre1.ins should be the sane as .that for tho 

c::mvonti-...-.nnl first clnss as at present. 

9.26 At present first clo.ss· f['.ro is the ~.:~.no fer b,)th 

Ordinnry nnd !-1o.il/Exprcss trains. It sccns to us trot a 

difforcnco between the two wa~ld be justified for tho sane 

rc-:\s.:>as l·rhich nocossi t::-. to a. difforcncc in tho second 

4)rdin:J.ry and soccnd Hail/Express fD.rcs. Tn.kint; into account 
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tho differential in soc nd nnd first cl.J.ss Nail/Sx::~ross fnros, first 

clo..ss Ordil!-ary fc.ro sh-::ulcl be fixed at, BCLY, 350 per cent of tho 

soc·md Ordin:try fnro. Huiwvor, first cl::tss Ordin::try .is pntr~Jnised 

· lnrcoly by season ticket h·Jldors nne: so.J.scn ticl:cts ::trc :;?riced -:'.t 

hiGhly concossion::tl r::tcs. Secondly, ncc;:.,rdinc to cur survoyf 

thoro is n~~ such difference in tho incono of first clnss 

pa.ssongors in Ordino..ry tr.1.ins o.ncl !·1nil/Tix;?ross trains. A. hie her 

differential would be justified by tho circunstancos of tho c.:J.so 
· class 

and, tho roforo, i·To ro cocnoncl thn t firstLOrdinnry :f'nrcs ohould be 

fixoa. at -~00 per cent of tho second claos Ordinary fares. 

9.27 A.C. 2-ticr sleeper is treated as first cl:::tss a.nd tho sn;·1c 

f.'1.ro is therefore charccd fer .it o.s for first class Hail/Zx:;?ross. 

This is.not unreasonable considering tho rcla.tivc c~sts nnd 

standards of confdrt and provides soco flexibility for beth 

passengers and Rnilway adninistr~1.tions. Our survey* hns shovm thnt 

37 per cent of tho.passoncors prefer AC 2-tier slcc:;?or to tho 

conventional first clfiss. However, tho proforcnco fer AC 2-tior 
,. 

sloe per is undcrs·tandably nora pronounccc1 in tho surmcr r.10nths CLnd, 

folluvlins tho 'penk· hour' nppronch, it ivould be justifiable to 

charge noro for it ~n that period. Accordingly, 1vo rccccnend that, 

whi;Lo tho f3.ro sce1.lo. for first clnss Nail/Express should continuo to 

npply to AC 2-tior sloo:;?cr CLlso, during tho nonths of ~pril to 

Scptonbcr. AC 2-ticr p&asence:rs should be required to pCLy a sup]lO::JentJ.ry 
J . 

charco atth.'e.rate of Rs.15/- (1.0 pe~ cent of the f::..ro forOOO kns) 

for journeys upto1000 kn and P.s.25/- (10 per cent of tho f."1rc f:::r 

1500 ·lrns) for lonrror journeys. 

9.28 T8.king into nccount tho fnres vTO CJ.ro succ;ostinc; fer ether 

classes, uo consider thnt A.C. Chc.ir C:::.r fnre'shoulcl be 375 por coat 

of tho second Ordino.ry fCJ.ro. At this levol, it 1vill h~vc: th-::: SJ.:.~e 

:c:oln tionship with first clnss HCLil/Expross f'l.ros ns it had nt 1 o:> kns 

on 1. 4.1970 uhon tho fnro structuro for upper clnssos lf:l.S r:1.tion::.liscd.. 

Kuwovor, at this luvol. tho increase in ~.C. Ch::tir Car f:::.res will be 
' 

relatively nuch noro than in other clo..ssos. This situa.ticn (which h~s 

o..rison fr,;,n tho incro~so in li..C. Chc..ir Cnr fn.rcs in roccCJ.t yo·:.rs h':'XL"'lc,· 

* Table 0.20, Chnpter VIII 
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bc~n much less than in any other class except second Ordinary) 

is unavoidable. Our· survey also shOli"S that, of the ..l..C. 

Chair Car passengers : 

67 per cent had an income over R3.1000/-(lr2,per cent 

from 1001 to 2000 and 25 per cent over 2000/-)* 

- 56 per cent were travelling on business/duty+ 

31 per cent ctated that they would not be affectea 

by increase in fares.@ 

It should be possible _therefore ·for the majority of the 

A.C. Chair Car passengers to.pay the higher fares proposed. 

above although there may be g· tempor~y deciine in the demand 

for this class, or some 'trading down', i.e., shifting to 

second class, following the increase. Nevertheless, 

apprehensions have been expressed that the large increase in 

fares uhich the 'level of. 375 per cent o~ s~cond class Ordinary 

fares uould. entail would result. in an unacceptable burden for a 

substantial seGment of A.C. Chair Car passengers; and cause 

permanent decline in the demand for this class. It has been 
J 

I 

pointed out.in this connection that 23 per cent of A.C. Chair 

Car passengers surveyed 1·1ere trayell.ing on family \>(ork 

(marriage, death, 'meeting relative, etc.)+ and 26 p~r c~nt had 
1.• . 

stated .that they would not travel in .this class it: the fare is. 

increased~ While we do not share the view that the fare i~crease 

suggested by us would result in a permanent decline, t·Te are 

inclined to feel that the proposed increase could be made in 

phases, and thus the impact on the users reduced. Accordingly, 

we recommend that the A.C. Chair Car fares ~ay.be fixed at 

the level of 300 per cent of the second class. Ordinary fares fo: 
in stages . 

the present, .and later raisedLto 375 pe:x- cent. \oJ'e .do not 

consider that it would be proper to suggest a separate taper 

pattern for fuis class only. If there is a decline in demand 

for this class eve:q,at the level· o.f 300. per cent of second 

class Ordinary fare, and it continues, the accommodation 
., 

provided should be .reduced wherever necessary. It· wo-uld not-be 

proper to charge an unduly lot'f :price for such a service. 

*Table 8.03, Chapter VIII; 
@ Table 8.18, Chapter VIII. 

+Table 8.09, Chapter VIII; 
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9.29 
nuch b.:;tter .~ff th.rm others nnd f.l.)rc , ften -Ghc.l.1 n, t tr1.vol ·-~n business/ 

duty. Our survey reve.:ll,;d thnt 82 per cant* h::tcl :1.11 inc_:.r:.o over f(3.2'JC'J/

p0r n~nth ::tnd. D5· per cent+ wore tr.1.vcllinc on busi:::l.oss/cluty. In tho 

licht of thccc dn.t:1, wo c:,nsidcr th::.t ~-.. cc faro si.L:ulr1 be fixed :::,t 1100 

p0r cent cf tho soc:-ncl Orclinn.ry fc.ro. ll.t tho pr-:Jpos(.Jd lovol, :~cc f1.ros '. 
will also be br::.ttdly cc,r.:pn.r::.blo uith n.ir f.'l.ros .1.lth u;3h, c.s sto..tod by 

us elsewhere~ airlines nrc n lOt usually tho .::tl tcrn~tivo LDdo ·Jf 
the 

tr::.nsp,:;rt for/ooct· of the people \vh·_; trn.vol l'..CC. 

C:·rT?'lri~n :!f E xistinr:; cmd pr,Jposod F.1.res · 

9.30 StJ.tonent 9-.,~ sh~\vs tho' proposcc~ second cla.ss Ordir.a.ry fnres 

in juxta-position with tho existinc f:cros at e1.ch lm. st-1.co u::_:>t8 100 kos. 

St::J.to:J.ent 9.5 con::~nros· tho prop·.)socl f1.res cln.ssuiso ui th the 

existing f1.rcs :J.t cortrdn<dist::J.ncos fron 100 to 3000 lens. 

Stnto!'::cnt 9.6 ·'Jrint;s ':;ut the ·cl['.sm·Tiso clifforenco botl-Toon the 

prcposc'~- fn.res n.ncl existing f-1.rcs bohvcon cart ~in pairs nf pc•ints 

where thoro is c~·nsiclor::l.blc tra.ffic. 

Stn. ter:wnt 9. 7 cnnparos the pr.JpJsocl f-:'.ro fJr c:J.ch cl::-,ss with tho 

existing faro a.t the dist:J.nce c,;vored by tho· f'.Ver::tco j ~urncy in tho 

cl:J.ss. 

Rn..idho.ni Express 

9.31 Tho Rn.jdh:J.ni Express, vThich is a class by its.;lf in roc;nrd t:• 

both speed nncl c,)lJf ·rt, h:.s n sep.:lr'l to fare structuro ()f its own. Tho. 

s:pocial Rc.jdha.ni f2rcs (excluding r.w::tl ch.1.rc;es and. roscrvo. tio~ fcos v:hich 

::tro included therein) nrc hichcr th::m tho regular 1-bil/Expross f::tros but 

tho difforcmcc is onl~r f:-:ur to 11 por cent in the oase .:;f A.C.C., o.nd 

1:t to 29 per cent in tho· case of A.C. Ch::tir Car, f.'r different p::tirs "f 

points. It appears thn.t th0 f'lrc:sft' ;r Ha.jdh.::tni :Cx)rcss ho..vo boon fixod 

un o..n nd .h.£Q ba~is. \·Ic consic'l.or that a hic;hor fRrc diffor-.;ntial boh<ocn 

Rajclhani and 'Hail/Express. trains >-IOuld be justified by tho cliffcroncos in 

tho costs and tho standard of confort provided~. Uc also co::.1sidor that 

th0 porcontace difference bctvocn tho special Rajdhani fares and tho 

rot:,ular Mail/Expross fares should be the sar:,; for all :;airs of :~oin ts. 

Accordingly, vro rcco:-concl that Rajdhani Express fares ( o:ccl uJinc :-:cal 

charges and rosorva tion ·foes) should. be fixed on the folloivinc l:J::tsis: 

.:~.c.c. Roc.;ular faro IJlus 20 }JOr co!lt 

A.C •. Cbair 
Car - Rocular f:trc plus 33.Y3 

*Table 8.03, Cha.ptor VIII • +Tab lo 0.09, CL'..:;tcr VIII • 
@Para 6.06, Ch.1.ptcr VI. 

per cont. 



9-17 

Su-perfast Train surcharge 

9.32 ..:l. supplo::10n t to th-.; re.:;ular Ilail/Ex)rcss fare is 

ohart;ed for travel by certain s::_Jocificd 11 superfast" trains which 

arc fast0r and J?rovidc a hich0r standard of confort than other 

Hail/Express trains. The charc;c is levied to discourar-·o 
"' 

:passencors usinc these trains for short journeys {an:l is 

therefore at a flat rate irrespective of tho distance 

travcllcd),bcsidcs covorinc tho additional costs involved. 

9.33 Tho existinG rates data back to 1.:t.1973 vrhcn tho 

surchart;o l·ras first i:-1:posod oxcc:)t that tho char~c for soconG. 

class l'las oriGinally P.s.1 .50 and uas reduced to Ro.1.00 with 

effect fron 1.: •• 1973. ·.In our view, tha existinG charGe is 

not adequate. Our survey* has shown that superfast traiu 

passoncors attach considerable: vaiuc to savinL; in tiDe and 

standard of coufort - 73 per cent had svloctod a superfast 

train to sav.:; tine and 21 ?Or cant boc:J.us.:.. it uas :.lore 

confortablc. ConsiC!.crinc·tho r:arkcd corisuncr prefor;:;nco 'for 

these trains, we considsr that; tho s1.:rchargo should bo incroaso.d 

at least to an anount roushly:cqual to·1o per cent of tho faro 

(including sleeper surcharco at 25 per cent of basic fare whore 

applicable) fo~tho average journey. Sat·out below i& tho 

auount of charge which lve ·propose in juxta-position ui th tho 

cxistin~ charco: 

Class 

-"...c.c: 
First Class 

~· .. c Chair Car 

II nd Sleeper 

lind Sittinrr 

S 1 co -po r Ci.1a r ;;q, 

9.34 A second 

coach during nicht 

ap~ropriatc faro. 

Existinr~ Proposed 
Rs •. P.s. 

10.00 25.00 

5.00 12.00 

3.00 12.00 

1.50 6.00 

1.00 2.00 

... . 
class passcncor who travcls in a s'i.c'opcr 

hours is chart;cc'c F.3.5/- in addition to the 

This sup~JlcDont to the ·re~"Ular faro is nadc 

*Table G.19, Chapter-VIII 
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in consideration of the. f.ollo~v-inG: 

9.35 

i) A sleeper co<:.:.ch ontail::> loss of rcvonue be cau::;c its carryinc 

capacity is less than that of a cen0r::tl service coaah; 

tho additionnl facilities, includinG a TTE )rbvidod in it, 

also involve additional costs. 
'I 

ii) The passenger cots slocpin,r~ acco:..cr.loda tion and certain other 

facilities· which arc not available in the conora~ service 

coach; further, as only reserved acconnodation is provided 

in thu sloe~0r coach, there is loss likelihood of 

over-crowdinG in it. 

Tho do:.:and for sloo:;_:>or acconr:.odation exceeds o.vailabili ty 

and there arc usually lone waitinc lists. Of tho sl0opor coach 

passc:::J.gors covorod by our survey* 1 60 per cent had an incono rJ.ncinc 

fron R-::.501/- to evor Rs.2000/-. It 1v::ts tho GCnornl vio-vr of nlnost all 

we ~ot in tho course of our enquiry that ·the slec,or charees need 

to be increased substantially·. 

Tho charGe is levied on a per jo~rnoy baGis 3.nd, therefore, 

a passcnc;er pays the sm.:::; anount irrosJoc.tive of liThothcr the journey 

covers one or nora nic;hts. T;Jo think that a l~.::tss .ncar uho enjoys 

tho facility for noro thctn 0110 nicht shoulc1. reasonably expected 

to pay a larc;er a!1ount. It is true that in son.J cases thc/.iournoy 

can bo perfornod in one ni::;ht by one train '\Jhoroo.s it to....l.c<.::s tuo 

nights by another train~ Hm·rovor, tho :;_:Jo.ssonger uho tr.:tv·ols by .tho 

luttcr train docs so probably because it is tho nora convonion t ,train 

for hin (for cxanplc, in rot;ard to tho tine of arrival or departure). 

In our viou, tho charco for tho first nicht. should _be rouchly equal to 

25% of tho Mail/Ex:,rcss far0 for 50Cl h1s "i'Thich io about thc dis tanco 

vThich can be travelled in a. hwl vo-hour period. Tho c:b.arc;o for 

subsequent i.J.i,r;ht( s) could, however, bo lovTOr. Accorr1inc;ly, uo 

rocor.mond that tho sloo:por surchareo should be cnlnnced to F;;;.O/-

for tho first nicsht and Rs.5/- for each subs0quont nicht. 

Roscrvo.tion Fee 

9.37 Rcsorvo.tion of sc.:tts/berths involves SJ?OCi.J.l nrr::ti.l.:;0:·~cnts .:sd 

a fcc is therefore levied therefor. It has b~a~ ro~rcsantcd to us 

by Ro.ihray ac.ninistrations. and ~lC~:-.litt::;rl by nor:.bcrs of tha lm'Jlic, 
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that the exist in& sc3.lc of roscrva ti_on foes is very low· •. 

particularly in tho case of the second class. Ue propose that 

thJ reservation fees be increascd us shown b0low: 

Ist Class 

"·~.c. Chair Car 

.. Znd,.Sleeper Cq_ach 
... . .. ~ . _:::.; ~·-· . . . . .... 

- General Service Coach 

Existing 

Rs.5/

P.s.2/- ~ 
Rc.1 /-

25P 

25P 

Proposed 

Rs.O/-

Rs.4J
Rs.2/

Re.1 /-

In the course of our enquiry, w·c hoard a nunbor of 

conplaints rerrardinc the efficiency of the reservation systen. 

Tho enhanced rescrvation fees we arc sut:;t:;,~sting above should 
. . 

nake the reservation operation n9rc Qr le_s_$: scl.f-supp<:Ji•ting.· .. 

It .is ,our fiopothat·.thi~ -~:i~i ~~bl_?. the. J,la;i.lways to-~ake . 

effective arrangencnts for reservation and thus avoid 

con::?laints. 
I 
I 

9.39 Tho sitting capacity of a first class conpartnont 
. . 

is nora than tho nunl)er of berths in it. "It has,_thereforc, 

been laid down that when berths arc reserved for passengers, 

tho intention ~s.to provide sleeping acccinoodation between 

9-{) p.n to 6-0 ~.n .•. Sol:l:l"iE:G Ela,. tinm and fran 6-00 a.n. to 

9-00 p.n •. tho passoncers concerned nust, if required, nakc roan 

for other passcneers in the. cor:partnent upto its narkcd seating 

capacity. In vie:w of this, when a passonger holding tickets 

equal to the nunber qf .berths in tho conpartnent lvishes to have 

oxclusi Ve USC of· the CODj_)artr.le_nt durinlj the day tine also, 

he can reserve the entire conpartnont on·paynent of the 
following charges. This facility is ava~-~ablc .. only '\'Thoro tho 

journey excc~ds over 480* kns; c~rtain high Govornnent officials 
' . 

can ho'I'TCver reserve a conpartnent for shorter jo'..l.rneys: 

2 berths conpartncnt 

tr berths con;artnont 

5 or 6 berths 
conpartnont 

Rs. 
Rs. 

P.s. 

15/-

24/-

36/-

Those charges have boon in force sinc.c April, 1970, ~nd have· 

not boon increase'~ in spi to of' considerable increases in the fares 

since then. 

*This odd ficure r:ay bo rounded off to 500 lm uhcn tho 
rules arc revised. 
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9,4J Uo Hondor uh:;thor, 1·1:10n tho nccouiloda tion :.~.vnilnblc in 

tho trnins J...s in:t.d.oqunto ns J.t present, it is roJ.son::cblc to rcsurvo 

a conpartncnt in this nannor ;:.t nll, thus ror1.ucinc-; th-.; cr..rail:.t.blo 

ca:i)aci ty durin(; tho clay tiao. In o.ny C·J.So, tho rosorv::J. tion fcc 

should broadly reflect tho rosultnnt loss of incor~o clurinc, sJ.y, 

a 6-hour :period ( incl ud inc superfast train sur charco uho r...: duo) • 
. 'I 

Accord~ncly, uo suc:_:cst tl1at thv foe bo enhanced CLS follous: 

2 berth con~nrtnont 

5 or 6 berth cor1partr:ont 

1-~ai 1/Exproes trains .Ordinary tra,!£!! _ 
Su?orfast Othors 

R3. P.s. Rs. 

co 
160 

60 

120 

100 

30 

Go 
go 

General Provisions Govor:i:linr; Su~ii)lonentetry and IJ[isc. (Jhc"r;;os 

'Incic~onco of charr;os: In our vimr, tho follo;rinc co11:ral 

provisions should covorn sul'J!lcr.:.cn ts to tho roculo..r far:- for· 

sloopinc; nccor::..nodJ.tion in secane~ class an'' tr:J.Vollin.:::; in :::>. 

superfast train, and the fo-.; for resorv1.tion of so:lt/borth, uhcro 

tho rolovnnt f:t.cilitios arc availed of: 

i) Every faro ::~ayinc passoncor slnll pay tho chJ.rco nt 

tho full ra to, roco..rcllos s of ago and ovon when he is 

entitled to a concession in tho faro. Accordingly, 

tho supplonon tnry charco should be paid in full by a 

child under 12 years of :t.go, and also by J. passcncor . . 
vrho travels on a ticket purchased in ox chango for .:tny 

concession order including n P.T.O. 

ii) In each cnso tho chnrt;o is f r a continuous jorrney, 

including by con:1octing trains. 1~ )3.Ssonc;or who bro:1~cs 

journey .212 route nust pay sopnrn to charc;os to CLDcl fron 

each point of stop-over, o3.ch onwnrd journey being 

treated as a fresh journey. 

Those provisions nrc gonorally observed but nooJ to be fully 

incor 'orated in tho tariff. R.:tiluay o:.:j_)loyoos trnvcllinc in StQcr

f:'!.st tr~ins on tickets 1)Urc'1nsocl at reduced ratos Ol'. tho :-tuthori ty - . 
of Priviloee Ticket Ordors arc, however, spacific.:tlly axc~~tod froo 

i'ayinc tho superfast tr:1i:1. surchnr·.:;. 'T'bilc: t~-:. .:c~~ount of t~h: 
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f~ro to be p~id by such ~ person is a m~tter of privilege, once u 

ticket is issued it is treated as nn ordinary ticket in all respects 

and this is m.'l.de clear in tho Conference Rules. Rniliro.y employees 

travelling on such tickets nrc required to pc.y tho rcsc~tion fee 

and the sleeper chnrgc; it uould seem incongruous,to scy the.least, 

to exempt them from payment of the superfast tr~in surcharge. 

Accounting Prncti£Q 

9.42 Ue understand thc.t,in the case of traffic intcrchcngod 

botuoen Rniluays, the b2.sic fare is npportione d betucon the R.'l.illmys 

concerned in proportion to distance, and tho supplementary charges 

(superfast chnrgos nnd sleeper ch~rgos) and tho miscellaneous charges 

(rosorvntion foes) are retained by the forw-arding Rail>tay. 
' 9.43 ~lhilo the termi~l expenses nrc entirely borne by the 

forunrding Rniluc.y, the line haul costs nrc incurred by tho different 

Railunys concerned in prop'?rtion to the distances over which the 

traffic is carried over each Rai l•m.y. In tho light of this position, 

we would suggest that : 

the fixed charge included in tho basic faro ( uhi ch is 

intended to cover tho torminnl expenses, such ns ticket 

issue nnd co llcction, l'<hich vary more or less in direct 

proportion to tho volume of traffic) ns nlso the reservntion 

fee, sfinuld be retained by tho forwarding R~ilway; 

tho superfast trnin surchnrge nnd the sleeper charge should 

be apportioned between the Raihmys along with the basic 

fare less tho fixed charge. 

The fixed charge mentioned in the fare uould amount to 

Rc. 0.25 for second Ordinnry, Rc •. 0.35 for second Mail/Express, 

Re. 1.00 for first Ordinary, ~ •. 1.25 for first Mail/Express, 

Re. 0.75 for AC Chair Cnr and ~. 2.75 for ACC per journey. The 

amounts to be retained by the forw·arding Raihmy can easily be vmrkcd 

out by multiplying these amounts by the number of tickets issued. 

9.44 It may nlso be considered vrhethor it vmuld not be more 

appropriate to allocate reservntion fees to passenger earnings 

instcnd of to other coaching e~rnings as at present. 



St:J.tcncnt 9.1 
Pcrccnt~~c relationship of existinr, fares for different classes to Secon1 Cl~ss Ordinary fares 

~ 
Second Class t Second Class : Air-conditioned' First Class I Air-~..onditionod 

{ Ordin:1ry} I (Mail/Express). 
I I 

Distance I 
Chn.ir Car I Class Dist.:mcc 

~ Faro I Index 1 Fnre :Index ;Fnre !Index I I' nrc I Index I F::tre : Index : t 
I 1 

1 • 2: 3. ~ J 5. t 6. I 7. I s. I g. I 10. 11 • I 
.. ,. . t 12 

" Kn.,. Rs. Rs. Rs. Rs. Rs. Kns. 

100 lr e05 100 5.65 1 1',0 17.00 .:'r20 28.00 691 53.00 1309. 100 
200 7.75 100 10.25 132 2.'~ .50 316 43.00 555 76.00 981 200 
300 10.80 100 1 ... 0 50 134 33.50 310 61.50 569 102.00 ~J,4 300 

:.oo 13.75 100 13. ·~0 13~~ ·::". 1.00 298 75.00 54S 12 ~.oo 902" !,.00 

500 16.75 100 22.50 134 .'~8~00 287 88.00 :z.s 160.00 955 500 
600 19. ~0 100 27.00 139 56.50 291 107.00 552 200.00 103~ GOO 

700 22. )·) 100 30 .1',0 138 C1.50 280 117.50 534 219.'0() 995 700 
800 21,~55 100 ::n.8o 138 66.50 271 129.50 527 251.00 1022 800 
gdo 26.80 100 37.75 141 7 3.50 274 ·143.00 534 270.00 1007 goo 

1000 29.00 100 ,~o .1,5 139 7<3 .50 271 153.50 529 300.00 1li )i~ 1000 

1100 31.28 100 .; .. ~. 70 1 !;.3 05.50 273. 171.00 547 322.00 1029 1100 

1200 33 0 !;.0 100 Lr7o!r5 1 ·~2 80.50 271 181.50 5t,3 353.00 1057 1200 

1400 37.50 100 52.70 141 100.50 268 2011,.00 54·t fl, 1 o.oo 1093 1400 

1600 41.70 100 ~3.80 141 112.00 269 229.50 550 ·~87 .oo 1168 1600 

1800 45.70 100 6?.50 139 120.50 264 2L',8.00 5'~3 530.00 1160 1800 

2000 19.80 100 Gd.15 137 12s;oo 25T 265".50 533 563~00 1130 2000 

2200 53.90 100 71~.05 137 139.50 ~59. ~87.00 532 596.00 1106 2200 

2fl,OO 57.95 100 73.50 135 1 t1,7 .oo 25·~ 30·~.00 5~5 629.00 1085 2400 

2600 62.05 100 8<", .1 0 135 155.00 250 321;50 518 662~00 1067 2600 

2800 66.10 100 88;55 134 163 .oo 2·~7 340.00 514 695.00 1051 2800 

3000 70.20 100 o;.oo 132 171.00 24Jir 357.50 509 728.00 1037 3000 

·-- ... 



250 

500 

1000 

Statement 9. 2, 

* ~atio 9.! I Class fares to !!Class rTLE fares fr9m. time; to time · 

(Fieures in brackets show the indj_ces of· fares) ,, 

4.87 
( 1 00) 

9. 7 1~ 
( 100) 

13 .. 00 
(2 67) 

26.00 
( 267) 

5.10 
( 100) 

1 o.oo. 
( 100) 

19.48 52.00 18.10 
(100) (267) (100) 

14• 75 
( 289) 

27.75 
( 2'18) 

8,.10 
( 100) 

15~·85 
( 100) 

26.50 
( 327) 

50.50 
(319) 

52.00 27.80 90.50 
(287) {100) (326) 

12 ;70~·1)2.00 
· Upo) {409) 
. ~ ' . 

22.50 88.00 
(100) (390) 

40~45 153.50 
( 100) ·( 379) 

@.1 Second Class redesignated as 1st Class from 1.4.1955~ 

*Mai 1/Express 
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Stand~rd conforts and facilities in First and Second Class coaches in 1978 

c.s conpared with those in 1948 

1. Area of coach (Sq.n) 

2. No. of passJnGors to sent 

3. No. of passon~ers to sloop 

4. Cushioned ~crths Jrovided 
cr n::>t 

5. Hip width ot scatE (nn) 

6. Depth of scats (on.) 

7. Supply of electricity 
fur coa.chc s 

c. n 0 • ~,-(' fans 

9. Lichtinc in conpa.rtncnts(Lux) 

10. \htor tank ca]_Xl.city(litros) 

11. \l::sh b~sin 

12. Mirror & bholf 

13. Bcdy side doer nnxinun 
clotu opening (nn) 

14. Window shutter 

15. Bars en window 

B.G. 

60.5 

33 
22 

Yes 

610 

660 

First Cla.ss 
1948 

f M.G. 

42.0 

27 

18 

Yes 

610 

660 

! 
! 

c6achQ..~~-
1978 

B.G. 

63.28 

39 
26 

Yes 

535 

660 

' 
Second Cl::tss Coaches 

1948 
M.G. B.G. 

48.81 60.5 

30 .96 

20 38 

Yes 

535 

660 

{ lrO%) 

No 

495 

440 

' M.G. 

42.0 

68 

27 
(4~) 

No 

495 

I 

! 
1978 

B.G. 

~ 63. 2S 

90 

75 

I M.G. 

!rfJ .81 

64 

48 

Tho3c o.ro cradunlly 
being provided. 

495 

535 

~~95 

535 
Generators provided in all 

First Class coaches. 
Gonora.tors provi- Generators provided 
dod in 50% of in o.ll co2.chos. 

1-pcr 
berth 

40 

225 
to 
270 

Yes 

Yes 

635 

1-pcr · 
berth 

.?2~ 
to 
?70 

Yes 

635 

Ordin:ny Glass 
a.nd vonoti::tn 
shutter. 

Yes Yes 

1-pcr 
berth 

coa.chos. ·1-pcr 
berth .. 

30 - 30 15 15 

225 
to 
270 

. 270 . 270 
to to 
455 !r55 

·Yes · Yes 

Yes Yes 

685 685 

Bo.la.ncin~ 
GLlSs o.nd 
vonotio.n 
··shutter 

Yes Yos 

225 
-to, 
270 

Yes 

Yes 

635 

Yes 

Yes 

OrdinJ.ry class 
o.nd vonctia.n 
shutter 

No· No 

2-per 
ba.y 

20 

270 
to 
455 
Yes 

Yes 

685 

2-por 
bay 

20 

270 
to 
455 

Yen 

Yes 

685 

Bo.lo.ncinc c;lnss 
nnd vonotio.n 

shutter 

Yes Yes 
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Second Class OrQ.im.ry f:1ros UJ2tO 160 kris. 

·-.. 
.. t Second Class Ordi.nn.ry:D~ t · · s·econd Class Ordinary D istnnc_o t 

I E . t . . 1 P · ..., d ... , 1 s nne c Existinr; I Prot>oscd ... I :XJ.s 1n,n; , roposo , . 

1 " ! ' 2~ I 3! ' 4. 5 ~- 6; 
·Kns. Rs. Rs. Kns. Rs. Rs • . 
1 0.30 0,.50 2G 1.25 1 .55 
2 0.30 0.50 27 1.25 1 .60 

3 0.30' 0.50 28 1~~0 1. 65 
~ 0.30 0.50 29 1 .30 1.70· "r 

5 0.30 0.50 30 1 •. 30. 1.75 

6 0.30 0.55 31 1 ·'~5 1.80 

7 0.35 0.60 32 1. 45. 1.85 . 
8 0.35 0.,65 33 1.55 1. 90 

9 0.35 Q,. 70 34 1 ~~5 1.95 
10 0 .~~5 0.75 35 1. 65 2.00 

11 0-.1!-5 o.so 36 1 .65 2.05 
I 

' 12 0.50 0.85 37 1.70 2.10 

13 0.50 0.90 38 1.75 2.15 

11]. 0.55 0.95 39 1.75'' 2.20 

15 . 0.55 1.00 40 1.80 2.25 

16 .0.60 1.05 41 1 .80 2.30 

17 0.65 1 .1 0 .-,.2 1.90 2.35 

18 0.65 1 .15 43 1.90 . 2.!;.0 

19 0 .. 75 1.20 44 1.90 2. t1,5 

20 0.75 1 .25 ' !:-5 1 .. 95 2.50 

21 0.85 1. 30 tl6 1.95 2.55 .. 
22 0..-85 1.35 ·t;.7 2.00 . 2·.60 

23 0.8.5 1.10 48 2.00 2~65 
.. . . 

2-'t 0.90 1. !,5 il,9 2.05 2 .. 70 -

25 0.90 1.50 50-. . ·2 •. 25 2.75 



S t.o. te:-18n t 9.4 (contcl.l 

'Second Cl::J.ss .. Ordinarz I ' Second Clo.s3 Ordin2ry 
Distnnce ' :Distance ' 1Existint! ' Proposed l.[:;z:istin,q; I Pro nosed 

s~ I I I 

7. 9. I 10. _ _L....!_L__ ' 12. 
Kns. Rs. R:;. Kns. Hs. . -Rs. 

51 . ,2.!r-5 2.80 76 3.25 ·~.05 

52 2.50 . 2.85 77 3.30 .~.1 0 

53 2.50 2.90 78 3.~0 .; .• 15 

54 2.55 2.95 79 3.30 ·1.20 

55 2.55 3.0) 80 3 .1';-5 ·~-. 25 
.. 

56 2.70 3.05 81 3.53 ~~.30 

57 2.70 3.10 82 3.65 !'r .35 

58 2.70 ).15 33 3.65 ·~.40 

59 2.75 3.20 84 '3. 70 t1r•/r5 
' 60 2.75 3.2 5· 85 3.70 4.50 

61 2.90 .3. 30 36 3.70 ~~~55 

62 2.90 3. 35 . 07 3.75 tr:6o 

63 2.95 3 .!r-0 88 3-75 ·~. 65 
-· 

64- 2.95 3.45 89 3.80 .~. 70 

65 2.95 3.50 90 3.80 iJ.'. 75 

66 3.00 3.55 91 3.90 ,,_.30 

67 3.00 3.60 92 3.90 ·t.85 

68 3.05 3. 65 93 3.90 <t.90 

69 3.05 3.70 9' 3.95 4.95 

70 3.15 3.75 95 3.95 5.00 

71 3.15 3.80 96 t, .0') 5.05 

72 3.15 3..85 . 97 ~~.00 5 .10 

73 3.20 3.90 98 ·~ .05 5.15 

7 /~ 3.20 3.95 99 4.05 5.20 

75 3.25 ~~.OJ 100 4.05 5.25 



Ku. 

100 
200 
300 

~-00 
500 
600 

' 700 
800 
900 

1000 
11 0') 
1200 

1 <~00 
1600 
1800 

2000 
2200 
2400 

2600 
2800 
3000 

Rs. 

4 .05 
7. 75 

1\•.80 

13.75 
16 .75 
19 . -1) 

22.0.) 
2flr 0 55 
26.80 

29.0) 
31.25 
33. 40 

37.50 
41.70 
45.7') 

49.80 
53.90 
57.95 

62.05 
66~10 

70.20 

Rs. 

5.25 
9.70 

13.70 

17.60 
20.90 
2 ,~ .1 0 

27. 40 
30.40 
33.20 

35.90 
38.50 
( 1.20 

46.20 
51.50 
56.50 

61 ~50 
66.50 
71.50 

76.00 
81 ~00 
86.00 

Rs. 

28.00 
47J.OO 
61.50 

75.00 
bB.OO 

107.00 

117~50 
129.50 
1 (3.00 

1?3 .50 
171.00 
182.50 

20<t.OO 
22J.50 
211~.oo 

_ ~C5.50 
287.00 
30 ~.oo 

321.50 
3,~o;_oo 

35~.go 

Rs. 

21.00 
38.70 
55.00 

70.50 
83.50 
96.50 

110.00 
122.00 
133 .oo 

144 .00 
154.00 
165. 00 

185.00 
205.00 
225.00 

245.00 
265~00 
20~.00 

304.00 
32 tr.OO 
344.00 

Rs. 

5.65 
10.25 -14 .50 .• 

18.40. 
22.50 
27. 00 

30. 40 
33.80 
37.75 

40.45 
44.70 
47.50 

52.70 
58.80 
63.50 

68.15 
7 t, ~05 
78.50 

84.10. 
88.55 '. 
93.00 · 

P.s • . 

7.35 
13.60 
19.20 

. 2tr·. 60 
29.20 
33.80 

38 •. 30 . 
'42 .60 
!'+6 • trO 

50.50 
54 .00 
5·s.oo 

65.00 
72.00 
79.00 

86.00 
93~00 

100.00 

1C7.00 
114.00 
121 .oo 

Rs. 

28.00 
43~00 
61.:)0 

Rs. 

26.30 
48.40 
68.50 

75.00 88.00 
88.00 105.00 

107.00 121.00 

.117. 5(:} i 37".00 
1 2 9 • 50 1 52~ 00 
1 4 3 • 00 1 66 • 00 

1 53 • 50 1 80 • 00 
171.00 193~00 
181.50 206.00 

204.00 231 .oo 
229.50 256.00 
248.00 281.00 

265.50 306.00 
287~00 331~00 
304.00 356.00 

321 .50 380~00 
340 .oo 405 ~00 
357.50 1';-30.00 

. Stutcocnt ·9.5 __ 

Rs. Rs. 

17.00 15.80 
24.50 29.10 
?3 • 50 . 41 • 10 

41.00 
<~8.00 

56.50 

6t~50 
66.50 
73.50 

78.50 
85.50 
90.50 

100,..50 
112 .oo 
120.50 

128~00 

139.50 
147.00 

53.00 
63.00 
72.59 

82.50 
91.50 
99.50 

108.00 
116.00 
124.00 

139.00 
15 4 ~00 

169.00 

184.00 
199.00 
214.00 

155~00 228.00 
163.00 243~00 
171 .oo . 258.00. 

Rs. Rs. 

53.00 58.00 
76 •. 00 . 107 .oo 

102.00 151.00 

124.00 194.00 
160.00 230 .00 
200 .oo ·265 .06 

219.00 301.00 
2 5 1 • 0.0 3 3 5 • 00 
270.00 365 ~00 

300.00 395.00 
322 .oo ~- 2 3 .00 
353.00 -'1-53 .00 

410.00 509.00 
487.00 56 ,~ .00 
530.00 619.00 

563~00 674.00 
596.00 729.00 
629.00 784.00 

662.00 835.00 
69s.oo ~9o.oo . 
'7'28~00 945.00 

Kn. 

100 . 
200 
300 

,_.,rOO 
500 
600 

700 
800 
900 

1000 
11 00 
1200 

1400 
1600 
1800 

2000 
2200 
2400 

2600 
2800' 
3000 



-- --.-...--:-----
Station t ' 

..:....-~-t ' 
Ordinary tr.J.ins ·· 

S ' · ',Di.sta:.1_ce', Scc:md Class ' First Class •. •Froo To E.Q. ' : · ;Exi1.: ing ;Proposed. ~ ~ :dsting ' Proposed 
~~-·~(~1~)-------~(r-2~)----~.--(~3~)--4\--~(-4~~)~--~---~~~5~)~4,-(6) (7) 

1 .::eango.lore Myso"re 

2.New Delhi Agra Cantt. 

3.Delhi· 

4.Delhi 

5 .r1adras 

6.D~lhi. 

"c handi garh . 
Jairmr . 

Bangalore 

Kanpur 

Patna 

8.New Delhi Allahabad 
I • 

· 9 .Hou:rah • Varanasi 

10.Neu Delhi Bhopal ', 

11.Delhi 

1 2 .Uadras 

Gorakhpur 

Secur).derabad . . 
1 3 .Amri ts~r 'Luclcrimv 

14.Delhi 

, 1? .Dalhi 

Ahmed.J.bad 

Patna 

16.New Delhi Na,gi;>ur 

17 .Bombay 

.18,.Boobny 

Bangalore 

T-iad::.·as 

19.New.-Delhi Bomb13-y 

20.Delhi 

21.HoHrah 

Hm·rrah 

!i[adras 

22,N~~ Delhi ~ecunderabad 

23.New Delhi Bhubanesh,var 

24.New Delhi Gauhati 

25.Bpmbay Howrah 

2 6 ,N ev1 De 1'hi 1-!adras, 

27 .Hew Delhi Bangalore 

Km. ~. ~. 

139 

195 

266 

30<? 

358 

435 

533 

63~ 

678 

.7?1 

766 

.781 

850 

"'934· 

988 

1090 

111.4 

1283 

1384 

1 !'1-37 

1661 

1666 

-179? 

1923 

1968 

2185 

2544 

5.70 

. 7 .• 55 

·9:90 

11 .1 0 

1.2 .·55 
14.80 

17.75 

20.30 

21.60 

22.25. 

"23.80. 

2·]--.10 

25~00 

7.15 

9.50 

12.'50 

14.00 

16.00 

18.90 

22.20 

25. L;.o 

26.'70 

27.70 

29.60 

30. {o ·· 

31 .so 
27.65 34.30 

28.75 ' 35. 6p 
31.00 

31.60 

35 .. 15 

37.20 

38.30 
' 

~-3 .1 0 

43.10 

45.70 

. 48.35 

~-9.20 

53.70 

61.00 

)8.50 

39.20 

43~70 

. -~-6 .20 

47.50 

. 53.50 

53.~0' 

56.50 

59.50 

61.00-

66.50 

75.00 

• Rs. • 

35.00 

43 .oo, 
56 .po-
63.QO . 

:'· 69.50 

80.00 

97.50 

111.00 

116_.00· 

117.50 

ris-;·5o 
127.00 

136 .oo 
1-~~7 .oo ... 
153.50 

169.50 

·172.00 

1~1.00 

203.00 

208,00 
- j 

236.00 

236.00 

248.00 

259.00 

263.00 

205.50 

317.50 

P..s. 

28.60 

37.90 

~'r9o90 

56.00 

76.00 

89.00 

102.00 

107.00 

111.00 

119.00 

121 .oo 
127.00 

137 .oo 
143 .oo 
154.00 

157.00 

175.00 

185.00 

190.00 

213.00 

213.0~ 

225.0) 

238.00 

243.00 

265.00 

299.00 



Statenent 9,6 
Fares behr:Jcm co rtnin pairs ·Jf stations 

P..s, P.s. P..s, P..s~ - -P.s. - -- Rsd • P.::, '· P..s, Kns • 

7.70 

10.15 

15.20 

16.90 

19.99 

25.10 

23.45 

29.80 

30.85 

32.90 

33.30 

36.50 

38.80 

t,0,25 

!~5. 35 

49.75 

52.30 

53.80 

60,!,0 

60,t~O 

63.50 

66,60 

67 ··15 

72.80 

83.00 

10,10 

13.30 

17.50 

19.60 

22.40 

26.50 

31.00 

35.60 

37 ,frO 

38.80 

41.t,o 

42.20 

48.00 

49.90 

5·1-.00 

55.00 

61.50 

65.00 

66.50 

74.50 

74.50 

79.00 

83.50 

85.00 

93.00 

105 .oo 

35.00 

43.00 

56,00 

63,00 

69.50 

80,00 

97.50 

111.00 

116.00 

117.50 

125.50 

127 .. 00 

136.00 

147 .oo 

153.50 

1 69. f?.O 

172.00 

191 .oo 
203.00 

208,00 

236.00 

236,00 

243,00 

259.00 

263.00 

285.50 

317.50 

·35 .80 

47.40 

62.50 

70.00 

so.oo 

111.00 

127.00 

134.00 

f39.oo·. 
140..00 

.... 

151 .. 00 

' 159 ~00 

172.00 

178.00 

193.00 

196.00 

219.00 

231.00 

238.00 

266,00 

266,00 

281.00 

297.00 

303.00 

331.00 

·374._00 
.... 

,_ 

20~50 • 
24.50 

31.50 
34.50 ., 

38,00 

43.00 

52.50 

2f.50 

28.50 

37.50 

'63 .. 00 
75.00 

95.00 

104.00 

47.90 1.15.00 

57 .oo 145 .oo 
66.50 186,00 

59.00 . 76.50 207.00 

61,00 80.50 215.00 

62,00-

65.00 

(:6 _.()~ 

71.00 

75.00 

78.00 

85.50 

86,50 

95.00 

100,00 

102.00 

115.50 

115.50 

120.50 

125.50 

127.00 

139.00 

83,00 220,00 

89.00 246,00 

·go·. so. 249,00 . 
95.50 260,00' 

103.00 275.00 

107,00 297.00 

116,00 320 .oo 
118.00 338.00 

132.00 389.00 

139.00 406,00 

1 4 3 • 00 441 • 00 

160,00 499.00 

160.00 499.00 

169.00 530,00 

178,00 552,00 

182.00 559.00 

199.00 595.00 

153.00 22~.00 65~.00 

'-- .. ._ "· 

-- 79.00- · ... 1.39 .. 

105,00 

138,00 

154.00 

176,00 

208,00 

244.00 

280.00 

294.00 

305,00 

325.00 

3~1 .oo 
350,00 

377.00 

392,00 

423.00 

431.00 

481.00 

509,00 

522.00 

584.00 

584.00 

619.00 

653.00 

667.00 

729.00 

321.00 

195 

266 

308 

358 

435 

533 

631 

- 678 

701 

766 

781 

850 

934 

988 

1090 

111l~ -

1283 

- 1384 

'1437 

1661 

1666 

1795 

1923 

1968 

2185 



St<J.tcmont 9.7 

F::.ros for nvor::.,~o journo_y distCLncos 

Non-s1 ;urb:m 

I 
'Lonrrth t '--' of F Q. r 0 3 

Class 
1 

o.voro.go Existing 
:journey 

12_78-79. 
1 • t 2. 3. 

K:J.s • Rs. 

Socond(OrdinCLry) 52 2.50 

So co.nd(~iCLi 1/Exl;ross) 323 15.70 

First( Ordinary) 11l~* 31 .oc 

First (~il.::til/Express) -566_* 103.0') 

Air-conditioned 1043' C33.50 
Cha'ir CCLr 

~Ur-condi tionecl 55) 190.0-0 
Class 

P:roposod 

~ -r• 

P..s. 

2.8.5 

2'J.70 

23.60 

116 .oa 

112.0·') 

251 .oo 

~Tho average First Class journey covers 461 kns. 
Separ~te figures for Express CLnd-0rdinnry CLro 
not co~pilod CLnd have therefore boon ostinnted. 



CHAPTER X 

SEASON TICKETS ·AND OTHER SPECIAL TARIFFS· 

Season Tickets 

10.01 Housing and eoployocnt have .becooe··'increasingly separated 

and people therefore "need to travel to their·~-ork daily- and often 

the journey is long. \There large nunbers have to be· transported in 

a lioited tine, the Railways are the best oeans of transport; it is 

not possible for buses to convey oultitudes in a· short tine and in 

any case the large nuober of buses that would be required would 

clutter up the .roads and use up relatively oore scarce fuel and have 

haroful effects on the environoent. The Railways are therefore, and 

will necessarily ~ontinue to be, a oaj?r carrier of peop+e to and 

froo uork. So far the need for oass transport·existed only in the 

netropolitan cities vast.·.areas of.WO:J:'k.~pots and dornitories; but 

nO'Itl such situations are arising. in oany other conurbations such as 

Delhi, Bangalore, Ahnedabo.d, etc., o.nd this trend is likely to be 

accentuated in the years to cone. 

Voluoe of T raff:i£.:..- The season ticke.t is a traditional 

nethod of daily travel to and fran work and provides a practical 
.. : 

oeans of buying tickets for tho large nunbers involved. In 

1978-79 over ~if the journeys on Indian Railways were perforoed 

on season t'ickcts. These c ooprised 1, 562 nil lion iri the suburban 

services in and around Boobay, Calcutta and Nadras ('each for an 

average of 21 kos.) and 384 oillion in non-suburban, services in 

the rest of tho.country (with 38loase as the average lead). ~·-

10.03 Season Ticket Revenue per Passenger ko:- Season tickets 

are priced at reduced rates even tno~~h they produce lower revenue 

at a tine of high deoand when the trains are usually full. The 

nagnitude of discount allowed has been progressively increasing, 

because of increase in the average length of the journey and . 

tardy revision of fares, and is very·high. Table 10.01 shows 

the revenue per passeng.er kilonotre fr oo sea.son 

tickets in coo.parison vrith that fran single journey tickets. 

The figures relate to sec_g~d class passengers who foro the 

vast najority. 
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Year 

1970-71 

1971-72 

1972-73 

1973-74 

1974-75 

1975-76 

1976-77 

1977-78 

1978-79 

T.:tble 10.01 

Revenue (P:J.isc) per socoad class po.sso:1.n·or kilonotro 
Suburbo.n l Non-suburbo.n 

Single :seo.son lPcrcento.gel Single :soo.son lPerccnto.ge 
journey:tickets:or (3) to : journoy:tickots:or (6) to 
tickets• 1 2 1 tickets' 1 5 

2.54 0.69 27 2.62 0.78 29 
2.69 0.68 ·25 2.67 0.78 29 
2.65 o. 71 27 2.70 0.81 30 
2.73 0.75 27 2.86 0.82 29 -
3.30 0.79 2lJ. 3.60 0.75 21 

3.44 0.81 24 3.95 0.71 18 

3.50 0.82 23 "to 02 0.76 19 
3.48 0.82 24 4.09 0.74 18 
3~38. 0.82 24 4.06 0~72 18 

In. 197.8-79; revenue per kilonotro frow second class season 

ticket holders anounted to only 24 per cent in tbre case of supurban 

passengers,. and .18 per c ont in the case of non-suburban pass anger s , 

of the corresponding revenue fron the, single journey ticket holding 

passengers. To put it another way, tho fare per kilonotre paid by 

season t;i..cket 1-:.olders was lower tho.n chat paid by si.. ngle journey 

passengers to the extent of 76 per cont in the case of suburban 

services_ and 82 per cent in· the case of non-suburban services. 

This g.ives a "quantitative idea of the no..cnitude of the discount 

allolived on the season tickets. Fron ·whatever naterial 1-~'~ have been 

able to collect, no other Railway systen in the world gives such 

a large concession to season ticket holders. 

10.04 Loss on season ticket travel:- Tho unit revenue fran 

season tickets is far less than the cost of operation. In the 

case· of suburban scrvic cs, for insta.nc e, tho unit revenue fron 

second class passengers 1ras only o. 82 paise in 1976-77 ac::tinst tho 

average cost of 2.14 paise. It is therefore not surprising that 

the expenditure on suburban services in 1976-77 exceeded tho 

revenue therefron by Es. 25 crores. Tho ::70 si tion in tho case of 

non-suburban Ordinary services used by no:1-suburb:1n Season 

Ticket holders is worse :1s, for various reasons, they cost ~ore. 
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As explained in ChnpterVI, it has been conputed that the cost of · 

carrying 1976-77 volune of traffic in 1980-81 at the level ~f.efficiency 

attained in 1976-77, naking due allowance for all necessary costs, will 

be about :;o per cent higher thD.n the actual cost in 1976-77. Al~m'liD:~ 

~or tJ:tis, ~he unit. cost in 1980-81 would be about 30 per cent higher 

than that in 1976-77. 'Tlius, the per passenger kilonetr~ cost in 

suburban sections in 1980-81 would be of the order o·f 3 paise. The 

revenue per pa~senger kilop_~tre in ·J.978-79 was the· sane as' in 1976;71 

(0.82 paise) but, as a result of the fare increase fro~ 1.4.1979 

(see para 10.06), it is roughly expected to be of the order of. 1.29 

paise in 1980-81. This shows the mgnitude .of the loss per passenger 

kilonetre expected in 1980-81 in suburban sections if the present fare 

structure is not revi sod.-

10.05 Need for Increasing Season Ticket Fares:- Journeys pcrfomed 
: 

on season tickets on Indian Railways conprise norc than half the total. 

Carrying such a largo p~rtibn of traff~c at cont~uous loss is bound 

to put added pressure on tho Railways and affect tho quality of service 
' 

in the long ·run. Indeed ther\3 is alro~dy wide-spread dis~atisfaction 
. 

1dth the quality of service provided and i-TO understond tho concern 

of the season ticket travellers \vith th.e unsatisfactory state of 

affairs. Iri our Int orin Report, we had drawn pointed attention to 

this situati'on knd stressed the urgent need for i~proring and extending . 
the facili -';i es provided for carr~·ing so~son ticket passengers. The 

. 
long tern nargi:nn.l cost of providing the ouch no edod better· service-s 

is expected to be very high and the large investncnts required cannot 

be nade unless tho revenues arc adequate to support then. It is, 

therefore, necessary to raise the season ticket fares substantially, 

sioultaneously taking effective steps to oake the urgently needed 

inprovenent ih thQ ;:;ervices •.. 

10.06 Intcrin Increase L'"l Season Ticket Fares:- It is· recognised 

that increase in season ticket fares directly increases the cost 

of living for those who use the Railways to get to their place of 

work. And our survey of season ticket holders* showed that the 

vast ~jority of season ticket holders travel in second class 

and arc r.clativcly poor. At tho v0ry outset of our enquiry, 

therefore, the Connittoc decided to adopt a ncasurcd approach 

to season ticket fare increases in 
i 

*Results of tho surVey arc given in Chapter VII of 
our Int orin Report. 
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order to phase their introduction and roduco the inpQct on tho users. 

Accordingly, pending a noro detailed oxaninc:.tion of tho question in 

all its aspect E 1 in our Intorin Rep or·: (N ovenbcr, 1978) we roc Or:JllcndeJ 

a certain increase in season ticket faros vTith a ViO\-l to reducing, 

if not elininating, the existing losses arising fran season t ickot 
'I . 

travel, and for supporting investnents v1hich are essential if tho 

present difficulties faced by suburban passengers and other coonuters 

are to be· reduced in the near. future. However, as Table 10.02 

shows, the increase actua~ly nade fran 1.4.1979 was.on tho whole 

sonewhat less than half of vfhat we had thought reasonable. 

·Table 10.02 
Second class oonthly season ticket fares 

Pre-existing fares RTEC inter in 
31.3.79 proposal Distance 

Bonbay . Calcutta Uadras 
_K;,..o""'s,_.____ Rs. P • 

( 1) ( 2) 

1-5 3.90 

6-10 6.40 

11-15 7.75 

16-20 9.00 

. 21-25 10.20 

26-30 11.40 

31-35 12.50" 

36-40 14.30 

41-45 15.45 
. 46-50 16. 50·. 

51-60 18.30 

61-70 19.90 

71-80 21.25 

81-90 22.50 

91-100 24.55 

1 01-:11 0 26. 1 0 

111-120 27.65 

121-130 

131-140 

141-150 

Rs. P. 
( 3) 

3.90 

6.40 

7.75 
9.00 .. 

10.20 

11 • 40 

12.50 

14.30 

15.45 

17.05 

19.35 

21.15 

22.95 

24.75 

26.50 

28.15 

29.90 

31.35 

3;3 ... 00 

33.60 

Rs. P. 
( 4) 

3.90 

5.40 

7.75 

9.00 

10.65 

11 • 95 

13.10 

14.30 

15.45 

17.05 

19.35 

Es. P. 
-(~) 

10.00 

13.00 

16.00 

19 .oo· 
21.00 

23.00 

25 .• 00 

27.00 

29.00 

31.00 

34.00 

37.00 

40.00 

43.00 

46.00 

. 49.00 

"52.00 

55.00 

58.00 

61 .oo 

Fares 
actually 
introduced 

'!l:e.f. 1-4-79 
(6) Rs. 

5.45 

8.70 

10.90 

13.00 

15.60 

17.20 

18.75 

20.65 

22.25 

24.05 

26.70 

29.10 

31.50 

33.90 

36.25 

38.60 

40.45 

43.20 

~~5. 50 

47.30 
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10.07 Inadequate Increase F£on 1.4.79:- Although an inprove-

nent over the position which existed earlier, season ticket fares 

introduc(;d fron 1-4-1979 are st :..11 inadequate. ;~\ne way of 

judging the reasonnbleness~f~season ticket fare is to conpare 

it with single journey __ ..fares. At the proposed rates for single 

journey· fares reconnended in Chapter Ix·, ·the existing nonthly 

season ticket fares would be· equal to only 13 to six single journey 

fares at different distances. This has to be seen in the context 

of the fact that,· as our survey@ has ~hovm, a season ticket 'holder 

nornally parforus 50 journeys a nonth. Table 10.03 conpar_os. tho 

nunber of single journey fares (at the rates reconnendod in 

Chapter IX) represented by the existing nonthly season ti.cket 

fares with the corresponding position in u.it. and swtden. 

Table 10.02 
Distance No. of single journey Iares equivalent 

to se~son ticket fare 
Kn U.K.+ Sweden+ Indian Rlys. 

5 )2 31* 11 

20 31 20 11 

. 35·· -. 24 10 

50 19 16 9 

70 16 8 
.. t.• 

. 90-- _.. 14 13 8 

110 13 7 

130 12 12 7 

150 11 6 

It nay be nentionqd here tlnt the nonthly season ticket 

fare in Noscow UJ.~derground is equal to 33 single journey fares.· 

Against this, the existing season ticket fare for. corresponding· 

distance of, say, 20 kns., would be equal to only 11 single 

journey fares at the propose~ rates. 

@Results of the survey arc· given in Chapter VII of our 
Interin Report. 

+Details cive~ in Annexure VIII-1(a) & V~II-1(b) to our 
Interin Report. 

* Relates to 6 kn. 
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10.08 ~cod for full inplo::.wnb.tion of our Int(.)rin proposa.l:- ~!o 

have explain eel o. t length in our Int orin Report >·Thy tho int orin 

incrcc..so in sc ~son ticket fa.ros .sugc 3tcd by us 1-ms cc .._sidcrod 

to be the nininun noccssG.ry and ue clo not wish to go over tho 

snwe ground a::s.:dn. Suffice it to say that the Railways cannot 

provid~ the kind of services oxp0ctod if they nrc to carry narc 

.than half the traffic journeys on season tickets account for 

nore than 50 per .cent of tho total journeys on Indian Rnilua.ys 

at such low rates. lle 1rould therefore urge that, as the next 

logical step in the phased devolopnont of n rntioTh~l season ticket 

fare structure, the Qovernnont should inploncnt fully and vrithout 

delay the fare structure which vle had suegested in our Interin 

Report~· · Tnbl'o 1 o. 04 shmrs the incroJ.se in socond class sen son 

ticket· fares which this uould entail. 

Tabl0 10.04 
Second class nonthly se.:tson ticket fares 

Distance 
RTEC 1 s Fares nc tually Incre.::tse required to 
interin ii1t r o :::_,:.:: ~,,, :..::.:ple:u.on t RTEC 1 s 
propos:1l w.c.f. 1-4-79 proposal in full 

Kn. !s. p • Rs~ P. R,:;. P. 
(1) ( 2) ( 3) ( 4) 

1-5 10.00 5.45 4.55 

6-10 13.00 8.70 4.30 

11-15 16.00 10~90 5.10 

16-20 19.00 13.00 6.00 

21-25 21.00 15.60 5.40 

26-30 23.00 17o20 5.80 

31-35 25.00 18.75 6.25 

36-40 27 .oo 20~65 6.35 

41-45 29.00 22.25 6.75 

46-50 31.00 24.05 6.95 

51-60 34.00 26.70 7.30 

61-70 37.00 29.10 . 7~90 

71-80 40.00 31.50 8.50 

81-90 43.00 33.90 9.10 

91-100 46.00 36.25 9.75 

101-110 49.00 38.60 10. ,~o 

1'l1-120 52.00 -i-0.45 11.55 

121-130 55.00 ~).20 11.80 

131-140 58.00 45.50 12.50 

141-150 61.00 47.30 13.70 
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In our view the increase suggested above uould not be so 

subst~ntial as to cause undu~ hardship, even allowing for the fact 

that it will cone within a yec.r or so of the pr....:vious inc·rease 

nade on 1.4.1979. Higher fares are never welcone and we do not 

expect those ~Tho have to pay then to lend ~ncr,itical support to 

our proposal. The season ticket holders should, however, renenber 

that there was no increase in thcir fares for a nunber of years 

ending March, 1979 and, in the c ircunsta:nces, the increases in 

the 'catching up' period which follows have to be larger than 

they night have been otheruise. As it is, in percentage terns, 

the increase in season ticket fares that we are suggesting will 

be noro or less the sane as that in the fare structure for sin."'le . 0 

journeys"!" There is no reason why season ticket fares should not 

be increased nore or less in step uith tho single journey fares. 

Devolopnont of a Rationalised Se::1.son Ticket 
'. 

10.09 Fare structure for the Future:- As st.ated in para 10.06 

above, the proposal nade for revision of season ticket faresin 

our Interin Report was in the nature of a stop gap arrangona1t ·, 

\lhile full inptenentation of that proposal as ·suggested in 

para 10.08 above will take us one step forward, ·tho season ticket 

fare structure ~1ould still be far fron satisfactory. Vle had. ... . 
stated in our Interin Report that w·e will nakc our recorn:.10ndations 

regarding the long torn season ticket fare structure after we have 

couplet cd exanination of the fare structure for single joumeys. 

\le hav-e now conpleted our exanination of the. entire' fare structu~e 

and our proposals for rationalisation of single journey fares 

are· given in Chapter IX. lie now proceed to consider the question 

of develo~nent of a rational season ticket fare structure in the 

light ofLsrigle journey fare structure which lfe are recomending. 

As explained in Chapter IX (para 9.05) our ain is .that passenger ·' .. 

services as a whole should be self-supporting •. The season ticket 

fare. structure should be such as ~1ould nakc an appropriate 

contribution to the realisation of. this objective and at the 

sane tine not iupose an unacceptable burden: on .the daily 

travellers. 

+ Sta.tenent 10.1 
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10.10 Se-1.son Ticket Fare Should ;s~n. Fixed r~ltiple of_Sinple 

Journey Fares:- As indicated in our Intcr.li1 Report, uo consider 

that season t iclcet fares should be b.:J.sed on an np:propriato nunber 

of single journey fares. The liiL~nt:;e of so.:J.son ticket tnriff 

with ·single journey fo.res in this 1:ray would: 

- establish n rntionnl relationship_botwoon wh~t .:J.n 

occasioml tr::tvellcr, and. a regular corr.mtor, pays~· 

- be undarstnnd.able to the c or.Jrmtor (he can rc::tdily 

Lthe 
see the extent of concession involved), and 

- provide a nechanisn ( 1r1hich vrc trust vl ill be u sod.) 

for autonatic increase in season ticket fares with.increaso in 

single journey fares uhen tho latt or arc increased. 

Ue aro therefore of the vievr that tho f0..ro policy for 

season tickets should be dosi[;ned on tho basis of a rmltiplc of 

single journey fares. 

10.1 ~ Tho question is what should b<; the nultiplo, i.e., hovr 
. · ..... ---

nany single j ourn cy fares should be char cod on a s ee1.son tickot. 
' . 

J:n theory, the discount all Olwd on season· ticket- is supposed. to 

reflect the savings in the Raihmys' costs resulting fron tho 

"bulk purchase. In fnct, hovTCVer, it is nuch larger than the 

savings. A study nndo by RITES shows that the cost of issuing 

a card ticket on the suburban sections in Hm·rro.h is only 6.8 

paise and the nonthly savings on this account for tho 50 journeys 

nornally perforned on a seas on ticket uill at the nost uork out 

to Hs.3.40 even if iVG ignore tho expc.YJ.dituro on issue of tho 

season ticket. This is the proposed price of only tbrec si.L"1glo 

journey tickets for 21 lm., at the 1 ongth of tho nvorage journey 

in suburban sections. ..:\.t this rate, tho nonthly se::tson ticket 

holder should be charged for 47 joun~cys against tho 50 journeys 

he porforns. However, tho Season ticket is tho only pr2..ctical 

nouns of buying ticlmts for the large nunbors involved o..nd tho 

true savings to the Rnil<mys nny thorofare be l::u-c;er; for this 

reason, as also the fo..ct tlnt connutor journeys, specio.lly in 

peak hours, arc pcrfornod. in conditions of s ov ere over-crowding, 

a larger cc.ncossion nny bo justified.. 
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the 
10.12 Then, what should be the extent ofLconcession? A uniform 

concession of not more than 50 per cent is the maximum that could 

perhaps be justified wh~tev er.the grounds offered in support 0 f the 

concessiop~ _This ~_oul~ __ ho_wever imp_ly that, at all distances, the 

season ticket fare should be equal to the fare for 25 single 

journeys. \lhile such a proposal is not impracticable far compara

tively short distance comauters as the actual absolute amount of 
.1be 

increase 1rould no"!; .!:!. .. very large, for longer distances the increase 

would be so large that it would be difficult to get it ace epted. 

There is no evidence to show that people living at longer distances 

from the place of their work are relatively better off than those 

living ·nearer. It would seem that they stay far a"lvay from their 

workspot because they are unable to afford housing in the Central 

Business District even if i'P i-rere available, although some of those 

who live very far away, say,. beyond 100 km., from their workspot 

seem t0 do so because they have some special facility (as for 

example own house) "lvhere they live or a compelling reason {as for 
. I 

example spouse working in the neighbourhood) for living there. It 

is possible, hov:ever, that a steady and persistent policy of 

increasing season ticket fares to bring them to this level could be 

pursued in such a manner that in the course of five or ten years , .• 
the season ticket"fares could be brought to this level. ,We suggest 

that the Government may consider if this objective can be ~chieved 

in the· c curse of a decade. or so~ In the meantime an alternative 
I 

solution to the problem has to be thought of, and this will have to-

provid_e for suitable. tapering in the per kilometre rate with the 

increas.e. :j_n distance. 

1 0._13 Proposed Season Ticket Fare Structure for the Uear 

]Uture:- After examining various alternatives, t-ie have come to 

the cone lusion that the most sui table :t-TST fare structure (both 

on Suburban and .Non-suburban section) for the near future -would 

be to charge _for 24 single journeys upto five kms and keep on 

reducing the !].Umber progressively till we reach 10 single journeys 

at 101 lens omvards. Table 10.05 shows ·the amount chargeable 

on this basis for second class and the increase in the proposed 

fare over the fare structure envisaged in our Intcrim'proposal. 
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Table 1 o. 05, 

Distance 
Ho. of single Pro osed Increase over 
journeys to f.IST faro :RT:CC 1 3 interim 
be charged proposal --kms •.. No. P.s. P. rcs. p. 

1-5' t 24 12.00 2.00 

6-10 23 15.00 2.00 

11-15 22 19.80 3.80 

16-20 21 24.20 5.20 

21-25 20 28.00 7.00 

26-30 19 31.40 8.40 

31-35 18 34.20 9. 20 

36-40 17 36.60 9.60 

41-45 16 38,40 9.40 

46-50 15 39.80 8.80 

51-60 14 42.00 s.oo 
61-70 13 45.50 8.50 

71-80 12 48.00 8.00 

81-90 11 49.50 6.50 

91-100 10.50 52.75 6.75 

101-110 1 o.oo 55.00 6.00 

111-120 10.00 60.00 s.oo 
121-130 10.00 65.00 10.00 

131-140 · .. 1 o.oo 70.00 12.00 

141-150 10.00 75.00 14.00 

The taper in this proposal is as sharp as· it could 

reasonably be considerin&' all the circumstances of tho cccso. 

10.14 Assuming that NST fare structure suggested in our 

Interim Report will be fully implemented in terms of para 

10.08 above from the summer of 1980, we lvould suggest that 

fare structure proposed above should be introduced from April, 

1982 at the latest. Thereafter, the number of single journey 

fares to be c hargcd as liST fares should be increased gradually 

so that by the end of the 80 1 s at the latest the IISI' fare is 

equal to "25 single. journey fares at every dist anco as envisaged 

in para 10.12 above. 
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10.15 \veekly Season Ticket:- While the Railways have gone to .the 

extre~e of issuing quarterly season tickets, they do not seem to 

have tho 1ght of issuing vTeekly .season tickets. lr large number of 

people come to oetropoli to.n ci tics and other· ci tics like Ahmedabad; 

Kanpur, Pune or Bangalore, for a few days and they travel in the 

trains serving conuuters. Such a casual visitor would not obviously 

like to pay the price of a season ticket for a nonth while he is in 

the city only for a few days. \'1 e would suggest that the Railvro.ys 

nay introduce a weekly season.ticket at half tho price of a monthly 

season ticket. To start 1'1ith, this may be tried in the metropolitan 

cities of Bonbay, Co.lcutto. o.nd l~adras. 

10.16 First Class Season Ticket Fares:- From April 1979, First 

class season tickets .o.re priced at four tines tho Second class 

season tickets. In oilr vi~w, no cbnnge is required in this arrangenent. 

10.17 Seo.son Tickets for Students:-

(a) In Bombay and r-Tadrn.s,studonts are charged 50 per cent 
I 

of the noroal seo.son ticket fare whereas in Co.lcutta they ~e 

charged - 66-2/3 per cent. Ue reconncnd that students should be 

charged.50 per cent of the nornal season ticket fo.ro throughout the 

country. 

(b) Under Rule 243.2 cf I.R.C.A. Coach:L:1g Tar.iff No.22, 

Part I, (Vol.I), concossional season ticknts to students can be 

availed by students of recognised educational institutions upto the 

age of 25 years, except in the case of tho following'categories 

where no age limit is o.pplicable:-

(1) Lady students; 

(2) Students of -

(a) Engineering institutes/colleges . 
(b) ~edical colleges 

(.c) Law colleges 

(d) Dental colleges 

(e) Tata Institute of Social Sciences, Bombay 

(f) Bonbay Labour Institute (Govt. cl';t~a~rashtra) 
(g) Veterinary colleges 

( 3) Articled Clerks o.tt.::.::hod to practising Chartered 

Accountants f6r obtaining pract~cal education. 
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\ve see no soc io econonic justifJ.ca tion for DG.ld.ng 

exc option in tho a bovo cases uhich ar o apt to bo nisuscd and 

rcconncnd that only students upto t~~._) up1)er ar;o linit of 

25 years should be entitled to season tickets at students' 

concessional rates. 

(c) In our vievr, students.' concession should be 

allowed to only full t inc students.. \vage earners who. nre 

studying only part tine in a day or night institution should 

not be eligible for students' concession. 

10.18 Quarterly Season'Tickcts:- In para 8.36 of Chapter VIIJ 

of our Interin Report, it was reconnondcd that quarterly 

season tickets should be c_hargod three tines the I-l.S.T. fares 

instead of charging 2-Y2 tines, as at present, pointing out 

that our survey had shown that quarterly ·Season tickets are 

generally purchased by the upper incone groups who can afford 

to lay out the price for the whole quarter at one· tine. Tho 

:facility is a great colnon:L.c:..h;e to tl~e higher paid and not 

really to.the lower paid cooouters and the savins to tho 

Railways arising out of issue of such ticket, instead of nonthly 

season ticket, ia negligible. There is no justification. for 

continuing it, E'..nd accordin&lY we rei terata our proposal. 

1 o. 19 §..£.:_s.son Tickets for D~~~~-~ond 150 k!Js:- It uas 

reconnended in our Int eriu Roport1c that, pending detailed 

~xaB.ination of the question, issue of season tickets bck1.vcen 

pairs of points nore than 150 kns apart should be continued 

where tho facility has been enjoyed in the past. The issue 

has since been exaninod in detail and it is felt that, as 

the coonuters have been used to this historical facility, 

it nay be continuede 

10.20 The basis of c hn.rg-:; for rTonthly Season Tickets for 

such pairs of points needs specific consideration. lle 

have already stated in paras 10~06 and 10.07 above that 

our interin proposal for sea. son ticket; s given in .Cha.ptcr VIII 

-K·See para 8.28, Chapter VIII of our Intcrin Report. 
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of the Interio Report was only partially inplcocnted in April, 1979. 

vle have also rccomended in para 10.08 that our intcrio. proposal 

should be inplenonted in full ~s the next step in the phas~d develop

Dent of a rational season ticket fare structure. In our interio 

proposal, we had suggested that the fare for second class MSTs at . . . 
141-150 kns should be Rs.61/- and thereafter Rs.4/_:: should be. added 

for each subsequent slab of 10 kns. In actual fact, under the 

revised fare structure introduced froo 1.4.1979, the r-lST fare for 

141-150 kns was fixed at F.s.47.30 and subsequently only Rs.2/- 't'ms 

to be added for every 10 kn slab. Hence, as the next step, the 

proposal for charging Rs.4/- per 10 kn slab·after 150 k~s should be 

ioplenented fron the date on which the fares for distances upto 

150 kn are raised in terns of para 10.08. Later on, \-Then the 

proposal for charging 24.:.10 single journeys given in para 10.13 is 

ioplenented, the r1ST fare· ·for such pairs of points should be 

10 single journeys at rlail/.Express. fares for ail distonces· beyond 

150 kns. When the ultinate proposal of charging 25 single journey 
. . I 

fares at every distance, as proposed in 10.12 and 10.14, is 

inplenented, the basis of charge for over 150 kns~ should be 

25 single journey fares at Il!ail/Express fares. The justification 

for charging a~ IoiJ:ail/Express fares is obvious - for s-q.ch. long. 

distanc c journeys, the c or.lnute:rs invariably ·use ~iail/Express trains. 

1 o. 21 Vendor tickets:- (a) The facility of vendors' oonthly 

tickets is available between pairs of stations :'v;here sea.son tickets 

are issued. ·To facilitate nilk and vegetable vendor.s to ?ll:t':r'Y.·t~~?ir 
products for sale to the town,. cop.ce ssional tickets at. 1-Y 4 tines 

the corresponding M.s.T. fare, known as "Produce Vendors .. Month.ly 

Ticket", arc issued in lieu of the usual ro~J:.s.T. 60 kg perishable 

goods ar·e allowed: to be carried. free on this ticket in outwar·d 

direction and 15 kg .in the return direction. The charge was 

+ See para 8.32 of our Interin Report. 
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fixed \fhcn free allo-vmnco of luggage alloiwd on an n.s.T. 1·1as 

35 kg in Second class. In 1975,- tho froo o.llo~vo..nco wo.s reduced 

to 10 kg. for Second class I'l.S.T. but no crnngo has boca undo in 

tho basis of charge of the vendors' ticket. 

Zonal Raihmys have generally recommended increase of 

charges for 'Produce Vendors' Tickets'. The Commercial Committee 

consisting of all Chief Commercial Suporintondonts had earlier 

recommended in 1976 th.J.t, keeping in vimf tho reduced free 

allouance and othor relevant facto:;rs, the charge of 1 Produco 

Vendors' Tickets' should be kept at twice the H.S.T. faro for 

the corresponding distance. Ho..ving examined this proposal 

from v.:1r~ous _viewpoints, including tho amount vThich tho vendor 

would have to pay if he booked his -vrc.ros at tho .:1pplicablo 

parcel rate, vlo find ourselves in agreement uith tho resolution 

of the C onnnercial Commi tt eo and rocorno.cnd that 1 Produc o Venders 1 

Monthly Ticket' should bo charged at twice the applicable H.S.T. 

fare. 

·(b) On Con tral and Uestorn Ro..ihmys certain special 

varieties of vendor monthly season tickets have boon in vogue 

historically under local instructions. Their charges may b c 

revised locally by the Zo:n..al Railway Administration keeping in 

vievr our recommenda.t ions in .tho proced.ing paragraph. 

Platform Ticket 

1_0. 22 . (a) The price ofa platform ticket is normally, and under-

stando.bly, the scm e as tho minimum fo.r e for tho lowest class. 

Accordingly, tho price of a platfo:rn. ticket may bo increasarl 

from 30 paise to 50 paise. (It should be made clear in the rule 

that children of fare pc,ying ago are not anti tlod to any 
a 

concession in the price ofLplatform ticket). 

(b) Railways also issue platform permits (uhich e1uble 

the holder to enter the plo.tform -vlithout hnving to buy a plo.tfo:rn. 

ticket on eo.ch occasion) to persons uhoso business nocossito.tcs 

daily admission to plo.tforcs. The monthly charge for o. plo..tforn 

permit is r:.s.B/- for largo stations o..nd Rs.t'rf-= for other sto.tions 

which is equo.l to tho cost of, s.::ty, 27 .::md 1 3 pl::'.tforn tickets 
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respectively at the existing rates. It may be left to the Railways 

to fi~ the charGe for platform perm~ts, ~aking_into ac9oant a11 

relevant considerations, subj ecJ.:; to .. the conditioil t h.3.t · th~ c barge 

for the monthly permit should be equal to the cost of at least 
. . . . ' 

20 platform tickets. Ho_l'Tever, the existing provision for the issue 

of platfo~ permits to the press representatives and_newspaper agents 
. ! . -. • ' • - . 

at quarter of the normal rate may pe deleted - it does. not seem right 
· · purt1.cular . 

for the Raill•Tays to subsidis~business expenses.( sec also para 10.64) 

Journeys by theN ormal and Reasonably Direct Route 

10.23 Single Journey:- Tickets arc or~inarily issued by the,. 

normal arid reasonably direct route and are available for completion 

of joun1ey only by that route. There is, holTever, no definition of 

the term "normal and reasonably dir~ct" route in the c~~1ercial 
Hanual or Coaching ~ariff .. ,.wh~r e the te~m· has peen used.. .This is 

liable to cause co:::ll'usion and ~ifficul ty vThere a station does not 
·.r . f 

consider the route selected by tho pass ongor to be tho "normal and 
.. • •t •. - . 

reasonably direct" route. Secondly, where there are alternative 

reasonab;Ly __ 9-ire_ct. ... routes, ·tho passenger can travel, by anyNrout_e he 

selects irrespective of ho:-v mu~h longcz:.~ ~-·is. than tl).e shortest route 

·and. still got the benefit of telescoping of the fare. It may be 

explained here that, under. our tclescopi.c fare structure, the rate 

per km .decr~ses as the 1 ength of journey increases. In the . 

circumstances, in the .. l.ntcrcsts of simplif'ication and equity, it 

may be laid down that "normal and reasonably direct" route is th.e 

shortest route or any longer route tho distance by which docs not·. 

exceed the dista.nce by_ the shortest route by more· than 15 per cent. 

10.24 Return ~JUrney:- A return journey is treated as two 

single journeys. Each half of. the tiElket ·is ·issued by the normal 

or a reasonably direct al tern.'l. tive rqu te and c·harged for on the· 

distance of tbat route. This is rcas~mable. Under the definition 

of the normal and reasonably direct route sugt;estod above,· each 

half of the tickci vTill be i ssuod by the shortest route, or any 

alternative roui;e:·solected by. the passenger the distance by which 

,does .not exceed tho distance by the shortest route by morq than 

15 per cent, and charged by the route travelled. 

%Para 251 Indian Railuu.ys Com<'D.Crcial Hanual Vol.I 
I 

@ Rule 206 IRCA Coaching Tariff No.22 - Part I 
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Circuiar Journeys 

Cons)lidat0d Ticket:- A p:J.ssengcr who wishes to travel 

by other than the norml and reasonably direct route hns to buy 

separate tickets for each segm.c~1t of the journey. However, if . . 
permitted by the Divisional Office of the Raihv~ys, he may be 

issued·~~ . ticket for the entire journey by the circular 

route selected by him. Such a ticket, popularly knmm as Consoli

dated ticket, may be for a single journey or a return journey. 

The faro on a Consolidated ticket is chm.'ged ·on the continuous 

distance of the entli'e trip and, under our telescopic fare 

structure, the rate per 1m. decreases as the length of the journey 

increases. ·A pass~ngcr travelling on a Consolidated ticket -vrill, 

therefore, pay less per kr:J. (and so!!letimes also in the total) than 

what he uould. have to pay on a point-to-point basis. Two exanpios, 

the first relating to a single journey n..."ld the second to a round 

trip, are giv on in. table 1 o. 06; fares qre for second class Hnil/ 

Eexpress (existing). 

Table 10.06 · 
Nature of ticke.t 

Two single 
j OUI'rl;OY .ticketS 

Route 

New Delhi-Bomba;y-Nadras 

N evl Delhi-Bombay 

B om.bay-r·1adras 

Consolidated N e1-r DelhL-Bor:J.bay-
ticket for entire I·fadras 

Difference 

DeLl!i-Pune and back 

Ordinary return Delhi-Tirathura-Agra-
ticket by normal Bhopal-Itarsi-Bor:lb:J.y-
:route Pune & back. 

Consolidated Dolhi-Ratla r:J.-Ind ore-
ticket by Vadodara-Ahnedabnd-
circular route . Bombay-Pun,:; & back 

Diffor(.;nce 

Dist3.nce Fare Total· Fare 
___ fnro per kn 

kn Es. Rs. Paisa 

1384 

2669 . 85.60 3.21 

16.45 0.61 

1734 62.10~ 124.20 3.58 
1724 62.10 

. 2468 

2019 11 7. 25 2.90 
_2019 

4028 

6.95 0.68 
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10.26 Circulnr.Tour Tickets:- Railways also issue Circular Tour 

tickets far standard itineraries as also itineraries suggested by 

intending passcng~s, far distances of 2400 kns and over, at 15 per 

cent less than the tariff rate on continuous distance basis. These 

tickets arc issued only 1-1hen the following conditions arc satisfied:-

(a) Tho ticket is fron and to the sa::1e station. 

(b) Itinerary is circular in forn and not merely a 
1 •. « 

return journey by t~e same or alternative route. 

(c) The total chargeable distance for the tour'i~ not 

less than three·_ titles the chm-geable distance 

between tlle originating station and the farthest 

station in the itin;erary by the shortest route. 

The perioc1. of av-.ailability of the tickets is 30 days or 

60 days or .90.days.according as the distance covered is upto 3000 kms, . . . · ... 
5000 kms or longer. 

·· Break of journey is pcroitted as often and for as long· 

a period as desired at any intornediate. station on tho route of the 

tour, provided thilt no·part of theroutc shov111 .... 01ltho ticket is 

traversed noro than once, except uhere provided for in the itinerary, 

and that the pet,;'iod of availab~.li ty of the ticket is not •. exceeded • 
. ' 

10.27 The holdcr of a Circular Tour_ ticket is not only charged. 

on continuous (through) dist~nce .for the entire tour but allmted 

a further reduction of -15 per cent. on such fare. This c ombincd · 

with the long distance covered by s~ch· tour~ (Northern Railway's 

standard circular .tour No.11 extends _to 10,405 kms) results in 

the ·passenger travellin~ on such a ticket paying much less per km 

than the passenger who pays for the saa:e tour on point-to-point 

basis. The basis. of charge for these ticketo also create nany nore 

nnowalies than those noticed in the case of Consolidated tickets 

(para 10.25 j.-el"' above). Sonetimos, the Circular tour fare w.arks 

out to wen· 1 ess than the return journey fare by the nornal route 

b.etweon the farthest stations in the itinerary.. An example·· · 
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is given bclo>v:-

Uestorn Railway's St.::_ndnrd Tour No.31 

Jaipur-Kishnngnrh-Sojat Road-~hnedabad-Vadodara

Bonbay Coatral-Virangan-Rajkot-Virpur-Porbnndar

Junagadh-Keshod-Veraval-Jetalsnr-Dhanduka

Ahnedabad-Jaipur. 

The chargeable distance for this tour is 3)83 kns. 

and the second class fare Hail/Express is Rs.87 .4b. (Rs.102.05 

ninus 15%). The farthest station in tho itinerary fron Jaipur 

(the originating station) is Boc.bay Central and the distance 

between these stations. (via Ahnedabad) is 1118 kns. Tho sing~e 

journey seco~d class Nail/Epress fare for~ this distance is 

P.s.45.50 and the return journey fare ox:. Jaipur to Bonbay Central 

and back at two single journey fares ·would therefore anaunt to 

Rs.91.00. Thus,' while paying less than the nomal/r 0 turn journey 

far:e between Jaiptir and Donbc..y, ~he person undertaking tll.is 

circular tour can not only travel bet·ween Jaipur and Bonbc..y but 

also visit ~4 other places travelling an additicml 1147 kws. 

10.28 Genesis of Consoli&. ted Tickets & Circular Tour Tickets:-

Consolidated tickets were introduced as a convenience to the 

passengers. The intention was nerel:y- to save the pas~-.mger. 

v1ho 'tvished to travel by a circular route the botheration of 

buying onroute separate tickets for each leg of the ;]our:ncy, 

>vhich would otherwise have been necessc..ry, and to enable hin 

to nake advance reservations. There is nothing to show that it 

was intended to give him the benefit of telescoping of the fare 

on the continuous (through) distance of the entire journey; 

in fact, till 1971, Central, South Eastern, Southern and II estern 

Rail1..mys were charging such passengers on the point to point 

basis. Circular Tour tickGts appoar to h:wo boon introduced 

as a noasure of pronating internal tourisn and have all along 

been given the benefit of charge on continuous (through) 

distanc o. In tho presont sta to of ovorcro>vding in trains, 

however, tho need of tho hour is less travel nnd not noro tro.vol. 

As shown in the follovring p~r:t, both :;o1:solL!.ntccl tickets and 
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Circular•Tour tickets are being used mainly for travel for business 

purposes or otherwise at employers' cost, and there is no social 

ground for subsidisi~g such trc-,vel. 

10.29 Rationale of T~lescoped Fc~esi~ Telescoping of fares is 

justified by th·e economies inherent in the longer journeys; and the . . 
ultimate capacity .. of the passenger to pay the fare. Cost of 

transport can decrease as the .. distance: increases only if the 

passenger travels.by the same train, which is the unit of cost. 

This is not possible:on.a Consolidated ticket or a Circular Tour 

ticket. Regardiri~.the capacity of passengers to pay, in 1977-78, 

1694 Consolidated tickets (702 1st Class, 992 2nd Class) and 

37,223 Circu~ar .Tour tickets.( 1.1 ,664 1st Class and 25,559 2nd Class) 

were issued by seven Rail ways from wh~m information could be 

obtained. The Railways h~ve stated that these tickets are mainly 

utilised by seif-employed· businessmen and sales .representatives 

of large firms~ and to some extent by Government servants availing 

of LTC, tourists and others going on pilgrimage etc. Central .. 
Railway has stated that 90 per cent of the journeys on.these tickets 

are undertaken for business purposes and only 10 per cent for other 

purposes. It would thus appear that circular journeys are generally 

undertaken at business or employer's expense. ,,.. 
10.30 Proposed Circular Journey Tickets:- The system,thorcfore, needs 

reform. We recommend that, in future, all circular journeys 

should be governed b~ the following provisions:-· 

(a) All y.ourneys other than those by the normal and 

. reasonably direc;:t .route will- ·be deemed to be 

circular journeys, and such journeys will be 

undertaken on Circu~ar Journey ti. ckets which 

will replace both the Consolidated tickets 

and Circular Tour tickets in: -vogue. at present. 

(b) A circular journey will be charged for as two • 

single journeys, the 1 ength 4 of each: sin'gle 

journey being taken as ha.J.f the total distance. 

The· follovring two examples illustrate the 

basis of charge:-

( i) In the ca,sc of the journey from 
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( ii) 

Delhi to Naclras via Bombay ( 2669 kms) · 

mentioned in par:J. 10.25'above, tne 2nd class 

1·1ail/Expross fare uO be charged uiL .. be 

Rs.}02.10 w·hich is double the faro (Rs.51 .05) 

for half the distance ( 1335 l::rns). 

· (3383 kns) 
In the case of circular tourLmentioned in 

para 10.27 above,the chargeable 2nd class 

!~Tail/Express fare "\·rill be Rs.122.3Q 1·1hich 

is double the fare (Rs .61 .15) applicable to 

half the distance ( 1692 kms). 

{c) All rules and regulations (including those for 

brea.'lc of journey) applicable to Ordinary tickc ts 

vTill also apply to Circular Journey tickets. 

The nomenclature of Circular Journey tickets will 

clearly distinguish these tickets for Circular journe~from 

Ordinary tickets for journeys by the normal and reasonably 

direct route. The per km revenue from circular journeys 

. under th.e proposed basis of charge will also be ne~rer to 

that paid by passengers travelling by the normal and reasonably 

direct route. Finally, the basis of calculation of:fure for 

circular journeys 1rill be .simpler th.".n at present,and there 

will be no difference betueen Circular Journ_ey_ tickets and· 

Ordinary tickets in regard to the rules and regulations 

including that for break of journey. 

10.31 Consolidated tickets and Circular Tour tickets 

(except for standard itineraries) can at present be issued 

only on the authority of the Divisional Office in the case of 

the former and Headquarters Office in tbe case of latter and, 

because of the cumbersome regulations governing these at present, 

it often takes a long time for the necessary authority to be 

issued. He hope that, '\<Tith the simplification in the procedure 

for circular journeys suggested by us, the Raihmys will m2ke 

arrangemcn ts for pass cngers intending to undertake such journeys 

to get their tickets spec dily. Unless there are insupcrc.ble 

difficulties, at leo.st tho importo.nt st.=1.tions should be authorised 

to issue circular journey tickets. 
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CharE;e by Shorter Route for Journey by L_onger Route 

,0.32 'Vhere a passenger has a choice b~tW-~en several alterna-

tive ro1.<. tes one shorter than t~.Le other( s), he should logically. ·. 

be c.harged the fare app!'opriate to the route (distance) actually .. 

travelled. At present ·t>n 58 sections on the Eastern· ( 27) . 

Northei-n ( 23) and North Eastern ( 8)Railvrays the fare is charged 
1 ) •• 

by the sh:ortcr route even \-Then tho j o-q.rney is. actually performed 

by the longer route. For example, a pass.enger travelling from . . 

Delhi to Ambala via r.Ioorut," Snharanpur and J.;_gadri (262 kms) is 

~harged by the shorter route via Panipat and Karnal ( 198 kms). 

Thispractice nhi·ch-dates'back to oldendays, appears to have been 

introd~cod _under the compulsions_of inter-railway competition. It 

lost its economic raison d 1 etre 1-rhcn. all rail ways b ccamc part of 
integrated c oiJr:J.O . . . · 

oneLGovo~~~ent system over 40 years ago, but has somehtw continued. 

That apart, the practice:" 

entails loss of revenue· to tho Railways;· 

results in certain anomalie~ in that the · 

(distance related) faro to _certain stations 

on the longer route short of the common 

destination is more than the fare to the 
,· 

q~mmon station,_and this makes certain 
" 

malpracticespossi~lo; 

creates invidious distinctions between different 

parts of the country since on comparable sections 
. . ~ 1for elsewher~ the passenger is. chargeu.L.bY the longer , 

route by which he actually travels. 

In the cir.cumstances, l-te recon:10nd that on these 

58 sections also the passenger should be charged by the route 

actually tra voll ed. 

Uniform Fare.s for All Stations Serving an Important City 
. ' 

10.33 Our faro structure is based on' distance. 
,. 

Tho fare 

for a journey therefore depends on the distance between the 

originating and the destination stations. Sometimes the fares 

to adjoining stations, _situated within a few lans of each other~ 
· 'the 

arc different. For cx::unple,LSocond class express fare from 
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Boobay Centr.:tl is Rs.52.30 to N·cw Delhi (1384 lms) and Rs.52.4.5 

to Delhi (1388 kns). 

10.34 In sooo cases, as in tho ox~plo given above, the 

adjoining stations serve the sane city .• In these cases, P.assengc:rs 

f.:tce genuine difficulty in buying tickets to the correct desti~-

tion as they may not be fully aware of the relative location of 

different stations or because of the deceptive similarity in the 

no.mes· of tho stations. In such co.ses, a passenger is liable to 

be penalised if tho fare for the station at which he detrains is 

higher than that for the station for which he holds tho ticket. 

For exaoplo, if a passenger holding a ticket from Bombay Central 

to Nev1 Delhi goes past 1Joi<T Delhi and gets down .ct Delhi, he is 

liable to be charged the difference in the f.:tro (Rs .o .15 for second 

class r!J:ail/Express) plus a penalty (Rs.1b/-). This si.tuntion 

results in in.convonience to, and sometioes harassoent of, the 

passengers. A number of railways and passenger associations have 

suggested to us that uniforw. 1\.,.ros shoulc:L bG charged to all 

stations which serve an important c:i.ty in order to avoid diffi

culties of the kind explained above vThich pass angers experi once 

at present. 

10.35 Short distance passengers would generally be fru:liliar 

with tho geogr..1phy of the city to which thGy are travelling and 

the names of different stations in the neighbourhood- and ioTould 

thus generally buy the ticket for the particular st.:J. tion to 

which they wish to travel. The problem i"lould, therefore, 

normally arise only in the case of long distance passengers 

or ·passengers coming from beyond, say, 300 kos. · lve have 

suggested elsewhere that fares beyond 100 lms should be charged 

on the basis of distance stages of 5 kns.up~o 300 kns., 10 kn 

between 301 and Tooo· ko., 25 ko between 1001 and 2500 ko.-, and 

50 kn thereafter. This should solve tbe proble:o. in quite sone 

cases. It nay, however, still happen that of tho two or throe 

st.:t tions invol vo<l, one falls in one distance stage ~'1.d anothc::

in the next distance st::tgo and in such cases the faro for tho 

tvro stations conc.;;rncd 'ilill still be different. 

10.36 The prnctico of charging unifom f:J.re in ~uch c::csos 
the 

is nlrcndy in vogue in a feu c::tses. Thui Southorn Ro.iluny 
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charges the snoe faro for BnnGnloro C3ntt. and ~nngnlorc City for 

traffic fran Ho.dras coning yin South -vrost line •. vlhat is ne·eded is 

a two fold extension of this. pr;·· cticc. First, it should be extended 

to tickets to nl~ inportnnt ci tics in tho country l'lhich are served 

by noro than one station. Second, .9b!:. stations situated beyond, . 

say, 300 kms froB these cities should charge the saoe fnre in e::'..ch 

such caGe. As already explained, the problem of buying a ticket· for, 

or detrnining at,_ tho wrong sta tiol~ uri ses generally only in the . -
case of long distnnce passengers·. Passengers coning froo within, 

say, 300 kr;ls can reasonably be expected to know tho exact station. 

they wish to travel to. The distance for charge could be the 

distance to tho farthest station, or the nearest station, or the 

principal station in the city, or the noun distance of all these 

s to. tions. In our view, the faro should b;o~ charged t_o the principal· 

station in each case. , (~, Bonbay Central or Boobey VT as the 

case nay be in the cas~ of B9mbay.) If the sys ten is to have any 

practical value, it is necessary that the p'assenger should be fully 

aware that his ticket is valid not ·only for the principal station 
for . , . 

of the city but alsoLthe other stations serving it. Accordingly,· 

either (a) the names of all the stations in question should be 

shown on the front of the ticket, or (b) tho ticket nay show' the 

nane of .only the principal sto..tion.but the back of tho ticket should 
'·· . 

contain a rooark "also valid for •••••••••• sto.tions"). 

10.37 The quosttl.on of uniforn fares for all stations serving 

an inportant city arises ·only in tho context of the inward traffic 

as explained above; outward pass.engers from the city would not face 

any difficulty if the fares ·for different stations. serving it are 

different •. However, it would be odd if the fares between a pair 

of points are different for inward and outward jo\ll'Ileys .and, · 

therefore, it is necessary that the sane fares be charged for a 

journey in either direction. Accordingly, wherever the system of 

uniform fares for stations serving an ii:lportant city is introduced, 

the uniforo fare should apply to. both inward and outward traffic. 

Provisions n.pplicable· to children 

10.38 Children nfive years of age and under" are ca.rriod free 

and children 11 ovor five c..nd uridcr 12 yonrsn of [lge are chnrgod 
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hclf fnre. The lovrer ::tc;e lini t uc.c. thrc~ yrors until 31 .3.1979 

and vm.s increased to five ycc.rs fran 1 .4.1979 to connenorn to 

the In tcrn;2 tion::U Y car of tho C~1ild. H c.: find it clifficul t to 

understnnd the connection b chroen th 0 age lini t for free trnvel 

and the objectives of the Internn·tiona.l Yeo..r of the Child. 

The increase in the ~e lini t of free tr nvel is n.l so bound to 

nffect tho revenues of the Rnilwa.ys; ndequa.te do..tn reearding 

the inpnct of the chango is however not nvci lo.bl e • 

. 10.39 The rules do not guo.rnntee ncconnodo.tion to a. 

passenger except 1-There a. sent/berth is reserved nnd. a. seat/ 

'Jerth nay be reserved for a child only if ho holds G. child's 

ticket. Thus a. child tra.vcll ing free by reason of nge is 

expected to ride in the lnp of 'or sleep vri th1 the ndul t with 

when it is travelling. Even a nether ca.n,perhaps conveniently 

carry only n bnbe-in-nrns or n child under, sny, three yoors 

in ih is 1-rny, especially on n long journey, end· the nvero.ge 

second cl.::tss express journey (323 lms) 11oulcl extend over eight 

hours. Tho problen twuld be nccontuntcd if she is ncconpanicd 

by nore thnn one child under tho fnro pnying ngo -- a.nd this 

is possible if the nge linitis as high as five years - or 

the child is trnvclling in the conp~y of nn older cr~ild 

over 12 yenr s of ago ond not nn ndul t as such. Bcsi d.cs, in 

the case ·of oilier children there co.n ill vro.ys be an nrgunent1 . 
behreen the p·erson in vrhos o coTipany tho child is travelling 

and Rail way officia.l s, as to whether tho child is 1·rithin the 

free age linit or not. 

10.40 . Tho State Road Trnnsport Corporntions gonernlly 

cnrry children upto three ycnrs of nge free nnd chnrce half 

fare for older children upto 12 yonrs. On Airlines, n child 

under two yenrs is cho.rged 1/10th f.:crc, o.nd for o. child betueon 

two nnd 12 years a hnlf ticket is required. The position in 

this regnrd on sane of tho Rnihr:tys nbro.:ccl is o.s sho1m in 

Tnble 10.07. 
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Table 10.07 

Area "Free" under "Half farott· under 
2 3 4 5 7 10 12 14 

North 
yoo.rs years _xonrs ,;years 

Aoerica USA Canada USA 

-------------------------------------------- Canada ----------------------
\·lestorn 
Europe 

Spain Spain- U.K. 
U.K.F ranee 

Geroany 
Italy 

France 
Geroany 
Italy 

------------------------------------------------------------------
Eastern 
Europe 

Poland 
·Hungary 
Yugos
lavia 

USSR 
Czechos
lnvakia 

·.Ruoania 

Poland 
Hungary 

USSR 

Yugos
lavia 

·. Czechos
lavakia 
Ruonnia 

--------------------------=-------.-------------------------~----

Africn 
Asia 

Egypt 
Iraq 

Egypt 
Iraq 

-------------------------------------------------------------------
It will be seen thn t our revised age lini t of five yenr s 

for free trnvel is higher than that generally prescribed elsevrhere, 

while tho age linit of 12 yec.rs for half fnre is oore or less the 

sane ns thnt o~~others. 

In the circunstances explained above, we consider that· 

tho status quo ante should be rc stored and the age l:i,ni t for 

free· travel reduced to three years. vlhile naking this change, 

the interml disho.rmony in the wording of the existing rule 

should be renoved •. Since the upper age liD~ t is under 12 yec:rs, 

the lower age linit ~1ould be under three years and not 

"three years and undern. 

There is an ancient rulEf in the t.1.riff in regard to 

nttendnnts travelling in .sole charge of children. (It dates 

back to at least 192,9). The conditions in which tho rule was 

nnde have changed greatly and hnrdly exist at present. It is 

not necessary to have this provision any longer and the rule 

nay therefore be delete(!.. 
*Rule 2 41 , I • R. c-.-A-.-C-o_a_c_h_i __ n_g_· ~T,_a_r_i~f~f~.-::li-:-:T -o-. 22 , · Part I , V o 1. I • 

.. 
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Bronk of J;'ourney 

10.41 A pc.ssenger holdin:; ::. j ourne:y tic'kot for o.. dist.::mcc of 

nore thun 320 kns is pcrni ttvd to brco..k j ournoy o. t .:-my stc. tion 

on tho wo.y u. t tho ra. to. of one d:1.y for cvcry160 lms 'Or pc.rt 

thereof, For exa.npl o, a pass engor holding o. ticl:ct for 1000 lens 
. I 

no..y breo.k his journey enrout~ nt a.ny one stntio~ for six da.ys 

or nt six different s'btions for one da.y ea.ch. The firE:t brca.k 

of journey co..n be na.do only nfter a distance of 240 lCJ.s has been 

trnvellod; however, a pass ongor detraining enroutc within 240 kDs 

for catching a. cornecting tr~in is not trou.ted as havin.g broken 

the j ourncy proYided he resunes tho j ournoy i'Ti thin 24 hours. 

Snnplo checks conducted by us have shown tho.t tho fo..cility is 

availed of very infrequently. 

10.42 The distance linits of.320 kns, 240 kns and 160 kns 

nentioned above nrc the notric equivalents of 200 niles, 150 

niles and 100 niles laid down long o..go. In tho light of the 

existing pattern of traffic, we suggest tho..t these odd figures 

nay be rounded ofl to 400 kns, 300 kns and 200 kns respnctively. 

10.43 The rules provide that n passenger bre~~i~~ his 

journey nust get his ticket endorsed by tho staff of the s tc:. tion 

vihero the journey is broken. In co..so a journey is broken 

but tho ticket is not so endorsed, the passengur travelling on 

such a ticket will be considered as travelling without ticket. 

In practice, conpliance "Vlith this rulo causes n lot of 

inconvenience to the passenger and tho procedure therefore 

needs to be sinplifiod. It is suggested tho.t n passenger 

wishing to break journey onro'..l.to nay be enabled to buy a 

"Break of J ournoy" ticket (showing particulo..rs of tho journey 

ticket and place at which the passenger wishes to brenk the 

journey), at a noo.inal price of, sa.y, Rc.t/- c:.long \lith his 

journey t~cket, at the stc.rting sto..tion, and allo>:cd to break 

jour~ey onrouto on tho o..uthority of that ticket, .thus obvi~ting 

tho bothorsono need for getting tho journey ticket endorsed ~t 

+ Sinilar action nay also be ta.~:en in other s"J.ch c:-2scs 

of vrhich the:re a.re a nu~1bor. 
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the stopover point. A Bronk of Jour-... 1cy ticket should not of course 

be issued for a station short of the one for which the p['.osenger 

hns reserved ncconnodation or p. )cf'ncession ticket (pnrn 10 55(r) or 
10.63\.C I • 

hill return ticket ( pnral on which. brenk of journey is not 

pornissibla. 

Nela Specials 

10.44 On the occasion of Kunbh Meln, Rnihmys run hundreds of 

special trains to cnrry tho over-flow of traffic. In the past, 

passengers travelling by such specials have been charged Ordinary 

train fnros in each cnse. orainnry trnin fnrcs nrc applicable to 
... . 

short distance trnins which run nt slow speed, stopping nt rond-sido 

stations. Sane of the specinls, however, cover relatively long 

distances an& nrc run at narc or loss Mail/Express speeds, skipping 

halts at nost if not o.ll t~1e road-side stations; passengers 

travelling by such fast nola specials could be appropriately charged 

Mail/Express train fares. It nay be nentioned here thnt the Railways 

have to spend a lot of nancy on the infrastructure required for 

denling with nola traffic. In the circunstancos, we consider that 

fnres for nela specials should not be autona.ticnlly charged o.t 

Ordin~ry train rates; Mail/Express train fares should be charged 

whore justified. 
•.·' 

Refund of P.:!res etc. on Unused Tickets 

10.45 The existing rules for refund of fares etc. on unused 

tickets, as nnended in Doconber,1979, are by o.nd lnrge reasonable. 

Vfe have, however, two anond:r:10nts to suggest. 

( n.) In the case of o.ll trains other than Ro.jdhani 

Express, 1"lhen a ticket on which a reservation ho.s 

been nade is surrendered less than six hours before 

the scheduled departure ''of the train and upto 

twelve hours nfter its nctut.l departure, iho 

cancellation fce.charged is 30 per cent of the 

fnre subject to certain ninioa nnd naxino., and 

for this purpose tho fare includes not only the 

basic fare but also tho supplcnantary charges 

for superfnst trains and for' second class sleeper 
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coaches. In principle, the' fc:c for l.'lst ninuto 

ca..."lc olla tion or non-ut ilio.:-1. tioa o'f roaorvc<l o.cc o-

m:ocl.::t tion in superfast tro.ins nne~ sl co per co.:::.ches, 

vThich aro nore popular, shoulrl bo higher th[l!l thnt 

for· other trains n:r.cl gonor::i.l service coaches. 
' 

Th.::tt_ a.p.::trt, it hns been brought to ou1~ notice 

that tho present sca.J.e of cancellation fcc in 

those cases loads to ccrt.::tin nalpractices, the 

scope of l'ihich would be reclucccl if tho foe is 

enhcmced. Accordingly, ue propo so that in these 

cnscs tho supplenenta.ry chnrges for superfast 

tra.in o.nd/or second cla.ss sleeper should n0t be 

refunded at all, i.e., the cancella.tion fee 

should be 30 per cent of the b.:::.sic fare (subject 

to tho prescri bod ninir:a. and nnxina.) plus the 

superfast surcha.rge a.nd/ or sleeper chr:.rge, ns 

the cnse nay be. 

(b) Corta.in inporta.nt st.::ttion$ha.ve been a.uthorised 

to issue tickets for journeys coLmencing fran 

other sta.tions. For exa.nple, Bonbay Central ca.n 

issue a. ticket for n. journey froi:l New DeJ.hi to 

Bonbn.y Central, a.nd Ajner can issue a·ticket 

fran Vndodnra to Anritsar. In sone cases the 

issuing s_to.tion (Bonbay C~ntrnl in the exDDple 

given a.bovo) can also nnke confirned reserva.tion 

for the journey against a quota provided to it 

for this purpose. In other cases, tho passe..n.gcr 

gets reservntion fron the stnrting sta.tion or 

tho trGi n origina.ting station under the nornal 

rules. It na.y be tha.t such a p.::tssongor carmot 

pcrforn the journey. In tha.t event he cannot get 

refund on his unused ticket fro~ tho stnrting 

stn tion, as the rules provido th:::tt refund on an 

unused ticket can be grc.:ntcd only by the stc;.tion 

uhi ch issued the ticket. It would hovlOvor be 

reasonable for the refund to bo gr:cntod by tho 

station fron l<hich tho jonn1c~· is to cormonco, 
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at leo.st where the C['.ncelle.tion of the journey is 

due to the fault of the Rnilvm.y. 

The re func1 rul,es :~.lrea.dy perni t re'fund by stations other 

tho....'Yl the stn.tions issuing the tickets, under the following 

circunsta.nces:-

( i) d~scontinua.nce of journey duo to la. te running of 

trains a.nd consequent nissing of connections - refund 

can be given by tho Statio~ Nn.ster of the junction 

s tc.. tion; 

( ii) discontinuance ·of journey due to dislocation of trcin 

scrvi cos ..,;, :r.-efund by the stn tion .at which tho journey 

is. torni n:~. ted; 

(iii) failure of cd."r-conditioning equipnont- refund at the 

destination station on production of the necossnry 

certificate issued by the Conductor; 

( i v) 't'rh en passengers are conpelled to travel in a + ow0r 

class - refund at the destination station on production 

of a. certificate fron the Conductor or Gu::u-d. 

In view of the foregoi_ng,, we reconnend tha.t a passenger 'l'rho 
~· . .. 

is unnble to perforn the journey for whi<;:h.he bought tho._ ticket fron 

another station, nay be granted refund by tho station fron 't'Th~ch the 

journey is to conoenco provided tha.t the journey is cancelled for any 

of tho following reasons:-

(a) the train is cancelled or is running ln"to bynore 

than three hours; 

(b) where the ticket is for air-conditioned accoonoda

tion, the ~ir-conditioning equipnent fails and he 

is umdlling to travel in another class; 

(c) he has been given confirncd reservation for the .. 
journey, either by the ticket issuing office 

against its quota. or by tho s ta.rting or·. train 

originatinG station, but finds on arrival at the 

starti:ag sh tion tho. t he has not .. been provided 

reservation. 
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I ndr.J.il Pnss 

10.46 Indr2.il Passes -vrcre introducoc~ in Juno, 1977 as n. 

tourist pronation ne.J.sure. The f:1.res >vera revised upwnrcl in 

February, 1979. Tho pnssos can be. purch:-..sed not only by 

foreigners as such b'Zt c.lso by Indians living ::-.broad >vhile 
'I 

they visit this country, but tho price has to be paid in convertible 

foreign currency. The pass is good for unlinited travel on nll . 
tr['..ins (on which acconr.:ocla tion of tho clnss for uhi ch the pass 

is held is provided) and this incluctes the Rnj dhnni Express. lJ o 

extra charge is loviod for reservation, sleeper (in Second Class), 

superfast trains, and noals in Rc.j dhc...."li Expresses. The schene h.:1s 

proved to be a success. In the throe nonths1 period June-August 

1979 (Off. season), 3494 pnsses wore sold for a total of US$ 2,03,749. 

10.47 Inclrn.il pnss J.J.n.kes travel easier for tourists n.nd this 

is the bnsic ranson why it has· been introduced. Dovelopnent of 

tourisn cc.n bring ~arge benefits to the count~y- not only in 

terns of earning foreign exchange ( 1fhich should be Helcone even 

if we are not so short of it now ns we used to be) but also in 

terns of tourisn 1 s spin-off benefits in genernting enploycent, 

incone and in the trnnsforontion of the locnl econony; it also 

generates international good-w~ll. Trnnsport plays nn inportnnt 

developnent role in furthering tourisn and it is right that the 

railways should recognise this c.nd do thuir bit in the nc.ttor. 

10.48 In view of the foregoing, vTo should continue to nnke 

this facility <J.vnilnble to tourists. Tho pc.ss should, of course, 

be sold at an ocononic price. Our foxes nre very low in conpnrison 

with what the nnjority of tourists nre used to p.:1ying in their 

countries (even for bus trnvcl), nnd will :::-onain so coven after 

the increase in the fnre level we nre proposing. Tourist 

Agencies have told us that the price of Indrnil P.:1ss could be 

raised without c:.otrincntal effects on touris:::J. Tho existing 

price could there foro bear n.n incrcnse. 

10.49 The first clnss/A.C. Ch:-..ir c0.r p::1.ss for 30 dc.ys scer.:s 

to be the no st popular. In n LO~l th n tourist is u:1likoly to be 

nblo to perforu nore tho.n, ':J:J.y, nine journeys of 700 lens co.ch 

and it would bo proper to chnrge for those (nt N~il/Exp:::-css f2ros 
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for first class) on a point to point basis. Assu~ing that seven 

journeys liOUld be performed· in first class and two in A.C. Chair car 

and some of·. tliese uould be in s_:~-l'~:fast trains, und allouing for reser

vation fees, the price of a one month first class/A.c •. Chair car pass 

may be fixed at US ~ 150.00.; The price of an A.c.c. pass should be 

double• and of a second class pass 44 per cent, of the first class 

pass. A 7-day pass will be priced at 53j~, 14~day> pa·ss at 66.66%, 

21-day at 80%, 2 months at 15Q% and 3 months at 200%· of the price 

of corresponding one month pass, the fare being rounded off suitably. 

Tabl~ 10.08 sholls the· proposed ro.tes in comparison i'l'ith the existing 

rates. 

Period. 

7 days 

14 " 

21 " 
30 " 

60 " 

90 " 

Concession 

T a b:l e 1 0 • 08 

' 
Existing - : __________ ~P~r~o~p~o~s~e~d~--------------

' • . , t I f. I t 

;A.c.c. ! First :Second~ Period :A. C .c. ;First :second 
: class/AC :clas~ ·I ; :class/AC: Class I 

I 
I 

in 

:Chair car: ' ; :chair ca;: 

80 40 15. 7 days 160 80 

120 60 25. 14 II 200 100 

160 80 30. 21 II 240 120 

190 95 4Q One ~onth 300 150 
. 

260 135 6Q Two months 450 225 

300 165 75 Three " 600 300 

Fares z- etc. 
•.·' 

35 

45 

55 

65 

100 

130 

10.50 Indian Raihmys alloW. concessi on in fares to 
' 

various categorie; 

of passengers like students, Scouts and· G-Uide.:?.,_ ~ .• c.c. cadets, sportsmen 

and a!tistes, T. B. and Cancer Patients, Orthbpaedically handicapped 

persons, blind people'. kisans and industrial workers, delegates t 0 
. . 

conferences, etc. Thes~ are listed in I.R.C.A. Coaching Tariff No.22, 

Part I, Vol.II .- . Statement 1 o. ~ shm-is in sunmary .forB particulars of 

the persons, etc., eligible for the concession, circu,mstances in which 

the concession is a~issible, n~ture/element of concq~sion, etc~ .. 

10.51 Volune of traffic:- It has been ~stimat ed by the Railways, 

by a study of the concess_i~ns granted in April - June 1977 and in 

April -June 1978,. that the total value of these concessions amounts .. . 

to about P..s. five croros per y.aar. Table 10.09 shoi'TS the category1-Tise 

details of tho value of concessions. Students - mostly over 

12 years old - are by far the bigg.est beneficiaries; concessions 

availed of by them accounted for over 
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80 per cent of tho total revenue forceonc. 

Table 10.09 

S.No. of Ca~ogory 
concession entitled 
in the 

Anount foregone during 
April to June 1977 

... Anount(r.s.) 

Anount foregone during 
April to June 1978 on 
C,·S, SC & NF Rlys. 

Tariff Anount(ns.) %age 
'I 

4, .. 4-,A., 4-B, Students 
4~C, 5, 6, 
6-A, 6-B, 
6-C and 7 

1 , .. 2 

3 

9 

11 

12 

13 

14 

19 

20 

21 

22 

29 

30 

Sportsnen 

~:..rti::::tes 

NCC Cadets 

Blind 

TB Patients 

Cane er 
Patients 

Scouts 

Kisans 

Nurses 

Teachers 

Conferences 

Handicapped 

Lep-::-osy 
Patient's 

1,07,64,822 

1 , 57, 122 

1,47,906 

2,06,181 

1,76,775 

2, 31 '263 

2,29,280 

28,074 

31,084 

1, 43,563 

72,414 

19,865 

8,938 

91 '220 

Total·· 

Estimated Total for 
a year. 

: 1 ' 23, 11 , 11 2 

_4,92,44,448 

87.44 

1."28 

1.20 

1.67 

1 .4-4 

1.88 

1.86 

0.23 

0.25 

1 .17 

0.59 

0.16 

0.07 

0.74 

1 oo.oo 

-42,_26, 756 

1,53,~~3 

2,85,407 

1,51 ,683 

1, 05,196 

93,405 

1,75,738 

9,710 

7,968 . 

99,455. 

90, ~ 09 

1 '62,468 

5,586 

73,805 

56,41,279 

5,15,36,356 

Statements 10.3 to 10.6 ·analyse the concession orders 

exchanged for tickets at certain stations by tho category/age of 

_the beneficiary, distn.nce travelled, ·etc. It will be seen that 

generally the concession is availed of by ad~lts in second class 

and the journeys cover relatively long distances. 

74.93 

2.73 

5.06 

2.69 

1.86 

1.66 

3.12 

0.17 

0.14 

1~76 
1.60 

2.88 

0.10. 

100.00 

10.52 Conparison l'l'ith other Raihr3.ys etc.:- None of the concessions 

are granted on connercial considerations. \'To also find tlnt Indian 

Rai limys arc noro lib oral thnn other tr:.1ns port agencies in granting 

cone essions. Rail Hays abrond gcncrnlly allcvr c onccssions on socinl 

grounds to only the blind, tho physically h::.:1eli~appcd and elderly 

citizens; sone RaihTays nlso give linitod concessions to students 
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and circus partios. They hnve concessional tariffs for party travel' 

but these ar o norna.lly based on c or::n: .. lCrcial considerations. 

10.53 Comitteo on Social ... ..1rdons:- The Rai:....ray Convention 

Comittee, 1973, observed that tho Railways give concessions t6 

students, sportsoon, artistcs,blind persons, Defence pcrsor...nel, etc, 

and rocom.endod that, while such travel concessions nay continue, 

the Railways should be reinbursed the cost· thereof and, with this 

e.."'ld in view, the necessr:.ry fina:1cial arrangooonts nay be 1-Torkod out 

by tho Goverru::.ont .. T~o nattc:r was. subsequently oxanined by the High 

Level Ccn:1ittee·on Social Burdens sot up by the Railway Board •. 

Relevant extracts fron the Comittco's report (January 1979) arc 

reproduced below: 

"The Railways also incur substantial losses as a rosul t 
of various travel concessions, which ineludo concessions to students, 
teachers, kisans..... The!=le concessions date back to a period, 
when the railways i-J-an ted t 6 a ttr6.ct pass anger traffic by g:i ving 
various concessions so that· .the accoonoda tion on tho tr:iins wis.· 
fully utilised •. In the present situation .when there is over-
crowding in nest ·of the tr·a~ns, giving of concessions appears 
ananolous. Uithout passing any value judgenont on the need for 
subsidy for any specific group the c on:1i tt co are of the view thnt 
these subsidies should not be giv on by the Railways and having 
considered all aspects tho Conoittee feel that all such concessions 
should be abolished. In case any subsidy in the case of travelling 
of any of these categories is considered desirable on broader socio 
econonic consid~ration it will be nore appropriate .if .these arc 
provided by the concerned dopar·.;tJ.ent/crganisation such as Agriculture, 
Labour, Conounity Devolopnont, Education etc. · 

XX XX 

As regards travelling concessions to Kisans, industrial. 
labour etc.~ the Connitteo reconnend that ~hcsc concessions should 
also be inrn.ediately vithdrm-Tn. The Railways do not hav·e adequate 
coaching stock for runriirig special trains and special bogies and 
even if they have such stock the exiguous resources should be 
utilised in dealing with the nor.oal traffic. 

Tho concessions to students and teachers, however, have 
a long history. The Rn.ihmys encourage trnv olling anong students 
so that they can soc the country. The CoDQittce recoonend that 
this .concession should be given only to such s tudonts and teachers 
as go on educational tours and not for travelling to their hone 
towns and back to the pln.ce of their educnt ion. The concessions 
given to students at present for other tban edu.cat:j..onal tours 
should accordingly be withdrawn. 

Tho only concessions whore ~ ontinuntion is justified 
in the view of·tho CoDDi;.;i;ee arc: concessions to Cancer patients, 



10-34 

T.B. patients, dis.:tbled :mel hanclicnppod persons, leprosy p<:tticnts, 
Red Cross and nurses, NGC and. Bh:J.rat Scouts & Guicks going in p:.rtics 
or for cao.ps." 

10.54 Gen~.L~al recor.me:ncb tions:- .4fter oxanining t:.e n::tttor 

in all its aspects, we have c co.o to the c.onclusion that uhile 

concessions o.ay by and large continuo to be granted tc those 

eligible for it at present, the conditions on "'ihich the con-
'. 

cessions are grac"1tod and the extent of the co~1cessions should be 

o.odified to o.nke the systen nore rational and to prov ent abuse. 

As already st:1t ed, the princip.J.l ben oficiarios .:::.ro students. Tho 

other categories entitled for concessions include tho blind, 

orthopaedicnlly handicapped, cancer patients, boy scouts, girl 

guides, artistes, sportso.on, etc. \To co:J.sidor that these classes 

of our society need help and encourngco.ent, and the o.agnitude 

of the revenue which has to be foregone .:::.s a result of the grant 

of concessions is not unbearably high. Considering the circuo.stances 

in which the concessions wore introduced and tho fact that nost 

of theo. have been enjoyed for n.:::.ny J.0::::·lc3, ,;c C:c, not think it 

will be pr:1ct icnble, even if it 1vor e entirely logical, to arrange 

for the cost of the concessions to be borne by other ni.nist ries. 

10.55 In our view, the follovring b::tsic cmnges should be o.ade 

in the existing schoo.e of concessions:-

(a) as a general rule, concessions should be granted 

only in Second Class.· As an exception to this, 

however, the blind, orthopaedic ally handicapped 

:1nd· cane er pa tionts, o.ny be allovred concessions 
-"-

in higher classes also, as at present. 

(b) 1:Thile students, the blind, orthopaedically 

handicapped and cancer patients nay be nllmvod 

50 per cent concession, the concession for all 

other categories should be linitcd to 25 per 

cont. No one should be allovrcd a concession of 

nore than 50 per cent of tho basic adult faro in 

any case. \Ihorovor :1 lnrgor c oncos sion is allow·cd 

nt p;roscnt, the rule should be n::J.cndcd suit::tbly. 

* The existing rule (Rule No.233, IRCA Coaching Tariff No.22, 
Part I, Vol. I pcrni ttin~ c. c oncos;:;i,Jl'- :1v:;_~l..;r ·i:;o ch:tngo his 
ticket to a higher class by paying tho diffcronco, treating 
the c oncessional t iclcot as o. fully p2id tic kct, should bo ar::ond;.;d 
to allow this facility only to thuso throe c'ltec;orics ancl they 
nay bo grnntod tho facility in respect of AC Chi.lir C.::cr clo..ss J.lso. 
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(c) Tho concessions listed at S.No.6-B(3)(4), 

s.N.6-C(2)(3)(5), s.n.s, s.N.16 and s.N.18 of 

IRCA Coaching T::.::iff No.22- Pa.ri; I tVolune II), 

whic~ have rena.ined suspended since 1966 in 

sone cases and 1972 in other ca.ses, should be 

discontinued. 

(d) Concession should not be granted for any joun1cy, 

the cost of rThich is borne by the Central or. 

nny Stntc Govarnuont or a local a.uthority, or a 

Statutory body, or a Corporation, or a Govarrincnt 

uncertakinc or a University. 

(e) Tho rules should spell out th:::. t tho cone ession 

applies only in respect of basic fares, and no 

concession is adoissible in other charges such as 

sleeper cho.r~e, supplenentary charge for superfast 

trains and reservation foe. In practice these nrc 

charged extra but tho rules are not specific on 

tho sub j oct. 

(f) Break of journey enroutc should not be allowed on 

a concession ticket for a journey for a specific 

purpose, e.g., a student travelling to/fron an •.· - .. 

exanination centro, a cancer pati~t travelling 

to/fron a hospital, a prof cssor travelling t o/fron 

a conference. It should be all9wed only in cases 

of round tour tickets far students and other 

sinilar cases lvhcre n break of journey would be 

a natural event. 

(g) To guard against nisuse, the Railways should 

acquire a.uthority to check tho concession 

orders issued by a school/college or the issue 

of which has been reconncnded by an organisation, 

with tho records of the school/college or the 

orga.nisation concerned, to see that only these 

eligible for the concession have been issued 

concession ordors/rcconnonded for grant of tho 

concession, and nake sono test chocks fron tine 

to tine in tof'ns of this authority. 
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10.56 Students' concc~sions:.:- The conditio;.1s for gr.:::rn.t cf 

concession to students should be nodifiad as·follows:-

(n) Studcnts'conccssion should be ndnissible to only 

full tine students in cducnt iono.l ins t"i tutions 

rccot;nisod by tho GovcrnLlcnt. Concession should 

not bo ndnissiblc to students who aro w~go oo.rncrs 

and are studying in o.ny institution, including day 

or night institution, in sp::~.r o No.r should 

it be granted to ncobers of an institution like 

Balbn-ji-Bari 1trhic h is not o.n ccluca t ionnl 

institution. 

(b) Only students (including research scholars) upto 

the age of 25 years should be eligible for concession. 

In the case of Scheduled Castes o.nd Scheduled Tribes, 

tho upper ago lini t could be relaxed to 27 years. 

(c) To prevm'!.t Disuse, rules shc.ulc.l p:;_·ovido that a 

student availing of the concession should show 

his identity card (issued by his schcol/colloec or, 

failing that, the Post Office*) to the booking clerk/ 

TTE, if and uhcn dono.ndcd. The identity card should 

show the student's hone station; for this purpose, 

the tern hone station would connote any of the 

following selected by the student. 

(a) native place of tho student; 

(b) the plc..ce where either of the :pc1.rcnts or tho 

guardian of tho student norrolly resides; 

(c) tho place whore oithor of tho pnronts or 

guardian of tho student is residing at the 

tine. 

(d) Students' concession should be subject to a nininun 

distance linit of 100 kns, except in tho case of 

travel in connection vdth educational tours in 

parties of not less tlnn ton. 

(c) At present, stuclontn botuoon five o.ni 12 yo:::trs of 

age tr::lVollinc -t.::_ sit .: .c.· ·_-_:·it ;::,_-:~--;.ol."'.rs!1ip 

*It is understood tmt Post Offices issue L1c:ntity c.:--.rds. 
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e:~D.Di:lation ~rc c;rc..:J.ted concessio:1 only if. their 

:;_J:'..rents h:'..VC ~ t;r JSS inc one Of lOSJ than P.~e100/- per 

no:1th nncl they tro.vol nt their mm expense. These 

u:1u~uc..l restrictions should be reoaved nnd students 

appearing for ncrit scholarship exanination granted 

concession on thG sane conditions as other students. 

They .should nlso be entitled to escorts at concessional 

fares as in t:h.a case of other studcn ts. 

(f) Tho revised scale of escorts for students should be 

as f ollOIV"S:-

Girls- One escort for every four· girls upto 12 years 

of age and one for every 10 girls between the 

ages of 12 and 25; 

Boys -One escbrt for every four boys upto 12 yours 

of ago and one for every 10 boys of ages 

between 12 and 18 years. 

However, the above scale will be subject to the condition 

t~at if a party of girls betv1een tho ages of 12 nnd 25 

consists of at least four but less than 10, one escort 

_wilY be still pernitted at conccssional rates~ 

(g) The scale of attendants for parties of students on 

educ~tional tours should be unifornly fixed at one for . 
every 10 stud on ts irrespective of tho fact whether 

they are local. or foreign students. 

Concessions for other categories:- Tho rules and regulations 

governing the grant of concessions to other categories nay be nodified 

in the light of. the following:-

(~) Athletcs/SportsDen:- vJhile concessions now granted 

to ntheletes/ sportsnon nay be retained, no c onces

sion should be granted for participation in 

departnontal tournancnts of, say, Posts and 

Telegraphs Depnrtnent, ,Indian Airclines, etc., 

which arc open only to staff of those 

organisatio~ls. 
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(b) Circus :p:::trties:- ':ll:e lucc.:t:.;o n:.J.d property 

(including cminals) booked by ·circus parties in 

soparn t c vehic los should be ch.:trgod for at h.:tlf 

the public tariff rates for bulky parcels fully 

occupying a vehicle. The existinG vehicle kn 

rates nrc ouch below cost; in any c.:tse it is not 

ndvis:::tblo to l.:ty down concessi on.:tl vehicle l:n 

r:::ttcs :::ts tho revision of such rates is upt to 

be overlooked "~"Then other rates arc revised. 

(c) Artistes:- An:::ttcur artistes (thontricnl, nusic 

and dancing groups) nrc entitled to tho concession 

only on tho conclition th.J.t:-

(i) the spocific perfor8nnce is oxenptod fron 

pnynont of ontert.J.inncnt tax; nnd 

(ii) nn und0rtakinc is r;iven tho.t the porfomance 

will b o eiven oi ther free of nny entrnnc o fcc 

or, if tho entrance is regulated by tho sale 

of tickets, tho net sale proceeds 1dll bo 

donated to a recognised charity. 

There is .no such condition attached to concessions 

granted to professional entertainncnt conpanics. 

In our view, these conditions should be nndo 

applicable to professional ontertninnant conpanics 

·also. 

(d) Kisnns &. industrial vrorkers:- Kisnns arc alloued 

25 per cent concession when they travel one way 

but 50 per cent (soparntoly on ouhmrd u.nd inward 

journey) when they buy a return ticket. It is not 

clear why they should get nora concession on return 

ticket. It is also not clear >vhy industrial labour 

got tho f or::1er concession (on single j ournoy) but 

not the latt or concession (on return journey). 

Both catoeories should be c..lloHod 25 per cent 

concession on single or roturn journey. 

( o) Trainee nurJ>os/uicl-Hivcs.:.- 'l'hoy should bo &ro.ntoJ 

concessions on tho sm.1o conditions :::ts other 
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students and not·undcr the diff orcnt conditions 

· ~pplicable to then at present. 

(f) Conferences:- In certain cases of concessions for 

attending conferences, tho applicant is :i:'equirod 

to produce a certificate that his/her mJ.olun~nts do 

not exceed Rs.1800/- ·per nonth. Inposi tion of such 

a condition is apt to result in subnission of not 

entirely corFoct certificates, it should therefore 

be withdrnwn. 

(g) Orthopaedically handicnppcd persons:- These pcrso~s 

should be gr~ntod concessions for all travel and not 

only for journeys on nedical groun&:t; as at pros'ent .. 

(i) Distance restrictions:- Except for tho blind, ortho

pacdicnlly handicapped and--cancer pg.~icnts, grant of 

(h) 

'. l. . .•.• 

conc .. e.ssi<;ms sho.uld be subjO.ct :.to a )J.ininun distance 

licit of 400 kns. in each case. 

Polo toans:- Tho horses booked by ·Polo to~ms should 
" ' • i 

be chn.rg_ed for at half the public tariff ro.to!for 
' . .. . . ,' 

horses -fristoad of at the special rates provided for 

tho pur:P'ose at present 'which aro· ino.dequato and 

ina.ppropriato. 

Hiscollaneous:- We have also to nako the follmving 

suggestions in connection with the grant of concessions:-

( i) The distanc o lini t 'for travel in Hail/Ex pro ss 

trains should ·b.e-.chp.nged fran tho pros ent odd figure 

of 480 kns to 500 kns. _ · . . . 

( ii) Second class Hail/Express .fo,ros arc charged for 

travel in second class. After sep~rate scales of 

fares arc introduced for first class in Ordinary 

and Nnil/Expross trains, first class Mail/Express 

faro should be charged for travel in first class • 

10.59 Concessions in freight charr;os:- In addition to the 

concessions in fares referred to enrlicr, in certali1 cases tho 

Railways allO'i'T concessions in freight ch:J.rcos for carriage of 

certain articles by passcn5cr trains and in sane of those cases 



no charge at all is rode. He consider tho.t nothinc; should be 

carried free; the concession should not exceed 50 per cent of 

tho public tariff rate in any case; c.:1d tho concession::.; should 

be subj oct to a nL1inun distnnc o lini t of t,OO kn. 

Hill concession rotun1 tickets 
the 

10.60 '' In aduition to grantingLconcossions ncntioncd in 

para 1 o. 50 ,the Raih1o.ys issue c oncessional return tickets at 

1-Y2 tines the single journey fare to certain hill stations. 
the 

These werq introduced in 1951, at the suggestion ofLDcpnrtncnt 

of Tourisn, :~vith a view to reviving the lancuishing ocon ony of 

of the hill stat ions. The cone ession has b ocn ext onded fron 

year to yoor with sone c,lmnees ( nn.inl:,: in 1970s) in the period 

of availability, distance restrictions and class of acconoodation. 

The holder of a concession ticket is not required to stay at the 

hill station for any particular period before cooncncing the 

return journey. Further, he is allo11ed to break journey enroute, 

undor the norr1al rules, on tho r oturn trip. 

10.61 In 1977-78 the concession uas o.llo>ved throughout the 

year fron all stations beyond 500 kns in both first and second 

class cs. Table 10.10 shows the nunber of tickets issued in 

1976-77 and 1977-78 and tho elonent of concession therein: 

No. of 
tickets 

1st Class 6,780 

2nd Class 40,062 

46,842 

Table 1 o. 10 

1976-77 
Elcncnt of 
concession 

1977-78 
no. of 
tickets 

Elc:J.ont of 
concession 

Rs. lo.khs ~......:=.==;.,_-- ----- Rs. lakhs 

7.33 

9.40 

16.73 

8,094 

55,563 

11 • 21 

1 0.11 

21.32 

1 o. 6 2 The High P ow<Jr Cooni tt co on Social Burdens appointed 

by Railway Boo.rd rocomendcd (Jnnuary 1979) thnt:-

"the hill concessions should bo withdrawn forthuith 
during the busy season. If at all any hill concession 
is to bo given it should be given only for tho period 
fron Hovonbcr to No.rch, i.e., durine; tho off sc21.son." 

• 
RTEC rcconuondcd in itslntcrio. R;j~)ort (Hovcnbcr 1978) tlnt no 
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concession should be gr~nted in First Class. Tnkin~ both those 

into account, the Govcrnucnt decided that with effect fran 1.4.79 

hill cor::!ession tickets should be issued only ir. Second class and 

subject to the folloNing conditions in regard to period of availa

bility and distance restrictions:-

Period of Distance 
nvailnbilit;'i restriction 

J & K ) April -·June 800 kns 
) 

Sikkin ) .July - 11arch 500 " 

) April June Not i ssucd 

~ Others July Sept 800 kns 
) 
) Oct. - Unrch 500 II 

10.63 Passengers l-Tho go to the hill stations for a holiday 

cone fran relatively hi6her.·incono groups and c.an _afford to pay the 

hotel charges and the expenses of long distW-ce travel for pleasure. 

Railwuy 'tr~ins are running tv full co.pnci·ty throughout the year and 

during sunner nonths· over 1500 spec i:l.l trains arc run to .clear the 
! 

extra rush. Thus, there is no social or comercial justification 

for allowing the concession. It is therefore rocoLmendcd that this 

concession should be abolished altogethar. If, ho•wver, the· 

GovernnL ~1t do no\:• find it poss:.bie to nboli sh t LJ concession 

altogether, it is reconwended that at least the following nodifica

tioris should be nude in the existing schene:-

(a) Concessions should be given only in the nonths of 

Novenber-Hnrch, subject to u nininun distance linit 

of 800 kns. If it is felt, that they deserve special 

treatnent, concession for Jannu & Kushnir and 

Sikkin nay be nude available during July-October 

subject to a dist.J.nc e rostric tion. of 1200 kns. Also Naga

lund,Arunachnl Pradesh, r·iizornn, r.Ianipur, ~IoGhalaya and 

Tripurn should be included· in this special dis

pensation us· i:md- uhen out-agencies arc established 

· in these Stu t c-s •. 

(b) The hold.jr should be required to stay at the··· 

hill stat icn for' say, a week, b cforo connoncing 
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the return journey. This is necessary if the 

objective of the concession - helping the econony 

of hill stations - is to be achieved in :-. neaninc~ful 

way. 

(c) The concessionnl fnre to be ch:lrged should be 1-3/4 

single journey fare, as was be~1g done for conces

sional return tickets for Dussehra, Diwali, etc., 

upto I!l.id 1960 1 s. 

(d) The privilege of allowing brenk of journey at one 

or r:wre stat io::1s enrout e, on the return journey, 

should be vTithdrawn. It docs not seen proper that 

a concession granted for visiting a hill station 

should be used for visiting other' places also. 

Foreign raihmys genornlly do not allovr any break 

of journey on such reduced fare tickets and airlines 

allmr one break of journey on such (excursion) tickets 

in certain case;s en pc:.yr.wnt of u surcharge.. If, 

therefore, the privilege of break of journey enroute 

is to be continued, the lea13t that should be done is 

to pravide that ( i) the journey may be broken nt only 

one station enroute on the return trip, and (ii) the 

passenger should nakc a:: extra paymcn t o:::, say, r,;,.8/
for this privilege. 

Concession to Press Correspondents 

10.64 Under Rule 245 of I.R.C.A. Co<J.ching Tariff- Part I 

(Vol.I), accredited press correspondents arc sold rail travel 

coupons at 50 per cent of the face value· of the coupon b oaks. Tho 

coupons are exchanged for tickets at the booking office before 

commencer:wnt of the journey. The facility of rail trnvol coupons 

is also extended to Henbers of Legisl:1tive Assenblies, touring 

government officials and representatives of coWDercial fi2ns, 

but no concession is given. 

The journeys by press correspondents, for uhich tickets 

are purchased in exchange for coupons, arc prGsun3.bly m.J.de in 

connection l'fith their journalistic assiznoen ts on bohJ.lf of 

newspapers/news agencies. Expenditure on purchase 



of coupons is therefore essentially a business expense which is 

roinbursod by tho onployor. Vo soc no social justification for 

the Railways subsidising busL.ess expenses of .:.:aothcr organisation, 

Governnont or private, and thor0foro reconncnd that, although tho 
. ' 

coupon.fncility nay be .retained, the concession should be 

discontinued. (see also para 10.22). 

Reserved carriages and tourist cars/saloons 

10.65 Uo have exanincd tho tnriff for reserved cnrrina-es .and 

tourist cars/saloons hauled by regular trains for tho general public. 

Tho sepnrn.to provisions nude for reserved cn.rringcs for high 

_Govornncn t officials nny be revised by the Govcrnnent in the light 

of our coownts and proposals in the following paragraphs: 

10.66 Pattern of traffic:- vlhon required by a custoncr the 
. . . ~ ' 

Raihtays provide a regUlar passenger couch or a tourist car/saloon, 

as tho case r:1uy be, for exclusive occupancy by tho custoner. The 

vehicle is haulcCI. by rcet-1.ln.r trn.in sc'rvicos, including Hail/Express 

trnins (except a felv) according to t:b..o progra.nnc proposed by the 

custonor and approved by the Rnilvinys. This is, of c our so'-, subj oct 

to opera. tin{! convonience of the Rnilvtn.y s but. a. lo.rgc nunbcr of 

passcne;or conches and sor.1.o to·.lrist c:1.rs - nlnost invariably second 

class - are in fd.~t run for the exclusive usc of cust.onors in this 

nnnnor. On the Southern Railway, 370 passenger conches and 83 tourist 

cars/ saloons· lvero run in 1978: 

Tour organised 
b 

Travel Agents 

Private parties 

Individuals 

Railway enployoes 

Total: 

Reserved 
carriap;es 

98 
. 129 

125 

18 

370 

Tourist 
cars 

26 

22 

35 

83 --
vl o >tore told by tourist agents all over tho coiD'itry 

that tho clonnnd far exceeds the supply. \ihilo:confiming this, 

Raihrn.y officials stated that tho satisfaction. of over: partial 

donand places severe strain on their resources. 
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10.67 So;:1e c~se studios nad0 by us of- 2n.cl cl.:::.ss rosorvod 

cJ.rringos n.nd tourist cJ.rs/ so.locns on Cl:ntrn.l & Southern Rc..ihrays 

showed that t~'.csc nrc used norr:o.lly .'or lont:; tours. _ablo 10.,11 

shm.;s the salient features of tho sanplo:.:. 

Tn.blc 10 .. 11 

Snnplc Profile 
\-loighted 

Unit ·Ro.nrro 'o.voro.::,.e 

T otn.l distance covered D'I 384 to 9300 4540 

T otnl nunber of dnys D.::ys 3 to 48 19 

Vehicle ku per v chicle day lUI 183 to 366 230 

Nunbor of hnlts No. 1 to 26 10Y2 

Avcrnge dista~ce betv1eon hc.lts KI-1 240 to 1097 . 395 

Fnre por v~hicle dn.y P..s. .128 to 5<-i-3 214 

Total incone per vehicle do.y Rs. 138 to 621 240 

The nvornee enrnincs of Rse 214 fron fares per vohiclo 

day w ..:re ouch lm·rer tho.n the n.ll Indio. nvoro.co of R3. 395/- fran 

n.ll passenger conches. This unsatisfnctory position is clue 

pnrtly to the lmv utilis.a.tion ofcoachos but nn.inly to tho 

inproper basis of c hnrge. 

10.68 Existing bnsis of charginG fares~- Fnros nre cho.rgod 

for the q.ctunl nunber. of ·pass unger s t ·n.volling or the :.:nrrying 

cnpn.ci ty of tho conch; whichever is h ichor ( ri~;htly o.t r.fn.il/ 

Express rntes in tho cnse of 2nd class, although there is no 

specific provision to this effect in the tariff). The fnros 

n.re applied on continuous distance. Tho fares for 2nd clnss 

reserved cnrringcs,- and all tourist cnrs nnd so.loons nrc subject 

to n nininun chnrgo n.t tho follmving 

2nd clnss reserved co.rrin.ges 

Kns. 

1-200 

+201-1000 

+Over 1000 

Rate per kn per bogie 
B.G. ~'I.G. 

Rs. 

4.50 

3.25 

2.15 

3.50 

2.50 

1.75 

per kn rates: 

Tourist cnrs/Snloons 

A.c.c. 
Ist 

2c1d 

Rate per kn per boGie 
B.G. N.G. 

Rs. 

2.80 

2.60 

2.00 

P.s • 

2.40 

2.20 

2.00 

There is no nininuu distance for ch::trce in either 

case. 
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10.69 Pranoscd bo..s is of ch2rrrc:- The nain defect in the present 

basis of ch.J.r.:;r· is that t!:e fo.rc charged is appropriate to the total 

disto..nc:: covered by tl1e tour c.~"d not the sun of the fares to and 

fron each stopover point. This nude no practical difference, and 

saved tine in calculation, upto. 1955 when the fare was proportional 

to tho distance, i.e., it increased at the sane rate as the dista.nce. 

Uith effect fron 1955, houever, the faro structure is telescopic and 

the per kn rate decreases as the di stcnce increases; tho degree of 

taper has also pro~ressiv ely. increased. Charge on the basis of 

continuous distance is therefore no-vr nuc h less thnn what it 

would be on point to point basis. To counterbalance this, it has 

been laid clo-vm th'lt in tho co.se of Second class carriages and all 

Tourist Cars/Saloons tho faro womld be subject to a nininun cho.rge 

at prescribed per kn rates. However, while the ·nininun charce is· 

generally higher than fare o~ continuous distance, tho revenue 

realised is still inadequa.te;.the earnings per vehicle day (r..s.214/...;) 

are nuch lower than those fron regular pass enc-er carriages (Rs.395/:-) 

vide para 10.67 above. 

1 o. 70 In an average tour extending over ~~540 kn, .the journey is 

broken at oore than 10 stations :1nd, subject to the approved 

progranoe, the po.rty can stay at each station as long as it desire~. 

At each stop~vGI','-·'the coach is detached fro~ the train,_shunted to 

a siding for the duration of the :1alt, and then re-shunted ancl 

attached to another train for ommrd journey to the next b.:llt. The 

tapering in the rate reflects the fact that as the length of jou:..'"Iiey 

increases, the cost per kn decreases. It is obvious thut·cost can 

decline in tlus oannor only in the case of a continuous journey. 

In .tho circunstances explained above, each s egnent of the tour 

is, for all practical purposes 7 a fresh journey. It is not 

therefore con.:sistcnt w·ith tho cost structure to cho.rge the fare 

on the basis of confinuous distance of the entire tour, treating 

it as one journey. It will be nuch noro logical and, othondsc 

appropriato,to reckon tho fo.rc to and·fron each stopover point 

separately o.nd charge tho sun of all these fares. Once the fare 

is charged on this bo.sis, it will no 1 onccr be -necessary to 

subject tho ao.m.mt recoverable to a ninir:run chnrce on per kn 

basis. In the c~sc o::: ;a-.;;. ... J..,:n; co.r s/ saloons, however, oven 
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cha.rge on point to point basis as proposed' c..bovo Houlct not 

yield adequate revenue as their co.rryinc ca.pc..ci ty is only o. bcut 

half of the c.::.pacity of cQrrosponclinc; passon;;,cr co~c:1es. To 

c onpensate for tr.is, lle consider that fares for tourist c::;.rs/ 

sa.loons,fhould b0 cr...a.rc;od a.t double the ncnnl r<J.tos. 

1 o. 71 Charge on tho ba.sis proposed b:y~-u·s ivould ,be sufficient 

to cover the costs projected by us for 1980-81 and nlso bring 

the incone fron reserved ca.rriagcs/tcurist cnrs nco.rcr tho 

en.rnin1:;s fron coaches used by rcc;uln.r pass enccx s. } ... ccor:lingly, 

we recoiJI:J.cnd tha.t the basis of chJXGC bo r:-cvised a.s succ;ostcd 

a.bove. It would a.lso be appropriate to prescribe a nininun 

distance for ch2.rge in each c:J.se. In ou.r "If:. mv tho nini.TJ.uo 
, .. 

distance to be clnrgcd for should be 250 kns. 

10.72 Sleeper surcharr;-e:- vlhen a. slecpc:c- conch is r.m as a. 

reserved carriage for a pa.rty, a surcharge i·s levied a.t the ro.te 

of 10 per cent of the full .::t dult f2rc on the c.::trrying capacity, 

in consideration of its lower cc..rrying ca.pacity, the additional 

costs involved and higher standard of cc:-J.fort provided. BearinG 

in oind our roc o:nendations elseuhcre rec;a.r dine sleeper surcharge 

to be paid by rec-ular passengers, we a.re of tho vieu that sleeper 

surclnrge for reserved carriages should be leviecl a.t th,J ro.te _ 

of 25 per cent of tho full a.dult fare on the ca.rryinc capacity. 

' 
10.73 Hire charges:- (a) llhon a p.::trty ho.lts o.t a st.J.tion, tho 

passengers generally stay in tho coach for tho pc:riod of the 

halt. The Ra.ilwnys'hnve provided special fc..cilities for stabling 

the conches, charging the batteries in tho coaches etc., at 

* ioportnn t stations \vhi-ch nrc visited rogulo.rly by lXl.rtios tro.v cl-

ling in such coachoG. The chargcG levied on this account o.t present 

a.re: 

*In the period October 78 - Hc..rch 79, 343 roscrvaJ co.::chcs/ 
tourist c.:::trs visited N:lc.lurai. (GSX/GSY-293, GSwT-30, CU-3, 
CTS-5, FC-7, FS-5) • Tl10 p0riod of the h::.lt vr::ts upto 
3 days. 



10-47 

Existing chnreos per boc?'ie vol1\j cle 

Reserved Conches Tourist Cars 
I 

Per hcur ::tfter allovring 5 hours ' Per cnlcndo.r dc~y or part ' free tine at each halting ' thereof after allowing 5 hours l 

st::ttion ' free tine 
' ,, 

]..Jh. 1.1..& ~ l1.G. 

Non A.C.: Coach Rs. 5· Rs., 5 . Non-A.c. Coach Rs.20 Rs. 20 
A.c. Coach ns.15 Rs.15 A.c. Conch PIS• 40 Rs.30 

10.74 The Railways do not nnke any separate c:.u:.rge to cover the 

expenses for the services mentioned above. Further, particularly 

in the case of reserVed coaches, the Railways lose some reve~ue 

which they might have earned otherwise. On the other hand, the 

passengers save the cost of staying in retiring rooms or other 

suitable accommodation. In the circUmstances of the case, the 

existing charges are considered to be too low. We recommend that 

the hire charges should be levied at the following rates separatei.y 

in respect of each stopo~cr poirit, without giving any f'ree· allowance. 

The amounts suggested are about· the same as the pas~engers would 

have to pay for appropriate accommodation in the Railway retiring· 

rooms: 

Per 12 hours or part thereof 
B • t;. M.G. 

Non AC C oaci1 250 200 
•.·' 

Partial AC Coach 325 2p0 

AC Coach 400 320 

This charge should be payable by railwah employees also 

travelling in reserved coaches for the period_oflhaelt. The privilege 

passes held by them which are accepted as equi~alen.t to fully paid· 

tickets cover the cost of transportation only; lodging 

facilities provided at halting stations should appropriately be 

charged for. 

10.75 Students'; Concession:- Students are charged concessional 

fares and also __ t?iv:en a COI).cession in detention c'harges. Th;ey J;OY 

either 50 per cent of the fare for the actual number of persons 

travelling subject to minimum carrying capacity of the bogie or 

full fares for 60 per cent of the carrying capacity whichever is 

less. The standard students' concession is 50 per cent of the 
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f~re. Accordingly, they may be charged fare at 50 per cent in 

every case; the alternative formul~ of full.fares for 60 per cent 

of the carrying capacity should be d9leted. As rcg<irds detention 
' 

charges, students pay only 20 pc~ cent of the charges due at 

tariff rates and that 'too after allowing free time of 24 hours 
'I 

at each station against 5 hours allowed to others.' It does not 

seem appr.opriate that they should get any. concession in this 

respect a..""l.d it may therefore be lvi thdravm. 

1 o. 76 Service Charge~- The Raih1ays have represented to us 

that making arrangem~n ts for tours of parties in reserved 

carriages or touris_t_ cars/~aloons. involves considerable extra 

work and cxper..s e -;- much b cyond the savings in terminal costs, 

such as in· ticket issue, vthich may be reasonably set off against 

this. Besides, memb.ers of the party are providc.d reserved 

accommodation throughout tho trip but they are not. required 
I 

to pay the reservation fee which pass engorc in regular tro.ins 

pg.y. For these reasons,-·:we-con:~dder thnt-it will be reasonable 

to levy service charge at 10 per c;;nt of the total amounts 

otherwise payable. 

1 o. 77 Empty Haulage/Demurrage Charges:- In' certain cases, 

charge is made forempty hnulage in r(; erved carriages/tourist 

cars. 'Further, lvhen a reserved carriage/tourist car is ordered 

but not utilised, a.·demurrage charge is levied. Themtes for 

these need to be revised in the light of the projected cost of 

haulage/provision and maintenance of the carrying unit in 

1980-81. The charges may be revised as follows, applicable on 

all gauges:-

Empty haulge 
charge 

Demurrage 
charge 

Per km Minimum 
Non AC Co.:~.ch Rs. 3.00 Rs.125 

Partial AC Coach~. 3.50 Rs.150 

AC Coach Rs. 4.00 P..s.175 

Per bo;;-ie 
Per hour Hinimum 

Non AO Coach r.s. 1 0 F.3. 50 

Po.rtial AC Couch r.s.13 r.s. 65 

AC Coach Rs. 16 Rs. 80 
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10.78 Ninimum Charge:- At .present there is an overall minimum 

charge of ~.500/- in each case. If a. minimum distance for charge 

is presc:.1 ibed as proposed in pc:~1 a 10.71, there WJuld be no need for 

an overall minimum charge. 

Special Trains 

10.79 Raihmys provide, special trains, uhen possible, at the 

request of customers. On an avera~~' each raiiway· runs about .8 such 

special trains in a yror. These need to be distinguished from ·special 

trains run by_ the fuilways on their own to cloo.r extra rush of traffic 

· uhich are treated as part of the regular train services. 

10.80 Charges for special trains vary according to tho purpose 

for which the train, is required. There are separate rules for 

special trains for -

i) Public (includ~g circus specials) 

ii) Pilgrima.ge(excur~ions 
iii) 

iv) 

v) 

Students' educ::.ticno..l tc·urs 
. ~ 

Tours of kl:san SJl·onsored by the Government 

Tours .of industrial labour sponsored by 
the Government 

vi) Trade exhibitions 

vii) High~~fficials 

viii) Shooting of films. 

l'le see no advantage in having separate sets of rules for 

the first five categories. Accordingly, we are proposing a unified 

set of rules which should be made applicable to all of them. The 

remaining three varieties of specia-;t t_:rains have some peculiar 

features and are run very infrequently. Government may revise 

tho rules for t-hese in the light of our proposals regarding the 

first five; categories. 

10.81 The Average Special Train:- A special train· may be run 

from one point to another. But very often it stops at a number 

of intermediate stations as desired by the party and the halt 

at each station is anything upto four to five days. A sample 

study of itineraries of 15 special trains run on four railways 

(Central, Norti?-crn, Southern & llestcrn) has revealed the follow·ing 



10-50 

profile of an average special train:-

Distance covered 

Number of bogies 

Period of tour 

Number of halts cnroute 

Ranllo 

643 to 12498 km 

10 to 19 

2 to 67 days 

Nil to 57 

. 
Average 

6154 km 

12 

27.5 days 

1 5 
Distance per halt 385 219 to 1183 

Vehicle km per vehicle day 187 to 1132 ~27 

An analysis of· 14 special trains (8 Central Raillro.y 

and 6 Southern Raillvny) sho"Hcd that 8 ucrc organised by travel 

agents and 6 by priva to pnrti os. 

10.82 Basis of Charge:- The present basis of charge for 

the various kinds of special trains under consideration are 

sho1rm in Statement 10.7. Fares are· charged at :f-1uil/Express rates 

and apply on continuous distance. On this basis, tho revenue 

from fares for a special trnin is loT·rcr t::an its c o3t based on 

the average cost of rur~ing passenger trains; it would not 

cover the updated costs even if the scales of fares is revised 

in line with our proposals. This is brought out in the attached 

Stat emcn t 1 o. 8. 

10.83 Costs of special trains:- '='he earnings from special 

trains should not only cover their costs but leave a positive 

surplus because, for the reasons cxpla:i,ned below, it costs 

more to run a special train th~ an average passenger train:-

i) It requires special arrangements to collect 

tho rolling stock for a special train; in 

the existing conditions of shortage of passenger 

stock, provision of stock for a special trnin 

can be to the detrinent of tho interests of 

the regulnr pass cngor s. 

ii) Utilisation of rolling stock on sp ccial trains 

is lower than that on regular trains. In tho 

case of 15 special trains mention0d above, 

the average distance covered per vehicle day 1vns 
the 

only 227 lan ag~instLall India avcrnge of 316 km 

in 1976-77. 
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iii) Special trains· require extra shunting at halting 

stations as· compared to normal trains; 

iv) at selected stations, railways have provided special 

facilities for stabling the special trains, charging 

th0 butteries of the crochcs on the trains, etc. On 

Central Railuay, for instance, such facilities have 

.been provided at Bombay VT, Jabalpur, Jalgaon, Akola, 

Bhopal and H'a thura. Uostorn Railway have provided 

spcc~al f?-cilities at Ujjain. 

10.84 Charge on Discontinuous Hilage Basis:- The earnings can 

be increased sufficiently to cover the cost of spooial trains fully 

and to earn something more only if the fares .~re calculated on. point 

to point basis instead of on continuous distance. of the entire trip,. 

as at present. Our tariff ·is distLlil.c c based and the rO:t~ per km 

declines as the length of journey increases. Special trains gonerallv 

cover long distances (in the sample of the 15 t ruins mentioned above 

one of the trains covered 12,498 kms) and per km revenue realised 

in such cases is very low. It is consi~ered that,, in future, the 

special trains should be charged on. the point to point basi~. In 

other words, for ·the purpose of charge; .~he distance.:ta':Q.nd from 

each stopover po~nt should be treated as a separate journey. 

This will .be conceptually proper~ The cost declines as the di~tance 

increases. However, this econpmy is secure~ only in the case of 

a continuous run. In the case of a special train~ such economy 

can result ·only for the distance run between each pair of points. 

This is obvious since, in :mo~t cases, when a. special train halts 

at a particular station, for p~ctical purposes a now train is 

started from th ore. 

10.85 Minimum Number of bnres:- The rules 1ay aown the minimum 

number of fares t o··bc chorged in cn.c,h case. This is, however, 

expressed in terms of number of bogies in the case of special 

trains for public (10), kisan (9), and pilgrims/excursion~ (8) 

and number of adult fares in the case of students (720) and 

industrial workers (400). If a ~pccial troi."l is to earn as 

much as a regular train, if not more, the number of fares to 

be chorgod should be at least equal to the carrying capacity 
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of a regular train. On the Broad Gauge, tno average train has 

12 bogies. Hmvager, traction-wise position is different -there 
on a:;:. av crag e. 

are 9Y2 bogie~on steam trains, 15 bocics on diesol trnL~s and 

13Y2 bogies on el_ectric trains. All things cc:nsidorod, it is 

thought that we should charge at least for 10 bogies. This 
'I 

minimum can conveniently be applied tc all categories of 

sp0cial trains mentioned above. There is no roasop. 1vhy it should 

be loss in th ... c:J.so cf pilcrins. or kism}s, or wh;}r in the case of 

students and industrial workers, the minip;t~m should be expressed 

in terms of number of fares rather than bogies. If any conQes.. 

sion is to be given in any case, it should be in the form of 

reduction in the fare which is already provided for separately 

( para 1 0. 90) • 

10.86 Sleeper Charge:- VJhon a sleeper coach is provided on 

a special train, a supplement to the basic fare is also charged 

to cover tho addi b .. ~n'll costs/facilities provided and this is . 
calcultlted at 10 per cent of the adult fare on carrying c.::l.pacity . 
of the coach. Considering tho revised basis of sleeper chnrge 

we are s~gGesting, tho sleeper surcharge may be enhanced to 

25 per cent of the basic fare. 

10.87 Dining Car/Kitchen Car:- Tho minim~un limit of 10 bogies 

should.not· include dining car as also kitchen car/iron floor 

wagon if provided at the request of the party. A dining ca.r 

may be charged for at the rate of ~.4/- per km against tho 

existing rate of Rs.2.50 fixed in 1969. Tho system o:f providing 

a kitchen .car or iron floor wagon free of charge for pilgrim/ 

excursion, !'ltudent, kisan and. industrial labour spocht~s, should 

be discontin,ued; if required b.Y the pa.rty, those should be 

charged for nt ~.3.50 per kiloTietrc. 

10.88 Nininuo Dista.nce for Cha.rgo:- Tho rules also provide 

a minimum distance for charge. This is 500 kns Conch -vmy in the 

case of return trip) for public nnd 2500 l~s for oth0rs except 

industrial workers for whoo thoro is no such r:rininun. lle 

consider that 500 lcos for one wny trip nnd 1000 kns for round 

trip proscribed for public spccinls to be a rc.::l.sor.ablc nininun 

distanc-.: for charge in cnch case. 
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10.89 Hire Chnrgos:- \·Then a tr~in stops at an intermediate 

station, people travelling in it continuo to live in the conches. 

These coaches are stabled for "the period of the halt at the special 

sidings provided for this purpose. The fare covers only the 

trc.nsportat ion. vihen passengers live in coaches like this, tho 

railway loses the inc one fron tho coaches, and also incurs extra 

expenditure on shunting the coach to and froo the siding and 

providing nece ss:J.ry st.abling, watering and ch..1.rging facilities. 

At presc:1t, wo realise what is called "detention ch.:rrges" o.t hourly 

rate after givinC£ free tine at every halt. This is, however, 

grossly inadequate. The chnrgo should be at least equal to the 

anount that the party will have to pay in a third class hotel or 

in a dornitory type of accomodation in railway retiring rooms, if 

not the loss i~ earnings to tho Railways due to tho coach remaining 

out of usc and the extra costs involved. Considering all aspects 

of the matter, we reconnend that instead of detention charges, hire 

charges should be levied at the rates shown bcl.ow per coach for tho 

duration of its halt at a station at the request of tho party, without ....... 

giving any free tioe:-

Hire charges per coach f'or every 
12 hours or part thereof 

Class B.G. 

Non-AC Coach ~.250.00 ~.200.00 

Partially Air-conditioned ~.325.00 ~.260.00 

AC Coach ~.400.00 ~.320.00 

10.90 Service Charges:~ The railway.incurs various costs in 

addition to those on transportation and·provision of facilities 

(including coaches) at halts. Some examples are:-

(n) Enpty haulage of coaches collected 'from vario~.s 

points to the starting station where necessary, 

and return after tornino.tion of tour; 

(b) Detention of loco~otive in st~D.r::t at halt stations 

(for which a separate .chnrgo is levied at present); 

(c) T elegr:;.os/t elephonc cc.lls bet;veen Zonal Railways' · 

Hoadqun.rto::>:>s f •)r cocr-:in:::.t ::;.nG the tioings and 

finalisinG tour #program e. 
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The Railways also do not get cny reservation fees though 

reserved acconnodation is provided. It is sug;ostod that an 

ovoral charge o: 10 per cent on thC: t _,tal anount of ck.rgos 

otherw·ise payable should be levied in consideration of tho 

above. 

1 o. 91 Concessions:- Students, kisnns and industrial -vrorkers 

are charged at concessional rates~ The concession is allowed . 
both in fares and in detention charges but the oxtc~t of tho 

concession vai'ios froiJ. category to cat0gory. Ue consider that 

while students IJ.ay continue to be granted 50 per cent concession, 

there is no sufficiently strorig social reason for gro.nti...'1.g 

a concossionto other co.togories. It nay be ncntionod that 

kisans and industrial workers arc not granted any concession 

in fares for reserved carriages. Even students should be 

allo1.vcd concession only in the fares; thoro is no justification 

for allowing the concession in other charges such as hire charges. 

10.92 Empty I:TnuJ?gc Charges:- llhen. a coach 1.vhich has b con 

requisi tioncd is nbt• used,. -t_ho· Railways charge enpty haulage 

in one direction at the rate of 0.80 P per kilonotre ·per bogie 

for tho distanc~ hauled cnpty; subject to a niniiJ.un charge of 

Rs.50/-. This w.as l.ast revised in 1967 c..nd is very in.idoquatc. 

llo recom.end th:: .. t the chnrgo ·nay be revised as follows :Lor all 

gauges:-

Per Bogie 
Per KIJ. l\iininun 

Non-AC C oachcs Rs. 3.00 Rs.125 

Partial AC Coach F...3. 3.50 Rs. 1 50 

AC C oachcs Rs. 4.00 Rs.175 

1 o. 93 Cane ella tion Charges:- If tho applicn tion for a sp~.Jcial 

train is withdrawn less than 60 days in advance of tho co:mcnce

ment of the journey, a cane ella tion ch:1rgc of P.s.1 000/- is levied. 

This is intended to discourage frivolous applic.:Ltions. In practice, 

the anount has been found to be inadequate. \vc propose tho.t 

whenever an application is witpdrmm by the po.rt:y, c2.ncolln.tion 

charges should be levied at tho follm;ing sco.lo:-
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If cancellation is dono-

l\1oro than 90 days in advance 
of departure of train 

61-90 days in advance 

31-60 dnys in advance 

10-30 days in advance 

Less than 10 days in advance 

Cancellation charge 
P..s. 

200 

500 

1000 

2000 

3000 

The cancellation charge should not be levied if the 

Railway does not confiro the finalised progrnnne at least 10 days 

in advance of the scheduled date of departure. If the Railway 

fail~ tQ_do so, the party nay cancel the prograonc without any 

cancellation c~krge provided intination of such cancellation is 

received by the Railway on which the train originates not less 

than 7 days in advance of tho· due da~e of depm"ture. 

10.94 Deposit:- In view of the enhanced cancellation nnd 

hire charges, tho present deposit of ~.5000/- will have to be 

raised to ~.10,000/-. Out of this deposit, Rs.5000/- may be 

adjusted at the time of preparation of the special ticket. 

. 



:Jistance 
stage 

Statement 10.1 

Comparisor. of the proposed imr:1edia te increase in Season-Ticket fares w·i th that proposed in 
sin01e journny fares. 

! RTEC' s iniorim:I·1ST fare• Further ·increase: Percc:mtage ;Existing' Proposed, Increase 'Percentage' 
'proposal No.IJ:w.e.~. per MST roquircdlincrcase :single !single Jper singleiincrease ' 
:for HST fare. p.4.79. (Col.2- Col.3) :(c?l• 4 :journey :journey pourney 1(Co1.8 
: ~ over , 'fare :fare 1 fare : over 

-...-·-·--'---:>;""
2

.,_. 
4

•. Co1.3) : . I ! Col.6) 
1. 3. 5. 6~ t 7~ I 8~ I 9~ 
Kms. Hs. Hs. Ps. D.. P..s. ns. 

i 
1-5 

6-10 

11-15 

16-20 

. '; ~1-25 

26-30 

31-35 

36-40 

41-45 

46-50 

51-60 

'61-70 

71-?0 

81-90 
91-100 

161-110 

111-120 

121-130 

131-140 

141-150 

10.00 

13.00 

16.00 

1 9 .ou 
21.00 

23.00 

25.0() 

27.00 

29.00 

31.')0 

34.00 

37.00 
. 40.00 . 

43.00 

46.00 
49.00 

52.00 

55.00 

58.00 

61.00 

5.45 

8.70 

10.90 

13.00 

15.60 

17.20 

18.75 

20.65 

22.25 

24.05 

26.70 

29.10 

31.50 

33.90 

36.25 
38.60 

40~45 
43.20 

45 .. 50 
47.30 

4.55 

4.30 
. .5 .1 0 

6.00 

5.40 

. 5.80 

6.25 

. 6.35 

6.75 

6.95 

7.30 

7.90 

8.50 

9.10 

9.75 
·10.40 

11.55 
'f1 ~89 
12.50 

13.70 

·:: 83 

49 

. ' 47 

46 

35 

34 

33 
31 

30 

29 

27 

27 

27 

27 

27 
. 27 .. 

29 

27 

27. 
29 

0,.30 

0.35 

0.50 

0.65 

0.85 

1.30 

1 35 

'1. 75 

1.90 

2.00 

.2.55 

.2.95 
~-.3.2 5 

3.70 

I ).95 
4.75 

5.00 

5.25 
5.65 .· 

5.90 

0.50 

0.65 

.0.90 

1.15 

'1 .. 40 

1.65 

1.90 

2.15 

2.40 

2.65 .. 

3.00 

3.50 

4.00 

4.50 

s.oo 
5;.50 

6.oo 
6.50 

7.00 

7.50 

0.20 

0.40 
.... 0.50 

0.55 

0.35 
0.35 

0.40 

0.50 
0.65 

0.45 

0.55 

0.75 

0.80 

1.05 
0.75 

1.00 

.~J. 25 
. 1. 35. 

. 1.60 

67 

86 

80 

77 

65 

27 

23 

23 

26 

33 
18 

19 

23 
'22-. 

27 . 
16 

20 

24 

24 

27 

Distance 
stage 

10. 
Kms. 

1-5 

6-10 

11-15 

16-20 

21-25 

2:)-30 

31-~5 

35-40 

4'1-45 

46;-50 , 

51-60 
61-70 

71-80 

81-90 

91 -100 
101-110 

111-120 

121-130 

131-140 

14h·150 



statement 
. f ( 10.2 ·Details of c'oi1Cessions admissible undo:.:· Rule 101 of IRCA CoachinG' Tari f No.22, Pt. I Vol.n) 

·j (a) AtllGtca /Sportsmen 15% 
participating in 
tourn~~ents open to 
individuaJ:s and 
Referees or Umpires 
at such tournamcn·cs. 

(b) Ath~~t~s-/sportsmcn 15% 
participnting in 
tour'· ~.ments open to 
teams and Referees and 
Umpires o.f such meets, 

2(o.) Athlotoe ./Sportsmen 15% 
tro.velling in connection 
vrith IntcrnntionC'.l 

(b) 

Contests, open· to individuals; 
:1.nd .~,..;forces c.nd Umpires. 

Ath·lotrJs/Sportsmcn 15% 
travelling in connection 
uith Intcrno.tioml 
Contests vpen to teams; 
u.nd He forces nnd Umpires. 

50% A ]~o.na:;e r and o. Coo.ch 
allouerl vrith each team 
o.t concessioml fare · 
admiss·•.ble to other . 
members. Also for each 
mcmbe r travelling in · 
I class one attendant 
in II Class. on 50% con
co ssion, is allol:wd. · 

5o% Hcmbe rs travelling in 
First_Clo.ss arc nllowed. 
one nttendnnt oo.ch in 
Second Class on 50;~ 
concession in fare. 

Bicycles. o.llowed 
'\'~ th player~ 
competing in cycling 
conte sta, chargeable 
a~ full tariff rate 
for outllard journey 
and free on ·return 
jqurncy. 

- do 

··- do -

- do 

The concessional 
fo. re po.yn b le v-Ti 11 
be subject to~ a mini 
mum of full(m:~ "i_l) 
fare for 150 kms. 
for, class travelled 
for each j ot:~ney. 

-do -· 

- do 

do -



Statement 10.2 ·(contd~) 
S.-N"c;-;-P-crson (-;)---""~--:N:"-Tur£7Ef'f~mcnt o:(' Conccss~tilloucd -----
of tho elic;i ble. In fa:rcs. · _ A ttcndnnt/Esc;rt7 
Tc..riff. ~I C 10-ss ·II Clc.ss _}ic..rocu r/Coach. 

------------Hinimum Rcm:::.rks. 
distnnco 
limit 

-lbnj;_icfnro) 01nil f9:..rc' · ·. · Luc;g-nge .Cycle etc. 
1 2 - -3(n-i] -.- 3(n~iif~---~---3CbT-------------;n-cT - ...... %"'-'d=-) __________ --4::::~--- _____?_ ___ _ 

3(1) Professional artistes 15% 5o% Ordimry luggage rete --
in parties of not less 1"ii th. free nllo1Jnnce duo 
than fi vc. or bLtlf the ordinary lugge1.ge . 

'· ·; rntos "I'Tithout frc·e J.llownnce 

3(2)· Profes&ionnl circus. 
pnrtics in pnrtios of 
not luss than 5 

3(3) Amateur artistes in 
partiGs of not less 
than 5 

r , 

Artistes ynrticipating 
in Republic Day cele
brations in Neu.Delhi. 

··"15% 

15% .. ·• 

3(5) . Artistes· uarticipating-~in 
.· Nationc..l ?rogrammcs· of 15% 

All India Radio. · 

50% 

5o% 

50% 

5o%-

.-
•p n t tho option of thJ party •. 

Luggage and property (in
cluding nnimnls)bookcd in a 
scpc.rntc vehicle cha~genblc at 
75 p. per km. per 4 uheolcd BG 
vehicle nnd .60· p. per 4 uhceled 
r.f.G./N.G. vehicle subject ·to' · 
minimum chnrgc for the distance 
limit proscribed for the party. 

- do - - . 

do ... 

do -

-~-:do-~ 

l~ore than 
300 kmo. 

160kms. & 
over. 

More thb.n · ·This co nco ssion 
320 kms. stnnds temper• j· 

arily \'li thdrmrn. 



S.No. 
of tho 
Tariff. 

------- ---- 1 

Person( s) 
eligible 

2 

1 5c;'o' 5 O~of . 4,4-A,Studcnts of rocoeniscd , One escort fol~ 

every four girl 
students of o.ny 
ngo c.nd boy otu
donto under tho 

4-B, cduco..tionnl institutions Students bclovr 
4-C. tro..vo lliilg for cxnmim. ti on .12ycars .nnd 

or cduco..tioru:.l purpose bot-over 3 ycnr~. 
\!loon homo o.na institution/ 15% of 75% 
cxnmL1n"Lion contra etc. h.:1.1i' fr:.rc 
inclut:.ing · nt'l.:.dcnts upto 3 

ngo of 12 yco.rs 
c. t so..mc con co-

students of 
uonths nftor·comploting S h d 1 ,d ssion as for 

' .. td' CQU(..) tdt 
e:Z:2.IDU10."C~Ol18t S U cm;s C""'t .,/nT 'b ·" S U on s. , .. t d' ~u o~r~ Cu. 
appoc..r~ng Q[ pr~ VO. ·c CC1.n ~- aot. -·f ----60-:;;r--:_f 

, .L d , 5 jO 0 !7.2 _ Q • 1 dc..tes o.nd tro..~nec s~u .cn·cs. . c nccss~on.'1. 
. conccss~on- f f 

Cc..nclid:::..tos of c-.gc botvlccn 

nrc or c.l faro for 
students in studonts in 
genornl. goncro.l. 

Not 50% 
5 o..nd 12 yoc..rs, tro.volling 
to o.p~~~r a~ tests for nuo.rd 
of II.o.r.it Scholo.rships 
Provid11d.incomo of tho ir 
nnronto docs not cxcco_~L 

o.llovrcd. 

Es. 1 00 -r0 r H o l1;;..t;;.;:h~·:::.....--

StatemGnt 10.2 ( Contd.) 

Full froo-
o.lloHc..ncc in 
nccordo..nco 
vrith clnss of 
co..rricgo o.ccupio d. 
~~cess cho.rgoablo 
o.t ordinary luggngo 
ro.. to ilo 

........ 

Romo.rks. 

R<~turn tickets 
o..rc not nllouc d. 

Students of SC/ST 
sh_ould produce o.lso 
n cortificc.to from 
tho Sto.to Govt. 
that they belong 
to sc/sT. 

Only return tickets 
nrc nllouod. 

Studonts/tro.inccs students 15% 5lf/o One escort eor Lueg.:1.gc in excess of ..:l.s in S.N.4. 6. 
61:.., 
6-B, 
6-C. 

tro.volling in po.rtics to Studcnto every four girl free .:tllo,'l.:1.nco according, 
visit plo.coo of L. ducn tion- be loiv 12 students of o.ny to clnss of co.rric.gc tra.vcllcd 
al c..nd L rtistic im-portance. end over o.go nnd for boy in, nt one -fourth tho luggng.c 

--4-Y..co.rs students under ro.to~ ,upto tviO tonnos o..nd .:tt 
15% cf--75% the .:tge of·12 full_. luggnge ro.. tos in exec ss 
hnlf fnre. yonrs. One of hro tonncs.-
~tudcnts of SC ST escort for every 
5CY/o eo oOf 15 boy. stuclcnts 

of ccnco ssiono.l conco osionnl of over 12 
fo.rc for otudcnts fnrc for 
in general. students in 

gcnoro..l. 

yonrs. Oonce
ssiono.l fo.rc 
o.s for students 

.fr.'l ra~<'"\'V'>rt>-..rl J"- ... -. th.~c 



St1temont 10.2(contd.) 

S.No. 
of th0 
Tnriff. 

Person( s) 
oliciblo. 

Ihture 1iile-;ncnt of concession c.lloueC. 
~f-.:;'l_.(;'__~_.____ ---:-------- --1~.-t-te~n-d-c.n t/E scort/ Niriimum 
I Cl~.sn II Clc:ss Hr.n..""l.ger/Co,~ch. disb.nco 

Rom.:lrks. 

..
r· bo..Gic fr.re \ h.H'c.il fnre' Lu(g)ge Cvc.le etc. limit. 

_!...--___ ....:2=----------_ _..~..~~-..:-3Cn-]J--:.L.-L£3c;:~)j -~----··-3m---.---=- ·3 e ~:illT--4;=-:..=-----5--_-:_-_--

s. 

9· 

1 o. 

t d t 15/~fo Foreign s u en n 
studyil~ in Indio. 

J~pprcnticc s-n t-lo.u. 15% 

Cnclets/of:ficers of NCC · 15% 

Cr.clots/No.rino Engineer 
.Appron ticq s 

11(1) Blind person o..cco'lh~c..niccl 50% 
by. oGcort. Escort· l · .· .. · 

. Blind · 

1-1 {2) Blind person tro.vclling 75% 
nlonc. 

so% 

75% 

Luggc.ge in exxccss--
of froo r.llo·:nnco according 
to cl.:lss of cnrricgc trnvvl
lcu in, st,ono-fourth the 
luggo.gc r:-. to s :up to tuo 
tonncs c.nc~ ::. t full luggo.gc 
rn tcs in c:r.:coss of hiO tonne s. 

One escort for Luggo.go in excess of free 
every four girl. nllouc.nce npplicn blc 
stuclcnt·s c.nd to tho cl,1ss of cnrriogc 

.every. 15 boy· chc..rgec..blo nt ordin.n.ry 
students. luggo..ge rates. 

One escort end the 
blincl person to
gether pny one full 

· fcirc ,. Escort nccompnny
ing'plind child ngod 3 
yonrs nnd los~ a.llovw,d 
5o% conco ssion. 

Return tickets nrc 
not grnntc d. ( T~1o 
conccsnion is 1dth
drc..vm tompor:'.rily). 



S.No. 
.o.f ·::.he: 
J\J.riff. 

P-::rson( s) 
o libiblo • 

st~teuent 10.2 (contd.) 

_li:::.~Y-.to/E.J:..c_m_o~nt _of <;:oncos~i.J:.~o.ll_~..Jt,g_<:1_:_ __ 
7

. X.Iinimum 
In fares. A ttendant,Escor t distance 
I CL-:ss . II Cln-;;-- ~'Ianagcr/Coach. limit 

Remarks. 

--f --~--- -2 _ __..(~bayic Jia_!~.l..(!L~-~-fw) ______ 
11

y----.. ·--------- L~ .. G .. LSL~~{_Kt_c.!-____ ~ ___ 
6
=------

-·-----~-2.CJl-:t ___ ).l.a_-j._i.J ____ ~--2.\ . ..b.L ________________ _l.l£)_____ 3LdJ. ____ . -J..-.--
11 ( 3) 

11 ( 4) 

12( _1) 

12( 2) 

13(1) 

13( 2) 

Blind person under the 25~S 
care of recognised 
institutions, o.ccompanied 
by escort, availing 
season tickot. · 

BliLd pupils of recognised 
schools/colleges in parties 
of not less than four. 

TB pL tients 1 accompanied 
by a ttend.nnt. Escort) 

Patient) 

TB patient travelling alone 

Cancer patient accompanied 
by a ·vt; en clan t • Escort ) 

Patient) 

Car..ce1· patient trG. ve lling 
alone. 

25% 50% co;1ce ss ion for escort in 
season ticket fares, i.e., the 
blind person n nd his escort to':"" 
gether pay 1Y2 season ticket fares. 

·--

40?~ 5o% One escort allowed free 
Children belo"''r- 1vi th every tHo pupils 
12 and over 3 in the same class. 
venrs. 

--";----~·-·· 
7 (J}o · 7 5J'o 

50~.; 50~~ 

75~-; 757b 

50>; 50~~ 

75~'b 75% 

Attendant and Patient together 
pay one fare. Attendant accompanying 
a child patient aced' years.and less 
allo-;recl 5o% concession. -

Attendarrt and Patient together 
pay one fare. Attendant ECcompanying 
child patient aged 3 years and less 
allovred 5o;& concession. 

,- ... 

14. Bhara t Scouts and Girl . · ·: tt1 50:/b 
G-uides~- tin pc.rties of .Children bo lov1 12 and 
not less than four. • ~ - __ q_yoz_,:>___Y._e_~_e_. __ 

15/o of hD.lf 75~o 
adult faro. 

Mcmb0£S ~tc. of St. John 
Ambulo.nce: Bri~ado. 15% 



Pcrson(s) 
uli.;i b~c. 

Statcm.ant 10.2 ( contd.) 

N~~~~'£/.P.lS~;!l-t o.f_ c.o!lces-sio-n n-llm·wd. Hinimum 
In fares . -------- distance 

Rom.:J.rks. 
S.No. 
of tho 
Tariff. . .I cla_s_s-----n- Class. ~ttendant/I:scort/ -.limit. 

· · '(B'o."si·c fa:ro}(I.~aiT f·a·ra) l•J.nllD.(;c.r/C.oac.h •. · · · Lugg.agc - .Cycle et.c. •.... _ ... ___ ... __ .. __ . _. __ • _ 

2--- · ·- · 'il.f a- i \ t · • .'\ ·--- --· ----·------·-- --- ___ -L\..'_..._,J_ _____ ,;3_\..a_~~:LL _ ____ )_(_b) _____ _____ 3( c) _....2.Ldj_ ______ 4:. ________ .5_ 

Vo luntol)rs of Conmuni ty 157~ 50~ - Luggage in excess of -- . -- -- --·- --- .. ·-· . -
' 1 __ ,l:', 

16. 
Projects. free alloi'lance appli

cable to class of 

17. ' Volunteers of Sc:::-vico 
Civil International 

18. Volunteers of National 
Expansion Service 

19(1) Kisans in parties of 
not lc ss than tw<:mty. 

19(2) Industria~ l~Qourcrs 
. in partiQS of not loss 
than t11onty, 

Not 5o% 
o.lloucd 

157~ 5o% 

Not 25% 
allmJcd. On return 

.•p 

journey ticket 
50'i~ . 

Not ':; 
allowed. 25% 

carriage travelled in, at" 
one-fourth of lugeage rates 
upto 2 tonncs and nt full 
luggage rates in excess of 2 tonncs. 

Ordinary luggage rates 
for luggug~ :in excess 
of free c.:llowance 
applicable to class of 
carriage occupied. 

20. Trained· Nurses, -Nidwives, 
student Nurses. 15~; 

-- -.-· ,. ---
50% 

. 21~ Teachers in parties of 
not loss than four. 

I· 

One attendant for 
every 10 teachers 
at same concession 

as app).d.cnble to 
to teachers. 

Luggage in exec ss of 
free allowance due, _nt . 
Y 4 of thO< lU{Jgll'6'0 :on. to s- !1P.1Jo 

zt;onnes and at full 
luggage rate in excess 
of 2 tonncs-

.~-

Return tickets arc 
not granted • 



statoment 10.2 (contd.) 

~fN~hc Porson(s) :._J{:;.;:_tu~ojrn~nt...2J C011..£.913.§3j_<2..Yl_[~l:Lo-vr~:d . Ninimum Remc..rks • 
. f, oligiblo •· -~~-1.;:~.c~u?_~--:-, _____________ A~t.endo.)J.t7Escort/ . disto.nco 

Trnf ~. I Clr.ss II ClQss · ;·' Mt.n;::.cor/Co;:.ch. :J,.,ugg~~go ···cycle etc;·.::limit. 
(Be::. sic fc.rc )(l'lr·.i 1 fnre:) . · · 

---1- ··---2----- ----------· ?r~·;_iy·- ----3 -··;:.-:Cil ·-- -· · -·3·- -b' -·- -------·-3ICJ:------"trd.' _ _ __________________ !_U ___ :J ______ ?k__ _ ______ 2f.~L ---- __ .)~1J_. ___ 4.J...--_ ..5_ ____ _ 

22( 1) Persons vrich e<crnll1c;s not 151b 50i~ 400 kms. for Only return 
cxccodinc; l-:3.1800/- per bodies li.sted in journey 
month o.ttcnding o.nnual Group A'of App.1/49 tickctn o.re 
session of o.ll I'1din bodies 250 kms. for bodies o.llo1>red. 
of eclucatiounl, culturo.l, listed in Group B of 
soci::tl import:'.nco. npp.1/4g. 160 kms. for bodicn3 

lis tad· in Group C of npp .1/ 49. 
22(2) Persons o.ttonding All Indio. 15% 

Confcr..::ncc of soci.:-.1 or 
cduc[!.tionnl kind with RD.ihm.y 
Bonrd 1 o permission. 

~2(3) Persons uith ;3c,rnL1gs not 155'-b 
( o.) oxccoclil'lb· Rs.1800/- per mo11th 

:J.ttc:ndinc; All Inclin \[omen's 
Conference. 

22(3) 
(b) 

Personc uith co.rni::.gs 
cxcccdinc ~o.1800/-pcr 
c~ ttcndine:; the muo ting 
Sto.nd.in, Committee of 
vlooont c Conference:. 

not 1551; 
monl~h 

of 
All Indi2 

i:..rticlJ:J (including 
excepted crticloc 
v:tluinc; not more th::cn 

Outward) Full tnriff 
j ournoy) rC'. te 
Roturn) Froo (nt 

R·;,~::Y-in c~cch :pc,rcol) j ourncy) ·OR) 

Qnd doc8, poultry etc. 
for ~hibiticn nnd oholm. 

2~. :::;tore::; bclm1c1na to.Al:l,Indio. Fr·c:o (o..t Oil) 
~t. Dunct~'.n' s CommitttJo for 
',::~.r blinde;<l,(boolccd to tro.ininc; 
c(;ntru n.t lbhroDun). 

:~trjru ~; lK: loncii'n' :l.(l I~icn Rod Froc (nt 
on) 

Beyond 400 
kms. 

- do -

Not more thnn 
250 kms. 

-do-

Only return 
j ournoy 

ticket c. nro 
o..lloHccl. 

- do -



Nature/Element of. concession nlloued. 
Stntement 10i2(contd.) 

r.linin:.um Romnrk s. S.No. Person(s) 
of the eligible. In fnres. Attcndnnt/Escort/ distnnce 
Tariff. I CL.1.ss . II Class. . I•Ia.nagcr/Conch. Luggage Cycle -etc. limit. 
------------------------------~~~~~~~~M~a~il fa~e~~--~~~~----------~~-----=~~------~~---------

2 4 
26. Educative mnterinl for TB 

Associatibn of ~ndin. 

27. Consumnble goods sent by Free (nt 
Nevr Zeland Council etc~ to OR) 
We ll ..... ro Orgnniza tions;>f Indio.. 

28(1)Multi-purpose food bo~ked Free 
. , . by r·Ieals for Million Assoqintion. 

28(2)Multipurp'os- food"bo;oked. 
~ by M/S Chnndra Corporntion Free 

Coimbntore. 

.'p 

' ·-

2g. Orthopr.edically handico!;tpped Escort - 15%~ 
pcrcons nccompnnied by ... '· Po.tiont - 15%, 
escort. 

50% Escort nllovmd 15% con
cession ir. I cUl.ss nnd nllolwd 

30. Non-infectious leprosy P[lticmts. 

31. l\iembers of P'Dlo Tcnms. subject 
to q. mn1mum of six members. 

15% 

15% 

75% 

Not 
o.lloued 

free in II Glnss (Alloued 15% concession 
in I Clnss nnd 5o% in II Cln~s v1hen o.ocompanyi:ilg 
an orthopnedically handicapped child aged :3 y~ars or, less) 

Each member allowed 
one attendant at : 
5o% concession in 
II Class only. 

,· .... I I. . -
Return ticket Horses 1llllf.(i)This conce-
alloued ·at 63p. po.nies :--I :!.-.ssion is subject 
per vehicle per nllouei on to D. minimum of 
km.(On one uo.y 50% conce- 4 concessionnl 
distnnce)for BG ssion· sub-· fares. 
nnd 47p per : ject to n · (ii)Concessional 

vehicle per km. for MG subject to n minimU.m or' . fnre p['.ynble by 
minimum of Rs.50/-per vehicle each uny. · t?s.so/-per l1ember/Atten-
Tvm attendants -nlloued free in oach. · horse-box dn.nt is subject 
vehicle. each "t·ray. to o. minimum of 

One nttendant of full fare for 
nllm·red freo: ui th 1150 kms. for 
each o.nimnl. the Class · 

travelled in 
for each 
journey •. 



A U R ~ N G ~ B ~ D 
pricty of. ccinces::;i6n O'i.1 d,:;r::; e:;:chJ.n:o·ccl at 

Aur.:tn&J.b:>.d B/O to the :1tntion::; no ~cr cliotcmccs givcn,_,bclou 
during Au~1st 1979. 

S.Noe of Conc~ssionQ 
in the Tariff 0 

1 4 11 ( 1 ) 11 ( 2) 1 3( 1) 30 . Tot:J.l 

Distnnc~c~--------~----~----------~-------------------------------
Kms. 

1-100 

101-200 

201-300 

301-1'!-00 

401-500 

501-600 

601-700 

701-800 

801-900 

901-1000 

1001-1100 

1101-1200 

1201-1300 

1301-1 !/)0 

1 !;.01-1500 

1501-2000 

2001-2500 

2501-300tr.' 

Totnl 

3 
persons 

32 

4 

16 

9 

7 persons 4 

4 
26 persons 

28. 

13 

8 

4 

1 

125 
a 

1 

1 

10 

1 10 

Notes: Items 1 & 4 cho.rgcc:JLH::J.lf H/~xp. faro. 
at 

Itor.1s· 11(1),11(2)&13 cho.rgoJLY"~ I-1/;::;xp. f:1re. 

1 

Nc First Class ticket vr2.s issued on concession duri:r:g 
;~ugust 1979. 

All concession holders travelled in 2nd class. 

32 

5 

36 

19 

1 

11 

29 

13 

8 

5 

1 



S :;n,. t.oncnt .1 o e4 .~ 

S I M L A 

_S_u.:::u:J. __ a_l-....,./_o.-f_c_o_n_~...:_· o_a_::;_i_o_n_t_i_. c_k_c._;t ~s. suo CL froLl s:;.nla.; in S c ptcnb cr 
7 

~ 975 

Number 

Class of 
travel 

Nurses ~eachers Students* Total 

7 5 61 73 

II II II II· 

*Distribution of Stude~ts di~tancewise 

251-500 km 501-1000 ln!!. 1001-2000 lm Above 

Students 63 '316 62 

Escorts 8 23 2 ;···. 

All of these tickets v~~e ::e issued for Second Class 

Note: Difference between t·.· y sets of figures relating to 
studentc is due to the fact that some tickets were 
for more than .one pass~~~~!!. 

-------·--·~ 

22 

·-· 

2000 km 

s. · Concession Station Class No.of Ho.of Age of Age of School or 
No. Order No. From To stu- escor-ts student3 escort:! College 

-~-·· ___ dents~ ______ ----

1. 63057 Si~la-Delhi. II 3 13-17 25-48 .Schoo::. 

2. 184718 Simla-Delhi II 1 .College 

3. 47612 Simla-Bareilly II 3 22--25 College 

4. II 19 2 13-:-20 27-43 t;ollo_go 

5. 2069.16 Simla-Delhi II 1 26 Uni vo:tsi ty 

6., 140801 Simla-Kanpur II 1 14Y2 School 
Cr:ntral 

7o 208232 Simla-Jammu TavTi II 4 19 College 
2(l':;J.1. 

Contd ..... 



S t.::t tc::-1__.:;.n t 10,4 ( Contd.) -
s .. C·oncession Station Class No.of No.of Age of Age of School or 
No._ Order N.o 'F. · · 

To stu- 83 ..... 
' stu,- ~ CJRC)rts Col loge rom 

dents corts dents -- ---
8. 28390 S inl '1.-Kuru.kshe- II 19 Collo;c 

tra 

9. 721-310 Simla-Bikaner II 3 18-20 C0llec;o 

10. 46804 Simla-Pr.::tyng II 1 22 Uilivcrsi ty 

11' .. ____ 13636 S imla-D huri II 12 2 11-15 28-38 School 

12, 13634 Simla-Dhuri II 16 2 14-15 28-50 School 

1 ,3. 68335 Simla-Jammu II 4 18-20 College 
Tawi 

14. 13635 Simla-Dhuri· · II 19 2 14-16 36-42 School 

15. 28226 Simla-Jammu II 1 18 College 
Ta-vri 

1 6. 374526 Simla-Jamr;m 
Ta-vli 

II 3 16-18 College 

17, 139727 Simla-Horad.::tbad II 13 2 20-22 - ColleO"G . D 

. 18 •. _31187 Simla-Taran II 52 6 16-18 30=41 School 
Taran 

19. 76154 Simla-Delhi II 4 17-18 School 

20. 76156 -do- II 3 17-18 School 

21. 141907 ~do- II 20 12-15 School 

22, 141908 -do- II 17 12-16 School 

23. 176152 -do- II 4 17-18 School 

24. 74933 -do- II 11 1 18-19 School 

25. 15685 Simla-r1oradabnd II 12 1 16-18 College 

26. "1 40361 Simla-Delhi II 2 6-8 School 

27. 80263 Simla-Narcla II 10 1 15-16 School 

28, 80264 -do- II 10 1 15-17 School 

29. 80265 -do- II 10 15-17 School 

30. 80266 -do- II 10 1 15-18 School 

31. 80267 -do- II 10 2 15-17 Scho:::l 

32 .. 133555 S iD.la -N Cl'l' Delhi II 2 10-14 School 

33 .. 270862 Siul.::t-Allaha- II 1 20 Collc:;;-e 
bad 

C2:.:-td ••••• 



_gtat~ent 10.4 (Contd.) 

s. Concession Station Class N?f :-Pf·Ho. of ll.ge of Age of School or 
No. Ord·c·r No.F 

To 
. _ ·stu- es-· stu- escorts CollegG ·· •rom ·dents ·corts dents 

~ -.. -•' ,. 

34,. 320423. Simla-Dehra. Dun ·II :4 .. - -~ ·. 17-20 .. School 
~ 

-·. 

35.· 30879_ ·-do- II 3 22-24 Uni ve rstiy .--
36· •. "68333 Simla-Jamnu Tmd II 2 21 College 

en,ch 
;J 

Yl· 80377 Simla-Huznffar- II .20· ~ 14-19 College 
nagar .. ~- ' 

. '38! 017141 Simla-Ambala II 11 2 19-25 College 
Cantt • 

-. 39. ·181770 Simlo.-Aubala II 4·· 22 each College 
City 

40; 181762 Simla-!·1eerut. II 4 21-23 College 
City 

: 41 • 181764 -do- II 4 22-23 College 

42· 184736 Simla-Delhi II 1' 21Y2 College 

43. 53756 Sir1la-!-iathura 'II 1 21 9ollege 

44· 14358 Simla-Loharu II 23 2_ 12 each School 
•. 

~2.. 40008 Simla-riiraj ,II. 18 School 
. ' i 

46. 265-170 Simla:-Gorakhpur II 1 40 University 
' 

47· 670107 Simla-Rourkela II 1 19 Co~l~ge 

48· 687014 Simla-Tata II· .. 
1 22 College 

• 49. 576838 Simla-Rourkola II 1 . 18··· College 

~0. 318801 Siml'1-Gorakhpur II .4 1 ..-·,• 14~17 45 College 
. . 

51·· 158335 Sinla-Tata ~-·· II '·.19 15-20 College 
..... .. 

52;. 83298 Simla-Udaipur II 1 19 College 

. 53. 298111 Simln.-Gorakhpur II 4 15-16 College 

5~. 093787 Simln-Gorakhpur II 4 1 13-17 47 College 

55. 659655 Simln-Babanpur. II 4 22-23 College 
Jn. 

56· 659657 -do- II 3 22-23 College 

57· 97124 Simla-Jnipur II 1 18 College . 
5Ao 186020 Simln-Bhn.galpur II 11 18":"24 College 

59· 079448 S ioln-B ehra!il.- II 1 29 College 
pore 

60· 065620 S imla-!·1an pur II 1 1 14-18 College 
Hngaria 

61· 065624 Siola-Iknpur II 12 9-16 College 

Nn.garia 



Category of 
Concession 

Di3ta.nce· 
(Kns.)j 

:'mALA CANTT JULLIDJDER CITY, ~l01ill)./UF1D, •lLLAHllB.AD, 
LuUCKNO\l(Locai'~d Foreign) ~D JODHPUR .um BIIClNBR (Forcijm .2:lly) 

~istribution of paooofi~or~, concossionuiso bnd 
cliotancetrl.oo ;for scloctod otations for tho oonth of February, 1979 
~nd MQy, 19]3. · 

Monthly avernga of Fobru~ry 197.~ and ~dy 1979. 

· Sports Artistes 
Men 

Students Priv.:.1te Reser.rch Indusfrtal 
students students lforkers 
for exa-
mination 

_J~ _____ s_.N_o_._1 1 ~. --~'~·------~4·~----~4~~~---6~(o.)~4--~6(~c~)6~-= 

0-25 

26-40 

41-80 

81-160 

161-250 

251-500 

8 

8 

28 

37.5 

58.5 

73.5(1) 

1 

501-1000 

. 1001-2000 

38 

107 

15 

239.5(1) 

51.5(7) 

1157.0(18) 

459.5(27) 

95.5(4) 

5.5 

0.5 

23 

1 

2001 and above 23.5 

Total 212.5 15 2172.5(58) 6.0 25 

(a) All the concession vo-ur.hers perta.in to Second Class 

(b) Regarding First Class, th~ information is nil, 
. ---

{c) Figures shovrn in brackets are the number of tickets 
issued to children under 12 years of age. 

12.5 

10.5 

13 

. 36 



A c · .· Stltoncnt 
A.HB~~A !1ITT .. , JULLUND ER CITY MO ~ "' 1 0. 5 
LUCK~lO~F(Local and Foreign) 'Jl'D JODH~•OO, llLL.ARABll.D, 

. · - " . U~ ·AHD BIIC!~NER(Fo:tt<li.~ only) 
· 'D.istributivn of' n · · · .. ,. · ·.. . · · 

disto.nccmise for solcctod stilt' 
0 

·~ssongors,. con_ccsoiomliac o.nd 
WJk~~~~! . ~. 1 ns. or. the nonth·of February, 1979 

t•lonthly av~r6.ge of February 1979 a~d l-1~y 1979. 

F8to~~~gn ~~: . l!;~~!s p~~. C~~~cr Scouts Nurs~sNurse Tea .. · Dele- ~~nppd~d. ¥8~; Ca togory 
stu- chars ga. tea " of con-

dents dets tieil'ta tients dent ~~o · Per- Pa- . S 01.0r · , COfSJ.On 

4 

4 

9 11 

4 

0.5 

3.5 6.5 
(1) 

3 1 

1 

12 13 14 

1 o.s 

32.5 1 

6 2.5 9 

Co~~ sons tJ.enis Distanoo 
ranees - (Kos,)L 

20 20( 3) 21 22 29 30 S.io. 

0.5 

3 0,5 

25.5 2.5 1.5 7 

0-25 

26-40 

41-~0 

0.5 -.I 81-160 

2 6.5~ 1; 6·1-250 
( 1) ,· 
2.5 251-500 

1.5 9 11.5 49.5 23 19 12 · '·5o1-1ooc 

10.5 47 

. ··""; 
69 .... :28~5 ·.·J 11 3 1 001-200( 

2 1 26 . 2.5 2,5 tO . 0.5 2001 and 
.... above 

s.o 59.0 23.5 41.0 30.5 22.0 151.5 5.0 96~5· ~~.5· 13.5 25.5 
.( 1) . 

(a).All the concession vouchers pertai~ to Sec~nd Clas~ 
(b)Rcgarding First Class, the information is ml• .. 
(c) Figures shol-m in brackets arc the number of tickets 

issued to childrcnunder-12 yearsof ago. 



.,l~ightQd ~vorilcc · di:Jt~co tr~vcllcd: by hol:~crs 
of concc.osion ticket:.; oontionc cl in St:~ tcn01~ts. -· .... . 

S.No. of Category Aura:' :;nbad . Sin~~- . •T'lllun~cr,. 4Jilbala, 
Tariff. ·-·entitled · 

•4 ( Stt. ) · ( Stt. ) .t...llahnbad, ·Lucknow, ... ·'-· 

Uoradaba.d, Jodhpur 
· and Bikancr· •· 
·(stt. l 

Kms. Kms. -~!llS~. 

l :. Sport~en 3)1'' f254 

; Artistes 750. 

4 to 7 Students 442 862 872 

6-C( 6) industrial 168·l 
lnrkers -

9 N.C.c. Cadets 495 

11 Blind persons 200 .t1,25 . 
12 T.B. patients 248 

13 Cancer p 350 968 
patients 

. 14 Scouts 673 . 
20 liurses 586 . . 
20(3) Nurse (st~~nt) 1553 .. 
21 Teachers 1329 

22 Delegates for 1348 Conferences 
29 Handi ca ppcd 1258 per, sons 
30 Leprosy 

patients 
650 285 

-



Stntcmont 10,17 
Vl~IOUS --CIL\RGES FOR SPECIAL TRAIHS :::.t 

I 
spcci<-1.lD for Kioana 

-1 
I 
I 
I 
I 
I 
I 
I 

: Ch;lrgco ·.Sp3cin.lo f'or Induotria.l 
Labourcro · I • ·• 

l------

I 

' I 
I 
I· 

1 

----~-----------------------~-------------~~-------------~-·---------~--------
otqen~·~:ii~~r~-r~\1-"tbo at the 2/3rd Conccooion~l fn.rc ®5~ of t.hc II - ·:Fnrco·~-- ·· 
II ~1':1'C1:l'lfo.J.P'EfPrcoo . f . .-..re .£or-· Cln.acr ·J-l~.nfExprcss"I':i'rc --w'hononiy- chn rgca.ble 

--c-;.~h nd.ul t :-.nd 173rd I_I Cln.oo siii;ing accommodation. io provided 
f..__r0 for o~ch child for n.ctua.l nnd full fa.ros when olecping · 
numbpr of pcr~on3 trnvclli~g or a.ccommodation·is required for 
cc of the bogioo, whichever io night journey • 

.. 
- · 1/3rd concoso:bon. 50;'' of fa::uc 'trhcn ocn. ts arc 

provi~od; Nil 'then- sleeping 
o.cc·ommodntion lis prol!'idcd. 

Cha.rgos_for ~minimum number of Minimum cho.~gc.ia for 
9 bogioo including ~n SLR for a. 400 o.dults. 
minimum distance of 2500 kms. 

5~ o.f_ tho 1lOmtll dotcntion 
®argco-tipplicn.ble to Public 
Spcci!lls, 

Fir3t 24 hours ~t c~ch 
halting station. 

Ao f_or .pilgrim specials~ 

~ . 

Ouo.conductor nnd four cooks 
freo, Also not more tho.n 10 
rural o.rtiso.ns {'not kisnns) 
at thb ao.m6 concoasion as 
for kisn.ns. . _ . 

~. 

Chnrgcs @ 2o% of those for 
Special Tro.ins for Public at· ·c~ch 
halting sta~ion. 

24 hours at o~ch h~lting 
station. 

·Only two 4-whcolod iron floor 
wng~ns/~ cogic iron floor 
Qovercd i-rn.gon free. 

• • .J. 
,.;,. 

One. co'riductor ::md four 
.cooks frc.o. 

Conccsoion·· 
·if· any·~ 

Minimum 
·. charge 

·,. ~- •. i·.·· ~: 
Detention- : 
cho.rgcs't 

Free tine 
allowed 

Dining Cnr .
Ki tchon Ca.r 

Other.; 
facility .. 



Charges 

V.'illiOUS CHARGffi.S FOR Sl-ECIAL TRAilTS 

I 
1 Speci~ls for Public 
f 
1 incl'lding Circus 
! Specials 
f 
I. 

Pilgrim 
Spocials 

Excursion 
Spccio.ls 

Student 
Specials 

' 
1 cl Fo.rcs · Fares for actual number of Same o.s for Pv.blic .. - F<:~.res ·on 507o · 

.. ~mo..blc- passengers· trnvollihg- c)i1 
- • ··spcci;i~. .. . concession of -Gho 

minimum of fares on full CC nonnal t~riff 
of tho bogies·, lvhichovor is fo.rc. Only II 
more. Class Specials 
II Class Nail/Express fnrcs :~.ro pcrni ttcd. 
will be ch,::ngcd. 

Concession No concession. 
if any 

}iinimum 
chn.rge 

Subject to m1n1mu~ number 
of 10 bogies including 
dining car, if requisitioned 
and nn SLR char.;o:~.blc for 
minimum distance of 500 kms. 
applicable separately for 
ouhrard and i:1vrard journeys o 

No coLcossion. 

Cho.rgcs for minimum 
8 boGies including 
.:1n SLR for n 
minimum dist.:1ncc of 
2500 kms. 

Detention (I) R.:1te per hour or p.:1rt of Snmo as for Public 
shargos nn hour Specials. 

ACC 
T 4-1-l:r...- • 7.$0 

6-1-Th. 11.25 
Bogi_c 15 .• 00 

Others 

~:so 
3.75 
5.00 

Ni& 

1fj:oo 
15~00 
20.00 

(II) For keeping tho Engine in stoan 

EngJ.ne F;;f2/::.:· per hour or 

HG/NG 
part thereof. 

- ns.10/- per hour or 
part thereof. 

50% concossion. 

~Unir:mm chnrgos 
for 720 2.dults 
(2 childrod being 
considered as one 
ad~lt)chnrsonblo 
for n rilinJ..I:l.uP 
dist.:1nco of 
2500 kms. 

507~ of tho nornal 
detention cbrgcs 
applicnblo to 
Public Spocinls. 

Free time 
~llowod 

Nil First 12 d.:1y-ligl1t First 24 hours 

Dining Ca~ 
Kitchen Car 

Other 
fo.cili ty 

ns. 2. 50 per km. 

Nil 

ho·urs at each h::1lting .:1t Gil.Ch h.::J.lting 
st::1tion. Dny-light station. 
hours reckoned from 
6.00 hours to 18.00 hrs. 

Ki tchcn/I ron bogie 
wagon free. 
Dinin.; car if roqui
citioned - 8.2.50 per 
km. 
One conductor in 
highest class in 
Snuci.1.l tr:tin 'lnd 

4 c~oks/s0rV:1.nts fro~~. 

As for ?ilgrin · 
Specials. 

Pour cocl:s/ 
s~erv:::.:1ts :::.nd. 2. 

cond.-.._lctor fr0o. 
Escort :ct t::J s2.2o 
COllC03SiO~ US fo~ 
~ :...; t:.1.dct1 t, u t .;._::~ 



statement 1o-z 

Statement shovring earnings pe:r B.,G., train of 10 Bogies ( CCe760) at Second Class Mail/Express· fares 
.Q.!1_9onti:-},~..Q.1J.S distance compared with total cost on the basis of cost per t!ain kmo (1976-77). 

bistanc~~ E 8rnings/cost~o~f~e~x~i~s~t1=·n~g~r~a~t~e~s~~~~~~E~~~r~n~in~g~s~/~c~o~s~t~a~t~p~r~o~p~o~s~e~d~~r~a~~~s~~~~~~ 
~ -Existing II: Total cost !Loss ( -)/ !Proposed II j Tota 1 cost based on . Loss(-)/ 

• Distance 

i 

Janso 

200 

500 

1 ,ooo 
1; 500 

2;000 

31' )00 

5,000 

10,000 

1.5, 000 

! Class(Mail/ ~ @ Rs.30'~87 per !Gain ( +) i Class (Mail/ ! co;·-~ por train· km~ fori Gain ( +) 
~Exp.)far.es _ .! train km..fo.r f :Exp.)fares i1976-77' i.e. Rso30 .. 87 ! 
Hc.c. 760) ! 1976-77 for BG! Hc .. c .. 760) i(BG) e0ca1ated by 30% i 
:. 2. B .. G., 3 : 4 5 6 

Rso 

7,790 

17,100 

30,742 

41 ,990 

51,794 

';0,680 

1,05,336 

1,89,696 

2,74,056 

Rso 

6,174 

15i4-35 

30,870 

46,305 

61,740 

92,610 

1,54,350 

3,08,700 

. 4, 63,050 

Rs,. 

(+) 1,616 

( +) 

(-) 

( -) 

( -) 

1, 665 

12(3 

4,360 

9,946 

(-) 21,930 

(-) 49,014 

(-)1,19~004 

{-)1,88,994 

.... Rs • ·Rs 

10,336 

22,192 

38,380 

52,060 

65,360 

91 ,g6o 

1, 45,160 

2,78,160 

4,11,160 

8,026 

20;066 

40; 131. 

: .60, 197 

.80,262 

1' 20,393 

2,00,655 

4,01,310 

6,01,965 

( +) 
( +) 
(-) 

{ -) 
(-) 

( -) 
( .:.) 

( -) 
(-) 

Rs 

2t310 

2;126 

1,751 

8,137 

14;902 

28,433 

55 .• 495 

1, 23, 150 

1 ,90:'805 

Note: 1. Carrying capacity of 10 bogies will come to 800. Allowing for SLR the chargeable 
Carrying capacity will be 760. · 

i 
I : 

2. The gain will be lower/loss higher where concession is allowed in fares (~, in the 
case of students.) 

8 
kmso 

200 

500 

1, ')00 

1, 500 

2;'~J0 

3.;cao 

5,000 

10;000 

15;000 



CHAPTIJR XI 

HISTORICAL REVIEi'l OF OTHZR. COACHING RA.TES 

Parcels 
and animals · 

11.01 Introductory:- Hovement of goodsLby rail- both 

wagon-loads and less than vragon-loads (smalls) - is nostly by 

freight trains. However, a small proportion is als·o carried by 

parcel servi~es which nay be either.a parcel express "or a passenger 

train. The parcel rates .are higher than. the corresponding goods· 

rates as parcel services provide a- s:oopara.tively faster transit 

and involve. less handling enroute. 
;'I 

The nat:ure of function perfom.ed by parcel· and freight 

services being the s~me, ·parcel rates have generally ill;creased 

whenever goods rates have increase-d.· For i:C.stance,' whEm. freight . . . ' : : ... 

rates were increased in 1940 and 1942 and again when a· freight 

rate structure was.drawn up in 1948, parcelrates'vrere'also; 

subjected to similar changes. T_ill 1958, however, the relativity 

between good~ and 'parcel ;at~s w·as not uniform at all distances• 

The tdrms of ·ref e:renc e · af?a:ilwa; -~rei~ht_ Struct.ure Enquiry · · 

Coi!lLlittee, which gave its report in 19.58, did notcovcr parcel 
. ... 

rates. However, while point inc. aut. that the frcig'ht: ·structure 

they w·ere suzgesting would have a bearing on pm-cel traffic also, 

the Cocmittee' suggested that tho parcel rates shou]d be reviewed 
the · · 

in the light ofLrevised freight structure_recoomended by-than. 
~· 

After a-review, fran 1.10.1958, full parcel rates, rates for betel 

leaves etc. rind rates for newspap~rf! were fixed as. a percimtage: of 

goods freight rates Class 100-B. From 1.4.1970, all, the parcel, 
. . . . ... . - . .. . ·~· .. 

rates including Half and Quarter parcel rates were divided into 

8 scales and th_eiz: relativity established with Class 1~0 goods 

rate. Subsequently, however, this relativity was disturbe_d as 
. I .. . . 

the inc~easrein parcel rates were neither comnensurate w'ith 

the increases in goods retes.no~ were they uniforc for all 

cor::nnodities. This position, how ever, was rectified fron 

1-9-1979 on the basis of the rccoonendations of the Rail Tariff 

Enquiry CoDmittee in its Interim report. Details of the changes 

in parcel rate structure fran 1 .1 0.1948 onwards. are given in , 

the succeeding paragraphs. 



11-2 

Basic ro. t e structure 

11 .02 . Full Parco1/Scalo 
-

Rates:- Upto 1.10.1948, parcel rate' 

structure c onsistod only of tho table giving clnrgen blc pare ol ro..tc 

per maund for different distances. f~o basis of chnrge on distance 

basis was indicated~ Fron 1 .10.1948, 'per nile' rate vas quoted on 

a telescopic basis as under:-

Distanc·e 
(Niles) 

1 100 

101 - 200 

201.- 700 

Over 700 niles 

P~es per nile per,naund 

4 

+ 3 
+ 2 

+ 1Y2 

1 oo% 
75;0 

50;~ 

37. 5/b 

11 • 03 As indica ted earlier~ the goods freight rate struc turo 
,
1
the . 

i'laS rationalised in 1958 on tho basis ofL_ roconnendo.tions of tho 
. . 

Railway Freight. Structure Enquiry C onni tt eo. In line uith this 

rationalisation,Full parcel rates wore also revised fron 1-10-1958 

and linked to C l~ss 100-B Sc~le for goods traffic~ Tho parcel rate 

was fixed at 300% of Class 100-B Scale upto 360 niles and 280% 

beyond 400 niles. The rates for distances b ctuoen 300 and 400 niles 

were suitably adjusted to provide a gradual increase. 

11 .04 \lith the change-over to netric systen fron 1.4.1960, full 

parcel rate uas nade 300;~ of Class 100-B g~ods Scale upto 500 kns. '· 

and 280% beyond 500 kns. Fron. 1. 4.1970 it 1vns nade 300>& at all 

distances and- called Scale-1 rate. Hanover, suppleDEmto.ry charges 

levied on Full Parcel/Scale I rate after 1970 (Detail-sat PE!-ra·11.12 

below) were not connonsurate 'i·lith increases in goods rate. As a 

result, for distances beyond 500 lms. 1 relativity bot'\'reen· .goods 

and parcels rate 1vas disturbed. To r.est_ore tho sane, a 1CY;;; ~ ~ 

increase w-as nade in Sea le-I rate beyond 500 kns. fran 1 • 7. 1979 
the . · 

on the basis ofLroc onnonda h.ons of R.T. E. C. in the Intorin Report. 

Concessional Parcel Rates 

11.05 In the parcel rate structure introduced on 1.10.1948, 

vegetables and fruits vrero to be chnre;od at 5~~ nnd seeds/seedlings 

at 25>~ of the Full Parcel rate. 'rhosc rates uerc knmm ns Hnlf 

Parcel and Quarter ro.rcel ro.tcs. Dcsidcc 1 special scnles of rntcs 
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were prescribed for betel leaves, hand~oo~ products ·and nmvspapcrs. 

For betel leaves, the charge was above Half Parcel rate if carried 

at owner's risk (O.R.) and Full Parcel rate if ct...:r.ied: at Railway 

risk (R.R.). For handlootJ.. products, the charge vro.s Half Parcel 

rate at O.R •. If carried at R.R •. , the follow·ing special scale was 

levio.ble:-

Distance stage Pies per tJ.ile per maund 
(Miles) 

1 - 100 3 100% 
.. 

101 - 200. + 2 66.66% 

201 - '700 ·+ 1Y2 50% 

Over 700 tJ.iles + 1 33.33% 

11.06 FrotJ. 1. 10.1958 ~ when Full Parcel rates 1r1ere linked with 

Class 100-B Scale of goods traffic, Half Parcel rates and Quarter 
' . '. ' 

Parcel rates vrerc, however, ex~luded fr.on t;his linkage. Their 

charges were calculated at Y2 and Y4 of the Full Parcel.rate in 

vogue fran 1 .10.1948# } .. s u :-usult, tnoy actually became less than 

50;6 and 25% of the Full Parcel rate then existing• Rates fo~ betel 

leaves and newspapers, however, were linked 'lrlith the 100-B goods 
·, . . . ~ 

scale as follows:-

. · ComnoQ.i ty 

Betel leaves, etc. 

Newspapers . 

Upto 300 niles 

220;b 

100% 

~yond 400 niles 

2057b ·' 

95% 

Books, Khadi and nilk were to be charged at Half 

Parcel rates. 

11.07 From 1.4.1960, llhen netric units were adopted, the 

following basis was adopted for arriving at'Half and Quarter 

Parcel rates:-

Distance stage Rntc per g,uintal per km. 
( ICns.) (Paise) 

1'- 160 3.469 

161 - 320 + 2.602 

321 - 11 30 + 1.735 

Beyond 11 30 + 1.301 

The Half Parcel ~nd Q'.c:lrtr:r Po.rc el ro.t es were to be 

Y2 and Y 4 of the abov~. ro.tes. T'o these, o. suppleBcntary charge 
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of 12-Y2 vms also to be added except in t_he case of nevrspapcrs, 

books, ;:J.ilk and Khadi where this su-pplcricnt.J.ry chnrec 1·ms not to 

be levied. 

11 • 08 Frou.1.4.1970, all the parcel rates were divided into 

8 scales and linked to Class 100 goods rate as shom1 belovr:-

Particulars Scale 

i) Full -parcel rates. 1 

ii) Betel loaves, butt or, creau 
nn,d khoa (dried nilk). 2 

iii) Expensive fruits (arples, 
anars, cherries, grapes). 3 

iv) Half parcel rates. 4 

v) Vegetables, books, kha.ddar. 5 

vi) Milk (as prior ~o 1.4.70) 6 

vii) Newspapers. 7 

viii) Quarter ~arcol rate~ 8 

;Sage to 100 Class· 
.o·oo ds rates. 

300 

240 

160 

140 . 

120 

80 

70 

As certain artie los of pare els traffic were cxcuptod 

·fron the suppleuentary charges introduced frou 1.4.1974 and 

·15.9.1974, it becane necessary to split up Scales 4 and 5 into 

sub-parts to reflect 'the suppleuontary charges applicable to 

different co:c:rr:- dities vlhich vrero car· :.er chargeable at the sane 

basic scale. 

were:-

Tho c ocuodi tics chargeable under the split-up scales 

Scale 4A 
11 4B 

II 4C 

11 5A 
11 5B 

- Eggs, broad, f:Lsh, neat frogs, ice crear:, etc. 

?resh fruits (except expensive fruits chargeable 
under S calc 3) .. 

Aula green, chillid~ green, garlic green, 
loaves green, potatoes, oniono. 

Books & Khaddar. 

-Vegetables. 

Since then there has been no revision of basic p2rcel 

rate structure; but sup:pleuontary charges, discussed in 

-para 11.1.1 bolou, have becnloviod frou tine to ti::w. 
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1 '.09 After April, 1970 the relativity beh1een goods and parcel 

rates l'Tas disturbed as the suppler:u.entary charges levied on parcel 

rates were neither to the same extent as those levied on goods rates 

nor were -[;hey levied uniformly over all commodities, wben such a levy 

was actually ira posed on pare el rates. Accordingly, on the basis of 

the reconnendations of the Rail Tariff Enquiry Colilmittee in its Interi.Ih 

Report, the follm'ling increases vrere made in the existing concessional 

parcel rates, inclusive of supplementary charge, with a view to restor

ing the relativity of va:r;ious concessional parcel rates with goods 

rates as established on 1-4-1970:-

Scale Description of articles 

1 Betel leaves, butter, cream and khoa. 

3 Expensive fruits (apples,-. anar., 
cher~ies, and grapes)o . · 

4A Ice, eggs, bread, fish, meat and 
handloom products. 

4B Fresh fruits except expensive fruits. 

4C Amla green, chillies, garlic, ginger, 
potatoes and onions. 

5A_Books and Khaddar. 

5B Fresh vegetablr.~ (including 
and tomatoes)",. 

6 I1ilk 

7 N ew·spapers. 

lime 

8 Seeds for agricultural purposes, 
·fish spawn. etc. 

Treasure and Other Valuable Consignments 

Approximate increase· required 
over existing rates 

U pt o 500 B.eyond 500 
Kms. Kms. 

25% 

25%' 

40% 
1o% 

4~; 

4o%. 
·1~ 

11.10 Treasure consignments consist of specie (gold, silver, 

copper, bronze and nickel coins), bullion, currency notes, defaced 

notes, Government stamps and Postal Orde:r:-s. Prior to 1~:9.1979, they 
·, .. 

were carried at special rates indicated in IRCA Coaching Tariff' 

No.22, Part IV, which were oft-en lower than Scale I parcel; rates, 

particularly at shorter distances. In vim'l o"f the value and 

extraordinary nature of these consi£~ments, Railways arc required 

to t2.ke extra care,at the ·roruarding station, in transit and at 

the destination station, such a.s keeping them in a separate room 

under guard, providing an armcd·cscort if tho val~e of treasure 
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is r.s. 5000/- or nore. It uas, therefore, felt that treasure should 

be charged at, a rnte h~t;h-..:r than Scale I rnte ond, on the roco::.l

nendations of ~.T.s:c. in its Intcrir Report, fron 1-9-1979 the 

rates for such co:1sit,nnonts vrore fixed as a percentage of Scnlo I 

rate, tiE•, 300% for "cold, bullion o.nd coin and 200;~ for other 

tro<?,sUrG consi@).ncnt s. 

· ·Besides trensuro, thoro nrc other valuable/ oxtrn

ordi:1a:i:y, ·consignnonts like procious stones, jm·Tcllery, nC!.rc otic s, 

etc. for.:lvhich Raihvo.ys hnve to nnko specio.l arr::mgenm ts for 

snfe hnndlir1g. Prior to 1.9.1979 these uoro all charged at 

Scnlo 1 ro.to. On the basis of recoiJLJ.cmd::ttions in tho Interin 

Report, ro.tes for such consignnents wore also fixed as a 

percentage of Scale 1 rat o varying fron 150:/o for ivory, silver 

plated articles, etc., to 30Q% for opiun, platinun,precious 

stones, etc. 

Terninal Charge: 

11.11 Prior to 1.10.1948, no SGp2.rate terninal cl1arge 1-ms 

leviable on parcels. Fron 1 .1 0.1948, in line ui th the changes 

in freight rate structure, a separate torr:linal charge at the 

rate of 16 pies per naund was levied on all pnrcels c~ried at 

Full, Half or Quarter Parcel rates. Fron 1.10.1958, to~inal 

·charge vms abolished on Full Parcol lutes, on the ground that 

separate terninal cho.rgo on freight rntos stood abolished 6R,Lbasis of 

the recomnendations of the Freight Structure Enquiry Con::.1ittoo 

and the Full Parcel rate vro.s linked 11ith gp ods rate Clc.ss 100-B. 

As Half and Quurter P.:1rc ol rates vrore not directly linked with 

tho goods rate, the levy of a separate terBinal charge en then 

was reto.ined. It >ms converted il1to 22 po.iso pc;r quintal vJhen 

tho net ric units I'I'Cre adopt od fron 1 • 4.1960 but disc ontil!lluod 

from 1. 4.1970 Hhen the Full Parcel rnt e as vwll o.s the 

concossional parcel rates were liru~ed to goods ro.te Cle!.ss 100. 

Since then parcel ro.tcs aro inclusive of t crnino.l cho.rge. 
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Supplenentary charges 

11 .12 Since the revision of the basi<? rates in October, 1948~ 

suppleoon tary charges licre lm-ied on an o.d hoc basis fron --tine to t iw.e, as under:-

1-4-1956:- A supplen:::ntary charge of 61/4~~ was levied 

on the rates in force on 1 .10.1948. 

1-7-1957:- The supplenentary charge of 6Y4% was enhanced 

to 12Y2%. This additional suppl(mentary 

clw.rge uas, however, not ·levied on oilk, 

newsprint, book~, newspapers ·and 1-"..hadi. 

After tho revision of the basic: rates of parcels fron 

1.10.1958 as a result of the reconnendations ·of the Freight 

Structure Enquirv c·onnittoe~. tho followin~ sunplenentary charges 

were levied:-

~~4-1963:- _10% on all parcels except vegetables, nilk 

and _newspapers. 

1-4-1968.:- The supplenentary charge of 10%' vras enhanced 

to 20:/o; vegetables,-·nilk, and netvspapers 

•.·· continued to be exenpted. 

Jhese charges VTere su_erseded by the rc~rised parcel rate 

structure brought in fore e fron 1-4-70. Subsequently, the foiiowing 

supplenentary charges on the basic parcel rates of 1970 were levie~ 

froo tine to tine:-

15-4-197a:-.5~ charge on all parcels traffic. 

1-4-1974:- 5% charge-enhanced to _15%. except f~uits, 
' . -

vegetables and nilk on which only 5% charge 

col1tinued to. be. levied.·--· . .. . . . 

.15-9-1974:- 155'~ ch?.rgo over'and above_thc supplonentary 

charge levied in April, 1974. Fruits, 

ve£;etnbles and f.:!.ilk, hovmver, v1cre exenptcd. 

1-9-1979:- !-ts ncntioncd earlier, tii~ parcel rates, 

includirtg. ·the s~pplerJ<:mtary chn.rges 
,. 

· ncntionei!. u.'~cve, ~ vTcre enha.r;tced by various 

-p()rce:1tages in order to restore their 

relativity 1rith the goods rate Class 100. 
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Statooent 11 ... 1 sho>vs the increnscs nade in Full, Ho.lf o.ncl 

Quarter Pnrcel rntes fran 1.10.1948 to 1.9.1979 for certain 

r~prcscat2.tive distances. 

11 • 13 

. ' 

Distance blocks for chnrge:-

1-10-1948:~ Chnrg0s were q_uotcd for each nile • 

1-10-1958:- rUles 

1 - 25 

26 - 500 

501 - 3000 

1-4-1960:- Kns. 

1 - 40 

41 - 500 

501 -2000 

2001 - 5000 

1-4-1970:- 1 - 40 

41 - 250 '.· 

251 - 800 

801 2400 

)vcr 2400 
been · 

One block. 

· 5 nile block. 

10 nile block. 

One block. 

5 kn. block. 

10 kn. block. 

50 kn. block. 

One 'ulock. 

5 lm. block. 

10 kn. block~ 

25 II 

50 II 

II 

.II 

Ther.; haoj10 change in dist·--~1ce blocks after 1970. 

Hinir:iun Charge for pare els 

11.14· The changes nado fran tine to tioe in the nininun charge 

for parcels arc as under:- ... 

Nininurr char.<?'o · ' .. · 
Full 
Parcel 

Half Quarter Betel Leaves 
Date 

1-10-1948 

1-10-1958 

1-9-1963 
1-1-1964 
1-3-1969 

1-4-1970 

1-9-1979 

Scale 1 
. rs .P. 

3.00 

4. 50' 

Parcel 
Rs.· A. P. rrs. A. P. 

1 0 0 

Rs.P. 

1.00 

2.50 

0 8 
Rs. P. 

0.50 

1.25 
2.50 1.20 
3. 00 1 • 50 

Scale 2 Scale 3 
r:s.P • 

2.50 

4.00 

f\co D 
• w •.1. • 

1.50 

3.00 

0 

Parcel 
r:s. A. P. 

0 8 
Rs. P. 

0.50 

1. 25 
1. 20 
1.50 

0 

Sc~lc 4 Scalri 5 
Ils.P • 

1.50 

).00 

hs.P. 

1.50 

).00 

r.s. A. P. 

0 12 
Rs .P. 

0.75 
2.00 
2.00 

2.50 

0 

Sc2.le 6 Sc2lc 8 
r~.P. 

1. 50 

).00 

1.50 

3.00 
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Pre-payment of Parcels 

11 .15 Prior to 1.4.64, charges for only perishable parcels 

like betel leaves, fr'.li ts .s':'ld vegetables and milk were required 

to be prepaid. From 1.4.64, prepayment of freight has been made 

compulsory for all parcels upto 500 kms. 

11 .1 6 Luggage wa:s charged at Full Parcel rate till 31.3.69. 

Fro~ 1~4.69, luggage rate was fixed 10 per cent higher than Full 

Parcel rate. From. 1. 4. 70, it vTas fixed at 320 per cent of goods 

rate Class 100 ·as against 300 per cent for Scale 1 parcel rate. 

Since then it continues to be charged on this basis. 

The luggage rate was subjected to all the supplementary 

charges levied from time to time on parcels. Uith effect from 

1.9.79, the luggace rate. has been increased by 10 per cent beyond 

500 km s. to restore its rela ti vi ty ui th the goo_ds rates as 

established on 1.4.~0. 

Bulky Articles 

11.17 On 1.10.43, bulky articles were Stlbj.ected to a minimum 

charce as .for 100 maunds per vehicle ( 4-~Theeled) of any gauge; 

for a six-:-vlheeler, the charge was as fo~ 1Y2 vehicles a.ri.a, for .. a. 

bogie, tl1e c:1clt';.ge "vlas as for hm vehicles. Ui th ~the adoption of 

metric units from 1. :] .• 60, t~1e minimum w·eight for charge _as for 

100 maunds was changed to 35 quintals. From 1.3.77, separa~e .. 

minimum weights for charge of 45 quintals for BG and 35 quintals 

for r1G/NG were quoted. . They were enhanced to 60 quintals for BG 

and 40 quintals for 11G/NG from 1 .9. 79. 

Livestock 

11 .18 Basic Rate Structure:- The changea made from time to 

since 1948 in the tariff for livestock in vehicle loads are 

given in Stat~ment 11.2. Livestock are charged at vehicle 

kilometre rate except camels and elephants which are charged 

at "Per Animal" rate. The charge vras at ~ flat vehicle 

kilouetre rate· for all distances till SepteBber, 1978• From 

1.10.7J, rates on telescopic basis haVe been adopted for all 

types of livestock. 
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Terninal .charge 

11.19 ?ro:c: 1-10 ... 19c~8, tho follo>-7-.lg tornino.l char~::,.;s '\'Tore 

levied il1 addition. to the charges for carriage of the livestock by 

passenger train:-

B.G. 

H. G. 

N. G. 

Per 4 wheeled uagon at each end 
r:s. As. P. 

5 - 0 - 0 

3 - 8 - 0 

2 - 0 - 0 

The charges for 6 wheeled and the bogie I'Wgon wore 

increased in the follmring proJI?ortions 1 vi~., bogie as for t-vro 

4 wheeled wagons, 6 ·wheeled as for W2, 4 'l'rhcelcd uneons. 

This terninal charge was totally abolished fron 1-10-1958. 

Motor cars, etc. 

11.20 Basic rate structure:- Tho ch2rGcablc rates for aeroplanes, 

notor cars, notor boats, ~tc .• , levied since 19t:-8 are sunnarised in 

the Statcnent 11.3. They have be?n.~harged at a flat vehicle 

kilonetre rate irrespective of distance, except in case of notor 

cars etc., where a lovrer rate vras introduced for ovor 100 niles 

fron 1-10-1958. 

Terninal charges 

11 • 21 Fron 1-10-1948, a terninal charge of r..s.3/- per 4 wheeled 

vehicle used 1-1as lc.."'V'iod at each end in additiop. to tho freight 

charges. 

This charge -vras abolished fron 1-10-1958 • . 
EXCO£ted Articles 

11 • 22 Articles of value list od in Schedule II of Indian 

Railways Act, 1890 arc called 'Excepted Articles'. If any package 

containing these articles is booked for carriage by rail, no 

claio. for loss or danagc in trcmsit is 1-uyc.ble if the vctluo of 

such articles in a packctgo exceeds r:s.500/- unless the cont.,:;nts 

and their vo..lue are declared at the tir::.o of bookin,--; and a 

percentage charge paid on t~1c value ~:ccL:r, d., Tho list of articles 
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in Schedule II has been revised sinc __ e Ind_?PCfldc.nce, ·in 1951 ~: 

1953, 1960, 1961, 1963,,1970 and·19'75. ·Prior to 19~2·, ~h~ .:. 

perccntr.ge charge was payable :~f t~o ··value -of 1:Sxce:ptcd Artf~les' 

exc eedcd r..s. 300/-. It was raised to P..s. 500/- Vfi th tho assunpt.i:on 
' ~ ; ••. J 

of 1c or:mon carriers' ;Liability by' the Railways·· fr~n ., .1 .1962~ ~>, .. ..• . . . ., .. 

. The percentage ~harge on value payable _is as"foll~ws~· - . -

subject to a mininun of P..s.2/...; and a nn,xioun..·of ·1 ·per c~nt. of 

the declared value:- . 

.Articles 

1. All art pottery, and~ :: 
all articles madc~~f
glass, china, narble etc. 

2. Gold, oilver and other 
'Excepted Articles'. ~ 

-' 

.. -

Percentage charge on val'!,le 
at 160 kns or. part, .,thereof 

· ... 
·25 .paise per ·100 rupees or. 

' part thereof. . · 

13 pais~ per 100 rupee~_or 
.. -:t:art thcre~f. 

This rate of percentage charge has been in -vo~~- since . 
Independence, except that it vliJ,.S conv cr:ted· into. m'e:t:d.c units in 

1960. 



j'ull/Sco.lo 1 Parcel Rates ns on 1.10.1948,1.10.1958, 
1.4.1970 and 1.9 .. 1.979 ['.nd porconto.go incro['.SO over tho previous ro.tos. 

sto.tcmc:nt 11..!.1. 

Disto.nco iFull po.rccl r['.tc i 
~ns on 1.10.1948 f 

FullpJ.rcol rate as : Sco.lo 1 rate as on i. Scale -1 ro.tc rn on 1.9.79 

: Ro.to per iRo.toi . . . 
: mo.und ipor· ; 
: I • 
: :~tl.: . . . . . . 

. ! ! f 

~n 1.10.195~ ; 1.7.1970 
Rate per Rnto :%in- .Ro.to.por ;% incronso :R,&ta·pel!l:'l% incrsuse over tho 
mo.und per !crease : qtl. iovor tho : q_tl. irate of 

qtl. iovor tho: ~rates of : :----------,.--

!ro.t1os4of; !1.10.48!1.10.5S. ~1.10.48 1.10 .. 58 1e 1re70 . : 1. o. 8 : 
Niles KD.:.:. Rs.L.P • Rs.P. 

100 

200 

300 

500 

600 

800 

1000 

1200 

1500 

160 2 2 8 

320 3 11 8 

480 4 12 4 

800 6 13 8 

f)60 7 14 4 

1280 9 11 6 

1600 

1920 

2400 

11 4 6 

12 13 6 

15 3 0 

2.16 9.79 2.43 

3.73 9·99 4.20 

4.77 12.78 5.91 

6.85 

7.89 

9.72 

18, .• 35 8.46 

21 .14 g. 58 

26.04 11.93 

11.~28 30.22 

12.84 3t1re40 

15.19 40.69 

14.06 

16.18 

18.59 

6.51 

11.25 

15.83 

22.66 

25.66 

31.g6 

37.67 

43.35 

~"r9 .eo 

12.4 

12.6 

23.9 

23.5 

21.4 

22.7 

24.7 

26.0 

22.4 

9·29 

14.87 

19.91 

2g.36 

34.10 

42.56 

fr9 • 76 

56.81 

65.36 

60.5 

48.9 

55.8 

29.6 

32.9 

33.2 

31.1 

31.2 

12.28 

19.67 

26.34 

4z"~70 

49.61 

61.91 

72.38 

82.64 

95.07 

112.1 

96.9 

1 o6.1 

132.7 

134.7 

137.8 

139·5 

133.6 

88.6 

74.8 

66.4 

92.1 

90.6 

90·9 

32.2 

32.3 

32.3 

45.4 

45.5 

45.5 
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Ra.lt/Sc.J.lo 4 pnrcol rntos per mnund/qtl. ns on 1 •. 10.1948,1.10 •. 1958 
1.4.1970 ['.nc1 1.9.1979 nnd porconto.f\c incrco.so over tho previous ro.tos·~-----

Disto.nco : Hnlf·po.rccl.rnto ns on 
• 1.10.1 8 

Rnt&!Rnto per: Rnto : : 
mo.und per ;mnund. : per 

qtl. i i qtl. 

2 .3 4 

Miles Ktirbi. R:...Lei' • Rs.P • Rs.P • P.s.P • 

100 160 

200 .320 
30o . ·4-ao 

1 2 0 

1 14 6. 
.2. 6 10 . 

1.12 3~00 

1.9o.: ·5.-09 

2.42 . 6.48 

1;?4 
'_2.~12 
I' 

2~72 

590 - · 8oo ,:. 3 7 6 3.47 9.~o · 3.89 

6oo 960 3 15 1o 3.99 ·10.69 4.4.6 · 

8,oo 1280 A.' 14 5· ... 4.90 f3.13 5._49; · . . ' 
.. 

. . 

~3;~2 

5;68· 

7.29 

10.42: 

11.95· 

14e71 

. .. 
10.7 
-~ 

11~6 
12.5 

12.0 

11.t3 
12.0 

4.44 
7"e05 

9.40· 

'13;81 

16.'02 

19.97 

1000 

12oo 

-__ '500 

1&ao 
·1920 

2400 

5· to· 11 5.68 15.22 6.37 . 

6.47 17.33 7.26 

17.07 ; . 12.2. 23.33 

6 7 5 19.45 12.2 26.'-62 
. . . . 

7 10 2 ?.63 20.44 8.57· . ·22.96 .. · . 12.3 · ·.:;o.61 

-~ Scalo.4I 'rnto ns on 1.9.79._ 

i % incro::tso over tho JRn.tc 
I per· 

....,.., ............ ~+----: q tl. 
ai 

lr6to-of · · ~-
;1.10.48:1.10.58:1.4.70 
. I : . . 

48.0 

38~5 

45.1, 

48.5 

49.9 

52.1 .. 

53.6 

4g.8 

: . : 
2 13 4 ' 15 

as.:P • . 

33.7 5.88 

24.1 . 9.33 

28.-9 ~ 12 .. 43 

.. 

96.o 77.1 

~,3.j'. 64.3 

91.8 . 70.5-

32.5 

34.1. 

35.8 

20.09 116.0 

23.. 30' 11 8. 0 . 

. 29. 06 1 21. 3 ~ . . 

36.7• 33.94 123.0 98.8 

36.9 38.72 123.4 ... 99.1 

33 • .3- .44.53 117~9 ... ,Q4.0 : 

45.5-

45.4 
'45.5 
... -:--

45•5 

45.5 

45.5 
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~nrtor/Sca.lo 8 parcel. ro.to per mo.und/qtl. ns on 1 •. 10.19.48,1.10.1958, 
1r4.i970 unu 1.9.1979 o.nd porcontngc incrcnso over tho previous ro.tos. 

)isto.nco .. i Quo.rtor po.rcol ro.to .. : Qu_o.r.to.r · pnrco.l ro..t.o ns. on .: Sco.lc 8 rn. to .ns_ .on i. Sc.a.~c 8. r.uto o. s on 
lc.s on 1.10.1 48 ! 1.10.1 8 ! 1.t,.1 0 1 • 
i Ro.to per :Ro.to iRate pori i o incroo.sc Ro.to • o incroo.so iB'lto - i Q incronso over tho : : . . • . i .ovo.r .tho .. jpor· iro.tc.af . . mo.und Jpor . mc.unc1. . per iOVCr tho per . : . 
~ !qtl. . .qtl • .i rc. tos of. qt.l •.. : ra.tos of.· . · . .J.qt~. • I . . 

l1.10.48f1.10.58i1.4.10 . 
., . . : . 

i1-10-48 
. . . . . i1.10.48j1.1D .• 28; . ! ! :· I .. I I : . : . • . . . : . . • : . . . . . . . . . " • . - • . . . . . 

:1ilos Kms. ·p.s. J....J;> '! P.s.I' • . Rso'P • · P.s.P • . R~.P. Rs.P • Rs.P. . 
·1 :61 2.32 ": 

. 
1.00 160 0 9 8 o.6o·- o.67 1".79 1·1. 2 44.1 2g.6 3.07 'go.? . 71.5 •32.3 

2;65 
~:- -200 320 0.15 11 o.gg '1,-11 2.9.7 12.1 3. 62. 36.6 21.9 Llo 78 . 80.4 "60.9 ·32.0 

300 ~0 1 4 1 1.26 3.38 1.41 3.78 11.8 
.,. ..... 

4.80 . 42.0 27.0 6.35 '87.9 '68.0 '32.3 

500 8(V) f.12 5 1.78 4~77 .• ·1.99 5.33 ~1.7 '],00 46.8 31.3 10.19 . 113.6 '91.2 . 45.6 
' 600 960 2 0 7 2.04 5.47 . 2.28 '6.11 ·11. 7 s .. 11 .48.3 32.7 11.80 "115.7. . 93.1 - 45.5 

BOO 1280 2 7 11 .2.49 6.67 2.80 7.50 12.4 10.08 :51.1 . 34.4 14.66 • 119 .a . 95.5 - 45.4 

. 
000 1600 2 '14 2 2.88 7.72. ~ ;3. 23 . 8.65 . ' .12. 1 11.76 52 • .3 36.0 17.11 

. 
121.6 . 97.8 L'r5 • 5 \. 

200 1929 3 4 5 3.28 8.79 
.. 

3.67 9.83 .11.8 13.41 52.6 36.4 ' .19.50 
. 

121.8 . 98oL'r • c lir5 o L'r 

500 24-0o . ;,•:t~ 9 •.. 3.86 . 10.34 4.34 ~1.6:3 12.5 ' 15.40 . 48.9 32.4 22.41 . 116.7 . '92. 7 L';-5. 5 



Changes in 1.<~1· ·igt. !'.:'..tos per milo/km. in rospoct c:f livo stock :!.2..". VQlrt . .clcs 

Date of 
ChailbO 

El.-~innt I Elephnnte-;lvcs.· 

!First full 
jgrown anitJ.al . 

2 
· .. ..llleAe.Pe 

1.10.1948(4 vih.)t-s-o 

c 8 vlh. ) 3.;.0-o 
( Single 

1 ~ ~956* .· - . {. 7 • 1957* . .Y.s.P • 
1 • 1 0. 19 58 ( 4 llh ~ ) 1 • 50 

{BoGi9). 3.00 

First Elephant .Additional 
~lilf. gro1m ani:oal 

F.s.As.P • Rs.As.P • 

1-0-0 

2-0-o 1-8-0 
or h1o) (In excess of ·:two) 

Rs~P • Rs.P. 
1.00 
2.00 1. 50 

1.4.1960 Rntos converted into metric units. 

1..4.1963* 
1.4.1968* 
1.3.1969. 
15.-4.1972* 
1.4.1974*. 

Rs.AsoP. 

0-~-0 

0-8-0 
(Each) 

R:;~P. 

0~50 
0.50 

15.9.1974* 
1.10.1978. Distance in lens. Elephnnts & elephant 

calves (per miinnl) 
I 

·1 250 

251 ·~ 500 

501 - 800 

801 -1800 

1801 ·- 2400 

Over 2400 

P.s.P •. 
1.85 

1. 65 
1.6o· 

1 .. 55· 

1.50 

1.45. 

Additional 
e le phn nt· calf 

'6 - . 

0-12-0 

0-12-0 
(In excess of two) · 

P.s~P. 

0~75 
0.75 

S.;ntomcnt 11·2 

'HinitJ.UD chart;e 
.per ~ehicle/bGoio. 

Rs,.As.P .. 

50/-

50/-

Rse 
50/-
50/-

75/-

* Supplonontary charges levi.ed. Please see for tho ··aetails at the end of the statement. 



··- . 
Statement 11.2 (contd.) 

. .. ... 
Dc..te of 
cha.nge 

: - .. ,,, -- ·------·-;--;...;.,, ..... --. ··.-::·~· . ........,. ______ . ·-· ....... -··-- - ........ _____________ _ 
! Ca.nols ! E:vrses,Ponies,Mulcs,Do·nkeys·, Horned c·attlc 

•
iFirst aninal_i.· Additional :Mininun.'ch<:...rcc! First n.ninal.i .Addition...'11.. p-tininun charco 

aninnl ! : • anin"J.l : 
2· 3 . 6' 

Rs.J ... s.P. 

1 • 1 o. 19 48 ( 4 ~ih. ) 1-o-o 

( 8 \'lh.) 2-o-o 

0-8-o 50/-" 

o-12-o 5o/-' 
( Sincle or two ) (In excess of two) 

1.4~1956 * 
1.7.1957*. P.3~p. 
1.10.1958 (4\"Th.) 1.20 

Boc;ie. 2.40 

ns.p. 
0.60 

1.00 

50/-

50/-

1.4.1.g6o 

1.4.1963 * 
1.4.1"968*. 
1.3.1969-

Rates converted into netric unitu. 

1~.4.1972 * 
1.f1re1974 *· 
15.9~1974.* 

1• :;. • 

1.10.1978 . Distc.ncc in Kns. 

1 250 

251 - 500 

5'01" ·- 800 

801 -1800 

1801 -2400 
Over 2400 

75/-

Cano:J:_J.:f2.er c.ni:onl) 
P.s~P • 
1. 78 

1.10 

1.05. 

1.03 

0-6-o o-2-0 50/-

(Per 4 't-rhoelod 't-rncon) 

50/-

75/-

Horsc~onies harried· citttlo .. 'it c. 
Es!P .. ( BG) Rs~P. 01G/NG) 
1.85 1.50 

1.65 1.30 

1. 60 1. 29 

1. 55 

1~50 
1. 45 

1. 22 

1 ~00 
0.95 

* Supplur:lCnt[Lry chnrces levied. Please soc for details at tho end of the sto.tcncnt. 



~ng~s in Froigh t r['. tus pc.,r mile/lcm, in respect of live stock in vehicles. 
St~tement 11 ~2(Contd,) 

Dnto of 
chc.ngc 

1 

1.10.1948 

1.4~1956* 
1. 7 .1957* 

1.10.1958 

1.4.1960 ... 

1.4.1963* 
1.4~ 1968* 
1.3.1969 
15.4.1972* 
1 • .4.1974* 
15.9~1974* 
1.10~ 1978 

:Co..lvcs, Sheep, Gants :Dogs in p_['.cks in Rozsa i . ~l.i~d. .n.nimc..ls a.nd birds .. 
iPi~s. !box or other ychi~c~l~o~--+'~~------~------~~~-----------
!Ra.to per milc:Minimum!Rnto per milo! Minimum Ra.to per milo per Minimum 
i i ch2.rgo i per vehicle i charge" · vohi_clo •· · Chnrgo. : . . . 
! 2 3 "4 5" "6 . 7 

Rs.As.P. Rs. Rs • .t..s.P. Rs. Rse.t..s.P. Rs 

B. G .• 1-0-0 50/- 1..0-:-0 50/-
M.G-. o-12-0 50/-

50/-1-o-o 

Spocia.l vnn of CC for .-.. 
50 or more a.nima.ls. 1-8-0 50/-

Rs~p· P..s~p •. 
B~G~ 1~20 50/- 1.20 50/-
M.G. 0~90 50/-

Spccinl va.ns 1.80(0R) 50/-
25% more (RR) 

pa.isc/lan •. Excess No, of a.nimnls cha.rgcd @ 7 :per hoa.d,. 

Ra.tcs converted into metric units. 

'50/- so/-

Ca.lves;, sheep. goats, pigs· & .Dog's (in pa."cks) 

Kms. 
.· 1 - 250 

251 .;. 790 
501 - 800 
801 ;... 1800 

·1801' - 2400 . 
Over 2400 

-. B!G. 
Rs•P• 
1~78 
1 ~ 10 
1~05 
1.03 

.1 ~00 
0.97 

M!G! · 
. } '.Rs.•l'·. 

1 ~40 
1 ~00 
o;75 

... :gii~ 
o.68 

Spl; Va.n. 
RseP • 

.. -- 2~80 
2~00 
1 ~50 
1 ~46 
1 ;'42 
1.36 

Rs;p. 
1.20 

Wild a.nima.ls. 

Rs.P. 
1~78 
1~10 
1~05 

-·1 ~03 
1;oo 
0.97 

50/-

50/-

* Supplcmcnta.ry cha.rgcs levied. Ploa.sc sec for dcta.ils a.t the end of the statement. 



Ch.:--.IJCos in Freight. r2.toc por rr!-ilo/J.cr.j,. "ll1. :cvpu0ct of liv., ctock i-n vohicln.::, 

* SUPPL.!:.:f'ltN'l'f...RY CHlillGE: 

1.4.1956 

'1. 7.1957 

1.4.1963 

1. 4.1968 

1 ~. ,; .• 1972 

1.4.1974 

15.9.1974 

1~ s1,ip:pl6non tc.ry chci'rt;o of 6Y tt;; ·1bs levied. 

Tho supplonontary ~h~rco of 6Y4~~. ~ns onhnnchod to 12Y2%. 

1~ supplonontary chnrc;o of 10~~-vms lcvi~d-·ovcr .. ·tho rotos·introducod.fron 
t .• 10.1958 and converted into notric units fron 1 ~4.·1960.· 

Tho sup:plonontary chnrc;o of 1 o~j 'ims rnisod to 20%. 

A supplonontary charco of.5% was loviod in nddition to 2~~ suppleoentnry 
charco introduced fron 1. 4.1968 and both tho supplcnontary charges wore 
oerGed in tho basic rnto nnd n rate tnblc was introduced w.o.f. 15.4.1972. 

A supplenentnry chnrgo of 1 o~j vms levied over tho ra tcs in force fron 15. ~.1g72. 

An addi tionnl supplonuJ.J.tary chnrcc of _15~ was levied. 



Chnnt:;csin frcicht ro.tcs for co.rrincc of Lcroplc..ncs~notor boo.ts, IIotor 
cnrs, I·1otor trc..ctors etc. in n 4 or 6 whee led vehicle per nilc/Kn. 

Dntus 
Yonr. 

1 

•, I 

TYPe of 
vehicle 

2 

Bocio 

-.-.- ...... -.-·-·-· 
;l:.oroplc.nc s, Ilo tor: 
ibon ts o.nd 11otor ! 
; Tro lloys. ! 
: §fo.) ~Tb) = 

f.J.L.s. p. 

1-o-o 1-4-o ( 0-12-0 

{ 

(4\Th. or 
6 wheeled) 
( Sinclc) 

- 0-6-0 
(Every o.ddl.) 

Hotor cc..rs. 

HR 
5(b) 

0-12-0 0-15-0 
( - Sinclo -) 

0-9-0 0-7-6 
(- lldditiono..l-) 

1-4-0 1-9-0 1-0-0 1.,.. ":.':.1) ·j ~0 

(-one or two -) (one or two) (- ono or t1-ro - ) 

0-10-0 0-12-6 0-6-0 ·o-6s0 0-7-6 
(-Every o.dddlw) (Bvory o.ddl.) (Every o.ddl..) 

f.:;~p. f.3~p. f..:; .. p., 

1.4.1956* 

1.7.1957* 

1.10.1958 · 4 Uh. or 
6 wheeled 

1 .. oo 
(Si:ilclc) 

1 .. 20 L<'rO} 
( sinc;lc - ) ~ 

1 . - 100 nilc:=t. ~ 

1.4.1960 

1.4.1963* 
1.4.196~ 
1~.4.1972* 
1.4.1974*. 

Bot;io. 

. 0.50 
(every nddl.) 

1.60 2.00 1.20 
( -one or two-) (one or two) 

c.ao 1.00 0.50 
(-Every nddl.-) (every addl.) 

o .. 6o o .. so~ 
( -sinclc-) ~ 

Over 1 00 niles~ 
o.so o.,.f)o ~ 
(-every acldl?-) ~ 

For all distnn- ; . 
cos.. ) ' 

2.40 2.80 l 
(- ono or hro -)· 

1 - 1CO niles 
1. 20 10 60 ! 

( -o:nc or tuo-) 
Over 100 niles. 

0.50 0.60 ~ 
(ovory nddl.) ~ 

For nll distnnccs. ' 
Rntcs 1wrc converted into no tric units nnd 
1vorc notifiocl. 

.. ...... cont..:1_., 



Sti"' tement 11-3 
Change in freight ratesfor carriage of Aoroplc.nes, Motor boats, Uotor 
cars, Motor trc.ctors etc. in a 4 or 6 wheeled vehicle per mil.e/km. -.-.-.-.-.- . . 

------.----------- I ·. . . . : . . • .. 
. Motor· car and tt carriugc: il-lotor Trnctij~ with ori TyPo iDa,tes 

londed together in a ' bn.'thout a plough on !of iYenr. 
truck, hrheels nt;t;[l_chec1 9 :vchicol! 

OR . £ RR ~ -OR i · RR . . : : 

1-o-o 

~100 ~--~-
miles 

Over o-12-o 
1 00 m:l.le s • 

Rs~p. 
1-100 ,1 ~20 
miles 

Over 1. :)() 
100 mlles 

1-4-0 

1-4-0 

o-15-o 

Rs~p.· 

1.60 
•.·· 

1.20 

9 : ~ . 

... 0-10-0, o-12-6 
· (- Single .... ) 

4Wh. 1.10~1948 

'o~6~o : '' 0-7-6' -.· 
· (Ev:ory Lddl.) . · 

1-o-o 1-4-0 Bogie. 
(-one or two-)-'-

0-6-o. .·-~o-7-rJ 
(:Every addle in excess of ·ttwo) 

P.s~p... Rs~p~· 

0.,80 1 !100 
( ... single. -) 

Oa50 · Oe6C 
(.-Every nddl • ..:) 

1.20 1.60 
:.one or two ) 

)&50· '' ' ' o. 60 ' ' 
: E;ver~. addl •. in 
lXCess of two) 

4 Wh;. 1_950 

· "L, 4~1956* 

-1·•·''h·1957* 
4Hh! ~ .1o·., 1958 
Olr_: 

6 lVh. 

Rntes were converted into metric u!\1 tf1· .. n,nd wore 
notified. 

1.4.1960 

1.4.1.96·,~-

1.4.1_968:". 

• •• •·• contd, 

'15.4.1972* 

1 "4e197 4*.~ 
.:~ . 

. - . 



st~tcmcnt 11-3 (contu~) 
Ch~ncc in froiJlt ro..tcs for c<J.rr:i..:::t~-..) of L.oroplo..no 1 IIotor boc.ts, J1otor 
C.:::J.rs, IVIotor tr<J.ctors etc. ill Ll. 1'r or 6 l·rhoolcd vehicle per nilc/Kr::o 

DatosiTypc iJ ... croplo..nos.dBoo..Tsir1otu;:riotor co..r : 
Yc~r.!of iMotor boats! !co..rco ~o..fid o.. ! 

~chiclo!nnd liotor ! . ! ::cc.rrin:-:c : •. . . . . ....... 
f 1 T ~l . . .1 d d t I • : ro:.. ~ys ~ : : : o<:: c o- 1 : • ' .. . : . : : th""""" • • 
• : : .. -- .. · :. ~ GC v-4. ~n : 

'· i · : .. : n _ f .. ruck j 

1 2 

15._9-.1974* 

l1otor Tractor vlith 
or without a plouc~ 
on ~1:1co :!.s c. tto..chcd, 

1 •9 ,1979 ·Tho froich t rate's \voro incroo..scd by ~ 5% for distc.ncca up to 
5JO kcs, nn~ by 25% beyond, 

i) Acrbp~ncs arc ¢hnrccd at double tho rates npplico..blc to 
no toll: curs, -· ·. 

ii) Trucks nrc chnrc;cd as for notor bontso 

* Supplcnontnry chnr~Jo 

• 1.44 1g56: A supplencntnry cho..rco of 6Y4f; was levied. 

1. 7, 1957: Tho supplcr:cnt.:::J.:::·y ch...w.·~.:.; l1f · t.>Y 4~ was clli1.c.nch()d to . 12Y2% .. 
1 o<"r,1963;_ A supploncn"t..'l.ry charco of 1.J5j was levied over tho rotos 

introduced fron 1 .. 1 '1,1958 v.nd converted into notric 

~ ... 

1..4.1968 Tho' supplonentnry chc.rco of 10~ vlc.s re.ised to 28!;.,. 
15,4e1<''I,gl J .. supplenontary ch !'GO of ) % UO..S n ~"':ted. in aclci.ition <;o 

20% supplonon!ary chc.rc;c introduced fron 1 ~l~.1968 end 

both tho supplcncntary chnrc;cs 1·roro norcod in tho. bc.si c 

rates and a ra to to..blc wo..s intro clucccl w, o,f. 15,,4" 1972, 

1, 4.1974: (, L. supploncn tnry cho..rco of 1 ~ vra.s levied. over tho ra.tes 

~in:·f0~cc fron 1~.4~4972, 

15.,9,1974: An a.dclitiona.l supplonont[1.ry cho..rc;o of 15~ :r::-.s levied,. 

Mininun chnrr;o for vohicl~ 

·. DC.tc Rate of cho.rr~o 

·1,18o1948 De50/-

1.·3,1969 8.75/-



12.01< In this chapter, .it is proposed to deal with the tariff 

for passengers' luggage, parcel and other traffic such as 

motor cars and livestock, carried by passenger and parcel 

trains. Collectively, these are·popularly knovm as 'other 

coaching·, traffic. 

Nature and Volume of Traffic ---... _.._. ___ ---·-·-~ 
I 

12.02 Commodityw:Lse statistics of the·volume of the 'other 

coaching' t~~ffic, the distance over "t'rhich the traffic is 

carried and earnings therefrom, .are not compiled. The only 

dat.a available are the total tonnage of parcel traffi·c. In 

1976-77 this added upto 2.'3 million tonnes. It' has been 

roughly estimated that- the ·volume of luggage carried in 1976-'('f . . 
aggregated 0.44 million tonnes; motor car and livestock traffic 

is relatively insignificant. Some i~ea of' the :nn.ture ·of '.other 

coaching' traffic_and the relative importance of different 

goods, articles and animals comprising it has, however, recently .. 
become available as a resp.l,t of the sample studies for six 

days in a year l.'- three days in April and' three days in October-77-

conducted by certain Railvrays at the· instance· of the Rail\ray . 

Board. St~tement _12.1 gives an ABC analysis of the l'Teight, 

average distance carried, tonne km, and earnings, 6fi the more 

important goods and articles and livestock, c~rried in the 

sample period on six Raiiways.- The Committee also. 

:made extensive studies of its o..;m to- get a clearer idea of 

the natureand volume of 11other co~c}ling"traffic. 

,Ynit Costf! 

12.03 The Raihray Board has ·not vrorked out ·the unit costs· -of 

the 1 other coaching'. t:r:-affic. As explained in Chapter V, the 

only cost figure relating :to 'other coaching' traffic d_eve

loped by. the Rail1:ray Board as a result ·of the coaching cost 

study is the cost per vehicle km. · 1Je have, therefore, uorked 



12-2 

out the cost of cn.rryi:ng 'other coc:chin~' trn.ffic per quintal-km 

uith the aid of other relov.J.nt do..ta collected by the Com.mi·ctcc. 

ire have usci both the cost per VL-nic~e-km developed by the Rnilvn.y 

Board as a result of tho coaching cost study and the unit costs 

calculated by us, duly csco.latod by 30 per cent for the roo.sons 
. I -

explained in Chapter VI,for foroulating our proposals. 

1 2. 04 In 1976-77, Rai luays earned FtS. 60.79 crorcs from tho 'other 

coaching' trL1-ffic (rs.51.59 crores parcels, P.s.8.05 crores luggage, 

Rs.0.64. crorcs motor cars, Rs.0.51 crores livestock). It has beo::g. 

estimated that the revenues fell short of expenses by at least 

Rs.25 crores. The loss uas duo to tho fact that the increase in the 

rates for these categories of traffic has tr~dled behind the . 
increase in the costs of operation: detc..ils arc given in statement 

12.2. That the loss l'l<lS incvit.:J.blo can bo soon froo. the fact that, 

as shovm in statement 12.3,oven tho highest (Scale 1-) r2.te for 

parcels in 1976-77 vras lo-vror than tho cost upto 300 ko.s and ac;ain 

after 1000 kms and·. in the intervening st2.ges it barely covered the 

._·_.cost. Tho rates 1.-rcro revised from 1.9.1979 in line 1-rith tho rocotl

mcndations in our Interim Report; but even the rates so revised do 

not cover the 1976-77 cost upto 300 kms· and again after 2000 kms 

(vide statement 12.4). It is necessary to correct this distortion -
in the tariff. 

12.05 Tho loss >rill increase further if duo provision is made for 

all necessary costs. This matto·r has boon examined in Chapter VI. 

Of the addi~ional revenues required to meet all necessary costs, 

it is considered that about Rs. 35 crores -vrill have to be raised froo. 

1 other coaching' traffic. Accordingly, the rate structure for 

t other coaching' traffic 1.-rould have to bo so designed as to augment 

tho revenue therefrom by about Rs.35 crores. Only o..n increase of 
-

this order vJOUld enable I other Coaching' !services to meet their 

costs, including dividend (interest) on co..pi tal. It is considered 

that they must at least occt those costs, oven if they do not 

generate any further rcsour"ces as a contribution to the pool of 
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investible resources. As a bnsic principle, transport pricing 

Ll'LlSt be cost-based nnd our Terms of Roforonco nlso envisage 

this. iJo do not sec any logic in running 1 other coaching' 

services q.·i; a loss irhon there arc no compel~ing social grounds 

for it. 

12.06 The rate structure HC envisage -vmuld cover. tho co·sts 

fully at every stage except perhaps at far a-vray distances 

whore thoro is hardly any traffic. HoviOVer, every variety oi 

pnrcols -- vegetables and milk for instance ;rhich hnvo loH 

unit value and arc daily necessities of ~1:1.0 ·common man 

cannot boar its full cost "Vrhile some valuable goods -- cinema 

films to take an oxrtr:lplo -- can boar more than their propor

tionate share of costs. It is, therefore, necessary to. so 

distribute tho burden of tho ndditional revenue required as 

to mnke it consonant 1ri th tho capacity of different goods and 

articles to bear tho increase. Tho policy aim, therefore, 
I 

must be to chnrge for ea.ch variety of traffic vrhat it can 

bear, v1hile ensuring tha.t tho revenues from 1 other coaching' 

traffic taken as a uholc cover their full costs. The costs 

referred to ar~~ of course, tho costs expected in 1900=01 

after I:lD.king duo prov~sion for all necessary costs as 

explained in Chapter VI 

12.07 The goods and ar~~c~es carried by tho po.rcel'scrvico 

can also be carriecl by roaduays. Taking into account the 

relative fuel efficiencies of road and rail and the environ

Dental aspect, it is the national objective that,lThil? short 

distance traffic should be carried by road, tho medium and 

longer distance traffic shouldbo carried by rail. f'or 

short distnncos, thorofore,parcol rate~ ~u~t be comparable 

-vrith the road rates uhilo for longer d"istancos they should 

be lovrer than road rates. This national objective has been 

kept in vielv in designing tho structure of parcel rates. 
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12.08 It has been observed th.J.t nome consumable .J.r~icles -- miE:: 

( 406 ~w:J.s), vegetables ( 549 kms), fish .( 733 kms) o.nd oggo ( 837 l:::ws) 

-- are beinG carried over long distances ( fie;ures in brCLcl:ot sho1r 

the average distances over 1·rhich a consignment is co.rried vide 

statement 12.1). The long distances over which such tro.ffic is 

carried reflects mainly tho imports in the metropolito.n areas. In 

our view, the tariff structure should. encourage the development 

of production of those nearer the metropolitan area~, and we hC~.ve 

borne this in mind in designing tho tariff structure. 

12.09 The history of evolution of 'other coaching' rates is given 

in Chapter XI. It 1-~ould appear that rates for tho parcel scrvicr 

have been derived from rates for goods service and no effort has 

been made o.t any time to develop an independent rate structure for 

it. 1:Thon the parcel r.J. tes lfero linl:sd ui th goods rCLtes in 1958 o.nd 

again in 1970, it ims oxpe cted that the parcel rates -vrould be con

currently revised on each occasion when the goods rates are revised, 

and thus a rational rela ti vi ty betvreen the h1o Hould be constantly 

maintained. This expectation w-as, ho,·rever, not fulfilled; parcel 

rates were· increased at a slovrer rate o.nd on an adhoc basis. Tho 

rates for motor cars and livestock carried by pCLssenger trains 

have developed independently o.nd have no direct link 1-ri th goods 

rates. 

12.10 As indicated above, in the past an attempt had been made to 

maintain a certain relationship betueen parcel rates o.nd goods 

rates. In our view, this is neither necessary nor desirable. 

Parcels are carried in passenger trains (and in a few cases in 

parcel trains) •. The cost structure df pass~nger trains is entirely 

different from that of goods tr.J.ins. The nature of goods and 

articles and animals carried as parcels is also entirely different 

from that of the' bulky goods l'ihich comprise tho main goods traffic 

at present. Parcel traffic comprises newspapers and magazines; 

milk, vcgeto.bles and fruits; eggs, fish, poultry o.nd meat; cinema 

films; manufactured consumption goods -vri th rolCLtivoly high tmi t 

value. All arc highly porishCLblo or,for other rc.:tsons, require 

quick transit which cannot be provided by goods trains and, thoro

fore, such goods are normctlly not carried by goods tro.ins at .J.ll 
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even us "smnlls 11
• The structure of ra tos vTe are devcl~ping 

for •other coaching' traffic,is thereforc,bascd on t~e costs 

of operating passenger trains. 

12.11 In general, our approach is that, while covering its 

costs the brakcvan or other vehicle in which •other coaching' 

traffic is conveyed should, by and lnrge, earn the same amount 

as a second class sleeper coach in a Hail/Express train, and 

the ra tc structure has. been designed to ensure this. · Passenger 

trains qrc meant primarily for passengers ·and, taking into 

account the volume of passenger traffic expected in future, 

a brakeV:1.n· or other vehicle could easily be replaced by ·a 

second clnss sleeper coach and that coach would have a full 

load. It is, thercfore,,-.only reasonable that the income from 

a brakevan or other vehicle attached to a passenger train for 

carrying 'other coaching' .traffic should not be less than that 

of ·a second class· sleeper coach in a Mail/Express train.· 
pro sent 

12.12 The/tariff has also mnny anomalies and it is difficult 

to sec the rationale for some of its provisions in the existing 

conditions. 'Hhilc bringing the rates i,n alignment -i·lith future 

costs with a ~ow to making the 'other coaching' services more 

or less self-supporting, ~rw have also a tteinpted to rationalise . . 

the other pro~isions of the tariff. 

The Structure 

12.13 The tariff structure for passengers' luggage and parcels 

traffic vre are recommending has.· four sets of sliding scales: 

A sliding scale according to the economic value-of 

the consignment; all goods and article~ would be 

divided in different classes according to the trans

portation characteristics and value of the goods 

and each class charged at a different scale. 

- A sliding scale according to the weight ·of tho 

consignment; the rate for a consignment of lm·rer 

weight vrould be relatively more than that for a 

consignment of higher Height. 



- ~ sliding scale according to tho distance; tho 

chCtrgo uill be based on tho distance but the per 

km rate 'vould docr~nso ns tho ibongt:c of the haul 

incrcCtses. 

A sliding scalo,o.ccording to the quctlity of service; 

goods Ctnd articles carried by fCtstor trains would 

be charged relatively more than thos~ cCtrricd in 

slo>v·cr trains. 

All of those except tho first arc justified by reasons of 

cost; tariff distinctions according to tho value of eoods is nece

ssary on wider sociCtl grounds. 

12.14 Notor cars and livestock vrill be charged Ctt an appropriate 

parcel rate as oxplCtinod subsequently • 

. Sliding Scale ~ccordinp~~ Economic Value 

12.15 The number of Scales (Classes) in vrhich parcels and luggage 

are divided for tho purpose of charge has been increasing -- in 

1978 thoro wore 13 Scalos Cts against 10 in 1970, six in 1958 and 

five in 1948.- The following chart shows how tho five Scales in 

1948 have boon progrossively broken up: 

1948 1958 1970 1978 

Full pa:c·cel Full parcel (~uggage l:uggage 
(Scale 1 Scale 1 

Special Special ·scale 2 Scale 2 

(Scale 3 Scale 3 
) ( 
) ( 

( ) ( Sca).o .. 4A 
I 

Half parcel ) Half parcel (Scale 4 -~ Scale 4B 
) ( ( Scc::.lo 4C 
) ( 
) ( 

( ) (Scale 5 Scal·:J · 5A 
) ( ( Scale 5B 
) ~Sco.lo ) 6 Scale 6 
) 
) NeHspapc:rs Scale 7 Sc;ilo 7 

Quarter Quartor 
parcel parcel SeaL:; G Sc::~.lc 8 

SmCtll pCtrcols Smc..ll parcels Smn.ll rarcels Sm:J.ll p~1.rccls 

--------------------------------------------------------------
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12.16 The proliferu tion o:i:· tho Scales after 1970 is clue to 

the cxonption to certnin nrticles charged ::.1. t Scale 4 rl1d 5 

fron sup}?leuentnry chr,rgo::; introduced on 1 • 1:.1974 und 15.9.1974 

- Soule 4 i·TCl.s subdivided into 4A, 4B nnd 4-C, ;-.nd Scale 5 into 

5A .1.ncl 5B, to reflect the supplementary ch:uges ap~)lic:J.ble to 

different com;codi tics uhich vrere e:".rlier. chnrgod at the sc.me 

basic Scale. The rntes ho.ve since been increased(frou 

1.9.1979) in terns of tlle,rc.comnendation in ourinteriraRoport 

und this h--.s, in effect, resulted in tho wi thdrmm.l of the 

cmm ptions frou the supplem·.mti1.ry charges referred to nbove. 

Therefore, there is noi'T pr~cticnlly no differc!lce anong 

Scales 4A, 4B o.nd 4C on the one h.~nc. [tnd bchmen 5A und 5B 

on t:1c other; hol'Tcvc:r, foi-llic.lly they nre still treated as 

separate Sc~les. The r~te for small ~nrcels has been abolished 

fron 1.9.1979-in terns of·the reconmendntion in our Interim 

Report. Thus, .::t.t present there ~re 12 .Scnlcs on pnper but nine 

sc~lcs for pr~dtical purposes. 

12.17 Tho difference in tim tr::.nsport.?,tion churacteristics, 

and v.::t.lue, of tho goods or nrticles booko(~. o.s )Urcels o.nd luggo.ge 

is not such o.s to jEstify so mcmy clr.sscs. It would nppon.r 

th.~t five or si::: Cl.1.SSOS i·rould be ~dequute to hc-.vo a proper 

application o~ tho princi~les of cost of service and value of 

service. Acco:dingly, it is proposed to divide lug~nge 

and different varieties of parcels into six Classes for the 

purpose of chnrGe ~d prescribe n separate scale of rates 

for each. 

12.18 It is nlso proposed that one of these Scales of rates 

should be tre.l.ted o..s tho bo.se scale or the norm and equated 

to 100, ~nd C'.ll tl1e othor sc.?..les o:L rates(nbovc or belov1 it) 

derived fro!:l it on tho basi's of the perccnta.go relationships 

i:lcac:".t:.C in Tnblo 12.1 ('sec ::ilso po.rn 12.43). For the 

reasons cxplc-.incd in pn.ra 12.53,howcver, one of. the Scales 

the m1 Scale 't'T~1ich will npply to nevrspc..per~ o.nd magazines 

will be kept out of this schcnc of the percentage scales. Such 

n percentage systen of scnles of rates would.~nve obvious 

o.dvnntnges. It would simplJ-f~r cnlculo.t::hon of the different 

scales of rates-' 
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' 
ensure th~t tl1ey hc..ve the intc~1dml rclc..tionslcip uith e::>..ch ot:1:.:.r -~t 

c..ll dis tc..nce st:cges, ~.nc1 _:,.lso iY'..ke e::-.si e:::- tlw revision of the r:::t. tes 

1-rhencver -n incro:.:.se in cost r.lo.kos th:.:. t ncccss.1.ry. 

12.19(a) Table 12.1 shows the proposed sc:J.les in juxte1.positio::;. >Iith 

the scales ~1ich ench would rcplnce. The index shoun nzainst tho 

proposed scales indicates tho porcontnge rclo..tionship of e~ch to the 

b2.se Sc.:>..le GP. The index sho1m o.c;o.inst the e::istL1c; Sc~les is tho 

index of their existing r:;.tos .~,t 100 kns. in relo.tion to the Sc:::t.lo 

r.:>..te which will be repl~cod by tho proposed bnsc Sco.lo GP. 

Tnblo 12.1 

------------·-------- ·-- --· ----------·· ------··· -----------
------:---- P_royo_!3_od Sc:• .. lc s 
Description Index of 

Proposed 
Rntes 

Luggage Scale 

General Parcel 
Scale 

Conccssion:J.l 
Parcel Sc:.:.le 1 

Concessional 
Parcel Scale 2 

C oncessional 
Parcel Scnl e 3 

N ewspnpers and 
rllngazines 

(L) 110 

(GP) 100 

( CP1) 80 

(CP2) 50 

(CP3) 40 

Special 
(NN) :rate 

-------~E~x~i~s~t~i~n~¢~"-S~c~n~l~c~s~----------· 
Description Index of 

Luggage 

Sc::.le 1 

Sce1.lo 2 

Scc>..le 3 

'Sce1.lo 
,· Scc..le 
·scale 

-Scc>..lo 

4A ~ 4B 
4C 

5A 

Sc:.:.le 5B 
}Scnle 6 
~Sc.:cle 8 

Sc:J.le 7 

r.::1.tes r>..t 
100 Kns. 

106 

100 

80 

53 

48 

42 
27 
26 

29 

(b) D:J.ily necessities such c>..s vegetables c..nd nilk, ncwsp:J.pers 

and nagazinos, gree1.tly c..ffect the life of the people. Of these, 

newspapers c..nd uagaziftes would be charged nt the lowest (special) 

Sc:J.lc nnd vegct.:cblc o.nd nilk at tho next hie, her CP3 Sco.lc. Brcc..d, 

eg:;D, fish, poultry anu l.lC-:'.t O..S ::else> fruit, 11:1ich h.:tVC higher 
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income cl~sticity and ~re normally consumed by tho relatively 

bettor off people, will be charged at tho next higher Sc.:l.lo 

CP2; books and kh~ddor l'Till CLlso be charged at this ra to. 

Betel loaves, butter and cream 1dll be charged at tho next 

hiGher Scale CP1 CLs at present; handloom products will also 

be charged at this sc~lc. All goods and articles not other

wise men tioncd (machinery parts, modi.cinos, cinema films, 

textiles, leather. goods, aluminium. Hares, cigarettes,· radios, 

etc) 1-Till be charged at the next higher GP Scale ~rhich 1vill 

be the basic Scale. Passengers' luggage will be charged CLt 

tho L Scale. 

12.20 The traific proposed to be charged at CP2 and CP3 scales 

comprises mainly porishab.lo goods. Those have generally lou 

loadabili ty which makes it difficult to mo.ko full,use of the 

c~rrying c~pacity CLnd h.::~.ve relatively greater incidence of 

compens~tion claims.+ On cost ?onsidorations, therefore, tho 

rates for perishables should be at least the same, if not' 

higher, than those for 1 hard 1 parcels to be charged at GP scale. 

Hoi-rever, in view of their comparatively 101-1 value and tho 

fact that they affect tho budget of the common man to a larger .... ' 

extent, those arc at present charged at lower rates which arc 

roughly equal to 48 per cent and 40 pc.r cent of th·e Scale 1 

r~to. It is considered that, oven allowing for tho factors 

mentioned above, the rates for (eggs, fish, moat, ·etc, ·to be 

charged at) Scale CP2 and (fresh vegetables, milk,:ctc, to 

be charged at) .Scale CP3 should be equal to at lcast·65 per 

cent and 50 per ccn~ ~ospectivcly of tho basic (GP) scale. 

A lower equation - 50 per cent and 40 per cent respectively -

has, however, boon suggested to avoid too stoop an increase 

at one shot (particul~rly in the case of books and khaddor 

N'hich are proposed to be charged at CP2 scale instead of the 

rcpl~cemont Scale CP3 and milk v<hich is proposed to be 

charged at 40 per cent of GP Scale instead of 27 per cent as 

at present). This is suggested specially in view of the fact 

that the rates for those varieties of traffic have been r~ised 

------------------------------------------------------------
+ soc statement 12.5 
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considcrc.bly fron 1.9.1979 in tcrDs of Cur Intcrin rccowilonrl:::Ltions. 

We would, however, rccouncnd th~t tho Govornmont should incro~so 

those rntcs to ~o o.pproprint·J levels of 65 per cent for CP2 Sc,J.lo 

o..nd 50 per cent ·for CP3 Sco.lc i:q t'JO or throe stn_:;os ns shOi,m 

belmr: 
'' 

CP2 

CP3 

Chnn~cs in Clo..ssific~tion __ ........,__ -····---

555i 

·~5/b 

12.21 SubjGct to ccrto..in clunges in clo..ssificJ..tion proposed balm•, 

all articles clwrgod at vnrious existing Scales of ·r.::ttes uill 

nutomntic.:J.lly be cho..rgcd at the replacement Scale:s shmm ng::linst 

each in Table 12.1 above. 

12.22 Under-mentioned f~ztilL~~~irt~~~~~9ido~ nrc chnrged at 

Scale 4A ·subject to production af a certificnte tho..t the movement 

is for agricultural purposes, and at Scale 1 otherwise: 

6:']. Can Sonpost 

Copper Sulphate 

DDT Pov-rder 

Ncthyl Bromide 

These fertilisers/insecticides arc costly. The conccssional rnte 

for Copper Sulphate is only marginally higher, and thnt for I1othyl 

Bromide considerably louer, than tho corresponding goods rate 

which is nnomalous. It is therefore considered thnt in fut~re 

they should be chnrgod at CP1 Scale instond of tho roplacenont 

Scale CP2.when booked for agriculturnl purposes on production of 

a certificate, and at GP Sco.le (uhich uill roplncc Scale 1) othor

vTiso. Even this o.rrnngcmont would rosul t in a concession of 20 

per cent vrhen tho goods ::1.re booked for agricultural purposes, 

and this is considered to be ndequato. 
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,12.23 Khadd~nd Ha_n..9._1~: Khaddu"t" is charged at Scale 51~.• 

Handloom products ( tP.ilorcd or untailored and including iwa.ring 

apparel, handkerchiefs and towels) arc charged at Scale ~~. on 

production of a ccrtific.:ttc· from the Civil l..uthority that they 

.:tre m~nufactured on handlooms (and not power looms), and other

wise at Scale 1 which is also applicable to power loom products. 

In practice all ha.ndlooms products arc booked at Scale ~~~ (on 

production of tho required cc~tificate). The existing parcel 

rates for khadd~~ .:tre o~ly marginally higher, and for handloom 

products ( ch.'lrgcd at Scale. 41!.) in fact lower, than correspond

ing goods rates and this distortion needs to be corrected. In 

both the cases, the rates being paid for road transport are 

also much higher than the existing parcel rates (sec statement 

12.6) uhich shows that th9y can bear higher freight charges. 

In the case of hnndloom pr,oducts, it has also been brought to .. · 

our notice that the need for production of a certificate is 
' . 

resulting in certain hardships in g~nuine. cases and mal- . 
. I 

practices in other cases, nnd therefore the rate structure 
... 

should be revised so as to eliminate the need for the c·erti-

ficate. In the circUDstances, it is proposed that khad~r 

should be·char~ed at Scale CP2 instead of the replacement 

Scale CP3, and handloom products should be charged at Scale 

CP1 in nll" cases (instead of tho replacement Scale. CP2. on 

production of the ce~tif1catc and. GP Scale othe·:f.t-r:i..se) thus 
I 

doing away with tho need for the certificate. Apart from 

bringing the rates in line with what they can bear, this 

will correct the anom.c..lies in the ril. tes for these coomo·di

tics vis-a-vis the goods rates mentioned above without up-

setting their existing relativlhty; in the case .of. handloom producto 

it l'I'OUld .also simplify procedure and avoid. possible mal-

practice. 

12.24 Books: Books arc prO!JOSed to be upgraded ··in the 

existing terms from Scale 5A to Scale 4A and charged at tho 

proposed Scale CP2 instead of the replacement Scale CP3. 
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This upgr~dinc; is justifiud. by tho incrc::tse in the price of b 0o~:s 

(consequent on incre::tsc in th~ price of pnpar and other production 

costs) ; tl..J frcdght charges bcin;; actually paid by roo..d .::crc :-tlso 

nuch higher than cxistinc po..rccl rates (soc sto..tcuont 12.6) ::tnd 

this shows th~t thoy c::tn bear hichur r::til freight charges. The 

upgrading is :J.lso nccosaary to n3.intain n proper relCJ.tivity bot

ween tho r:J.tes for books, mag:J.zinos CJ.nd ne-vrspapors. : .. t present 

tho rate for books (ScCJ.le 5~) is higher than thnt f6r newspo..pers 

and magazines (Scale 7)e It is proposed to ch::trgc for ncwsp:1~ors 

:1t :1 special rate vrhich Hill' be lo1-rer th:J.n CP3 ScCJ.lc :J.nd for 

o:J.gCJ.zincs at :1 s:pccial r::tte uhich uill be roughly equal to scale 

CP3. It is therefore proper th::tt books be charged at Scale CP2 

as proposed above. 

12.25 Fruits: At proscnt expensive fruits (Cl.pples, nnars and 

cherries) nrc charged o.t scale 3 CJ.nd other fruits. (ban::mas, 

ornngcs, pinc:J.pplcs, etc.) CJ.t sc::tle "~B. It is proposed th:'..t th0 

forQer be down-graded in existinG tcrQs fron scale 3 to scale 4B 

and both ch:trged :1 t sc::tlc CP2 uhich uill replc..co sc::tlc 4B. In 

our view, tho difference in tho prices and demand el~sticity of 

tho tvro groups of fruits does not ju:;:;tify the fomer being chc.rged 

at highcr:r::ttcs than the latter. Tho nlterno.tive lrould be to 

charge the so-c:J.lled expensive f~uit~ at CP1 rate which would be 

too high. 

12.26 At present all veg_o_"t::t.P_los .:lre cho.rged .:1t scale 5B. In 

futuro, only 'fresl!_ vcget::J.blcs should be charged ctt tho repl:::tcc

ocnt scnla· CP3; de-;,h:vdro. ted vegetables i'Thich nrc costlier Hould 

be charged at CP1 Scale ~quivalont to the existing Scale 2. 

12.27 Of the various articles ch.:1rged at scnlc 8 nt present 

er:J.pty Go_y...Q_r_J!n.c.I'l:t. t_r_o~:::tsuy_y_box.e~ v1ill bo cthargecl at scnlo CP2 
o her 

(which vrill replo.cc scale 4L.) at 1vhich/rcturned empties nrc 

charged. There is no justificntion for chnrginc; ::t lo1vcr r::tte 

for empty Govcrn~cnt tro::tsury boxes. 
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12.28 Milk, now charged at scale 6, and ihe articles other 

than empty Government'treasury boxes referred to a-.ove 

charged at scale 8, vrill be charged at the replacement 

scale CP3 (which is the louest of the nevr. percentage scales). 

However, in effect their. classification '\dll be upgraded as 

CP3 scale would be relative-ly higher than a mere replacement 

scale would have been. However, for the reasons given balow, 

this is fully justified: 
* (a) parcel rates. for milk have increase~ by only 31 to 47 

per ce;nt since 1957 against 135 per cent for others; 
I • 

in the interval, the price of milk has gone up substan

tially; •d th 1970-71 = 100, the index number of ~rice of 

milk in 1978-79 1vas 165 against 39 in :1956-57. The increase . 
. · in the '·catching up1 period vrhi ch foll?•-rs such an inadequate 

. . 
increase. in rates· is inevitably more than what ~ight helve 

been otherwise. Even so, the incidence of the proposed 

·rates in' the price of milk 1-Till be only 2. 83 per cent i to 

5.18 per cent (Table 12.2) 

(b). scale 8 is applicable to seeds, plants,, etc. Seeds cover 

·~ot only perishable seeds, but seeds of all kinds the price

of v1hich is.·· even more than that of other commod.i ties, !2.:..£•, 

-~ress vegetables, to which CP3 Scale will apply. The 

· p~ants for.agricultbral/horti~ultural purposes, as also 

plants for.fruit trees, charged at this Scale also take up 

more than their due share of space in tbe brakevan. 

Incidence of Parcel_ Freight iri the Price 

12.29 Table 12.2 shows the incidence of parcel freight 

charges atlt~etes proposed in. para 1 2. 43 belo"T' in comparison . . ' 

with the existing rates, in ilie price of certain important 

commodities ca.rried. as parcels. Annexure 12.1 gives similar 

information in regard to a :m_uch larger list of commodities • 
.. 

-----------------------------------------------------------------
* There vms no increase from 1957 to 1971. The· rates 

were increased by 5 percent from 15.4.1972 and by 
25 per cent upto 500 kms., and 40 per cent for 
distances bcyond,from 1.9.1979. 
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Connodity 

(1) '' 

.Avcr:..:r;e 
length 
of hc.ul 
~ 

(2). 

Pri·~c 

por 
qtl. 

_T~ble 12.2 

-------
Pc:.rco l r2. tc 
pcr__9Jd_int2.l __ 

Existing Proposed 

(4) ~5) ..; . 

----------~~~-----------------------Kr:uJ • Rs. Rs. 

Nedicine 
(Vi to.nin C) 

Tyres (Cycle) 

Betel lea.ves 
(No.gha.i) 

Ho.ndlooo Products 

Bed Sheets 

Jucurd 

Curto.in 
cloth 

TovTel 

Fish (Rohu
Co.lcuttu) 

Text books 

Kha.dder(Shirting) 

Tormtoes 

Hilk 
Na.gpur 

Bonba.y 

Calcutta 

094 

467 

1029 

1029 

1029 

1029 

·.733 

821 

500 

549-

406 

406 

La.ngunge new.spo.pers 429 

1,360 

700 

3,200 

2,750 

2,400 

950 

1 '300 

3~800 

1,313 

273 

340 

500 
-· 

600 

45.60 

35.00 

24.67 

24.67 

24.67 

24.67 

10.09 

10.04 

11.03 

13.12 

7.66 

7.66 

7.66 

6.67 

Hs. 

61.40 

30.06 

40.72 

57.20 

57.20 

57.20 

57.20 

. 27.55 

30.16 

20.30 

17.40 

14.15 

14.15 

14.15 

11.00 

Inciclonce of 
froigh t on the 
.1?.. r_i,_c9 _ .3l..tJ;£:.c_ --~ 
Exicting Proposed 
rC'..tc ro..tc. 

1.91 

5.11 

0.77 

0.90 

1.o:; 

2.60· 

1. tr5 

0.40 

0.26 

6.63 

2.01 

2.25 

1.53 

1 • 11 

(7) 

% 

0.59 

2.06 

6.96 

1. 79 

2.00 

6.03 

2.12 

0.79 

0.47 

0.79 

5.10 

L~• 16 

1.03 

Note: 1. Prices shoun in Col. 3 aro \Jholes.J.le pric-:;s except in the 
cc:.se of ncwcp~pcrs. 

No to: 2. Tho avcr~::sc d.i cL.nc;0 for 1T:1ich khc~dcl.er is tr~-:-.ns:po rtcd is 
not kno1m, the fi2,urc of 500 k::::lS. shoun in Col. 2 is 
ostioo.tcd. 
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12.30 The RaihrG.ys 0.'1~w spuci:J.l G.rrangom.:mts for tho safe . . 
hnndling and transit of hrticl3s ·of specially high value. 

It was rcco~mondod in our Intcrin Report (parns 9.34 to 

9.40) ·that,such articles ~ontionod therein should be char~od 
at 1.1/2 to 3 tines tho npplicetblo rate and this recommenda

tion has boon accepted and inplencntod. It is now· proposed 

that tho follovTing other goods and o.rticles of vory high 

value should bo charged at tho applicable scale plus 50 

per cent in each case: 

Exetnination o.nswor books 

Co.rdni!l.oD 

Cinema filns. 

Essential oils 

Kosetr 

TitaniUI!l 

ll.ny other goods or articles tho. value of which 

is de~larcd (in connection with percentage charge 

on excepted articles or 9thervrise) o.t more.· than 

P.s. 70 per leg. 
'··· 

Slid_:i_n_g:_ Scalq_ _ _l .. cco rdi..!!fr._to_ }1 ei ghJ~. 

12.31 The weight for charge of a parcel is at present 
. •. 

reckoned in toms ·of 5 legs. This practice has been in force 

for over 50 years now. (The w·eight for chn.rge was 5 seers 

upto 31.3.1960 when it was converted in decimal terms of 

5 kgs). Conditions hetve changed considerably in the intcr

vnl -- tho average 1.reight of a consignment has grown 

steadily and it is now- over 1 qui1;.1tal. Under the present 

system, tho tariff+has 20 weight divisions for a quintal . . . 
and shows a separate rate for each. In the interest of 

sinplification, it is necessary thnt tho number of WGight 

divisions should be as small as poasiblG. In viGW of the 

foregoing, we propose thett in futuro, tho 'l'TCight for charge 

should be reckoned in terms of 10 kgs; 
------------------------------------------------------------

+ IRCA Coaching Tariff N6.22 - Po.rt III 
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12.32 ~t prcscnt, tho r~ta for a fro..ction of a quintal is pro

portionate to the rata for n quint~l. Thus the rate for 10 kgs 

end 20 k~s is 10 per cant and ~0 per cont of the rate for a quin

tal. Certain costs, as for cx3nplo issue 6f pcrcel way bill, nrc 

nore OJ loss tho same irrcspc cti vc of the -vrci~·ht of th.:: consign-

'I 
It is thorofare only reasonable th-J.t the rate for a sr:w .. llor raent. 

consignnent should be rclo..tivcly :r.1oro, and not in proportion to 

its weiGht, to the rate for u quintal. ~ccordingiy, we rococuond 

that ratos for consignL1onts of loss thcn 50 ~cg should be oqunl 

to tho porcGnte.go indico.tod bolou of tho quintal ro.to. 

Chargeable 1•roight 
of_COI}~nmc_~:t. ·-

k& 

10 

20 

30 

1 Scnlo/CP Scale/ 
CP_j_ -~:_l_q_ ____ _ 

;·J 

14 

23 

32 

11 

CP2 Scale/ 
CP3 Scale --r-- ---

;:J 

18 

26 

42 

A higher differential in tho case of consignL1cnts chnrgJo.hlo 

at CP2 and CP3 Scales is justifiable as those ra tcs nrc lOiiror n:1d 

therefore the fixod /6osts (of issuing a Parcel iJny Bill etc) for:1 

a higher proportion: of the freight chctrges. 
I 

In the co.se of\ a consig!lner:.t ·weighing _over.--::. quint.::J.l, tho 

additional chctrgc f~-~ ovary .1 0 Kg in ox cess of one quinto.l 
\ 

1-dll be equctl to one 'tenth of the rate for a quintal. 
\ 

Sliding Scale According to Dist6nco 

12.33 Tho ra to structure ·will, as at present, be distancG-bnsed. 

Hm·TCvcr, the rates vlill be constructed in accord::mce >'lith the 

Hell established pr.:J.Ctice of tapering or reducing the ro.to per 

kilometre as the distance increases. U~ilo therefore. tho rates 

will increase ~ith tho disto.nco, they will not increase in exict 

proportion to the distance. Tnporing is consistent -vli th tho cost 

structure. Certcin costs ..2.£•, issue of a Parcel lf:J.y Bill, load

ing and unlo.::J.ding, etc., arc tho snuo regardless of tho length 

of tho haul -- tho longer the haul, tho greater tho dist.:1nce over 

Hhich such fixed costs cnn bo sproo.d. Secondly, better utilis::t

tion of equipnont 0.11.Ci. c:-G_ .. c~i' l;., r-.:....:s:.:..oJ..c or ... longer dist.J.nco of 
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h~uls. Tho taper reflects tho fact that as tho longth.of tho 

ha.u:!. incroasos, tho cost :r:r kilometre docr·)ascs. Tho pr:1.ctico 

of tapering ~lso prevents tho rates frou restricting tho movo

nont of long distance traffic. If the rates increase in pro

portion to tho distance, they may soon become so high as to 

prevent tho movement of traffic; longer distance rates must 

therefore be low enough to enable tho traffic to move. ~ow

ever, the tnpor must not be so sharp as to induce tho nove-

. nont of long distance traffic ·\tlhich would not otherwise be 

co.rried. 

12.34 Tho pattern of tho taper should reflect the cost struc

ture nndnt tho sane time subservo tho policy objectives of 

tho tariff revision. ~J.hilc, therefore, the taper in the per 

kilonotro rntc should follovT tho cost curve, it may dive-rge 

from it to an extent to su~o·the broad objectives of tho 

tariff policy. It will bo dcs~.!'-nb~:o thnt, ns at·· present~ all 

the percentage Scnlcs (L, GP, CP1, CP2 and CP3) h·avo thb same 

pattern of taper, so that they have tho intended relationship 

with each other nt all distance stages. 

12.35 The u~~t rate is· composed of ~he teminal charge and tho 

lin• haul charge. In tho ·3so of goods traffic we have suggest-

. cd that the tcrninal charge should be levied scparn tely. How

over, tnking into account the differences in tho nature of 

parcels and goods traffic, we consider that tho parcel rate 

should as at present be a'composite rate comprising both tho 

tornin~l ch~rge and the line haul charge. 

12.36 The conposi to unit rate v1ill hnvo tho desired taper. 

if tho line haul charge portion of it is c.1.lculatod on tho 

follo'l,ring basis: 

plus 

plus 

plus 

1 to 100 kms 

101 to 200 11 

201 to 300 

301 to goo 
" 
" 

plus 901 to 1500 " 

100 percent of tho basic rate 

95 -do-

80 -do-

72.1/2 -do-

65 -do-

50 -do-
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-
~nd, to tho lincho.ul clL1.r,jc so c.J.lculJ. ted is t1.cldcd o. fixed chc.rg-o, 

roprcscntinc; tho tcrninc:J.l costs, CJ. t cc.ch di:J Len co stn2:c. In effect 
1 

tho r~to ~ ill :Jtnrt with this fi .eel ch~rc;o ~t zor kilonotro :lnd 

then increnso ns indicntod above with incrc~sc in tho distJ.nce. 

12.37 In the prescnt-do.y 1vorld, speed of trt~.nsi t o.nd dopond:J.blc 

o.rri vt~.l do. tes nro of inport:mce for hich v:::clue goods ui th n quick 

turnover. The Connittec h:ts boon rcpe::ltcdly told by Trc.do and 

Industry interests that ~-rhat is required is speedy ancl d:.r.ngo-froc 

service and for this they uill be uilling to po.y n. 11 Qunli ty ·ax-'cr'"'.. 11 

It is therefore necessary to nnko suitable provisions in our tariff 

in this rcgnrd. 

12.38 Our present tariff docs not no.ko any distinction bt~.sed on 

the quality of service. In f.:1ct 1 in actu.:tl pr.J.cticc, tho rn to 

varies in inverse proportion to the quality of service. IJows

p.::tpors nnd nngr1zinos, nnd pc::':'jsh'"'..t:'.-.;~ (vcgcto.blos nnd fruits, eggs, 

fish nnd non t), all of vJhich .:tro lou r.:t tccl 1 arc given priority 

for c:1rringc by Mail/Express tru.ins; and ~s .. those generally tetko 

up all tho space in tho f.J.st tretins, other goods J.nd nrticles 

vlhich arc cho.rgod n t higher rn. tes arc nornnlly co.rriod in slovr 

Ordinary trains or tho still slm·ror Parcel tro.ins. C:1rriago by 

slouor tro.ins .:mtails not only grc J. tor trnnsi t tine but also nul ti

plo handling (duo to trnnshipnont etc. ~l!out~) and consequently 

is narc prone to do.nagc,pilfcrngo,otc. This increases tho users 

costs, .:md high rn ted parcel traffic is. therefore not dnvoloping 

ns it should. 

12.39 r.1nny people 1vould like to send their high rated goods by 

fast trains to avoid tho high inventory cost entailed in longcr 

transit, or to o.void danago etc. £n~Ut~, or becnuso they arc 

urgently needed nt tho dostinettion. It appears thnt nt present 

sane of those people 1 nanago 1 sonchov to h~vo their goods sent 

by f2st trains. Exnninnti0n of tho records of n lnrgo st2-'cion 

in n. 1 0-dny period sho1Jod that on nn o.vorn;-o 325 such pnrccls 

1fore despatched by Ha:.l/Sxpross trnins .::s a 1 spoci:::l' c::osc 1:-hila 

sinilnr pn.rccls booked c2rlior vera nt-rnitinc; ckspntch. 
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12.40 It is clo~r th:1t hro r)olicy ch.'"!.rl::Y'S . ~~ a.ro nocoss~ry 

1.nd uc consider tln.t those C)ulc~ bo a.idcd by suita.blc b.riff 

pr._>visions. Firstly, hi;3h r~tcd tro..fficmtbvr th.1.n lovr ra.tcd 

tr3ffic should be ~ivan proforanco for dcs~ntch by fast trnins. 

Secondly, n,rrnnge::wn ts should be na.do for des~x1.tch of sono 

consi;;:nr:.lc:nts ",.!J desired by tho cu.nsignorson priority by 

fast trnins. Ue would like to coke the following pr9posnls 

t0 achieve those objectives: 

n(i) Purishnble trnffic for distnncos upto 500 kns* should 

norn~;.lly be ca.rriod by only Ordi.nnry tra.ins ( c.nd, if 

considered nocoss:J.ry, sono rola.tivoly uninportnnt N:n.il 

Express tr·•ins ·in nrea.s 1irhoro c.doquntc high rntod 

traffic is not a.vnila.blo). Older ta.riffs shov1 t...~nt 

mmy Ro.ihrnys d;LC. not c.J.rry .nny perishable connodi tics 

nt nll in Mnil/E~~ross trnins or unless tho destination 

u.:'..s .1.t leetst 300 niles (500 kr.1s) nuny; it nny not, 

tho ref ere, bo diffic1:l t to . .:'.rrnnc;c thn t perishnblc 

tr.J.ffic upto, so..y, 500 kns. is nornnlly cnrricd by 

Ordina.ry tr1.ins (or ccrtnin. specified Mail/Express 
.. 

tr.J.ins ~s·nJntionod ,..,,., '>V. '') f...;.U '-- \,; e If. a.ny consignor wishes 

to hJ.ve his r:;oocls so;.1t by J. fast tr.:tin, it should be ... • 
dono only on levy of n surcha.rge of 20 per cent of the 

b1.sic frcir.;ht (subject to a. .suitable nininUD). 

n(ii) For longer diatances, tho Railunys sho~ld cliscour:J.t:;o 

c1.!riac;e of pcrishablo traffic by f1.st tr:l.ins by 

sui table rec;ula.tion of quotas for different va.rieties 

~f tr.'lffic/st:J.tions. It pD.y be. considered whether, sny, 

n 50 per cGnt cut could be na.de in tho existing quota.s. 

Even vThoro a.llovTod by tho quota., a surcharge of 

10 per cent of tho b.1.sic freight (subject to n suita.ble 

niniuun) should be levi eel for clos)n tch by fa.st tra.ins • 

. : .. 
*Tho distance liDit of 500 lrus nay be suit.ibly reduced for 

:11.G., if oonnidercd ?J.pproprinte, a.nd N~G. 
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(b) Tho R~ilw.:'.ys should org~niso .J. QTS type of service 

for cnrrinee o:f other th::m perish: ,blc tro.ffi c by 

r~Inil/:Cxpress tr:~.ins other than tho so nontionod 'in 

a(i) above. A surcharge o.t tho rato of 10 per cunt 

of tho bo.sic freight (subject to a. suito.blo :c.ininun) 

should be levied in each cnse of carriage by this 

sorvico. 

(c) All goocls and o.rticlos - pcrisho.blc or non-perishJ.blc 

- carried iri Super Fast tro.ins/Rajdho.ni Express 

should be subject to a spocio.l surcharge. Only 

consignnents specially offered for carrio.go by those 

tro.ins should bo carried in then o.nd they should 

be cnrriod by the pa:r~iculo.r tr::tin noninated by the 

consif;rnor. The sureho.rgo for co.rria0o by Super Fo.st 

tr2.ins/R:..:jdh::mi :Sxpre.ss should be lcviud o.t tvro o.nd

a-half/fivo tiu~3 tho o.~propriato rate for Mail/ 

Express trJ.ins o.s nontioned in n(i), a(ii) and (b) 

nbovc. If considered nocosso.ry, in order to o.void 

hold ups .£P.E.2._Ute, tho special soryico by Suporfo.st 

tr2.ins and Ro.jdhani Express could first be intro·

ducod. only botwc~:'l tho origino. tin~~ J.nd des tin.J. tion 

sto.tions. 

(d) Tho surcharge should bo colloctt-cl only at tho dosti-
.. 

nation to avoid tho need for refund Hhcre tro.ffic 

is not carried as stipulated. 

(c) Uhcrovor considered noccss::try, tho Railways no.y 

proscribe tho no.xiuun 1rcight of o. consignnc;nt 

o.nd/or naxinun size of a pack::.ge vrhich uill be 

co.rried on paynent of tho surcho.rgo. 

(f) Tho followinG articles should not be alloucd to bJ 

carried by tho nonin::ttod Nail/Express tr:1.ins on 

vThich QTS service is l)rovidod o.nd by th-.; Suporfo.st 
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tr:.ins/R:.jrlh.::'.ni ~X~"lrcss -.;v.:;n c:n j_):.y •. lont .Jf surch:o.rec. 

undor QTS schuno 

- Roturnad onptios 

12.41 

12.42 

If those propos:.ls :.rJ inpl.:;nu~tcd 

(i) N.n ~urish:.~lo tr::.ffic woul~ bo c:.rriod by Mnil/ 

l:xpro ss tr:.ins ( exclt'C~inc; :: ·.fou uninport::.nt 

SlX:cifL::cl tr::.ins) oxcv:_Jt on 'pnyncnt of ·"- surch:1.rc;o. 

( ii} thoru 'rill bo no oxtr:-1. chnreo for nJn

:purish'1b1o tr."..ffic c:--.rriud by R::il/Expross 

trJ.ins oxco'1)t uhon :. consi~;nor •·rishcs to h'1V0 n 

gu::.r.:.ntoo oi tr2nsi t tine 

(iii) :>.11 tr:.ffic - pori·s·h.:.bYu -or n.Jn-porish:-tblo :- cnrriotl 

in Suporfo.st tr:.ins/R:l.jc~h::ni Ex~)rcss w-ill bo 
! 

chnrgo(l :. surchnree at t"tvo-.:.nd-1.-hnlf/fi vo tir:.os 

tho nppropri:1to r~to of surch:.rgo np:?lic~blo for 

cnrri:!.G'O by Ho.il/Expross trc.ins. 
•.·· 

\'To unc:orst.::'.ncl tho..t certnin custonors vrould bo willing 

to send th ;Jir products frequently if not: roe;~lnr1y by thJ :)nrcol 

scrvi co if they could be gua.rnntood tho required sp:1co in tho 

brake vnn. Ex:mplos of ~oods uh~ch c~ulcl GOVO under SUCh 

conditions by p1.rccl service o.ro pho..rr::v:tceutic:>..l products rmcl 

conpon~.;nts for no tor vohiclos '·rhich :.r0 oi t~10r hieh VC'.luod · 
• 

ui th .:. quick turnover, or n.ro required on n cl::.1.y to d::.y b~'sis 

for o..ssenbly line production. 'Uc woulcl sue~cst th:tt tho R1.ihmys 

invcstig1. to tho possibility of .:. ttr:;.cting such trn.ffic nnd nr.,ko 

no coss.'.lry -:.rr:.ngononts for c.'.lrryine i.t gJ?. .'.l rosory_od. sp:i,d:i bnsis • 
. '. 

U o fooL qu~ to confid."ont · t-hd consic,nors uou~d .J>o 11d'lling tc 

p:~.y ::.:n oxtrn ch.'.lrtZC, in considoro. tion of tho rcsorvocl spnco · 

f'lcili ty, over ."..nrl cbovo th0 I qu.'.lli ty o-xtr.".s 1 proposed in 
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Sctlcs of R['.tcs 

ac2.le r:ust be .~ con~1osi to sc.o.lc CvL!~1rl;nn:- boJch the tcr:-Jin::tl or 

the fi:cerl cl-:>.il.rc;o 2.nd tho line h:1.ul c]w.r ;e, c;mforw tc the clcsircd 

?c::.ttcrn o;' to.~):;r o.nd su"Jaervo the policy objective ue h::'.."f,_; ox)L1.inec~ 

e~rlier., Hnvinc rocnrd to ~11 thc~c, we consider th2.t the bnsc 

sc.:;.lc of ro. te s should be ccms·c rueter~ a.s fo 11 ou:J: 

Disto.nco Per guintnl 

Zero lm F:s. 7 (fixed cho.r:._;e) 

plus 1 to 100 kn 8.00 po.ise j_)er lm 
11 101 to 200 II 7.60 11 " 
" 201 to 300 " 6 •~'rO " l1 

II 301 to 900 II 5.80 " " 
II 901 to 1500" 5.20 " " 
" Dayond 1500'' ", .• oo " 11 

This 'Hill be the GP Sc.:tlc uhich vJill re :pl2cce t~10 ezisUn.=.; ScJ..le 1 • 

Other percentage Sco.l~s (CP1, C?2 2.nd CP3) uill be derived frou it 

on tho bo.sis of the prescribed ~)erccnt.J.ce relationship vide p::lr.J. 12 .18. 

In u. disto.nce i1ased systen, tho ro..tes do not chance Hith e:1ch 

additional kilonetre. Insteo.d a distance-~lock systen is used, with 

blocks wnyinc in len:~·th. The blc,clcs of disto.nccs l'V8r -'ll'rhich the 

tho rotoo for ouch blocl: being_ the ~to o.pplicablo to .:the hi{;host 
distance of t~ block. 

-------~E_xisti~--------
Zone 

Upto ,:1,0 kms 

41 to 250 lms 

251 to 800 kms 

801 to 2t,.OO k11s 

Dist.J.nco blocks 
for ~-;hich s:c.Ee 
r:1. te is ch<J.rced 

40 kns 

5 " 

10 " 

25 " 
2001 lms ommrds 50 11 

Zoao 

Upto 50 kns 

51 t'.J GOO kns 

801 t 0 2000 l:tlS 

2001 kus onwards 

PrO'')OSed 
Distc.nce blocl~s 
for 1:J~1icl1 s2.Lle 
ro.te ic cho.r;-ed 

50 lm;:; 

10 il 

25 II 

50 " 

12.45 In cert<J.in co.ses it will be neccss~ry to round off fr~cticns in tha 

calcul~ ted rn tos. At pre sent the roui:din,-: off rule 2.::_))li c.::~ blc to otlx:r 

co:J.c:1inc; tr:1ffic is diffc ron t fron th.::tt ~1p~1li c:tblc to ~J:J.ss e~1c;cr tr~ffic. 

Ui th n view to ::linl')lifyinc the to. riff, ·ro ·: :..'c• ~- '30 t:-1,:1. t t:12 roun(ir:~; off 

r<cle enunciated in .cjo.ra 9.19 in respect of l',l~:~cit .::-· r'.~.rcs sh~Jt~ll~. ~-'c 

ap::_)licd to the chJ.rc;os for other c, J.chin_. tr.::tffic ~clso. 
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12,46 Following the proposed increases in rates, the existing 

niniuun charges per consignnont nay be ~ovisod upwards us indi

c:~. tocl bolo1'1. 

Existinr~ Proposed 
Sc:~.lo :;s. Scale P.s. 

' ' ' •i- 5.00 L ) 

1 <'r.50 GP 
) 
) 8.00 

2 lJ-.00 CP1·.) 

3,6 & 8 3.00 cp2~ 
CP3 

5.00 

12.47 Statonent 12.4conparos the proposed basic (GP) Scale 

of r:t tes >"lith the costs expected in 1980:81, and tho corres

ponding (Scnlo 1) existing rate (in force fran 1.9.1979) :~.t 

various distances of 100 kos to 3000 kos. The st:~.toocnt shows 

tho difference· bebroen tho proposed r:~.tes, and the costs on 

the one hand and tho existing rates on tho other, in :~.bsolutc 

toms as ~lso in percentage terns. 

12.4S · Statooont 12.7conpo..res the r~tos of .::!.ll percentage' . 

scales (L, GP, CP1, CP2 and CP3) uith tho existing rates for 

tho sc:~.los which each one will replace. 

Special Stnti_o!J> to Station RatoJ?__f_o_r:_ Par:<:?.c.~ __ 't:rn:~f~~ 

12.49 Raihrnys nrc per.:1i ttcd to reduce parcel· rn tos under 

Scale 1 to Scale 7 to tho extent justified in tho intcres~s of 

retention and pronation of traffic subject to the condition 

th:~.t tho rate thus reduced docs not fall below the rate ch:~.rgea~· 

blo under Scnle. 8 for the corresponding distance. ··It hc..s. bean 

clarified that the reduction in rates for connercinl conside

ration will oenn quotntion of specinl rates with. n view to 

retnining/attrncting tr~ffic to the Rnilways and securing 

additionnl earnings. 

12.50 Uo have proposed earlier (pnra 12.1·:~-c.)th::&.t the existinG 

porcent:~.ge Sc:~.los 1 to 6 and 8 should be replaced by four 

percentage Scales -- GP Scale, CP1 Scale, CP2 Scnle and CP3 
' 

Sc.'lle. Tho existing Sc:~.lo. 7 ( uhich is applicable to nel-rs-

papers ~:mel n.:tgazines) vr.ould. be replaced by a. special Scnlo 

ln'I which will be outside t~e schene of percentage Scales 

vide p::tr::1.12.55 



12-24 

12.51 It will bo seen fran par~ 12.48 ~bovo that tho intention 

is th~t tho spoci~l r::>.~o should not be lovTor t~:::>.n tho existing 

Sc.:1.lc 8 r::t tos. Unc.lor tho t("'.riff structure \·ro :1rc rcconncndinG, tho 

oxistinc ~calc 8 will bo ropl:1ccd ~Y CP3 Scale. Lccordincly, tho 
'·I 

extant orders should be revised to nrJco it clco.r th2.. t tho parcel 

rn tos no.y be roclucocl in t orns of tho ordc:rs q_uotod :1b ovo provided 

th~t tho reduced rate docs not f~ll below CP3 Sc:J.lo'of rntos. 

12.52 In certain cases fresh fruits in wagon lands botwoon points 

\vhoro thoro is rclntivoly heavy traffic novo at such special r;J.tos 

introduced by tho Railways. Tho existing r~tos in q_uostion shculu 

bo reviewed sinultanoously with tho introduction of the revised 

parcel .tariff structure proposed by us, and incrc::tsod whorever 

necessary to CP3 Scnlo lovol~ 

12.53 The existing rnto for nowsp2pors .:mel .nngazinos (Scale 7), 

lvhich is about 29 por cent of th0 b.:tsio rc.to ( Sc:::tlo 1) is too l.ow, 

specially ns this traffic has l:J.rger.incicloncc of loss onrouto 

resulting in clains. Besides, nagazinos (uhich o.ro issued once a 

week or loss often and nrc higher pricod) should appropriately be 

ch:J.rgcd. a. t a. hichor rn to· than nmvspn.pors ( Hhich got out of J.n to 

within a feu hours and arc low pric~d). In view of tho foregoinG, 

v-re consider that tho n:J.gazinos should be ch<J.rgod a.t a.bc,ut L'r-0 por 

cant, .:mel nev;sp:J.pors a.t a.b out 33.1 /3 por cant, of tho GP Scnlc 

( uhich 1.vill replace Sco.lc 1) •. 

12.54 80 per cant of the nousp:1pcrs nnd 97 por cent of na.;azinos 

hnvc 0. circulation of less thnn 15,000 each ~md they nccount for 

23 ppr cent nnd 51 por cent respectively of the tot:1.l ci rculn tion 

of nowspa.pcrs andnng:1zincs (stntonont 12.8) • Thv tnriff should 

therefore bo so structured ns not to cause hardship to sn:Lll nows-

papers and nagazincs. 

12.55 Under tho percentage ·sca.les, 1·1eic;ht for clnrgc uill b:.:: 

reckoned in terns of 10 legs ( parn 12.31) nnd the ro. tcs uill C~12.11GO 

a.t every 10 kns upto 800 kns ( 12 •. ·~~~). In tho cL·ctmst::cncos OXi'l:cin

od below, such a porconta.go sc:J.l~ uould not be suit2.bl~ for 
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nmvspnpcrs a.nd na.::;G.zincs: 

a) test checks h.:1vc ·xx:r.:;,; sho1m th.:1. t the bulk of news-. 

p!lpcr and nn.cazinc p['.rcols weigh upto five kgs and 

the proportion of p~rccls weighing over 10 kgs is 

rolntivcly snn.ll; sane exanplcs arc given in 

st.:1tcnent 12.9. 

b) tho avcrn.go lend is 429 kms for no'\'lspapors nnd 821· kns 

for nn.gazines and the existing freight charges on five 

kgs upto 1600 kos and for 10 kcs upto 650 kns nr~ 

belo'YT the oininuo of Rc.1 /-. For pra.ctic.::tl purposes, 

therefore, the freight charges on nost of tho news-
.· 

pn.por .. /o3ga.zine parcels nrc p.:1id at a flat ra.te (of 

Re.1 /-) 

It is therefore considered that nev1sp.:1p8rs and nagazinos 

should be charged a.t a special scale outside the schcno of 

perccnt.:1ge scales, and this should provide for charge in terns 

of five kgs and change of rntos nt long intervals of, say, 

250 kos or nora. 

12.56 In the light of the foregoing, we propose tho follow

ing r3tc structure for novrsp::1.pcrs n.nd nagazinos. Freight 

~hargos 'tvill "0·6 subject to n. nininuo of Ro.1/- for· nowsp3pers 

(as at present) and ns.1.50 for oaga.zincs. 

Distance Zone Per 5 kgs 
kos Newspapers :r-1a.ga.z inc s 

(Pa.isc) _{~~'lj,m__ 

1-250 30 35 

251-500 55 65 
. 

501-750 80 95 

751-1000 105 125 

1001-1?00 135 165 

1501-2000 175 210 

Over 2000 210 250 
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Acids n~1_gthcr co~rosivc subst~~~~§ 

12.57 Ccrtnin goods nnd arti clc s nrc not allouc G. to be londcd ui th 

otl10r goods. Of these offensive articles and uct skins nrc not 

accepted for despatch a.s pa.rcols nnd luggo..gc. Houcvcr, acids nrid ~. 

other corrosive substc.nces uhich nrc ~mother such gl~oup ere not G.ebn~ale::~ 

fran being as pnrcols ox luggo..go. 

12.58 1 It hns boon observed tho.t often o.. full uncon (in n po..rccl 

train) is used to convey n fovr q_uint2.ls of _acids or other corrosi vo 

substances resulting in considornblo loss of ea.rrying co.pncity. The 

staff oxplnincd thnt this could not be helped ns no other such consign

mont had boon offered ui thin a reo..sonnblo period nnd tho consigruncmt 

already booked had therefore to be despatched by itself, lending of 

other goods and articles in the snme Hngon being fo;rbiddon. ':To also 

observed that in certain cnsos consignmo~ts of acids and other 

corrosive substnnces '\'TOre lying on plntforins in close vicinity of 

other goods and .articles vrhich uo understand is dangerous. -Tho staff 

explninod that this could not be avoided as tho parcel sheds ucro 
aCids and other 

generally full. In tho circ...:.mstc..n~_;cs, -:.ro recommend thc..V corrosi vo subs-

ta~<m should not bo permitted to be bool:ced o.s pnrcels or luggngo. If 

o.nyono wishes to send such an article by ro.il, it mo.y be booked by 

goods train. This vlill incidento.lly provide bettor loads per wngon 

carrying such tro.ffic by goods train. 

Luggage 

* 12.59 Under tho existing rules, bulky articles uhich on o.ccount of 

their bulk vrould be chargeable on measurement if accepted as parcels 

(~, furniture) cannot be booked ns luggage; they ho..vo to be booked 

a.s pnrcels [~nd charged for accordingly. It has boon suggested to us 

that this causes ho..rdships in corto..in cases o..nd therefore such articles 

should be o.lloucd to be booked as luggC'.ge on p.~ymcnt of freight charges 

at luggnge rates. I'Ic o.grce that, in futuro 1 such ::.rticlos m::.y be 

parmi ttcd to be booked as luggo.go subje:ct to the condition tho.t tho 

charge is mnde on tho 11 compu tcd11 ucight ( o.ctu::.l :~eight + 50 per cent 

vide pnra 12.66 bolou) and further tho..t the computed ~roight per 

~rticlo docs not exceed 150 kgs. Houovcr, no :'free nllo1·ro.ncc should 

be allouod on such o..rticlcs and they should o..utom::.tic.::.lly be consi

dered to be excess bo.ggc..:;u o..nd chnrgod for c.ccordingly. 

*Rule 505(3) IRCA Coc..ching Tariff Ho. 22 - Po.rt I (Vol.I)' 
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12.60 ('J.) Ec..ch ticket holdin:; p:1sscn.;cr is allowed to carry 

a cortc..in .::mou..'lt of lugg"J.ge free. of cl:.argc (A.c.c. 70 kgs; 

1st Class 50 kgs; A.C.Ch:-tirc~r 40 kcis; Second Class 35·kgs; 

c~ildrcn bcin~ :1llcucd half those qu~ntitios). Under the exist

ing rules, cyclc:s nrc not c-.llm·;od to be counted ngn.inst this 

free nllow~nc~; they arc nutonnticnlly considered to be excess 

b"J.ggc..ge nnd ch:J.rgod for. In t~1o context of tho present day 

energy si tu:J. tion, 1'10 consider this to be far fron appropri:J.te. 

AccordinGlY, we roconnend free allow:1nce should be· allowed on. 

a cycle also. 

(b) For the: purpose of detcrnining the weight of the bc..gg~ge 

including tho cycle in excess of the free ullownnce which should 

be charged for, tho woicht ~f tho cycle nay be taken at 40 ~gs 

which is its nininun \'Teich~ proscribed in the rules nt present. 

This would olininntc the need for weighing tho cycle and thus 

avoid delay in tho booking of luggage, nnd at tho s:J.ne tine 

enable tho Raihi~ys tv ch:1rgo for it on tho basis of tho sane 

weight ~t which it is ctargod at present. 

12.61 (a) ..:Ul trains nrc crowded at present - tho r.1ail/Expross 

trains nora so than others. Tho nest acute overcrowding is in 

Second class. C.~rrying large quanti tics of luggage in a passen

ger conp:J.rtncnt is therefore apt to cause particular disconfort 

and inconvenience to other passengers. In this context, ·it is 

necessary to davis~ noasures which will discour~go tho carrin3c 

of excessive quantities of lucgago, particularly in the passenger 

conp:1rtnonts. 

(b) ~s a stop towards achieving this objective, we would 

suggest th:J.t a passenger who wishes to book luggngo in excess 

of .:1. qu::mti ty equal to his free allowance should be required 

to pay a surcharc;e thereon at the follcl'ling rates: 

I1.:.il/Express trains •• 10 per cent 

Superfast tr.J.ins •• 25 -do-

Rajdhc..ni Express .. ' 50 -do-

If considered no co ss.J.F.f, a liuitcd nunber of Hail/Express 

tr:tins with c.. rolo..tivcly lo.,; loc..d factor nny be exenpted fron 

tho cporc..tion of tho rule. 
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(c) Rules prescribe thG nature/size of the articles 11hich r;w.y be 

carried in a conpartQent. It is ~lso necessary to res~late the t~tal 

quantity of ')ar;gacse 1Ihich a passen, __ Jr can carry in Lis coD.partr.ient. 

The propo~al made by us in sub para (b) above should help in achiev

ing this objective to an e~tent, in that it will discourage carriage 

of lar.:;er quantities'of lug;;a;-e than necessary. Houever, it uould 

·apply.to only 1-Iail/Bxpress trains and, in any case, the passenger 

will still have the right to take as mucl-1 lu,:jgage as. he desires. 

It is therefore necessary to make sone other ret:,-ulations also for 

preventing carriage of excessive luggqge in the conpartnent. As this 

is a :1atter of administrative detail, He uould leave it to the rail-

1-mys to r:J.ake sui table rules in this connection. 

12.62 It has been brought to our notice that, in :o.nny cases, passen

gers carry not only their personal belongin0s but also goods intended 

for sale as luggage ililCI uften the ls.tter involve l8,rge quantities. 

It has been stated that this causes disco~fort ~nd irtconvenience to 

other_ passen13'ers ilhen the goods arc ca1·ricd in the passenger cotlpart

ment and/or prc~-enpts space in the brakevan '\Ihich could othoruise be 

used for carrying parcel traffic·booked.e.J.rlier. He understJ.nd that 

this practice has grovrn due to delays in transit suffered by 1 hard 1 

parcels resulting fror:J. all lucsgage space in Mail/Express trains being 

used up by pee"ishables nnd the lil:e md this entails ::'urther clelay 

in transit of 1 hard 1 parcels. \Ic hJ.ve suggested a solution for this 

problem earlier (para 12.40) and ue trust that in the course of tine 

the practice of booking cocnerciD.l goods as luggage vwuld die doun. 

In the neantime, tho proposal nade by us in para 12.61 above should 

nitigate the probl~n to an extent. 

12.63 Rule 613 of IRCA Coa~hi17~ 'l'ariff No.22 Pt.1 Vol.1 lays do~m 

that parcels should be charged '~ ~i ther by uoic;h t or by neasurenen t 

vlhichever gives the greater ch.:n~~, 28 cubic decinctres being consi

dered equal to 4 lcilo~rans 11 • Hith the chnn&;o suc;cested in para 12.59 

above, in future this rule 'dill apply to luc;ca.3'c also. 
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12.64 Lou de:1sity goods, i.e., goods uhich are light in 

1'1C3i{.;ht in relation to thoir volur:.e talco up oore than their U.ue 

share of space and thus do r: ;t allou the c1.~aci ty of a vGhicle 

to be utilised adequately. Fragile. eo9ds often fall in this 

category, ~~d they also have to be handled oore carefully. It 

is only pro:;?er that the Raihmys should coopensate theoselves 

for the loss of cnrryin5 cnpaci ty ·~n.1d/ or additional expenses 

involved by charging for such eoods on volunetric ueight 

instead of tho actual ueight. 

12.65 lie found, in the course of our enquiry, that the 

Ra.ihTay staff experienced so::.1c difficulty in detecting cases 

in "IIThich there should be a question as to vThother actual or 

voluoetric T;lCight vTould be greater. The physical task of 

taking the ocasure6ents h1 such cases and <leteroining tho 

voluootric >Wight therefrol:-0.lso involves extra uork and sone 

staff nrc not ahrnys anxious to undert.::tke it if it could be 

avoided. It 1-ms also notic(L.l ~~1at thoro uere frequent 

oistnkes in taking noa.surenents C.:nd in conputing the 

volunetric vleight. V{e ga.thered that the staff l'l"ould prefer to 

be su:->:;;>lied with a. list of urticles which are bulky in relation 

to ueight and/ o'!f frc.gile ·and have a. sinpler foroula for· 

deterr~.lining the chargeable 1·TGight in such cases. 

12.66 In tho circuostnnces, >v-e recormend that staff should l•c;,-.. 

supplied >'lith a list of bulky/fragile goods. and articles 1-1hich 

should be charged on a "con.putcd" nci{S'ht and in all these 

cases tho charge should be based on the actual weight increased 

by 50 per cent. (It has been found in our test checks tha.t 

the volunetric >Wight uas generally about 50 per cent nora 

than tho actual •wight). \le have drn.-.. m up a list of the goods 

and articles which should be charged on this ba.sis, in 

consul ta.tion v7i th. the Rnihmys, o.nd -this is attached 

(Statenent 12.10). 

12.67 Although Rule 613 quoted above does not refer to any 

exceptions, in fact in certain casos:the proscribed basis of 

charging laid down in tho tariff is different. Sane exanplos 
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(Rules quotccl i:1 brnckot s .::.rc froo IRCA 

Conching Tariff No.22, Pt. I Vol.I) 

( . '\ 
~, 

(ii) 

Cut flo:wrs c.nc.l ruturnud <:)::l)ti os aro d10..rgod on 

nctunl uoiGht n~1d. not by non.suroGGnt f.Rulo 628( 1jz 

Live ·paul try (Rule 821), and cycles, rikshnws, etc. 

(Rule 901 ) are chnrged on actual -:voight sub jcct to 

tho proscribed nini:oun rTeight. 

(iii) Chnrpoys (Rules 513 & 612) nre ch.l.rged on a unit 

(stnnclard) ueight. 

12.68 

(i v) Cnnoes nre chnrgod by ueo.surenont only (Rule 1009). 

(v) In tho case of certain extra ln.rbe/oxtrn heavy 

packnges, the freight charges nre increased by 

25 por cent (Rules 504 & 609). 

Tho exceptions to the basic rule listed o.bovo nre 

reasonable. We consider however thnt, in keo}in3 with tho 

gonernl schen~ of things, it will be nero appropriate to 

increase the >veight for ch::-crge of the extra. large/heavy 

pnckn.gos referred to in itoo (v), rather than increase the 

freight charges thereon. lie uould nlso like to no.ko the 

following other suggestions: 

i) Explosivus of certain varietiei which nrc allowed 

to bo booked ns parcels shoulc.', bo cho.rged on o.ctunl v!eight 

increased by 50 por cent nnd not the nctunl vmigl:.t as at present. 

The·· rules require that rrhe~1 such explosives nre loaded in 

brnkevnns they should be separated froc other goods and 

nrticles ns n safety :;:>reco.utio~ and this results in 

incocplete use of the loading capncity of the brake.van. It 

vTould only be fnir for the Ro.iluays to COD.:;_Jensate. thec.selvos 

for this loss by increasinc tho ueight for chD.rgo. 

ii) Chapter IX of IRC~ Coachin~ Tariff No.22- Part I 

(Vol.I) lists certain articles e.~., cycles, scooters, rrotor

cycles, invalid chnirs, uhich nrc to 'uo cl1nrged o·;: actuo.l 



12-31 

ucicht subject to tho uininun Height indic.:ltecl a~.:dnst 9a.ch. 

All those a.rticlos arc ::>f ·st,J.::Hl.:lrcl size and sha.:;;)Q and thoir 

l·Teicht should not therefore i11 any case oxceeU. tho prescribed 

uoic:1t. I:a t~1e circunstnac..;s, it vlill b0 siupler to cha.rge 

for thou on n. u::.1i t or per a.rticlc b.:tsis nt the st.:tl1i.lard i'rcight 

laid down, thus eliEin:J.ting the need for -.;voic:;hne:1t, rather 

t'.1~:i.l 0::.1 actua.l vreiGht Rubject to the niniuun l·TCight indicated. 

As pointed out above, chnrpoys c.re already charged on a unit 

or per art,icle "!:lasis at the ueight presc:dbeJ. in the rules, 

instead of nctu-a.l v:eir;ht subject to a :lininun weight. Secondly, 

the li::::t of the articles given in this chn::>ter sho~ld be 

exp:J.nded by addition of other sinila.r itens ~., steel alnirahs, 

refrigerators, ~., and the following (fiG~res in brackets. 

ag-ainst each show stae1dnrd·· .weights laid dolm by 

Sta.te Roacl Corporatiorti): 

certain 

Truck tyros ( 60 kgs Knruatn.kn and l·1aharastra) 

Car tyros (45 kgs Karnataka/40 kgs Haharastra) 

Enpty can upto 20 litre capacity ( 15 kgs Karnatalm, 

10 krss I1~harastra.) 

iii) Baby cot consisting of a bed and a stand nade of cane 

and/or ba!·lboo, shoulcl be ch0..I'god on tho sane basis l'.s n charpoy. 
I 

12.69 In· conclusion vm vmuld sur_;gest that tl;le existing 

Rule 613 nay be ro-w·ordcd as follol~TS. This uou1c1· clarify tho 
•, 

position ar.d na.lce sin:;_Jler tho application of tho rule : 
11 Tho basis for chc,rginG" lu.:;gage/parcels s!'lall, de;_Jending 

on each S?Ccific case, be : 

unless ot:t.wnrise specified, the actual uei::;ht. 

t!'lo nctu::t.l weight, incro::t.sed or reduced in cases 

in ~1hich :provision is nado elsewhere in the 

tariff for such increase or reduction. 

the actual lveight, subject to a pinhrur.1 weight 

uhoro :;_Jrcscribed. 

u;.1i t (standard) ueiGht." 
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12.70 Household effects when sent in full vehicle lo::cds nrc 

ch.:tr(;'cd a. t the non12.l lu~:;g.:tc;o rates (free .:tllo-;m.:1co be in.; gi von), 

subject to ::t nininun chD .. rco f.Jr 45 qtls. (BG)/30 qtls. (I'IG)/22Y2 

qtls~ 1 (NG) for four-uhoolod vehicle. Bulky 1nrcels fully 

occu:;?yinG a vehicle are cho..rL;od ::tt pa.rcol ra. tos 211bjoct to .::t 

nininun chnrgo for 60 qtls. (BG)/W qtls. (EG)/35 qtl,s. (HG) p:n 

four-\vhoolcd vehicle. It uill be soon fron p::1.ra 12..11 t~n t ue 

consider that a (bo.:;io)/(vohiclo (or hro four-uhoolod vo~1icl3s) 

convoyinc· ::;oods and articles by a :Jnssoncor tr.J.in should oa.rn 

the s:J.nc nuount ns a sleeper coach on a N.::til/Exprcss tr.::tin. It 

ha.s boon calcuiit~d that in those cases the objective c.:t~ be 

a.chiev~d only if tho nini~u~ charge is for 60 qtls.(BG)/45 ~tls. 

(NG)/35 qtls. (NG) per four-~·rheeled voll~cle. He therefore 

rccoc.r.2encl that tho rules JJ.ay be a.nc:1dod nccordil;.~:;l;:J. Inciu0:1tnlly, 

these are also the nininuJJ. ucic;'hts .nlrco..dy :._:Jrescribed for household 

effects in tho Goods Tariff, .::tnd tho sane uei~hts are proposed 

to be proscribed for all other bulky articles in G~ods Tariff. 

12.71 As stated above, household offectn arc ch.:~.rgcd nt 

luggace rates after allo.ring free allouanco 1-1hilc bulky .;oods 

booked as parcels <J.re charged at ~::trccl rates. The tra.:.1sportation 

characteristics of household c;oods are, by and lo.rt;e, the sn:.:e o..s 

those of all other bulky goods booked ::tt p:ircol r6.tes. The 

luggage r.::tte is soneuha t hichor them po.rcel rate in consiclern tioa 

of the fact tha.t, as laid do>n.1 il1 tho rules, lu;_;-gngo cf a. 

:passenger vTill ccnernlly be de s:;_:>a. tched by the so.IJc tro.in by uhich 

he travels. A vehicle load of household effec~ is, ho~rov3r, 

unlikely to be despatched ·by tho tr::1in by uhich the o'\:ncr 

travels spoci::tlly if it is n. Ha.il/Zxprcss trJ.i:l; such vo:1icles 

nrc usua.lly des~ntched by n Parcel trai~ or n~ Ordin~ry trnin 

at tho O:Jcratinc convenience of the Rnilwo..ys. It ~o.y also be 

nentionod hero that tho vehicle loads of housohold ~ffects o..re 

booked in the ~.:trccl office. In tha circuu~tnnces of tha c2so, 

it would be o.pprcpriate to chnr~o for houschol1 effects sent in 
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V8hicle loads nt tho ?roposed GP scale of parcel rates 

in.ste:J.d of luc;cnge rates. At the snc.e tine, of course, it 

uill cnly be rensona.ble to lay down that: 

(i) no free allowance will be allowed on vehicle 

loads of household effects; and 

(ii) the rule'~ laying down tha.t the luggag-e of passenger 

will be norually.convoyed by the sane train by 

1fhich ho tra.vels does not cover personal effects 

booked at vehicle load rntes. 

Huno.n rennins 

12.72(n)A corpse is chnrccd on a unit i.e., per corpse per kn 

basis. Such unit rates c.re apt to be lo::::t siGht of- the 

corpse rates hnve not bc.en re7iscfl for r.mny yoo.rs a.l though it 

is subject to sor:.:Jsurchnrges in:~aseC!. in the interval. It uould 

be a.dvis:Lblc to cho.rge for n coi'J_)ose also on the sqnc basis tis 

other goods conveyed by pc.rcel service. A 90rpso needs n 
I 

separate conpa.rtr.:ent by itself ns nothing-else is n.lloucd 

to b-3 loa.ded nlonr; i'li th it nnd this results in sane loss of 

carrying capacity. All thinc;s considered, -vre rocon2:1end tho. t n 

corpse . should1)Jc chn.rgod at the GP Sca.lc on n. standard weight 

of 200 kzs. 
D. 

(b) Pnrts of/hunan body nrc charged at srolc 1 on nctu.J.l 

lTcight or volunctric ucight vThichever gives the greater charge. 
I 

\lc h:J.Ve sugc;estod. elsellhere ( Para. 12. 6'6) that all consignudnts · 

charged on this basis should in future be charged on the actual 
n 

Height increa.sod by 50 .per qont. Accordingly, parts of/hunan 

body nay also be chn.rged·n.t GP Scale on actual weight plus 

50 per cent. 

R.J.tes for bir~s/nn~1a.ls cnrried in brak~vnn(doE box) nnd/or 
F.nsson~cr con~nrtnont 

12.73 Certain birds/nninal3 arc conveyed in tho brakevnn 

.J.nd/ or, ulNre porui ttcd undvr the rules, 1li th tho passenger 

in his con::~nrtucnt. 

* n.u1·0 503 1::-l.CA Con.chinc- Tariff No. 22 Part I (Vol. I) . 
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At present there is no unifo~1ity in tho basis of 

ch:trgine or ia the rate at v;~1ich thG char.:;o is na.de. Soc.e 

are cha.rged on tl1e basis of viei;;l~t uhil~:; others are clwreed on 

unit (per bird/aninal basis). The rate applicable is the p::trcel 

rate in sone cases, dog box rate ia others, and tho j_)assenGcr 

rate in yet soco others. We do not sec a:1y point in this 

variety; it would be of advantace to charge c.ll of then on a 

uniforu basis and at ' , J 
"Gi! 0 SaDC ra. C 0 • 

12.75 Ordin::trily, the bircls/anir.EJ.ls i:1 question ei thor 

accon:;?nny a ::_:>asscngcr or nrc ncconp:miod by an attendnnt w-ho 

travels as a pnsson.:;er. They aro also booked in tho lugc;ac;o 

office. In either case, thorofcro, they ~an be regarded as pnrt 

of the passenger's bncc;n0o and chc.rged for accordi:::;.gly, no free 

allowance beinG' allouccl. It uill not be practicable to 1-reit;;h 

the birds/aninals and they nny therefore be charged on the bc..sis 

of a sui table standard vwight to be assigned to each. 

12.76 Frow. tho point of view· of the Railways, tho charge for a 

bird/ aninal vrho travels vli th the ovrner in tho :i?assen::;er 

conpnrtnent could be oven less than that for one conveyed in a 

brnkevan, since the Railtmy is relieved of all. responsibilities 

nnd the :;J:pace in tho bro.kevan ·hrhich could othcrvri se have been 

occupied bocones ~vailuble for carrying other birds/aninals. 

HO"treve:J;", it uould be reasono.ble to levy charges at hisher rates 

for a bird/ aninal travelling ~~i th the passenger in order to 

discourage their carriage in passenger conp.1.rtTien ts as they W:J.y 

cause inconvenience to other j_)assengers. In the circunstances 

of the case a hiGher charge is justified, even thouch the 

carriage of those birds/aninals in tho pass9ngor conpartcent is 

subject to the conse:1t of the fellou passengers and tho rulGs 

lay down that thu birds/aniwals nust be renovGd frou tho passenger 

cor.l~)nrtncmt "if subsequently objected to. 

12.77 In the lieht of tho foreGoing, and ~ased on our 

invostications regarding th0 a~~ro~riato wei~ht for ch2rGG, 

>W pro~oso that the v.1.rious birds/.J.nin."l.ls c-ay be C.ivided into 



12-35 

tho follouinc; ~rot9s ::me'.. c:1arced for .:J.t lu:.i;2.:;o rate for the 

ueicht inC.icn.ted nca.i::st ench suoject to a ninir:un of rs.5: 

Snn.ll n:1inals/ 
birds 

Dogs 

Lnrc;e birds 

Ca.lves 
Goats 
s:wep 
Pic,;s 

) 
) 

~ 

Rule 
+ 

815* 

003 

820 

813(1) 

In 3r:ll:cvnn 
(D~~ box) 

£ 

30 k'>" u 

30 kG· 

40 kg 

I~ :;_Jassengcr 
cor:"1o..rtr.:en t 

20 k~ if in a cnge, 
bas~ot,box or other 
suita.ble co~tai~er, 
and 40 kg ot:wr.Tise 

60 kc 

£ 

12.78 \The ro a do~ tr::rvels ui th the o•mer in a ·coD.:_:JD.rti.J.e::.l t 

ul10lly reserved for hiu, or in a. special t.rnin, the 

question of any :;_:>Ossible inco~venie~1cc to otb.er po..ssent;ers 

docs not arise. Unuer the rules therefore in such c.:J.ses ·a. 

doc is char3ed for at th~ rnte n~Jlicablc to one conveyed 

in the brake van. This arrangencnt secus to be reasonable, 

and in the circUl:lst~mces of the. cu.se, it c.ay be coatinucd. 
•.·· 

12.79 Under the existing rules, a. "seeinG eye" dog 

trav0llin~ uith a blind person in the con:;?art:went is char~ed 

at the nor~al ro.te. Ue COi1Sider this is not quite fnir and. 

such dogs :wny be nlloucd to tro.vel ui th tl1c passcnc;er in the 

conpo.rtncnt on pa~1ent of cho.r~;es for brakcvo.n. 

+ IRCA Coaching Tariff No. 22 Part I (Vol.I) 

£ not allov1ed. 

* Pup:;::>ies, cats, kittens, nangooses, ferrets, rabbits, 
nonkeys, GUinca-:JiGs and other snall u.ninals and 
si.J.all birds (other than poultry). 

By defini tio:1., a j,>Up)y nec.as :!. younG doe but fully 
cro1m up docs of certnin ~reeds, as~., chihuo.has 
and :pekingcse o.ny 0e snallcr tl1.D.J.~ the young of 
other breeds, e.f;., Alsatians or St. Bern:ud. The 
rule should ther-.:fore apply to sn:!.ll dogs a.J.d not 
only to pU:;::>)ies and it s~ould ~a revised to nakc 
this clenr. 
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12.80 Birds a:1d anin3.ls are charc;ed at a vehicle lm rate 

except in the case of canels and elephants which are charged on 

n. 1 per aninn.l 1 basis. Houever, as nornally ouly one canel or 

one elephant is loaded in a four-i;heeled vehicle, for practicnl 
'' 

pur,?oses, the rate for canels o.nd ele:;;>hants is o.lso a ve:1icle ku 

rate. 

1 2. 81 There are at present seven se~arate rate schedules in 

the tariff for birds and n.ninals as follows: 

Group A (i) Horses, ponies, nules, clonkeys, horned 
cattle, etc. 

(ii) Ele~hant~ and elephant calves. 

Group B (i) Cn.lves, sheep, goats and pic;s 

Group C 

(ii) Dogs 

(iii) Wild aninals (in caces) 

(i v) Canals 

Birds (in ca~es) 

For practical purposes, hovrever, there are three sets 

of rates, one each for group A, B and C. R::.tes for Group A are 

soncuhat higher than those for Grou:;;> B but the rates for Group 

C arc nuch lovrer than the Group B as they have not been revised 

for n. lonB period. Within n. croup, there arc sane differences 

betweel1 the rates for elopha:1ts/ canals c:mrged on per aninal -

kn basis and other aninals which are charged on vehicle 1m basis; 

uhile there are se·::;>aro.tc rates for B. G. n.."ld I-I. G. for other 

aninals, the rates for elopho..nts ac.1d canels apply to both the 

gauges and arc equal to B.G. rates for othor aninals. 

12.82 We see no advnntac;e in havinG these separate rates 

outside the nornal parcel tariff. Ue have deo.l t O;J.rlier 1-Ti th 

the rn.tos for bulky pn.rcols occupyi~1[; a full vehicle (ParJ. 12.70). 

Birds and ru.1inals in vehicle loc.ds stand on the sane footing as 

bulky c;oods, in tnnt they occu;_;>y rel.:.tivcly core s:;:ace thx1 

their vroight uould norrnlly require, o~1d thus tl10y do not ena:Jlo 
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the capacity of the vehicle to be utilised adequately. 

Accordingly, they nny be charged on the. s"a.ne basis as other 

bulky 0cods occu)ying a full vehicle::.o., at rob~l~r parcel 

rates 0::1 the nininun wei0ht of 60 qtls. BG/ 4-5 qtls. MG/35 

qtls. H .G. The basis for charge suc;gested above vlill 

ensure that a bogie vehicle carrying birds and a::1inals earn 

nore or less the sace anount as a sleeper coach on a Mail/. 

Express train. It will have the added advantage that the 

rates for this stronn of traffic will stm1d autonatically 

revised uhenever the IKJ.rcels rates are revised. 

12.83 Statenoat 12.11conpares t:1e existing and proposed 

rates for birds/aninals in vehicle loads. At the average 

length of the haul for each category, the increase in the 

rates will be. of the follo:t.;~nc; order: 

Horses, Hules & 
Ponies 1181 

Horned cattle 741 

Sheep & Goats 426 ... 
Other"livestocks 632 

Rs. 

.435+ 

258 

22 

103 

Increase 
per aninal . --or-

jO 

141 

162 

242 

239 
. . 

The increase in ~the rates l;ould be substant:i.al.However: 

(i) the proposed ·rates uill be about double the 

proposed goods rates. This is only proper 

considering-the speed and as$ociated advantages 

of passenger trains as coo.pa:red w:i th goods trains. 

(ii) a survey conducted earlier had shown that, 

nornally, only race horses costi:1g Rs. 50,_000 to 

Ps. 75,000 each are trnp.sported by passenger tr~in, 

and horned en ttle, sheep and gqats, ~re. b.ool~ed _, :·. 

by passenger· trains only when there are bo,oking 

restrictions by eoods trains or quic~Jer transit 

is desired for other reasons. We consider that 

raco horses can uell nfford to bcnr the proposed 

+ + L1clu: . .d:vo· o:t: 2)j~ o..C...:!.i tio:1.J.l :charge for 
s•)oci.:cl ty··,c hor3o be::. 

-" ~ 
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chnrc;os n~d it would be proper to levy tho 

proposed charces in respect of the others 

considoril1£; the circunstancvs in which they 
•' 

are ·b'Ooi£ed by pe1.ssongor tr.:J.ins. 

12.84 · , 1 Tho proposed rates 1vill n::rply on a per >-l.::::.c;on basis 

subject to tho nunbor of aninnls pornitted to be loaded ns laid 

down in tho rules. Conoig:1ors arc not cxpoctccl to lo::td a larger 

nunbcr but should tho lond oxcc8d tho prescri'Jed c::rrying capacity, 

an a.dditional charge uill be nade for c.J.ch nnin:.l landed in 

excess: 

(i) 
. 

In the case of caGcls and elevhxnts, as at present, 

every additio~.:J.l aninal loaded in excess of one in 

a four wheeled '\ITa(;On or hro in a 'oocie vragon will 

be charged nt. 50 per cent of the rate for the first 

anioal. 

(ii) In the case of other anioals, chrirges for tho 

excess :::mober of anioals 1rill be oade on a 

proportionate basis. At present,chargcs for those 

an"in.:J.ls loaded in excess of the carrying capacity 

are onde on an anioal kilooetre ra.te as sho~rr1 

bolovr: 

Calves, sheep, pigs & goats at 12 paise per anio.:J.l per kilooetre 

!Iorses, Ppnies, Ilules, Horned - at 16 p.:J.ise per .::mionl per kilonotre 
cattle etc. 

Those rates are widely different fron the proportionate 

rates per a.nioal peroitted to be loaded, vide statonent 12.12. 

In the case of calves, sheep, etc., this r.:J.te is nuch higher tha...'l. 
\ 

tho proportion_ate rate; l.n tho c.:tsc of other n:.1inals, this rate 

is higher in sooe co.sos ((lonkcys) and louor in others (horses 

and horned cattle). \Ic consider t:1c.t chnrge on a proportionate 

basis a~ proposed above would be oore reasonable. 

12.85 (a) In certain cnsos, tho rates [tro sui t<'lbly onh.:J.nced uhen 

a ~pccinl typo of vehicle is used: 
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(i) In the c~sc of horses, an additional charge of 

25 per cent is levied over and above the nornnl 

tariff rn to \'ihen they nrc carried in special 

ty:;;>e of horse boxes fitted vri th better al:leni ties. 

On strictly cost considerations, the additional 

chnrec could be at a lower rate. However, the 

s~ccinl typ~ of horse boxes nrc utilised only 

for race . horses vr:U.ch cost Ps. 50,000/- to 

rs. 75,000/- each E'.lld u~to 8 of then can be lqaded 

in one. I:l the circunstances of the case, 
1w consider tho. t the nd.di tionnl- chc.rge of 25 per 

cent is justifiable aad nay be nllo;;od to continue. 

(ii) Sl1eep .J.:J.cl :3"0ats. uhen c.J.rried in the specially 

constructed !il. (};. sheep. vans, hnvinz acconnodntion 

for noro th~~ 50 hecds,aro charged at double the 

norr:w.l rate. This inplies thnt the carrying 
i 

cap~city of the special vcns is double that of the 

nomnl van. It would .:r_;;>pcar ho1:ever fron Northern 

R:liluay' s exce:;:>tion to the relevant rule*. ·that the 

ca~C.£~ty of a s:;;>ecial van can be even nuch larger. 

In the circu.:lsta~').ces, · th·J rates for s:;_:>eci:J.l sheep 

van nay be fixed by the Railway Doard takin_; into 

accouat the relative currying capacity nn~ other 

relcv~~t circunstnnces. 

(b) In th0 c~sc of elephant v~~s and horse boxes, cupty 

hnulnc;e cho..rG'c is levied in certain circunstnnces. In the 

case of horse boxes, a dcnurrage charg--e is also levied in 

certain circunst.J.nccs. TakinG into account the anticipated 

cost in 1980.:...81; these nay be reYiscd as follow·s: 

&1:;_:>ty h~ul uc;o : 

Denurrc.(SO ch~Ges: 

Per four-uheeled vehicle 

P5.1. 50 per kn subject to 
a nininun as for 75 ko 

~.3-00 per hour subject to 
a niaicun as for 5 hrs. 

* Rule 813.4(b) Ii1CA Conchinc; Tariff Uo.22, Pt.I Vol.I 
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12.86 T~erc nrc, at present, seven sapcrato rate sc~odule for 

this stre~c of traffic as sho1rn bolotr. There ic also considerable 

difference in the rates and this is illustrated by the fic;l.l.res of 

froiL;ht char.:;es at Oll for 800 ~~s shom1 ac;o.inst eo.ch. 

i) ~·,croj_)lanes 

ii) llotor boats, notor 
trolleys cmd trucl~s 

iii) Boats 

-~ uheoled vehicle -----·- -------·---- ·--:-----il Oj_1ly oae unit :(or eo.ch addi-
(notor car etc) tioual unit(ootor 
is loaded co.r etc)loadcd in 

the sa~e vehicle 

1flr40 

1379 

999 507 
iv) C~rriago, ~Llo.nquins 

or dhoolies & ho'JC.lahs 602 

720 

301 

507 v) I1ot'Jr cars 

vi) i1otor car and carriage 
loo.ded together 1037 

vii) Hotor tractor, with 
or vri thou t a plouG"h 
on wheels, attached 792 507 

The existinG' rates apply on a unit basis _i_~!..' the rate is per 

not or car etc. (in the case of i tee 'vi how·ever it is for a conpo

site unit of a carriage and n notor car). ~ separate charge is 

levied for each addi tit!mtl unit loaded in a vehicle, Hhere pernis

si ble, cmd this varies froc 50 per· cent to 70 per cent of the 

pro,ortionate rate fo~ the first unit. There is however no ?re

vision o.t present for chargin.:; for an o.dditional unit i~ the case 

of itens (i), (ii) and (vi). This inj_)lies th3t in those cases 

only one unit can be loaded in a four-tlhooled vohicl0. 

12.87 SincG n full ve~1iclc is used in each cetse, it Fill be only 

rea~onable to charco fer the full vehicle even if only one unit 

is lo:J.dcd uh0rc nor0 tho.n one could h.::v~..: ~Jocn loo.dod. Lt the 

s:J.no tiue, since t;1o full vcl1iclo •r.-;ulcl have boon y:.id for o.l-

rac.'..Jy, it uould not bu justifil:d to lovy a SC-;?,-~r3to cllo.r_;·a for 



any additional unit(s) loaded in it. 

in each of ~hese cases: 
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Accordingly, we propose that 

(i) Tho charge should be made on a vehicle load basis , 
at GP scale of rates, on a weight of 60 quintals BG, 

45 quintals ~1G and '35 quintals NG for a 4-wheeled 

wagon. 

(ii) The sane rate should be charged regardless of whether 

only one unit is loaded in a vehicle or, uhe.re permis

sible, oore than one unit is loaded together in the 

same vehicle. 

12.88 The proposed r:it~ structure lvill bring- the rates for 

this stream of traffic which have dc~cloped independently into 

the nain stroo.n of parcel ra.tes. This 1Yill have the added 

advantage that ~he rates vTill stand revised autonatically when 

the parcel rates arc revised. Secondly, the proposed rates 

structure uill give an incentive to the users to load more than 

one unit together in. the sane vehicle v1here pernissible. .Apart 
. . 

fron bringinG about better utilisation of vehicles, ·the resul,-
'·' tant reduction in the rate per unit should,hopefully,attract 

nero traffic. 

12.89 Statenent 12.13 compares the proposed rates w·i th the 
:' 

existing rates. The position at the average lead of 961 kms 

con pares as follows: 

Pro "Posed rates Existing rates percentage _i~a._~ 

One or tuo cars One Two For one ]'or two 
car cars car cars 

rs. rs. r.s. of o6 t<J I 

4062 849 1465 378 177 

Thus the increase 'tvill be considerable. even if. conpari

son is nade on the basis of hw cars. However, this is un- · 

avoidable if our objective{:Jc.ro. 12.11)th:::.t tl10 earnin{~S fron this 

streao of troffic should be cooparable tothose fron second 

class sleeper in Mail/Express trains is to be a6hioved. 
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BcsiG.os, tho pro:c:lOsod r.J.tc uill bo onl! 8.12 per cent (if one:: co.r 

is lo.J.ded) ~nd 4.06 per cent (if tuo cars o.ro loaded) of the 

:present cl.J.y :)rico of o. c.J.r uhich is r>. 50,000. It nay bo nontioned 

hero th2t th·J bulk of nato:::- c.:1.r tro.ffic by passenger trains is 

lo:_1G' clistcmce (av0ragc load 961 lms) and is on o.ccount of tr:J.nsfer, 

otc, 1 1ihic~1 is paid for by tb.c on:ployer. In o.ny co..se, any one uho 

co.nnot afford. to send his co.r by pnssengcr train c2n send it "by 

goods trai~, t~e pro~osed rates for which will be about 50 :per 

cent of the proposed rates by passen~er trains. 

12.90 Under the existing nlles, a consignor no.y send the spo.re 

parts of notor cars and his personal effects in the sane vehicle 

in which a notor car is convoyed on payDent of freight char.:;-es 

therefor at luggage ra tcs, iri. adcli tion to t;1o charges for t~10 

notor car. This is done l10I'Ll.::tlly only uhen one i.:lOtor car is 

loaded in a vehicle. Under the proposed rate structure, charge 

will be nade for on o. 1voi~ht of 60 q_tls. BG/45 qtls. IIG/35 qtls. 

NG even when only one car is loaded o.lthouG'h 11ornetlly hro can be 

loaded together in a vehicle. In vimv of this, in f'u turc no 

charge should be nade for spare petrts or personal effects upto 

30 qtls. BG/15 qtls. HG/5 qtls NG uhen these are sent in a 

vehicle in which only one cotor co.r has been loaded. It nay be 

nentionod here tho.t a sinilo.r provision is being n~de in the 

proposed t;ood.s rate structure takin,:;. tho cl1argeo.0lo ueight for 

a uotor co.r as 30 quintals. 

12.91 I::.1. certain cases, an en~)ty ho.ulac;c chnrcc is levied at 

32 paise per vehicle l:::o_. ·:rhis rate is th8 sane as _clw .. :r-goC. in tho 

case of vehicles for o.nino.ls reforrod to in p.J.ra 12.85(b) a.:1d 

no.y be revised in line with our reconnond.J.tion therein. 

r1ethocl of Levying Extr~_Ql12.r;1e~ 

12.92 In sane cases nore than one "extra" chnrse (of the ty2o 

proposed in parus12.30, 12.40, 12.68) nay have to be levied. In 

these cases, eo.ch extrn cho.rge should be calculated \·Ti th 

reference to tho basic rate and not ono on top of th~ other. 

Thus, if tho freight clnrge a.ccordi:1c; to the tariff is P·>. 50/-, 

nnd one extra. charge of 50 :por cent is levi.J.blo beca.usc tho 
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goocl.J arc bulky .:::1d GIJ.othe:.: cxtru chnrc-e of 1 0 per cent is 

leviable because the goods are to be sent by Mail/Express 

tr.::tins, the charge would be Ps.50 + Ps.25 (50 per cent of 

Ps.50/-) + Rs.5/- (10 per cent of P5.50/-)= Rs.80/- (The sane 

principle should be npplicd to surcharges and rebates in 

goods rates also.) 

*** 
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Stc. tcmcnt 12.1 

Statement showing ABC analysis of the more important 
goods & arti~les, ~nd livestock carried by Passenger 
and Parcel· tra.ins on Indian Raihrays. 

Based on sG.nple studies o~~ 3 days in April 1977 
and 3 du.ys ~n October 1977 on six Rai h<ays. 

Name of the :Tom:e I Vo~ght ·I Average 'I I 
COJ:JmOdi ty 'kilo- I ' lead I t ' 'metres ' (Quintals)~ (Kms.) 

2. .. 3. 4. I 5. 

I 
I 
I 
r 
I 

' ' 

Eari1ings 

( Rs.) 
6. 

Parcel 

1 • Others 46,46,248 67,272 691 17,47,35
1

5 
2. Plantain 83,03,043 79,564 1044 8,L~8,852 

3. Vegetables, 22,83,042 41 '61 9 549 3,99,930 
Fresh & Dry 

4. Fish 14,96,968 20,429 733 . 3,39,536 

5. Handloom cloth 12,33.,057 11 '981 1029 2,68,087 

6. Betel leaves 6 ,06',.130 7' 179 844 2,20,058 

7. Fresh fruit others 8,81,202 11 '720 752 f, 86, 81).8 

8. I-1achinery & Parts 3,77,610 4,756 794 1 '0)' 668 

9. Books & Uagazines 4,67,271 5,689 821 1 '51 , 381 

10. Eggs 4,29,424 5' 131 837 1 ,46,A31 

11 • Ora!'lges 8,01,067 6,196 1293 1,36,651 

12. l1ilk & run: Pr~ucts 5,69,715 14,034 ·406 1,33,932 

13. I:ledicines 2,69,542 3,155 854 1,22,368 

t4. Hangoes 6,31,099 5,286 1288 1 '12 '792 

15. Cinemu. Films 1 , 31 , 944 2,960 446 79, 50't 

16. Textile Garments 1 , lr 1 , 377 2, !1-72 572 68,047 

17. Leather Goods 1,09,558 1 '594 687 53,961 

18. Bullion, TreJ.sure & 75,382 960 785 51,331 
Coins 

19. Aluminium vro..res 39,228 1,L'r52 615 39,682 
J 

20. UeHspapers 1,17,023 2,730 429 32,235 

21. Hetal \Jares 42,384 945 449 28,019 

22. Bidies & Cigarettes 49,444 1 '377 359 26,966 

23. Radio, Transistors 52,706 545 967 22,851 
and TVs. 

24. Tyre~ &Tubes ,~o, 607 869 467 22,475 

Contd •••• 



Stntcnont 12.1 (Contd.) 

s. ;Na.w.e uf the :Tonne I 1-ieiL;ht :Avera.g~ E.:trnings I I 

No. ; co:o:n.odi ty pdlo- I ;1eo.d I 

' ' . -
' : Lletres : {Q.uintsls2 I ( -r ) I { F>. 2 .. h.!':lS • _ I 

t I I 
1 • 2. I ·z 4-. I 5. ' 

r :;. o. 

Parcel { contd.~ 

25. Cycles & Cy(:!lc /r2, 723 872 490 22,379 
parts 

26. :3 ras s. '\'I J.rc 39,.372· 965 · ,to8 22,081 

27. Poultry & birds 35, l'r-68 607 584 17,844 

28. Icc 4·~. '250 2,950 150 16,116 

29. Gas .. Cylinders 2S,099 1, 207 2/t 1 13 '802 

30. Furni turc 21, 7-~0 /r65 !J-68 11 '302 

31. Soaps & Cosuoti cs 1G,51t.- 307 603 9, 902 

32. Pineapples 23,715 193 1229 !;., 31'.2 

33. Acids 7,/141 11 5 647' .~, 038 
'71 
.J' r • Potteries 1' 183 31 382 588 

Tot:::l (Parcel) 2,,~1 ,53,576 3,07,627 785 55,!r7,35!J-

Lugp:a~e 9,23,681 28' 157 328 5,18,326 

Total (Parcel & 2,50,82,257 3,35,784 7 ~'r 7 60,65,680 
Luggn:~c) 

Livestock 

1 • Other c .. 1 ttle 40,981 553 7 .).1 32,522 

2. Other Liventock, '13 'Q.~2 219 632 6,262 
excluding 
Poultry & Birds 

3. Sheep3 & Goats 9/)71 23·:~ 426 5,639 

L~. Horses, Mules f.c 7,560 64 1181 2' L1r88 
Ponies __ .__ ___ . _____ 

Total (Livcstocl:) 72,354 1070 676 ·~6' 911 

Hot or vehicles 46, 0.'~) ~~79 961 31 '5-~0 
----

Grand Tot.::tl 2' 52' 00' 65 l~. 3,37,333 7 ·~7 61 'tt(' 1 31 
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2 

3 

4 A 

4 B 

4 c 
5 .A 

5 B 
6 

7 

0 

Conparison of incronso in C")sts ilith 'incrot•.se in Pnrcol rates 
fron 1970-71 to 1976-77 

P0rcont~ce incr~nso in 1976-77 ovor 1970-71 

l-'.li.RCEL Rl...TES ..,--:---· .. -- --. ·)-
\ nt 100 l~ns 

Duscription 

Othor n.rticles 

Betel lonvos, butter 
creo.n, khon 

Expensive fruits 

mggs, fish, Me~t & 
Hnndloon proclucts 

Inexpensive fruits 

Onions, poto.toos etc. 

· Books & Khnddnr 

Vogetnbles 

Milk 

Newspnpors 

Seeds for ngriculturnl 
purposes. 

Po'i-conto.ge 
incro_g,gl...Q __ • _ 

32 

32 
21 

33 
21 

5 
32 

5 

5 
32 

32 

Averngo nnnunl cost 
per onployeo 

Unit price of fuel 

-Conl 

-Diesel 

-mlectricity 

Unit price of iron & 
stool 

Unit price of cencnt 

Gcncrnl Price Indicios 

Cost of living index 
(1960=100) 

Wholosnlo price index 

Porccntngo 
incr.QQ&Q_ 

06 

90 
167 
72 

07 

73 

201 

77 

(Taken fron pngc 115 of Yenr Book 1977-78) 



Statement 12.3 

Comparison of highest (Scale 1) parcel rates in 
1976-77 vii th 1976-77 costs. 

Distance Per Quinta 1--
Unit Cost Scale · 1 Parcel Rates. 

Kms. P..s. Rs. 

100 11 • .50 9.32 
200 15ll' 31 14.27 
300 19.12 18.84 .. · 
400 22.93 23.00· 
500 26.74 27.16 

600 30.55.· 31.05. 
700 34.36 34.94 
800 38.17 38.82 . 

900 41_.98 42.40 
1000 45.79 45.97 

1100 49.60 49~54 

1200 53.41 53.11 
1300 "57.22 56.28 
1400 ··61.03 ' 59.46 

1500 64.84 . 62.63 

1600 68.65 65.80 
1700 72.46 68.98 . "-~ 
1800 76.27 72.15 ' 

1900 80.08 74.53. 
. 2000 83.89 76.91 .. 

2100 87.70 ':!9. 29 . 
2200 91.51 81.67 

2300 95.32 S4.05 

2400 99.13 86.43 

2500 102.94 88.02 . 

2600 106.75 89.61 
2700 110.56 9'1. 20 

2800 114.:37 g2.78 

2900 118. 18 94.37 

3000 .121 ~-99 95·9? 



Sto.tenent 12,4 

St::J. tcr:ont coD~I.:trin.:; tho I'roposocl Gcncretl P.J.rc.Jl Ro. to 
ui th cost ccnd oxistinn· Sc.!!.lc'1 ?:::trcol R.:tto 

:t976-77;cost 
Disto.nco' cost :osc.:tln

' ted by 
1
30''b I I 

\ ,. I 

;Excess nf )reposed r~to over 
;Escalated c~st : Existin3 Ro.to 

I 

Kns. ~. ~. ~. ~. ~. % ~. % 
100 

200 

300 

500 

600 

700 

800 

900 

1000 

1100 

1200 

1300 

1 ,~oo 

1500 

1600 

1700 

1800 

1900 

2000 

2100 

2200 

23)0 

2400 

2500 

2600 

2700 

2800 

2900 

3000 

11 •. 50 1 .. ~.95 

15.31 19.90 

19.12 2<t. 86 . 
22.93 29.81 

30.55 39.72~ 

38.17 49.62 
/,1.98 5·Ar-.57 

'~5.79 59.53 
!;. 9 • 60 . 6 /~ • /~8 

53 .1).1 . 69. !;. 3 

9.32 

1 ~.27 
13 .8,;. 

23.00 

27.1G 

3·~ .1 6 

)8. !1-3 

~~-2. 70 

Vi.64 

50.57 

50.4-2 

57.22 ·7<'1-.39 61.91. 

61.03 ~~~34 6J.41 

63.65 89.25 72.38 

72.~6 9~.20 75.80 

76.27 99.15 79.37 

80.08 10~.10 81.90 

03.89 109.06 84.~0 

07.70 

91.51 

95.,2 

99.13 

102.94 

106.75 

110.56 

11,l.37 

110.10 

121.99 

11·; .• 01 37.22 
I 

118.96 89.04 

123.92 92.46 

120.37 95.07 
133 .• 02 96.02 

133:75 98.57 

1<:-3.7<1- 100.32 

1-l3.68 102.06 

153.6-~ 103 .• 81 

153.59 105.56 

15.00 

22.60 

29.00 

31;.30 

.;.o. 60 

52.20 

63.80 

69.00 

7 ~~- 20 

7~.40 

0!; .• 60 

091'80 

95"00 

99.00 

103.00 
' 

107.00 

111 .oo 
115.00 

119 .oo 
123.00 

127.00 

131.00' 

135. O'J' 

139.00. 

1<1-3.00 

1 ·17 .oo 
151.0;) 

155.00 

0.05 

2.70 

:1-.99 

5 .8-~ 

6.60 

7.53 

8.30 

9.23 

9.47 

9.72 

9.97 

10.21 

10 •. ;.6 

10.71 

9.75 

0.80 

5. 9-~ 

:,.. 99 

3.00 

2.13 

1.10 

0.25 

(-)0.73(-) 

(-)1.60(-) 

(-) 2. 6 -~ (-) 

(-)3.59(-) 

0.33 

13.57 

1 G. 65 

16 .so 
16.82 

16.86 

16.89 

16.91 

15.91 

15.07 

11t-. 36 

13.72 

13.10 

12.71 

10.92 

9.34 

7.92 

6.63 

5.45 

·~. 30 

1.65 

0.08 

0.10 

().51 

1.13 
1. 72 

5.68 60.9:'r 

8.33 50.37 

10.16 53.93 

11.80 51.30 

12.2,-:. 35.03 

13.77 35.83 

15.30 35.83 

17.1G 3G.79 

19.71 y:.17 

20.98 35.91 

22.69 3S.65 

2/,.39 37.29 

26.11 37.90 

26.62 36.78 

27. 12 35.7 ·~ 

27.63 3-~.01 

29.02 35.c~O 

30.->J 35.93 

31.78 36.:;.,:-

33.16 36.91 

35.93 

33.18 

.:.2. 60 

~7. 19 

37.79 

39.43 
.;.1 .02 

<-2. 5-~ 



futonont 12!4 
St.::~. tenant c::n:llXLrinc; tho :Pr,;pos~d Gonor.-,_1 Po.rcol Ro.te · 

Hith cr_,st "-11d existinr; Sc.J.1e 1 P-'1rcol Rn.te 

Ra.to per guint:-:1 per ki1onotre 
' 

Escalated cost ' Existinc; ra. to Proposed 
I ri'.to Dist.::mco 
I 

' I 
I 
I 

10, 11. 12. 13. 1 tr. 15. 16, 
P1.isc Index .... P:tisc Indox Paise Index Kn 

1 1~. 95 100 9.32 100. 15.00 100 100 

9.95 66.6. 7.14 76.6 . 11.30 . 75.3 200. 

0.29 55.5 6.20 67.4 . 9.67 61:-,5 300 
7. !;S ~~9~0 5.75 61.7 0.70 50.0 400 

6.95 4~.5 5 .L~3 50.3 0,12 5,t.1 500 
6,62 ~~tr. 3 5.69 61 .;.1 7.73 51.5 600 

6,30 /:-2.7 5. -~9 5:3.9-. 7 •'~6 49.7 700 

6.20 41.5 5. 3·t 57 .3. 7.25 40.3 GOO 

6,06 ~~0.5 5.10 55.6 . 7.09 . ~'r? • 3 goo 

5.95 39.8 5.06 54.3 6~90 ·"rG.OO 1000 

5.06 39.2 ~~.95 .?3.1 6.75 45.0 1100 

5.79 30.7 4.07 52.3 6,62 44.1 1200 

5.72 30.3 4. 76 •..• 51 .1 6.51 . 43.·~ 1300 

5. 67 37.9 4.67 50.1 6. '~ 1 42.7 1 !;-00 

5.62 37 ,'6 ·~.59. ·~9~3 6.33 42.2 1500 

5.50 37 3 ·- 1;-.52 !;-0.5 6.19 ~'r1.3 1600. 

5.54 37.1 1 ~ • ~'r6 47.9 6.06 flrO • 4 1700 

5.51 36.9 ,l. ·t 1 ,~7 .3 5.94 39.6 1000 

5 .-~0 36.7 l~. 31 . l'r6e2 5 ,0/;- 30.9' 1900 

5.45 36.5 tr• 23 t,.5. 4 5.75 30.3 2000 

5 ··l3 36.~ :~.15 /~1:-.5 5.67 37.0 2100 

5. 1;-1 
.. 

36.2 !r,OO !;-3.0 5.59 37:3 2200 

5.39 36.~ :~.02 /r3 .1 5.52 .• 36.0 2300 

5.37 35.9 3.96 42.5 5. ·~6 36,1,. 2t,OO 

• 2500 5.35 35.0 3.07 :, 1 • 5 5. -~-0 36.0 

5. 3·t 35.7 3.79 !rOo 7 5.35 35.7 2600 

5.32 :-:~.6 3.72 39.9 5.30 35.3 2700 

5.31 35.5 3.65 3S.2 5.25 35.0 2000 

5.30 35.5 3.50 7.0 • 
:Ju • 't 5. 21 34.7 2900 

5.29 35./r 3.52 37.0 5.17 3/~.5 3000 



stntcncnt 12.5 

~sults of snnplo study of compensation 
clains rclnti~~ to parcel tr~ffic vis-a-vis CJmpcnsation 
clain:::; rola ting to goods tr.:1f.fic in tr.~.o pc.riod .April to 

---·--

Apportioned 
earnings. 

Claims 
preferred· 

Anount 
claimed 

% to 
apportioned 
earnings 

Clnims paid 

.Anount paid 

%to · 
apportioned 
earnings 

July 1979• 

Unit. 
Porisha-
blcs 

re.takhs 

No • 

Rs. Lnkhs 

% 

No. 

Rs. Lakhs 

·% 

Goods Parce:ls 
Other Total :p . 

1 or~- Other 
than ~~hablcs tho.n 
pori- peri-. 
shablc s : shanlcs 

7,576 

15,049 5,598 2,007 
' ... 

842 15.16 16 •• 5 

11 .1 

4,867 3,400. 1,143 

29 4.55 1.57 

0.4 

Toto.l 

246 

7,605 

31.81 

12.g1 

4,543 

6.12 

2.50 



Statement 12.6 
p or;mr~:r:.iJ3_C}_~ _ _o_f Pnrce 1 rC~. tcs r'.nd Rond rn tc s for JL2ndloom 1 ,Khnddnr nnd Books. 

S.No. Comnodity Station f:Distnnco by Existing pnrce.i Roo.d rntes per 
From To : rnil --~ rates per quintal i quintal : 

at. Scnle 4A o.r 5A . ! 
ns nppticc.ble. . 

2 3 4 : 5 . 6. i .T • : 
Kms. Rs.P. Rs.P. 

1. He~.ndloom 
i) .Shirting Bombny Delhi 1388 27.10 57.80 

Salem Delhi 2523 45.76 74.35 

ii) Bed Sheets Karur Delhi 2648 46.56 6i.oo 

iii) Curto.in cloth Knrur Delhi 26!,-8 46.56 -·67 .oo 

2. Khnddnr. 
i) Shirting Surnt Ne~1 Delhi 1122 22.37 52.13 

ii) Dhoti (Gents) Rnichur Ne,,.l Delhi 1972 33.75 59.60 
iii) Lungi r-Indrn.s Neu Delhi 21~8 36.10 112.60 

iv) Snree Bnrigalore New Delhi 2541 39.25 127.60 

3. Books. 
i) Text Books Neu Delhi l~hme do. bad 934 19.60 . 23.00 

We1·r Delhi Bombay 1384 26.40 35.00 

Ne1-r Delhi H0 wrnh 1441 27.10 48.00 

New Delhi Mndrns 2188 36.10 75.00 



Present and pro_poscd r:J.tcs fo!' Parcels nor quint:J.l 

GP Sca.lo CP1 Sc::.lc CP2 Sc.J.lc. 
Dist::mce Dxisting~ ProposodQEx::.:::; tins! Propos"Cd ~xistinc:Dxistinz 

Scale 1 :GP Sc.J.lc Scale 2 1 CP1 Scn.lc sc.-:lo 7 1 Sco.lo 4A !;.B. 
Index 100 I 100 80 80 54 48 

1 • 2. 3. 4~ 5~ (). 7. 
s:ra. Rs. Rs. rw. Rs. Es. P.s. 

100 9.32 15.00 7.50 12.00 5.02 4.49 

200 14.27 22.60 11.f-r7 18.08 7.62 6.80 

360 13.34 29.00 15. 11 2).20 10.02 8.92 

40) 23.00 3•i- .so 18.45. 27 .8<'1-
. 

12.23 . 10.37 

500 27.16 40.60 21.78 32.48 1-] .• !;.1 12.81 

600 34.16 46.40 27.38 37.12 18.29 16.09 

700 38.43 52.20 30.81 41.76 20.54 .18.11 

800 42.70 . 58 .• 00. 34.23 46.~-0 22.82 20.09 
.. 

900 46.64 63.80 37.37 51.04 2<~ .)1 21.92 

1000 50.57 69.00 /~0. 51 55.20 26.99 23.76 

1100 54.!r9 74.20 ~-3. 66 59.36 29.03 25.59 

1200 58 .. 42 79.40 !~6. 81 63.52 31 .18 . 27 .. ,~2 

1400 65.'1-1 89.80 52.38 . 71 .8!';- 3/~ .87 30.68 

1600 72.38 99.00 57.97 79.20 38.53 33. g,~ 

1800 79.37 107.00 63 .. 56 85.60 !].2. 30 . 37.20-

2000 84.60 115 .. 00 67.75 92.00 /~5 .. 08 39. 6!;-

2200 89 .8tt- 123.00 71.91', 98.t,o ·~7 .86 1~2 .09 ' 

2400 95.07 131 .oo 76.13 1011-.80 50.65 ::.53 

2600 98.57 139.00 78.93 111 • 20 52.50 <:.6 .16 

2800 102.06 1·1-7.00 81.72 117.60 5<1-.36 -'.-7.80 

3000 105.56 155.00 84.50 12,~.00 56.21 ,·~9.~1..2 



Stn tenant 12•? 
Present nnd nronoscd rntcs for parcels per guintnl 

{.;..1:'~ Scale 
Existing!Propo~;d 

~lc 5A 1 CP2 Scnlc 
42 ~ 50-
8o I 9o 
Rs. 

3.89 

5.88 
7.69. 

9.36 

11 .03 

13.84 

15.5!, 

17.26 

18.82 

20.39 

21.98 

23.5'~ 

26.33 

29.12 

31.91 

34.01 

36.10 

38.20 

39.60 

·~ 1 .oo 
,~2. 39 

Hs. 

7.50 

11.30 

14.50 

17.40 

20.30 

23.20 

26.10 

29.00 

31.90 

37.10 

39.70 

~~4. SJ 

~~9. 50 

53.50 

57.50 

61.50 

65.50 

69.50 

73.50 

•77 .50 

CP3 Sc:1le 
Distance Existing:Dxisti_n_g_7:~5x-~~-s~t~i-n·g-~:P_r_o_p_os._c_r-~ • 

Scnlc 5B 'Scale US:;...;c;;..:;;o.;;.;;l:7c....;8~:..=c..:..P..:.3-;:S;:-c~:;;;n::_::l;.:::,ci---=--~----
42 1 27 1 26 t 40 Index 
1 0. _! 11 • ' 1~2-. ---.~~1 -~;) .---+---=~1~ ~~:.-=-~-=-----
Rs. 

3.86 

5.83 

7.64 

9.29 

10.95 

13.99 

15.71 

17.43 

20.61 

22.20 

23.79 

, ... 
26.61 

29.·~3 

32.26 

34.37 

38.60 

:,1.1't3 

Rs •. 

2.53 

6.29 

7.56 

8.69 

10.98 

12.26 .. 
13.52 

11';- .80 

16.09 

17.36 

20.33 

22.25 

24.16 

26.08 

27.80 

29.71 

31.63 

33.53 

35.45 

Hs. 

:~.60 

5.57 

6.5<1-

8.18 

9.20 

10.19 

11 .1 0 

12.02 

12.93 

13.85 

15.49 

17.11 

18.73 

19.97 

21 ~ 18 

22.41 

2).21 

2L~.85 

Rs. 

6.00 

9.04 

11.60 

1_3.92 

16.24 

13 • .56 

20.88 

23.20 

25.52 

27.60 

29.68 

31.76 

35.92 

39.60 

·~2.80 

46.00 

49.20 

52.40 

55.60 

58.80 

62.00 

Kn. 

100 . 
200 

300 

400 

500 

600 

700 

800 

900 

1000 

1100 

1200 

1400 

1600 

1800 

2000 

2200 

2400 

2600 

2800 

3000 



Statement 12 .. 8 
Circulation_ of Nel~s.J?_apers and Periodicals in Jndia 1976, 

.. 

(Periodicit;.ar.Y_-.;.;.lTJ.:::;.:. s=e:.L) _______ ----· ·:--~ _______ _,._( ..:.I:-.:::Il thousnJ;l_<Y!L_ __ --------
Dailies Tri/Bi-\ieeldies ~leeklies Fortnightlies MonthJJ;es Other Periodi- Total all·--Year 

1976 9,338 123 9,154 10,839 

Circulation of Helrsp.apers and P~Fiodicals· in Inc~ia. : 1976 
( By _size-category, circulation ranr;e and perio.Jti.£i.ty}_ 

----Size -category Big 
Circulation Above 50,001 -
range, 1oo,ooo . . . : .too,ooo 

2 
A 

1. Dai: ie s** 23 19 
(3.6) (3.9) 

2, Periodicals "33 ' 40 
(0.5) · ( o,·6) 

3,All Newspapers/ 
periodicals 56. 
(Total 1 + 2) (0,7) 

59 
Co.8) 

B 

4, Dailies** 1,272 

15,001 -
50,000 

Small 
5,001 -
1;5 ,ooo . 

. Number* of Neuspapers Periodicals . 
'89 158 

( 13.9) (24,6) 

145 . 499 
(2.1) (7.2) 

.·., 

234 657 
(3,1) (8.7) 

:CQtaJ. Circulation (In Th~usa.nds) 

2,531 1,428 3,473 
(36.7) (_13,_4) .. ( 26 ,8) (15.1) 

2,821. 3,697' - 4, 279 .. 
(11,5). {12.0) ( 17.4)! . 

.. 4,093- . 6,228 ~,707 
(12.0). --( 18,3) ( 16.7) . 

5, Periodicals 5,419. 
- (22,0) 
6,All nevrspapers/ 

periodicals. 8,892 
(Total 4 + 5 ) (26,1) 

ci tie.s. 

1,876 

Up to 
5,000 

352 
(54.9) 

6,179 
(8g,6) 

6,531 
(86.7) 

757 
(8~0)- , .. 

8,398 
( 34.1) 

. g, 155 
. ( 26 ,q) 

periodici
ties. 

34,075 

All sizes 
All circulation 

611 
( 100,0) 

6,g86 
(1oo.o)· 

7,537 
<.1oo.0, 

9, 461 
( 1 oo.o) 

24,614 
(1oo.o) 

34,075 
(1oo.o) 



Circulation of·· Newspap~rs and Periodicals in India : 1976 
(By size-category, circulatio"n·ranee and periodicttYl __ 

.. 
. -

Statement 1.2 :a.( contd.-) 

~ 

Big· Medium Size - category - Al1. sizes Small. ·------
Above :50,001 -Circulation 
100,000 1oo,ooo. 

15~0Q1 -
50,00.0. 

5,001 - Upto 
.. 1 5, 000 . 5' 000 . i 

All circulation 
ranges • 

range. 

(1) . ·. (2). ·. "(3) 
--------------~----~~--~~~----------~~---------,~---~--~--------~(~T~o~tal 1 _t~o~5~) _______ __ 

(4) (5) . w .. Periodicity 

.7 ;_ 

8. 

g. 

C : Average Circulation B/A. ( In. thousands)·· 

D ilies 151.0 66.9 ... . 28.4 ..... . 

Periodicals 164.2 .. -70.5 .25.5 

All ne1·rspo.pers/ 
periodicals 
(Average 7 & 8) -158.8 6g.4. 1.4 

Note Figures in bro.ckets represent the percentage share of the relevant 

circulation range in tho .total for t'.ll circulntion rnpg~ • 

14.0 

3.6 

4.5 

* Figures denote the number o.f rieuspc..pors/periodicals to 1rhich the circula.tion 

figures in· 1 B' relate/perb.iJ 

** Including Tri/Bi-uceklies 

(Source.: Ea.stern Economist - da.ted 13th April, 1979) 



\•Ieight of parcel 

Kgs. 

0 - 5 
6 - 10 

11 - 25 
Over 25 

Total 

A!]_aly~s of Newspaper and magazine parcels by weieht 

Engljsh Nex~~a~ers 
~~ Hindustnn 

(Hadras) 

31 
21 

27 
51 

130 

* Milap 

Partap 

Hindu 

Ajit 

(Delhi) 

76 
12 

12 
11 

111 

Navm Znmana 

Lok Lahar 

Akali Patrika 

~imes 

Indian Language 
Statesmen 
(Delhi) 

Newspapers 
(Jullundur)* 

19 127 

7 13 
.- 3 7 .. 

19 
i.l 

30 154 

Statement 12-CJ 

Hagazines 
KY!ID!d~m and Kalkand-q_..:_ __ .· __ 

(r1adras) 

107 

35 
30 
52 

224 



List of lovr-dcnsi ty nnd/or frnp;ilc n.rticlcs ( o..rretn_gc d n.lpho..b:J.tico.ll; 

};.rtilccs 

1\.LNIRAH, \'TOOdcn or stool Furni turc 

ALUNINIUH vf.ARES: 
Lnddcrs, Utoncisl,Vcsscls 

ANNETERS ,electric, frngilo · 

BJ .. RRELS, onpty 

BaSKETS, onpty, bo.nboo/cnne,poult~y 
BASKETS, loaded ,dth ducks 

BEDDINGS 

BED M!: .. TTRE SSES 

BEDS 

BENCHES, furniture 

BIDI LEAVES 

BIRDS (Other thnn Poultry), in cngos 

BIRDS chcken pncked in baskets 

BRASS \'Tl..RE, vessels pnckcd in gunnies 

CABINETS, wooden, steel 

CANE FURNITURE 

CARD BOl..RD, bcxc:J cnpty, folded, not fold.cc'l. 

CIL:..IRS, furP.i turc 

CIIICKEHS, in b['.skctn 

CIIILLIES, c .. ry 

CHIR.l~ (bct'.tcn rice) 

COIR l'IATTRESSES 

COOLERS 

COOLER GH.t .. SS 

COTTON, unpressed 

CUPBOARD, irmodci:, iron 

DANDJ~SA (sticks for cloc.ning tooth) 

DENSITOHETER - Trr.nsoission 

. DHOLL.K 

DRUGS, country 

DRilllS, onpty 

DRY CHILLIES 

DRY LOTUS 

J:ci hrc.ys 

CR,ER,NR,NER,SCR,SR 

ER,NER,NFJ.,SER 

CR 

NFR 

NFR 

SCR 

NR 

NR 

UR 

CR 

SER 

SCR 

SR 

SR 

CR 

SCR 

SR 

:en., 
S:DR 

NR 

SDR 

lffi 

NR 

Ill 

NFR 

NR 

IJR 

CR. 

NER 

SR 

HFR 

NR 

SR 

NR, n;_:;R 



~+';lt,.-•nt 
J~~~ffiip 12. 10 (Co_ntd.) 

::..rticloc 

~:.RTHEH POTS 

Ei.RTHEH ~;;..RE 

LLBCTRIC BULBS, in wooden crntes 

i:L£CTRIC GOODS 

ELECTltiC TUBES 

EMPTY BARRELS 

bc.skcts 

boxes 

cn.ns 

druns 

tins 

trunks 

FELTHERS 

FLO\IERS in baskets 

FLOiJERS, Plastic 

},Ol~.H NlVr.rRESSES 

FURNITUr.E, C['.ne, steel, 1-rooden -

~. alnirnh, 

benches 

cabinets 

chn.irs 

cot 

c11pbon.rd 

p['.lc.ne 

sofn sets 

stools 

tl:l.blcs 

PJ~NITUT~, hospitnl 

:BLATIHE CAPSULES 

GL;.ss U.tillE, po.cked in baskets 

GnEEN PEAS 

-··-

GUNNY BUNDLES, contc.ining vessels or 
scrc..ps 

'•' 
NER 
ER 

CR 

CR 

Ho.iluo..ys 

SCR, 1'/R 

SR, vm 
CR 

SR 

NFB.,FR. 

NFll,NR,SCil 

SR, ~IR 

NR 

un 
en 
NR 

CR,ER,NR,NER,NFR,SR,SCll, 
SER,I:ffi 

CR 

NR 

SR 

NR 

scr.. 



-c--

Articles 

Hl~~ID BARHOIT 

IUNDI CR1~F1S, idols n.:tde of pnper pulp 

ICE C\ill1J1, in cases 

IHilGES, of Gods & Goddesses 

INSTRU!JIZNTS, nusicnl 

KITES 

scientific 

surgionl 

ICURUNUBA (Puffed rice} 

LAC, refined 

LAHPS, electric 

Ll~NP SHl~DES 

LAHTERlJS, in bundles 

LOTUS,dry 

I-IACHIIm:S, in stnndo.rd "t-TOoden or neto.l crates 

I·IATTRESSES, fonn, coir 

r1EDICINES 

MONKEYS , wild in cro. te s 

}WRHI (Rice po.rchod) 

!.fUSICJ..L INSTRUMENTS, pncked 

Pl~CKING 11ATERIAL, for nen t 

P }..LANG , furniture 

PE.AS , green 

PILLOUS 

PL.l'..STIC FLO\iERS 

PLASTIC GOODS, in crates 

P'OLYTHENE PIPES, in rolls 

POTS EA.tl.THEN 

PUFFED RICE (Kurunurn) 

PUPPY, in box 

PVC PIPES 

Stc.tencnt 12.10 ( contd.) 

llni hrCl.YS. 

NR 

SR 

sn 
NER 

CR, :NER, SCH., UR 

crr,~m 

CJl, 'VTR 

en 
vm 
SER 

:sn,Nn 
rm 
IJR 

SR 

vm 
NR 

CR 

SER 

NER,SCR,~ffi 

\IR 

NR 

NR 

UR 

CR 

UR, SR 

NR 

lffi 

11R 

ER 

IJR 



st['.toncnt 12.10 ( contti) 

A,rticlo~ 

REFRIGEil.l'l.TORS 

RUBBER FOJJ.l 

RUBBER SPONGES 

Sl.LPATT.A. 

SCIENTIFIC I1TSTRU11ENTS 

SOF~ SETS furniture 

STJ~INLESS STEEL, vessels 

STOOL, furniture 

SURGICl .. L GOODS 

T.'U3LES , furni turc 

TABLE Ll'J·lPS, elcc~ric 

TllEIUlOCOLE, sheets or toys 
nc..dc out of 

TINS, copty 

etc. 

TOYS, nc..de of pc..pcr, pL~stic, 
thcrnocole 

Tl"'.OLLEYS 

Til.UNKS enpty 

TUBES, ole ctric 

TV CABINETS 

TV SETS 

U FOAi:-1, bundles, nn.ttrcsses 

UhPm:SSED COTTON 

UTENSILS, nluoiniun 

VESSELS, nluniniun 

brass 

copper 

stc.inloss steel 

~lll.SH -BASIN 

WOOL, rnw, in bnlcs 

- 11-

_R['.il1-rc..ys 

NR 

NR 

\"TR 

CR 

\JR 

SER,NR 

SR 

NR, NER 

CR 

NR 

lffi 

SR, vm 
NR, NFR.,SCR 

SR, vm 
NR 

SR, WR 

lffi 

NR 

SCR 

i'ffi 

NFR 

ER,NFR,NER,SER 

ER,NR,SER,SR 

NR 

CR,NER 

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



Distance 

1 • 
Kms. 

100 

200 

300 

400 

500 

600 

700 

800 

900 

1000 

1200 

1400 

1600 

1800 

2000 

2200 

2400 

2600 

2800 

3000 

I 
I lT. 
I •. I 
I 

I 12. 

' 

Statement_~ _11 

Comparison of Existing and Prop~sad 'OR' rates per 
vehicle for livestock c~rried in vehicle-loads 
by passenger trains. -·--- _ (3.Q.!J 

-
E X i s t i n g R a t e s ' Proposed •• 

Horses, Ponies, Hules, I 1 • Calves, Sheep, :Birds(cihen~ rate 
Donkeys, Horned 

I 

I Goats, and pigs.:despatched
1 

per 
aattle etc. :2. Dogs, in packs. :in vehicle 1 vehicle. 
Elephants and P· ~fild animals. I loads) 1 
elephant calves. I I I 

I I • ·----2. 2~ 1~ 2~ 
rs. rs. rs. rs. 

185 178 93 900 

370 356 H37 1356 

545 500 282 1740 

710 610 376 2083 

875 720 4 71 2436 

1035 825 563 .::4784 
11 S5 S30 657 3132 

1355 1035 752 3480 
1510 1138 846 3823 
1665 1241 941 J!..-140 

1975 1447 1130 .4764 

2285 1653 1319 5388 

2595 1859 1508 5940 

2905 2065 1697 6420 

3205 2265 1886 6900 

3505 2465 2056 7380 

3805 2665 2245 7860 

4095 2859 2434 83,~0 

4385 3053 2623 8820 

4675 32~7 2812 9300 

The existing rates giverl'·fli.-Col;. 2 6:. 3 are the rates 
as revised fron 1.10.78 and the existin.:; rates civen in 
Col.4 are inforce frou 1.10.48 with the addition of 
only sup~lo~entary charces levied frou tine to time. 



Comparison of RGF_~nimal rate lo~ded in excess of t~e carrying 
ca::;>aci ty 17i th the pr<?_I)_ortionP. te -rate ue:;.· animal for the number 
permitted to be loaded. 

Distance 

1 • 
Kms. 

•Existing 1 
I 
:Rate per· 1 

1 4-uheeler' I I 
I I 
I t 

' ' ' ' I I 
I I 

2. 

100 178 

300 500 

426 643 
(Average lead
Sheep & Goats) 

632 867 
(Average lead
Other livestock 
incl. birds) 

741 983 
(Average lead
Other cattle) 

1131 144 7 
(Average lead- • 
Horses) 

676 909 
(Average lead
Total li vestoclc) 

Rate per km. 
per animal 
loaded in. 
excess. 

(B.G.) 

------ --------------· --- -----------------Calves, Sheep, Goats, Pi_""".7.;;.s _________ _ 

Proportionate Rq.r~zttnimal per km. based on 
the nt®ber of uermltted load 
Calves -----T-----pigs------:- Sheep, Goats 
(Permit~ed ; (Permitted 1 (Permitted 

load-20) ; load - 50) : load - 70) 
3 • I 4. 5 • 

~~-----------Paise 

8.9o 

8.33 

7.55 

6.86 

6.63 

6.13 

6.72 

12 
(Paise) 

Paise 

).56 

3.02 

2.74 

2.50 

2.45 

2. 69 

12 
(Paise) 

Paise 

2.54 

2.38 

2.15 

1. 96 

1.89 

1.75 

1.92 

12 
(Paise) 
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Comparison of per animal rate loaded in excess of the carrying 
capacity i;ri th the pro~ortiona te rate per animal for the number 

• permitted to be' loaded. (B.G) 

Existing 
Rate per 
4-tiheeler 

r.s. 

185 

545 

760 

1099 

1275 

1975 

1163 

!Horses, Ponios, f1ules, Donkeys·; Horned Cattle 
I . I 
:Proportionate Rate per animal per km. based on J 

I Distance 
:the number of permit~t~e~d~l=o~a~d7·--~~--~~~--------
:Horses fHorned cattle,Ponies,I1lules: Donkeys ! 
'(Permitted);(Permitted 1 (Permitted f .. 
1 load- 8' load- 10)- -·------~'~l~o~a~d~·--~1~2L)-+~~----
I 7. ; 8. 9, 10~ 

· Paise Paise Paise km. 

23.12 

22.70 

22.30 

21.74 

- 21.51 

20.90 

21.55 

16 
(Paise) 

18.50 

18.17 

1'7 .84 

17.39 

17.21 

16.72 

17.20 

16 
(Paise) 

15.42 "1 00. 

15.14 300 

14.87 426 
·(Average lead

.Sheep & Goats)· 

14.49.·" ·-. . 632 
(Ave-rage leaQ.
Other livestock 
incl. _birds) 

... 

13.94 

14.34 

16 
(Paise) 

741 
(Average lead
Other cattle) 

1181 
(Average lead
Horses)-

676 
(Avere.age lead
Total livestock) 

Rate per km. 
per animal 
loaded in 
excess. 
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Con?arison of ExistinG and Proposed Rates (OR) for aeroplanes ootor bo:::tts, bo~ts carriages, 
"P.J.lan~ins, not or _cars etc. in a four->·Jheeled vehicle. ' 

~~-------------------------------

!Proposed Rates 
Dista:1cc 

~--· -----, Exi stj ng Ba±.B.S.... ____ _ 
1 ,Motor boat, rBoats 1 Carriaco, Palanquin 

. ' 1 
• l'1otort Motor c:::tr·&•Motor tractor :Articles 
I I ! with or vTi thout 

J ' . 
Kns. 

100 
200 
300 
:;.oo 
1)00 

600 
700 
800 
900 

1000 

1200 
1 :1-oo 
1600 
1800 
2000 

2200 
2·~-00 
2GOO 
2COO 
3000 

l!oto: Tho 
of 

Aeroplane r N.otor trolley ' ' or Dhooly and Ho1-1dah 
'and truck : 

~-
lis. 

270 
Llr92 
632 
Ti2 
910 

1138 
1290 
1 /r/,-0 
15q2 
17 -~4 

20L,.6 
231.-8 
~652 

2954 
7 ·258 

3='30 
3332 
4136 
/r.~·~~ 

·~7·~2 

~xis·~~inc 

tho nunbor 

3• 
i~s. 

156* 
316 
475 
635 
794 

1032 
1206 
1379 
1552 
1726 

2072 
2fT 19 
2766 
3112 
3L';.59 

3771 
-t 118 
446·"1-
4811 
5158 

rates .-:1rc ns for 

' ' 

4· --·--·-~ 

Rs. Hi. 
113* 68*' 
229* 138* 
3~-4 208* 
L'J-60 277 
575 3L'r-7 

7<;-7 451 
873 527 
999 602 

1124 678 
1250 75!,. 

1501 905 
1752 1057 
2003 1208 
225<~ 1359 
2505 1511 

?.731 1648 
2982 1799 
323'3 1950 
3t1r8!;- 2101 
3735 2253 
*Hinirnum ch~nr;e Hs. 250 

one unit 1-rhilo the Proj_Josed 
loaded in the sane vehicle. 

'car ,a carriage t mcnti cnbd in 
I . I 
I 1 loaded to~ ~a. plougli on: : Col.2 to 

I eethOr, in .• wheels attached~ • Col.8. 
:the saD.e ' ' ., 

·
1 true].{. 

'6. I 

7· a, 9. ' I 

hS. I rrs. ' I lli. r.~. 

135* 135* .- 90* 900 
246* 264 181* 1356 
316 379 273' 1740 
386 495 365 2088 
455 610 456 2:~36 

569 786 593 2784 
645 911 693 3132 
720 1037 792 3.;.80 
796 1162 892 3328 
872 1288 . 992 4;40 

1023 1539 1191. "'' 1"' ~ 'r' o,_ 
1174 1790 1390· 5388 
1326 2041 1589 59~to. 

1477 2292 _1_789: 6;~20 

1629 25-~3 1988 6900 

1765 2769 ' 2167 7380 
1916 3020 2367 7860 
2068 3271 2566 83·~0 

2219 3522 .2765 8820 
2371 3773 . 296{1 9300 

rates will apply regardless 
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Freight Traffic 



CHAPTER XIII 

13.01. The extant freigh~ structure on Inciian Raihrays is 

evolved from the structure introduced from 1.10.1958 based on 
~~~~-d.-1 

the recommendations of the Freight StructureAComMitt~, 1955; 

who submitted their report in 1957. 

-13.02. To have a proper appreciation of the present freight 

structure and tho changes that we arc! proposing, it >rill be use

ful to touch on certain features o~ the:freight structures in 

force prior to 1958 and the structure a$ it exists today. Vle 

may··start with the freight structure that was introduced in 

1936 which may be called the pre-uar rating structure and which 

was in force from 1936 to 1948. For aetails of the history of 

rail freight rates in Ind).a from the inception of Railways, 

attention is invited to a brief survey of the history of rail 

rates given in the Report of ~~.t Corn!'li ttco v-:hich is gi von as 

AppondiJ..Vliii to this Report. 
. . 

13.03. Tho important features of the pre-war- Rating Structure 

arc indicated below. 

Thoro were 16 clas'3 rates as per the General LR .c .A •. 

class::.fica"tion as indicat.Jd in Table 1 ,.1 
.. Tab~ · · -cruss ____________ uaiimum-rate~tPie pe~----nrnimum-ratc:tPie-pcr-

. maund per r.J.ile) · ma~~~-R!:~-~~~!l2 ____ .;._.:_ ------------------------------------ ·-----
1 0.38 0.100 
2. 0.42 II 

2-il 0.46 II 

2-B 0.52 II 

2- c 0.54 II 

3 0.58 0.166 
4 0.62 II 

4-A 0.67 II 

4-B 0.72 II 

5 0.77 II 

6 0.83 II 

6-A 0.89 II 

7 0.96 II 

8 1.04 II 

9 1. 25 II 

1.0 ·1.87 II 

-----------------------------------------------------------------
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Per 
Those class rates 1·rcro ·all on a uniform ;maund per mile basis 

and -vmre not telescopic. The v~rious individual Rail ways continued, 

however, to have exceptional class rates for commodities. Thoro were 

exceptional class rntcs over ind:~_vidua.l raihm;rs for some commodities 

''~hich were above the c;cncral classification rates. In certain cases, 

there lfere exceptional classifications over individual railu;_".ys belovr the 
•, I 

general classification. 

13. 04. In addition to those class rates, Raihr0.ys had scbc dule rates 

gc:merally •-Tith 'tvcight conditions attached. SoBo of the schedule rates were 

on a per maund per mile basis, but most of them vroro on a tole scopic 

basis. In through booking froru one raihray to another, the class or 

schedule rate per maund on each ro.il1my was calculated separately a:nd 

added up together to get the ~ggrega to rate per Tiaund. In other i·Tords, 

the charges were calculated on the discontinuous mileage basis for each 

railuay even in through booking. There were nearly 25 schedule rates in 

force on tho Indian Rail"lieys. Tho schedule rates frequently varied from 

railway to railway even fo-r the s~~Cl ':!o:-:::-0(:-=_t;',-. For the same commodity, 

ccrtnin raihmys had schedule rates but oth~rs did not have. Evon when t110 

raihmys charged tho same schedule rate for the same cor!lmodi ty, tho rate 

per maund over each raih·T3.y uas separately calculated i.e. on the dis

continuous mileage basis, and, therefore, the ooncfit of the telescopic 

rate was not f1 1 lly all owed in the cas'!. of through book:i_ngs. Also·, the 

conditions under which those schJdule :rates 'ifore notified often differed 

over tho different railimys. .3ome applied them at railway risk, some at 

ovmer 1 s risk, some for 'smalls 1 and some ui th certain minirrmm 1-reight 

conditions. 

Apart from this, terminal charges and tras.nhipmcnt charges 

varied widely and diffcront r~lways levied different terminal charges 

varying from commodity to co~~odity and from schedule to schedule and 

made the freight structure further complicated. 

13.06. Therefore, it will be seen that the freight structure sufferod 

from cortnin major dofcc ts in that i.t 'lv:!.S not rational or uniforw over 

all tho rail\my.s arid the '\':orking of rail u::.ys was extremely indi vidua

l is tic. It mo.y also be mentioned thc.t the rmluays had o. very large 

number of station to station rates i·rhich agRin 'f::cs because of t:1o 
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individualistic pattern of working of different railways. Station 

to station rates were quoted not only between specific stations 

but also behmen a specific station and via junction, and between 

via one june tion to via anot!l.er junction. 

13.07. It bccc:.ne therefore necessary to further review tho 

freight s true ture on rail ways. Actually, the Indian Rail 'l:my 

Dnquiry Committee, 1936-37, uhi ch was knmm as the V.ledg~-rood. 

Committee, in their report referred to the multiplicity of sche

dules and exceptional class rates then in use on railways and. 

wanted these to be roviewed. Shri K.L.CraliTford of the r-1 & S.!1. 

Railway ;-;as placed on special duty to exauinc the v-rholo field of 

the rate structure, assisted by an Advisory Committee of experi

enced Rates Officers. This investigation culminated in the intro

duction of a new rate structure which came into force from 1st 

October, 1948. 

13.08. The revision of the freight structure in 1948 is an 

important land-mark in tho history 0f tho Indian Raih1ays' freight 

structure. The a·ctainm.cnt of Indpcndcnc e in 1947 gave a nou 

orientation to the problem of the railuay freight structure. The 

indi vidu.alis tic pattern of rating so .far follo~vcd by the different 

raihrays had to'··'be replaced by a national policy, calling for 

unifo1·..ni ty and rationalisa.tivn to the largos t extent possible. The 

rating structure had also to take into consideration that the 

raill~ays 1 economy required that the rates should. be suitably 

enhanced in order to cope with tho increasing operating costs as 

a result of the war and the aftermath. of the war. Uniformity, 

rationa.lis~tion and enhanced revenue were the consideration which 

mainly weighed in formulating tho nevi freight structure in 1948, 

the salient features of uhich arc indicated below : 

13.09. The first important chango made in tho now freight 

s true ture was that all tho class rates and wagon load scales nero 

made telescopic •. In ·the previous structure, it v~s a basic defect 

that th~ class rates- were on a flat per maund per mile basis 

without ta.king into account the basic principle of 

tho value of service. This defect was removed and all tho class 

rates were r:mde telescopic. Also, a oaximum rate per mmmd v-ms 

prescribed for each cla.ss.The 1948 freight structure ha.d 15 class 
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rates us ind.icd.tea.-·in Table 1~.2. 

J' abl_e ...13. 2 

------1--~~~rs-of_~~£-r~scopic-ciass-ratcs~-nrnrmum;-naiimum--rraximum-ratc __ _ 
~ Pies per ua~~~~jlo : pic per: pies : per maund 

Cl ~: For the: For tho ; For distance; maund : per ; excl. of 
asu: first : next : beyond ; psr mil~ maund ; terLlinals, 

; 300 ' 300 : ' r per l transhipwcnt 
, miles : miles : mile l and other 
·t I I I t h 

------J---------~---------L-------------~--------L------~~--~!-~~-~-~~~~~-
Rs. a. ..E.• 

1st 

2nd 

3rd 

4th 

5th 

6th 

7th 

8th 

9th 

10th 

11th 

12th 

13th 

14th 

15th 

13.10.. 

0.49 

0.54 

0.58 

0.63 

0.68 

0.73 

0.78 

0.84 

0.90 

0.97 

1.04 

1.11 

1.18 

1.41 

2 .. 11 

0.45 

0.49 

0.54 

0.58 

0.63 

0.68 

0.73 

0.78 

0.84 

o.so 
0.97 

1.04 

1 • 11 

1.18 

1..41 

0.40 

0.45 

0.49 ) 

0.54 

0.58 

0.68 

0.73 

0.78 

0.84 

0.90 

0.97 

1. 04 

1.11 

1.18 

' ~ 

' ~ 

' l 
l 
l 

0.16 

0.20 

0.49 

0.54 

0.63 

0.68 

0.73 

0.7.8 

0.90 

0.97 

1.04 

1 • 11 

1 .18 

1.41 

2.11 

3 

3 

4 

4 

4 

5 

5 

6 

6 

6 

7 

7 

8 

9 

11 

4 

10 

0 

6 

12 

2 

9 

0 

7 

14 

6 

14 

8 

0 

Apart from these class rates, there uore also the foll ovri.ng 

0 

0 

0 

0 

0 

0 

Q 
0 

0 

0 

0 

0 

0 

0 

0 

1mgon load scales applicable to uagon load consignmonts only. Thoso 

wagon load scales -,;wro also telescopic but ui thout ari.y separate J:JJl:J:imum 

limit per maund: 
Table .!2.L2.. 

Hngon load seal c Pic DC)r maund .)Or :J.ilo 
--:~1IT~-'-';..::c/:r-A..:=..;:=:.......:::.::..::=-.:::-_o_.-2-5-r/ f oo--~1 c s .;· -o. 2ol3oo :;_n_i_l_o_s __ +~0-.-:1-::5:--::-b-o-yond 

1-TL/AR o.::;o/100 11 + o.25/300 II + 0.20 11 

~<vL/B o.::.s/1oo " + o.32/3oo II + o.23 II 

UL/C 0.34/150 II + 0.31/150 II + 0.17 11 

UL/CR 0.41/150 II + 0.38/150 II + 0.24 II 

UL/D 0~ 38/300 II + o. 28/300 II + 0.18 ll 

'ivL/DG c. 381~ 50 u. 28/150 II + o.15 II 

WL/E 0.-~3/15J II +0.32/150 II +0.17 II 

\lL/F O.LJ-3/)00 11 + 0.32/300 11 + 0.21 11 

UL/G 0.48/300 II + 0.3~~/150 II + 0.19 II 

UL/H 0~48/300 II + 0.35/300 II + 0.23 II 

UL/Ho o.:~o/150 II + o.3-~/150 " + o.19 II 

HL/I 0.43/300 II + 0.23/20J II + 0.!2 __ ~---
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13.11. All the class rates and vTagon load scales prescribed 

for any col:l2odi ty applied '.mifornly over all the rail vrays for 

that :!OI:lilOdi ty. In booking fran one rail way to another, th~ 

charges vmrc calculated on the tota.l distuncc so that the benefit 

of the telescopic basis was obtained ovor the entire length of 

the haul. There was very substantial reduction in tho nunber of 

comoodi tios for uhich wagon load scales were nade available. 

Previously there \'Tore schedule rates applicable. to a large number 

of comnodi tics. Those w~gon load s cal cs wore lJ.Ude· available only 

for comdodities of conparativcly low value or of special social 

utility, which could nove over long distances only by substantial 

reduction in rates. It oust be ncntioned, however, that all 

couuodities did not have a SC?aratc rate for novoncnt of 's~lls' 

ar.d ~ scpara to ra to for novcnont in wagon loads. A few counodi tics 

had lmt;on load scales and ·.there were a fm: other connodi tics uhcrc 

a lOvTCr clnss rate i tsolf liUS prescribed as a Wctgon load rate. 

This was of course a bnsic dofoct in this freight structure. 

13.12. 1Ul indefinite station to station rates like for exnnplc 

ratos quoted bchTOCn any sta.tion roached via one junction to any 

station reached via another notified junctions.wcrc cancelled. 

Also, a vary largo mmbar of lovr unccononic station to station 
••• 

rates vrhich individual rnilwt:'..ys had q1.~otcd were oi thor cancelled 

or enhanced suitably. Hnn:T of the special rates were cancelled 

or enhanced because (a) the railways' opcr~ting costs had gone up, 

(b) the connodity prices \'Tore very uuch higher and the connoditics 

could generally bcnr higher fTcight rates, and (c) in the case 

of special rates quoted based on conpctition by alternative 

nodes of transport, the :r2.tcs by tha:;c alternative nodes had also 

gone up substfu!tially. The transhipncnt and terninal chargee 

were also st~!d.:J.rdiscd and applied unifornly on all railways • 

13.13. lW ~cntioncd cnrlior, the basis of the various class 

rates vmrc l::cpt higher than the previous r.:tte structure. to enable 

enhanced revenues to neat the increased operating costs of 

r~ilucys being obtained. 
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Tho objects ~.n~. rcs-..J.l ts of tho rcv_ision of the freight structure 

in 1948 u:J.y be sunr:1cr'l. up in tho following uords of tho R:J.ih1ny Freight 

StructUZ"c Enqui.ry Com1ittc8, 1955-57 ~ 

(1) Sinplificotion nnd r:J.tionnlis:J.cion of freight r:J.tcs on 
Indinn R:J.il w:cys ; 

(2) '~c-orientc.ticn of rn.ihro.;)0:-atine- policy o.long no.tion:'J. line:s 

(3) tho prevention of W:J.sto.go of trnnsport rosulting fron 
circuitous routing due to conpoti tivo rcnsons .; c.nd 

(4) the sccurinc nt tho so.no tine of n nodost incroo.sc in 
. freight rates to sntch in part the incrco.so in working cost. 

"SiDplifica. tion o.nd ro. tionalis:".tion wore nchicvcd by tho 

ropla.cc:o.ont of different ro.tos such o.s flo.t clnss ro.tos, oxcoption::ll cla.ss 

rntos, schedule, ro.tos, indefinite special ro.tes via. interchange junctions 

and adjusted class r::t.tos, by telescopic cl~::.ss rates nnd :l:J.gon load sc::>.le:s 

rates on continous niloo.go over all tho Indio.n Union Ro.il1tro.~rs and by tho 

fixntion of stnndnrd tornino.l :J.nd tra.n3hipnent cho.rgos. Definite orders 

v1ero issued preventing diffor·.:mt .un:i.ts of the Indinn Union Rnihvc..ys froiJ. 

quoting any exception:J.l clo.ss ro.tos below or :J.bovc tho ordin:J.!'Y r.:n::i:_·1JJ.:w 

or fran adding to tho •me-on loo.d sco.les sanctioned by the Ro.ilwr:.y Po:J.:cd or 

including or excluding any coDLlodi tics under such scclos or trmsfor:dng 

connoditics fran one scnlo to another. 

Tho sJcond: object, i.e., th ro-orientntion c:t' r.:::.ihmy rc:.ting 

policy o.long nntionclistie lines, wns lnrgoly secured by tho introduction 

of through telescopic ra tos o.nd by the lli thdro.w::;.l of a largo nu.o.bc.;r of 

sto.tion to station rates, which hnd boon quoted in c:J.rlier yc:J.rs under 

conditions which no longer prevailed. 

The prevention of wo.st:J.ge of tr~1sport wns brought o.bout 

nninly by :-

(i) 

(ii) 

(iii) 

Cancellation of rating o.nd routing agrecncm.t s between 
different rnil1vo.ys ; 

stipulating thnt traffic wo.s to be c:J.rricd by tho shortest 
route ~t tho chec.pcst rntos; nrill 

introduction of s t;J.ndo.rd ninir:ms 1\-.::;igh t conditions ~pplicc.
blo over all raihmys. 
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So~e of the anoQ~ics Qlld defects in the rating practices 

\Wre soug-ht to bo r ;Goved b:· roclo.ssifying O<."l!l.Y coD.nodi tics and 

by readjusting the difforcncc bctuccn raihmy risk and owner's 

risk rntes. In soce cases clo.ss rates as woll ~s wo.gon 16nd scale 

rn.tes wore quoted only nt ro..iluo.y risk. 

In order to ocet the incroo.sed cost of operation, tho 

level of chnrgos was raised gencrnlly. 

So nftcr prncticnlly a century of .Jxperio.cnts and 

differing pr~ctices, the freight structure of Indian R£'..ihrnys uns 

nssinilated and a great step forunrd vms tnken in evolving a 

ro.tionalised freight structure to serve the interests of tho 

con;::uni ty cs a whole'~ • 

13.15. Tho freight structure 1-1hich ~·ras introduced fron 1st 

October, 1911,8 continued to be in force till the 1st October 1S58. 

i1e o.ny novr briefly· sec the circunstanccs lending to tho revision 

of the freight structure in 1958. 

13.16. Though the freight structure introduc cd in October 1948 

was a great s~q.p forward touards sinplifi.cntion and rntio:nnlisation 

of freight rates on Indi.:m Rn.ihmys, it continued to suffer fran 

ce:;.~t:~.in serious defects. ·Firstly, though there were 16 clc.ss 

rntcs and 13 uagon lo.nd rntes, there uas no particulo..r rclri.tion-

ship bctHecn those clc.ss rates end wagon load scnlas. Those 

wagon load scales had boon evolved, ns we hnve seen, out of 

the nunarous schedule rates which had been in force on indi

vidunl rcihmy prior to 19!;.8. Therefore, there t·m.s no ro.tionnl 

relationship behreen these rmgon load scales nnd tho class. 

rntos. l1oreover, ~~1 the connodities did not have a rata 

npplicnblo for ungon loud novenants. Out of a total of about 

3,000 conDoditics listed in the Goods Tariff, hardly a hundred 

c onnodi tics :'lad ro. tes for vr~go n 1 and nov en en ts. This vms a 

bo.sic defect in the freight structure. Nornnlly, there arc 

corto.in ndv~1tnges to the rnilwnys in ~oving consignnents in 

wagon loo..ds instead of in 1 s~alls 1 and thoro nrc cconorrias 

in trnns port::>..ti on ex}:.iorrsos .- It is therefore only raasonn.blc 
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thn t w·hcn a. conr:10di ty novos in ua.gon loc.ds it should have c. ra.tc lo,;.rcr 

thc.n tho rate npplicc.blu for novc~~nt in 1saalls 1 ; but, the 1948 

fr0ight structure did not .J.pply this b.::tsic principle for o.ll co:::nodi tics. 

13.17. f..nothcr defect in the freight structure uc.s tho f.::tct that the 

cl.::tss ro.tq~ though telescopic did not renlly give nny effective tnpcring 

in the rc.tcs for novcncnt over long distnnccs. ~in initinl slnb of 300 

niles inl~glcscopic ro.tcs vms too long, nnd for the nvcr~gc lends of tret

ffic, IJ.a.ny of the novcr:.1cn ts did not get the bencfi t of c..ny telescopic to.per

ing nt nll. Ago.in, in regard to the uo.gon lend sc:clcs, the different vro.gon 

lend scnlcs had different logs in the telescopic slabs >vhich IJ.ndc thG:c. 

irrn tional. 

13.18. There 1ms a sepnrntc tcrninal chnrgc to be nddcd to the ho.ulagc 

chnrgo. These terninnl clwrgcs hnd no doubt been stmdc.rdisod in 19,~8. 

Thoro 1<-Tns also n transhipr.J.ont charge levied nt broc.k of gungc points. Thoro 

wns n ghat charge_ .. akin to the tro.ns hipnent ch':'.rge, vrhich wc.s being lo-,.ri od 

nt river crossings. Further, thcr0 uo.s n nininun dist::mcc for chnrgc, vi·z., 

20 niles. In nddition to this, there vms a short disto.ncc charge of 6 

pies per nnund for o.ll novcnonts of loss thnn 75 niles subject to the dif..:. 

forontinl rule for disto.nc as. Those vroro introduc ad i"li th the object of dis

cournging short disto.ncc traffic. There vr.::ts in nddition :m ovcrnll uini::::mn 

chnrgc for wngon lend consignnen ts n t the rc..tc of Rs 1/12/0 per ton on tho 

carrying cnpaci ty of tho ungon used for loading. All these nndo tho froight 

structure SOilOvrhat conpli~ntod. 

13.19. Apnrt fron this, o.s ycnrs wont by since tho revision of 1948, 

tho opor n ting ox pens os of tho rnih1c.ys "~'rare going up nnd it u~s nee css :uy 

to find extra. revenues not only for nccting tho c..dditiono.l opcro.ting expen

ses but nlso for providing funds for tho incronsing outla.y on ra.il vrc.ys in 

connection >vi th tho Five Yonr Plo.ns. An expedient wa.y of roo.lisl:ng extret 

revenues 1ms to inpos e n uniforn supplcmontnry chnrgo on nll tru.ffi c. 

Thus, fran 1st April, 1S55, n supplcnonto.ry chnrgo of nn nnnn. in the rupee, 

i.e. 6Y4% on nll tro.ffic, v;ith the exception of c,-ro.inso.nd pulses, fodder, 

ntmuros, khadi, nowspo.pers, ne>;sprint nnd books >·inS introclucod. This 

supplon;ntu.ry cho.rgc 1ns further incroc.scd fron :~pril, 1957. Tho ir:;.posi

tion of tho supplcnonta.ry cl1nrccs :c.o::'nt t~:.::tt ~ll trc.ffi c ( 1ri -(;h cc:rt:::.in 

exceptions) ho.d to bcu.r the brunt of the L1crc::-.so ::l:~c.ost un.ifornly uithout 

rcfcronco to their nbili ty to bc~1r tho frcis-ht. 
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13 • 20. The Governr::ent of India. ho.d been considering o. detailed 

revision of the rate structure to raT:J.ove the basic defects in the 

old structure and also to en3~re that adequate revenues were 

obtained by suitably adjusting the rates on different COni!lOdi ties 1 

taking into ace ount all aspects. They, therefore, appointed a 

l',rcicrht Structure Enquiry Conni ttee in June 1955, with the 

following terms of refer~nce :-. 

(i) To review the present railway freiGht rate structure 

in all its aspects and to suggest w·ha t modi fica tions 

should ?e ~:mde, bearing in mind the needs of a develo

ping economy and the necessity for ~aintaining the 

financial stability of the rail ways ; .. · 

(ii) ~o examine vrhether the statutory provisions dealin.g 

with ~he respousi bili ty of ro.ihmys as carriers neGd 

o.ny, and if so,".uhat modification and in the light 

of modification proposed TJThether any ~djustment 

(iii) 

in freight rates in warranted ; 

To examine -vrhat changes, if any, are needed in the 

existing constitution, jurisdiction 

and rules of procedure of the Railw-ay Rates Tribunal, 

s~ tJ..~a t the Tri bnnal night be a 41• .re effective and 

expeditious ins truLlcnt for adjudication of railway. 

freight matters at a reasonable cost to the litgant; 
and 

(iv) To make recommendations. 

13.21. The necessity for an enquiry of this kind had been 

emphasised by the Taxation Enquiry Commission (1953-54) in the 

following observations 

"In vie-vr of the inportance of industries in the second 

phase of Five Year Plan, and the need from this point 

·of view for a proper articulation of the policy consi

derations governinG railway rates, we suggest that a 

Cor.lini ttee including officials of tho rail ways and 

other Ninistrios concerned nnd the Planning Com.lnission 

should be set up to consider the formulation of an 

o.dcq_uatc frcighr rates policy, having regard to the 
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interests of industrial and econanic devclopncnt, on the one 

hcmd, and the resources rcouircd for railvm.y dcvclopncnt, on 

tho other. Ue consi dar· that this question. should be cxauincd 

and the ncce:Jsnry decision talccn before the Second Five Year 

Plan for rail ways is finalised". 

The composition of the Freight Structure Enquiry Connittee 

was as follows 

Shri A.Ranasuani r1udaliar Chairnan 

Shri T.N.Singh, Ilc::J.bcr 

Shri D .IC. Borooah, Hc:sbcr 

Shri I. S. Puri, I1co.bcr 

Shri V. P. Bhandarkar, Hcmbcr 

Shri A.K.Basu, rlcnbcr 

1 3. 22. The Co!J.LJ.i ttcc 's Report vras submi ttcd in April, 1957, and. bc:.sed 

nainly on the rcconracndations of this Conni ttcc, a novl freight structure 

i"Tas introduced froLJ. 1.10.1958. 

13. 23. The rJain roc onmcndat ions of the Freight Structure Conni tteo 

( 1955-57) arc indica ted bclou : 

13.24. The Connittcc rcconmondcd that there should be a revision of 

the pattern of the legs of the telescopic scale •.. The r~vision as proposed 

would firstly discourage traffic over very short distances, secondly 

ensure .that· too much burden 1vould not b0 put on traffic vThi ch rrovcs over 

distances of 300 to 500 niles, and thirdly provid~ for a conpnrativc and 

prograssivc lightening of the burden on traffic noving over distances 

beyond. In the opinion of the Conoittco, it should be tho deliberate 

policy of the Tailways to discourage as far as possible short dist~~ce 

traffic by rnil a:n,d enc oura go al terna ti vc no des of transport over short 

distances. The pattern of logs proposed was : 

Milos 1-25 
Plus 26-75 

Plus 76-150 
Plus 1 51-300 

Plus 301-500 
Plus 501-800 

Plus 801-1200 
Plus 1201 and boycnd 
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13.25. It will be seen that, instead of one leg upto 300 

miles 'lich obtained.prior to 1958, the CommitJ.:3e suggested four 

legs. The first leg of 1-25 miles was designed uith a vieu to 

avoiding, as ~ar as possible, traffic over short distances as this 

lead should be catered for by motor lorries or other means of 

transport. · 'rhe next leg of 26-75 miles also markGd well designed 

zone of movement which had all along been considered as a zone of 

short d~~tance movement. This leg should also be catered .for by 

the road transport as far as possi blc. Th~ next leg upto 300 

m~les and other legs·rocommended for distances beyond, were 

intended to give the bonefi t of telescopic decrease in frei~ht 

rates for ~11 commodities. 

13.26. Ins toad of the 15 ~lass rates and. the 13 wagon load ' 

scales, which did not have any particular relationship ,.n_ th one . . 

another, the .Committee recommended a percentage system 6f classi

ficatiqn rates.· They suggested a basic rate which should be· 

styled as Class 100 rate and all other classes.should be expressed 

as a percentage of class 100 rates. This would not only give an 

idea of the ·.level of the rates in relation to tho standard class 

100_ratc, put also afford greater si~plification ~nd flexibility. 
t ·' • 

Such a cystcm uou.ld also lend itself casily.to -':;l1c adoption of 

additional intermediate classes as ahd when found necessary. 

Such a freight structure was ob'taining in the United States and 

Canada. Taking the basic scale of the 9th class.rqte obtaining 

then as the norm, i.e., class 100 rate, tho comnittee proposed 

tho corre~pond~erccntagc rates for the different scales of 

rates as under 

1 • \f1/A 25% 15. Class 2 60% 
2. vlL/AR 30% 16. II 3 65% 
3. 1'11/C 32.5% 17. II 4 70% 
4. vlL/cQ 35% 18. II. ·5 75% 

H1/I 37.5% 19. II 6 so% 5. 
7 85% 6. 111/B ) 20. II 

II' 8 95% 7. U1/BR ~ 40% 21. 
II 9 100% 8. U1/D 22. 
II 10 110% 9. U1/E ) 23. 

42.5% 24. II 11 115% 1 o. :11/CR 
U1/F ) 45% 25. II 12 120% 11 • 

26. II 13 130% 12. 111/G ) 
47.5% 27. II 14 150% 13. 111/H 
55% . 28 II 15 230% 14. Class 1 
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13.27. Tho Cor:mi ttee rccor.nended that there should be n 

sopara te lower clnssifi cation for all com;odi ties tendered in 

was on loo.ds instead of in sr1alls; ·i.e., for nll cormocli tics the 

classification should provide for tvm sets of ro.tos, one for 

traffic noving in snalls and the other for traffic in wagon 

loads. ~pe waGon loQd rate would have a nininun weight condition 

o.ttc.ched for every cor.:r.oclity. The Connittee, ho\v-cver, prescribed 

only one rn te for a. snall nunbcr of cor~.10di ties like bon ts, 

cnrringes, no~or vehicles, pnlnnquins, etc., and explosives which 

would be npplicnble on nny qunntity bnsis. (AQ) 

13.28. vfuile there were 15 clnss rntes and 13 wa~on load scales 

in the 1948 freight structure 1 the Connittee recor~:ended in all about 

31 clnsses, excluding conl nnd live-stock and indicated that with the 
. . 

ndoption of the systen of percentnce classes, it would be possible 

to introduce internedinte clnsses as nnd when required. The Connittoe 

also reconnended thnt suitable oinioun weight conditions sho~d be 

fixed for all cornodities. They were of the opinion that the 

existing .wa0on load conditions were on the low side havinc; 

regard to the increased loading capacity of the nevT·'-rolling stock 

nnd having rega.rd.to the trade conditions which had largely 

-" chang~d since 1948. 

13.29. They recoonended that by and lnrce the weicht 

conditions in force on 1st Decenber 1956 should be enhanced by 

about 2o·to 25% and that the weight conditions for coooodities 

for which.new wagon load rates were being proposed to be 

prescribed should be based on the revised wei~ht conditions 

sugsested by the Coonittee. The Co~1ittce also reconnended that 

the wagon lend clnssification should be subject to the condition 

thn t loadinc and unload in:; of goods should be unclertaken by 

the owners concerned. If, for .any renson, the consignor or 

consignee could not arrange th<; loadin.:; or unloading of 

consignocnts, 'railvrays should perforn the operntion thenselves 

and levy suitnble charges to be notified in the tariff. 



13-13 

The Coo.ni ttco roco:_Tlcnded thLl.t the separate terninn.l 

charges levied should bo c.bolishod. On nest of the foreign 

rail ways' thoro W.J.:J no separc. to tornincJ.l c}-.::rgc, but the freight 

r('ltc included the cost of nll services rendered by tho rnilvrny. 

Buth haulc.go nnd torninn.l sc1viccs should be considered as part 

of tho totc.l transportation services ::tnd included in the totc.l 

transport charge. They, thoroforo, proposed that tho actual ~uantun 

of charges for tho classific3.tion of rates should ta.ka into 

consideration tho revenue involved in· tho taro.inalchargos which 

wore till th.Jn being levied, and the r::tta should be an intorgra ted 

rate covering c.ll costs. Tho Connittoe sug~ostod tho abolition 

of tho scporatc short 'distance chro:"gc, but tho basis of the rc.ta 

for the initial lags wore to be suitably enhanced so that short 

di st::mc o o.ovco.ont vrould be disc ouragod. ·The Coo.ni tte.:~ also 

rccormondl]d abolition of the transhipo.ont charge,· o.s this \Wuld 

b e in keeping with. tr..c policy of s tr.ndardisn tion of fr(:ight 

r atcs throughout tho coun-try. ·The Con.""!i ttco further rocoonondod 

abolition of the ghat charges vrlti.ch uas nkin to tho trc.nshipnent 

charge. They nlso roconnondod q.boli tion of the o.ininuo. charge 

of Rs 1-12-0 per ton which was ob.t,aining at'thnt tine, nnd the 

naxinn and o.in~pa ro.tos for the different c1nss rates •. To 

rationalise the systao. of cl.arging, they also roconnendod that tho 

nininun distc.nce for charge should not be separately la~~ed on 

ec.ch r::tilwny, but tho ninio.uo. disto.nce should ::tpply only once in 

such booking. 

13.31. Hi th regard to the actual bo.sis of charge for tho 

standard clo.ss 100 rate for the diffor·nt legs, the Connittec 

nado certain rccormandations which would give nda~uata revenue 

to tho Rcilwnys. They e~anined tho re~uiroo.ents of nddi ·honal 

revenues vrhich would enable Rnihmys to cnrry out the devolop

o.ental progrc.:1.nes envisaged in tho Second Plan. The tc:co.s of 

rderence of the Co1:mi tteo re~uircd that, vlhile suggesting 

uodifico.tions in the freight structure they should boar in nind 

t~e needs of a developing oconoo.y and tho necessity for naintain

ing tho financinl s tnbili ty of tho rc..i hrnys. They therefore 

exaninc~t length the financial picture of tho rnilways during 
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the Second Elnn Period .:tnd i:i.1 this oxnninntion they kept in 

vicnv the requir~m,,nts of expc.nding indus try nnd tr.:-:.do, nnd 

also tho develop::1cn ts necosso..ry in tho tr:-.nsport indus try to 

ncet such rcqnircncn ts. Tho Cocr1i t ·ceo ox~.nined in dotnil the 

rnihr::tys eo..rnings .:tnd expcndi ture during tho plan ~)cried, .:tnd 

reviewed pnrticularly the appropriation to the deprccintion 

fund end they c.:tnw to tho conclusion th::tt thc.gnp bot·.rccn tho 

revenue .:tnd expendi turc during the plan j_)Cricd uould be over 

2s 300 croros. They hold tho vieu thn t, to ensure the fin.::ncinl 

stability of the rnihr:::'.ys, tho axis ting scclo of rates sh0ul d be 

revised in an upward direction ~ They, therefore, rocor.monded tho 

following sc.2los for the cl.2ss 100 ii"hich, besides being oqui t:".blo 

nnd reasonable, 1vould also, ton large cxtont,noct tho 

require~_:cnts of the Raihmys 1 finances :-

f.1il OS 1-25 .. 3.60 pies per uaund per nile. 

plus 26..-75 1.40 f! .. 
plus 76-150 1.20 il 

plus 151-300 1.05 II .. 
plus 301-500 0.85 II 

plus 501-800 0.70 II .. 
p;Lus 801-1200 0.60 II .. 
plus distances beyond 0.50 II 

•• 

13.32. Tho Connittce nlso recooriended that the rates should be 

introduced on,a block niloage basis ui th blocks of 5 niles upto 

500 niles, and of 10 Diles beyond. 

13.33. Intho words of tho Cor:w.ittee "in nnking our re:co::rr..:onda-

tions regarding the freight rates; vlo have tried to avoid nny 

rndicnl chc.ngc or ::my ch::tnge purely on grounds of theory. Our 

approach to tho question of freight r:.. tcs hns boon csscntb.lly 

prc.g;~atic, nnd tho incrcO.s cS invo 1 ved in this suggos ted sc::.lc .:tr.::; 

tho ::.lininun·nocossnry to serve the clunl objective of f3.cilit::'..tin::; 

growth of tr.:tde nnd industry in tho .::.1 tercel econo;1ic situr:ction 

of today and of stabilising Railways' fina~1ces, bearing in nind 

the task that Raillvnys are called upon to fulfil c.'..ITin:; the next 

five years". 
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Based on the I rccomncnda.tions of the Freight Structure 
Enquiry Coonittcc , a new freight structure was introduced from 
1st October, 1958. The broad features of the new freight struc
ture are indicated below. Instead of the·then existing Class 

ra. tcs , and wagon loa.d sca.le s, 45 rate scqlcs as li"s ted hereunder 
were introduced:-

22.5-A 52.5-D 92.5-B 
25. -A 55- -B 97.5-B 
27.5-A 57-.5-B 100 -B 
30. .:.A 60. -B 105 .-B 
32.5-A 62.5-B 110 -B 
35. -A 65. -B 115 -B 
37 .5-A 67.5-B 120 -B 
40 -A . 70. -B 125 -B 
42.5-A -.72-.5-B 130 -B 
45 -A 75. -B 135 -B 
50 -A 77.5-:a 140 -B 
52. 5-A 80. -B 145 -B 
55. -A 82-,5-B 155 -B 

57.5-A 85. -B 170 -B 

87.5-B 180 -B 

90 -B 

13.35 All connodi ties classified in the Goods Tariff l'Tere 

given a corresponding sca.le sopara tely for "smalls" and for 
• "wa.gon load". It will be. seen that two sets of scales were 

introduced .... ·"A scale" and"B scale". Qrigina.lly, the Freight 

Structure Enquiry Comittcc had recommended certain rates for 

different slabs of the telescopic scale proposed by them. The 

Government however thought that tho acceptance of the Freight 

Structure ~nquiry Coomittee 1 s rate scale would lead to apprecia-

. ble enhancement of the ch.arges levied on several coomodi ties. 

They lmnted to keep the quantum of increase to a certain level 

and it was not found possible to keep-the increase in all cases 

I.Yi thin a rensona ble lini t lTi th only one scale of rates. 

Therefore, two .scales A and B were proposed. 
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The 100-B rntos nnd the 100-A rntos :~.regiven belo'\v for 

purposes of conpQ.rison:-

Distnnce 
(Niles) 

25 
50 

100 
200 
300 
400 
5('0 
700 

1000 
1500 
3000 

I 00-B rn to s 
(per nnund ) 

Rs. p. 

0.34 
-0.49 

0.81 
1.40 
L97 
2~49 
3~02_ 

3~84 
5~02 
6~64 
7 .. 81 

1 00-A bnse rQ. tes 
(per o.nund) 

Ps. p 

0~48 
0.64 

0~98 
1~52 
2~04 
2~48 
2~92 
3~66 
4~ 64. 
6.06· 
7.22• 

13.37 In the Goods Ro,te Tnbles rn tes were, notified in block nilengc 

bnsis with blocks of 5 oiles. upto 500 __ niles, blocks of 1 0 miles fron 501 
.. 

to 2000 niles, nnd blocks -of 15 niles beyond 2000 niles. Alnost nll 

connodities were given separate wagon load nnd snnll rntes. A niniouo. . 
weight concli tion wns nttnched to tho· wagon land rnte vrhich vms show·n 

ngninst the conmodity in the revised genernl clnssificntion of goods. 

Landing nnd unlonding of Q.ll goods booked at 1imgon land rates had to 

be done by the consignors nnd consignees respectively. 
. . 

For n fer.J 

cor:u:wdi ties, ::owever, like nuto-ricl:.:Jhmvs, notor cnrs 7 etc. there wns 
-

only one classified rate wr..ich 1-Tn.s applied 1-Thcn the cor::modi tics 1vere 

offered in nny quo.ritity. But in these cases generally the rntcs were 

subjec·t to n nininU.O -vreight for ch:1rge per .:trticle. In the revised 

Rates Structure, Owner's Risk rntes wore provided only for n feu con

I:lodi tics, the freight n t &lihmys 1 Risk being 20% higher thnn the 
. . 

freight nt Ovmor 1 s Risk which 1-fas notified. Tho other notified rntos 

were all nt Railway Risk. ~10 suppl~ncntnry chQ.rges thnt were 

being recovered till thnt dnte vmrc vli thdrnwn. The oininuo. dist.::mce for 

chnrge cf 25 niles applied on the through distnnce irrespective of the 

nUDbor of rnihmys· involved •. The nininuo. .chnrgc per w:1gon 1·rhich u.::ts 

obtaining till then wns n bolishcd. Tho trnnshipr.1ent ch.::trges, ghn t 

charges, etc., were also abolished. 
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13.30. Tk~ coal rate 1 was a so revised and a special scale for 
ccial 

-Give 
lvas introduced. The charges for coal for a fe1-r representa

mileages are given b~low 

Distance· (Hiles) 

.-----
25 . . . 

100 ... 
200 ... 
300 .... 
5.00 • 0 • 

800 ... 
1000 ... 
1500 ... 
1501 and over . 

. 
Rate per ton 

Rs P · 

4. 31 . 
6~87 

12,00 
13.69 
16.87 
21.19 
24.00 
30.00 
30.00 

A ceiling of ~5 30.00Lwas fixed for any distance beyond 
1500 miles. . ber ton 

13. 39. The increnscs in the rates for different commodities 

uhich were made in October 1958 did not, hovmver, prove to be 

adequate to cover the inc~ease in openating costs and the 

requirements of the rail w·ays; The Ra:i.ll'mys, therefore~ made. 

ad-hoc increases in freight rates by vray of levy of supplei!lentary 

charge and reclassification of certain comrnodi ties from time to 

time. 

The changes made in the freight rates from 1.10.1S58 

arc indicated below • 

13.40. 
. ·· 

From 1. 4. 1960 - A supplementary charge of· 5~ vras levied 

on goods traffic except ·iron ore apd manganese ore for export. 

13. 41 .• From 1.4.1961 - The rates for coal for short distances 

up to 70 Kms •. were increased by 2 to 75 Paise per tonne. 

13.42·-~· From 1.7.1961 -·coal rates were revised for all 

distances beyond 335 Kms. by an amount increasing with.~he 

distance subject to a maximum increase of ~ 3.81 per tonne. 

13.43.(i)From 1.7.1962- An increase of Re.1 per tom1e for 

distances81 ICr1s. iild above· and increases ranging betvreen 

50 p and 90 p for dist ru1c9s loss than 81 Kms. l·rere made in 

case of all goods, excluding grains and pulses. 
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(ii) In the case of grains and pulses, an increase of Re.1 per 

tonne was made for distances 161 Kas. and above and increases r.:tnt;ing 

between 50 P anf 90 P for distances le 3 th~n · 161 Kss. ~~·<.s effected. 

(iii)The minimum charge per "Sr:J.alls" consign;nent uas increased 

from Re.1 to Rs 1 .50. 

13. 44. From 1.4.1963 -·The s':.lpplementary charge of 5;~ 1-ms raised to 10~ 

completei'y exempting, however, I'Ianganese Ore for export. In the case of 

Iron Ore for export, the existing supplementary charge of 5% was continued. 

13.45 From 1.4.1964(i)~he suppler.1entary chCll'ge of 10;~ vras increased to 

12%. Coal rates for dis t.ances beyond 500 Kins. v1ere increased, the increase 

varying with the increase in distance, subject to a naxir!'_um increase of 

Rs 3 per tonne. 

(ii) A dcwrnmrd adjustment in the classification of certain high

rated commodities such as Boots·, .Firew·orks, lamps HOC, lanterns HOC, 

Hedicines, matches safety, leather goods,- motor vehicles, rubber manu

factured etc. was made. 

13.46. From 1.4.1965(i)The supplementary charge of 12% introduced fran 

1.4.1964 was merged in the basic rates. 

(ii) The rates for hard coke uere revised to 10% higher than coal 

rates. 

(iii) Wh:Ue an upward adjustment in the classification of certain 

low rated commodities uas made, the classification of certain selected 

highra.ted commodities 1vas also down-graded from 1.4.65 uhich included 

Cotton (rmv) full pressed, Piece goods, Cotton press packed, Tlotor 

vehicles NOC in open wagons, I-Iedicines, hosiery silk. SoBe of thG com

modi ties whose classification was enhanced v1ere cement, Tiober , P.O.L. 

(Non-dangerous), Pig Iron, Iron or Steel Divisions A,B & C. 

(iv) The surcharge of 20% leviable on "Smalls" consignBents 

weighing upto 4 quintals in case of commodities under 'A' classification 

was extended to 10 quintals. 

(v) The miniDum charge of Rs 1.50 per consicnr::ent was increased 

to Hs 3. 

13.47. · From 1.4.1966- The rates for coal for distances beyond 800 ~ns. 

were enhanced by an amount increasing "l'lith th_e distance, subject te> a 

maximum increase of R> 4 per torme. The rates for hard col::G, Hhich hc-.J. 

been 10~0 higher than those for coal, were also enhanced in the S.:lllO pro

portion so as to maintain that relativity. 
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( ii) T he rate for salt for distanc~beyond 

inc rc 'sed gru~ually with inc::cas e in distance , 
800 Kns • wns 

subject to a 
nnxiouo increase of r.s 3,50 per tonne. 

( iii) Th c classification. of cooElodi tics such as Sugar, 

Biscuits, Cie;urottes, Confcctionary, Hardvmre, Hydrogenated 

oils, Hcdicincs, 'l:ea, Tobacco, Rubber or Synthetic rubber 

aunufucturcd, uas down graded. 

(iv) A supplon.cntnry Charge of 3% l·ms introduced on_goods 

traffic, including coal and cok.c and livestock but~ axel uding 

c onnodi tios classifi cd higher than class 1 00-B and iron ore and 

oangancsc ore for export. 

(v) The surcharge of 20% leviable on 'sonlls 1 consignoents 

~<ms nude applicable to bigger consignnents as indicated below : 

Cor::u:wdi tics 

1. Conooditics chargeable 
at 'A'scales of rates. 

2. Comnoditics chargeable 
~t 'B' sc~~cs of rates 

?rior to 
1.4.1966 

On consignocnts 
weighing less than 
10 quintals. 

On consignncnts 
weighing less 
than 4 quintals. 

.. Froo 
1.4.1966 

Oil c onsi gnoon ts 
weighing less 
than 50 quin-
tals. · 

On consignoents 
weighing less 
than 10 quintals. 

including 
13.48 (i) Froo 15.6.1967- The rotc for coal / soft coke was 

increascq/.ror distances beyond 515 Kns. gradually with increase in 

distance sub-ject to _a r1uxi:wun increase of P.s 3 per tonne at 1860 

Kns. and bc_yond. 'Prior to 15,6.67 this tl_'nffic was chargclfor 
. . 

distunccs.bcyond 2400 Kns.at rn;tcs applicable for 2400 Kos. Fron 

this date, "an additional charge of 13 paise per tonne was levied 

for haul of every addi tionul 20 Kns. for distances beyond 

2400 Kns. Rate for hard coke was also revised to naintain the 

earlier relativity. 

(ii) The suppleoentary charge of 3% introduced froo 1.4.1966 

· d t 6d The incrensod supplencntary charge was was J.ncree.sc o ;o. -
. t ( ) · .,.., c.,..,-. ~.,..,_, '1"~1,.,."'ncsc ore for export also uade upplJ.cablc o ,a ~ro. ·-- ~~~ L~b~ 

(b) conr::odi tics classified higher than clns.::J 1 00-B ; and 
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(c) railw:ty coal, Hilitc.ry traffic, postnl trnffic and rnilwny 

:-:1ntcrials and r.torcs were exeLlpted fr. ~l tho ~evy of ~u-->lenentary 

charge. 

(iii) In the case of grQins c.nd ;mlscs~ ·tho 3% su:pploncntc..ry chr..r.gc 

introduced fran 1.4.1966 continued. to be levied on then. 

'I A downwQrd adjustnont in tho classification of all high rated 

connodi tics classified :1ighcr th.:tn clnss 1 00-B VIas nnde. 

13.49. Fron 1.8.1~]- A distinct nnd s~parato scale of rates for 

snalls, dosignntod,C 1 assc['.los, •·ms introduced. Tho rates were higher 

" thnn the snalls-rates hitherto in force. 

13.50.. Fran 15.3.1968- Tho rntes for livestock (other than cniJ.cls, 

elophnnts. and, elephant cclyos), trlCre incrco.sed by 10% sub.ject ton 

Dininun increase of r.s 10 per BG four-wheeled lvngon, E'..J,lil R.s .. $-per .. I:G/NG 

four-wheeled wagon. 

13.51. Fran 1.4.1968- Tho supplenontary charge lcvinblc on goods 

traffic was enhnnced f;.on 6/b w 9% 1·ri th effect fran 1. ,+.1968, exceptinG' 

foodgrains in rospoc t of uhich, it 1ms r.:tisod froiJ. 3% to 6%. 

13.52. Fran ·•.11.1968- The freight ro.tos for conl c:cl coke ·Here 

revised. A transhipncnt ch['.rgo of 50 paise per tonne per trc.nshipnent 

was also introduced. Supplenentnry charg..;, was not leviable on tho 

revised rates for coal. The coal rntcs ·in force prior to 1 .11. 68 c.nd 

tho revised rntos introduced fran 1.11.68 for ccrtnin representative 

dist nnces arc indica ted bolovT ~ Tabje 12.4 J ?::.•1.-t 
Rates per tonne in Rs. 

__ D_i_s"':"t_an_c_c--:-i-n-=K-n-s"TO ..... Pr_i.;..:;o_r ___ t_o~1.11. 68 0 U. E. fron 1:11.68 

100 
200 
400 
600 
800 

1000 
1500 
2000 
2500 

8.13 
10.99 
16.99 
21.90 
27.47 
31.50 
41.09 
-~9. 37 
53.91 

8.72 
11 ~ S2 
18.00 
24.00 
30.00 
34.16' 
44.56 
5"~. 96 
60.96 
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13 ·53 • From 15 .12. 1 ''68 - The ninimum weight for charge for 

'smalls' c onsignmcn ts >ms enhanced from 20 kilograms to 40 
kilograms. Also th · · , e m~n~mum charge for 'smalls' consignments 
was enhanced from Tis 3 to Tis 8 per consignment • 

13.54. From 15.6.1969- The supplewentary charge leviable on 

grains and pulses was increased from 6% to 9% on par.with other 
goods traffic. 

Lh'Qm 1.8.1969 
13.55 \i) The levy of transhipment charge at each transhipment 

point on all goods traffic was introduced as under :-

( 1) On traffic chargeable at carrying capacity of uagons .-
(a) 

(b) 

Dangerous goods . . . . . 
Non-dangerous ·goods ••••• · 

10 paise per quintal • 

8 paise per quintal. 

(2) On all other traffic i.e. wagon load traffic chargeable 

at any minimum ·weight other than carrying capacity, 

(a) 

(b) 

as 1>tcll as "smalls" :-

Dangerous goods . . . . . 
Non-dangerous goods •.••• · 

15 paise per quintal • 

10 paise per quintal. 

(ii) The wagon load classification of certain cereals 

other than principal cerea.ls such as Gram, Dhall, Hoong, paddy, 

etc .1-r~.s revised _from class ;,O-A (Special) to 32.5-R and that 

of Gram Flour revised from class 35-A to class 37.5-R • 

. 
(iii) The wagon load classification of Salt NOC was also 

revised from 35-A (Special) to 37.5-R ru1d a new classification 

namely 35-R introduced for Salt, programmed. 

( i v) The wagon load classification of certain allied 

comuodi tics such as Bicarbonate of Soda, Caustic soda, Caustic 

soda liquor, Silicate of soda, Soda ash, Soda Crystal, 

Sodium meta-silicate and sulphate of soda, \'laS revised. from 

37. 5 A to 40-R. 

From 1.4.1970- A. rcvieu of the frcigh.t structure 

uc..s nado during 1969-70 by an Officer on Spccial·Duty. It was 

found that during th~ provious decade tho pattc~n of traffic 

·f· t" Thoro hc..d boon a ste~dy fall had changed sign~ ~c~n ~y. 
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in the proportion of higher rated traffic 1,ri th corrosponding increase 

in tho proportic n of low-rated trG.ffi c. · Tho freight s t ·uc turo them 

in force, ui th a iddc difference in the charges for low-rated and high-. 
rated commodities uas ablG, on tho old patt rn of traffic, to produce 

sufficient rGvonuo to cover expenditure and leave a reasonable surplus 

after payfng dividend because the lovr margin over costs in the case of 

low-rated comwodi tics vms conpensatcd by tho larger margin in tho case 

of high rated commodities. The imbalance due to chango-in the proportion 

of high rn~6d and low rated traffic coUld b~ restored only by enhancing 

tho ra tcs for low rated traffic rcla ti voly r10ro than· for higher r<:'.. ted 

traffic. Keeping in vievr tho above background and the need for bring

ing the ra tcs in line with costs - though the officer was handicapped 

to sone extent for want of detailed cost data - and having regard to 

the need for adjustment of tho 'taper' in telescopic rates to taka into 
' 

account the. _development of road competition, the freight structure -vm.s' 

ra tionall.sed and the· rationalised s true turc vras brought into force froo 

1. 4.1970. The important faa turos of the .ra tionaliscd freight ~ s·tructure c::t ,L.(_ 

indicated bcloi.r..- · 

13.57.(-i)The old freight structure had six separate scal::.:s, nanoly, A, 

B, A-Special, B~Special and ;R scales applicable to im,5on load tr2.ffic 

and C scale applicable to s~mlls traf:..i.c. The total m -"bar of classes 

was 61, In tho rationalised freight structure: all tho six old scales 

were merged and replaced by one single sc~o, and the nunber of classes 

was reduced from 61 to 30. Tho changes proposed in the rationalised 

fr0ight structure were not hoiwver r.1adc applicable to grains and pulses 

and flour. 

(ii) The different class rates vlCrc derived from the bas~ scale, 

calculated on the follo-vling basis . . 
Distance _in Kms. Paise £Or Kn.£cr guintal 

1-40 3.10 
plus 41-100 1. 73 
plus 101-250 1.25 
plus 251-500 1.05 
plus 501-800 O.S8 
plus 801-1200 0.90 
plus 1201-1800 o.so 
plus 1801-2400 0.60 
plus 2401-3000 0.40 
plus 3001- and over 0.25 
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Tho· rn to~ were calculated for the follol>Ting 
blocks of distances ;_ 

1-40.- Kns. ;one block 
41-250 ·II 

5 I~iJS. block 
~51-800 " 10 Krn. block 

J01-2400 11 25 Kns. blcick 
Bcyon9.'2400 Kns. 50 Kms. block. 

The rates for various classes 11ere derived from I the 
above base scale by taking the class nunbcr as a percentage of 

the base rate for oach distance nnd then adding 20 paise per 
quintal. 

(iii) A separate rate scale was notified for coal traffic, 
with the following basis:-

Dis to.nco ir~ Kns. ' Rato.....:2.9_r tonne (ns). 

1-40 6.80 
plus 41-240 0.16 -for every 5 Kms. 
plus 2!~ 1-800 0.30 for every 10 Kns. 
plus 801-1200 0.56 for every 25 Kns. · 
plus 1201-1800 0.54 for every 25 Kns. 
plus 1801-2400 0.48 for every 25 Kns. 

:plus 2401-:3000 0.60 for every 50 Kw.s. 
plus 3001-and over 0.30 for every 50 Kos. 

(iv) The rationalised freight structure involved' ari increase 

of 2% to 7% in 1 t'l1e case of 'A' scnlo rates, the increase being 

somewhat higher at longer distances than in tho shorter distnnccs. 

In the case of 'B' scales, tho incroaoo was higher for the shorter 
... 

distances than for tho longer dista,ncos but linitod nostly to 

50 P. or loss per Quintal. 

13.58 Fron 1.7.1971(i).An enhancencnt was effected in the rates 

for coal for all leads. Tho rates for coal prior to 1.7.71 and 

the revised rates introduced fron 1.7.1971 for cert~in distances 

arc furnished below 

Distance in Kns. 
100 
200 
500 

1000 
1200 
1500 
1800 
2000 

Table 13._2 
Rat9 per tonne in Rs. 
Prior to 1.7.7~1 ___________ F_r_~n~~11 

8.72 9.20 
11.92 12.80 
21.00 22.55 
34.50 37.40 
39.00 42.60 
45.50 49.20 
52.00 55.80 
55.80 59.80 



13-24 

(ii) The rcttcs for Hard Coke were also'rcvised so that th::;y rcn.:J.incd 

1o% higher thQU the r~tes for conl. 

(iii) A freight concession of 2~ was notifieQ for coal tr.:J.ffic offered 

in train loads at one tine fran one for<-r::'.rding station/loadinJ point· to 

ono dest_.,nation station on one forwarding note i.e. frcn one COi1signor 

to one consignoo. 

(iv) The following concession in freicht rates fur 'coal >rhon offered 

for r:wvorn.ents during th(.) slack season i. c. (durin~ the Donths of Juno to 

Scptenbor) wns also introduced. 

Upto 499 KI!'.s. 

For distances between 
500 to 1000 Kns. 

For distances between 
1001 to 1500 Kns. 

Ho concession 

Freight concession .at 
50 paise per tonne 

Freight concession at 
75 paise per tonne 

For distances beyond Freight concession at 
1500 Kms. Rc.1/- per tonne 

(v) The classification of all comc.odities classified at class ·15 

and belovr in wagon loads -.;·m.s enhanced by o'ne step. ·No chango vm.s, 

hovTcvcr, nade in the freight rates for foodgrains and pulses as also in 

the freight rates for export iron ore fran Kiriburu and Bailadilla ~ea 

(vi) The rates for different categories of Iron or Stc0l falling 

under DivisionsA & B were also put up by one step as indicated belou .-

13.59. 

Iron or Steel 
Division A. 

Iron or Stee 1 
Division B. 

Classification in 
force prior to 
1 • 7. 1971 

~~~!!~===~~~~~~~~~ 
95. 80 

85 67.5 

Revised classification 
introduced fran 
1 • 7. 71 . 
----------~----------
~-~~~!~~---~2~~!~~~~--

100 82.5 

85 70 

Fron 15.4.1.972 (i) The freight classific.'l.tion of all corYJ.odities 

classified at class 52.5 a..'YJ.d bclou in uagon loads rms incrc:>.Sed by one 

step. Ho chnnge uo.:~, hovmvor, nadc in tho· freight rcttcs for foodgrains 

and pulses or in the freight r:t tos of iron ore a_'YJ.d ncmgctneso ore intended 

for export. 
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(ii) With a view to securing a better/~~~Rgon the charge-

able weight for bulky articles 1ms revised from 45 quintals per 

4-u}leeled Il.G.Uagon and 30 quintals per H.G. or E.G. 4-wheeled 

wa[;on to 60 quint2ls per 4-••hceled B.G. wagon, 40 qnintals per .. 
4-wheeled ILG. wagon and 35 quintals per H.G. 4-1iheeled wagon. 

(iii) A selective enhancecent in the classification of 

certain goods of CO!L.parativ;;ly high value but >·ri th poor loada

bili ty >..as made. The na:nes of those cor:u:aodi ties and the classi

ficat~on in force-prior to 15.4.1972 and the revised classifica

tion assigned from 15.4.1S72 are indicAted below : 
--- -- -- --~---- ·----------------------------------------------------
Commodity Classification in Revised classification 

force prior to introduced fron 
15.4.1972. 15.4.1S72 -----------------------------------------------------------------
Smalls ·. Wagonloads S~alls vlagonl oads 

Hotor tractor NOC 
Hotor graders 70 (AQ):. 87.5(AQ) 

Furniture-Iron or 
Steel, Furniture 
Collapsed, folded 
or unassenbled. 95 80 130 110 

Glass silk or wool 
Refrigerators . , 
Elcctric-Refrig~t~
tors NJC,Thermocole120 110 1=50 130 
------~··-~-:~_:_ _________ ~~.h---------------------------------------------

13.60. From 1.4.1973 (i) The freight classification of all 

counodi tics classified at class 57.5 and belol'r in uagon loads 

were raised by one step. 

no change was, hm-1ever, made in the classification of 

grains and pulses, salt, kerosene oil, fire-lvood, charcoal and 

Jagro.:;. 

(ii) 

fuel W\~re 

1-1erc also 

for coal. 

13.61. 

Tho rates for coal, coal shale, 
... · th r cent • The put up by reo pc 

revised so as to be 10% higher 

lignite and patent 

rates for hard coke 

than the revised rates 

Concoss;ons for train load novomcnt 
From 15.2.74 -The ~ 

f coal during sla.cl: scauon were 
of coal and for ~ovoo~nt 0 

1--ri thclrmm. 
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13-62~i) Froo 1..4.1974 - During the year 1973-74, a reviou of the 

freight structure wns runde by tho R.:Ulua;>r Boo.rd and it was found noccsso.ry 

to make an adjustment in the general r~tc level, to oeet the incrco.sed 

costs of operation broucht about by rising costs of staff, fuel and other 

. inputs. In the \·rords of the Budget f·feclOrandum cxplaning tho chnnges 

"nuther, our recent cost studies have sho· .. m that with'the increc.siac 

distc:._ncc, the revenue curve tapers dorm Llorc s tecply than tho cost curve 

and 1-rith tho incre<:..scd cost of operation the gap bobrcen costs and 

enrnidgs particularly in respect of Llajor connodities transported in bulk 

uhich forl:l nearly 75/~ of the toto.l tr['.ffic has becor.1e 1.'lider and vrider. 

Such a position coupled •'Ti th .the fact that the average lead of frc:ight 

traffic hns been continuing to register a s~e['.dily rising trend -

increasing from 561 Kos. in 1960-61 to 691 Kms. in 1972-73 - has 

indicated a definite neod for adjustoont of the gTadient of the taper in 

tho telescopic rates for rJediun u."ld long hauls of. traffic". Keeping the 

above factors in vie'I!T n revisec1. freight structure uas evolved nnd 

introduced froo 1.4.74 1-Tithout disturbing the then existing clnssification 

of goods. Broadly the ne;r freight structure introduced fron 1.4.74 

implied an increase ranging from about 5% at tho distance of.40 Kns. to 

about 11% at the distance of 3000 Kns. 

(ii) The new freight structure vms bu;i.lton a base scale uorkcd out on 

tho following basis : 

---·----------------------------------------------------~------------------
Distance (Kilotlotres) . I'nsc per I~iloLlo tro per Quintnl --------------------------------------------------------------------------

1-40 3.26 
plus 41-100 1 • 82. 
plus 101-250 1.31 
plus 251-500 1 .14 
plus 501-800 1.07 
plus 801-1200 1 • 01 
plus 1201-1800 0.90 
plus 1801-2400 0.68 
plus 2401-3000 0~45 
plus 3001-nnd over 0,28 

-------... -·,-- .. -- .... --~-"'" ·------------------------------------·--------------------
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(iii) Th ~ 0 rates uoro co.lculatod on block dista.~co basis as 
indica ted below, the hi -~'lost K n f ~· · • o each dis ~:;nnco block being 
tak:on for tho :;::>urposo of co.lculc;"'t. J.. ng ~· tho rate for that distance 
block. 
--·-~-··---- _____ .... __ 

----------------~---------------------------------Kilow.etrc -------------------------··---·----·----------------------------·--
1-40 One block. 

41-250 5 Kos. block. 

251-800 10 . KLis. block. 

801-2400 25 Kns. block. 

Beyond 2401 50 Kras. block 
-----------------------~-~--------------------------------~-----

(iv) The iatos for various classes wore derived froo tho 

above scale by taking tho class nunbor as a: porcon tago of tho 

base rate for each distance and then adding tho following amount 

per quintal ui th each basic. class ra to :-

At distance 
( Kil orao trcs) 

1-100 

101-150 
' 

151-250 

251-350 

351-500 

501-800 

801 and above 

Aoount to be added to each 
rate per quintal (pnise) 

21 

22 

23 

25 

27 

28 
29 

---------------- -----------------------------______ ..., _____________ _ 
( v) No chango was hovwver made in th~ rates for grains and 

pulses which were continued to be charged at tho rates in force 

prior to 1.4.1974. 

(vi) Until 1.4. 74 the rates for coal were outside tho franc 

work of the general freight s true tur·.:; and ue.ro_ highly conccs

siona;l. vli th effect from 1. 4. 74 the ra tcs for coal vrore_ brou.ght 

ui thin tho frnnclvork of the stcmdard froi'ght struc turc D...~d' coal 

. uns assigned tho classification of class 37.5 for wagon lol'.d 

movcocnts. Hard coke i·iaS assi gnod tho classification of clnss 

42~S for wagon load oovcncnts. 
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(vii) ~'lith u vieu to uocting the incrcc.scd C'Jst of tro.nshipnent ut 

trunship:wont po:Lnts, tho tro.nshipnent charco levio.blo o:1 good3 tra.ffic 
' 

involving transhipne;nt wns revised as uHdcr: · 

Per g ui'n tul 
Existing Revised 

(1) Ontr~ffic chargeable ut carrying 
capacity of wagon. 

(a) Dangerous goods 

(b) Non-dangerous goods 

(2) On all other traffic i.o. 1-mgon 
load traffic chargeable at ru~y 
mininum weight other thQll co.rry1ng 
capacity US \'TOll as snalls • 

(a) Dangerous goods 

(b) Non-dangerous goods 

(3) Special charge on liquids in 
bulk involving transhipment. 

(4) Coal, coal shale, soft coke, 
lignite, patent fu.el, hnrd 
c oko and de ;:J.e s tic c oko. 

Pa.ise Paise 

12 

10 

20 

12 

12 

Per torme 

30 

25 

50 

30 

30 

Existing Revised 
I:s P R> P 

----'---

00 60 50 

-----------------------------------------~-------------------------

(viii) The supple:-.10ntary chn.rgo of 9fb levied on livestock traffic 

increased to 201&. 

13.63. From 15.9.1974- The levy of supplencntary charge at the 

following rutcs on Goods Traffic including-livestock but excluding 

foodgrains and .pulses, edible oils, so..lt· and jagroe 1vo.s introduced 

(i) For distances upto and inc.lusivo of 500 Kns ........ 16~% 
(ii) For distances beyond 500 Kns ....................... 22>'& 

13.64. Fron 1.4.1975- Foodgrains 1vero bro~1;;ht uithin the 

fraoe 1·lork of the sto..ndnrd freight structure by clo..ssifyin;; cro.in. nnd 

pulses Division 'B 1 at class 35 for wo.gon loads and Gro..in. and p~lscs 

Division 'A 1 at class 37.5 for 1.mgon loads. Furthcr,grc..ins and pulses 
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wore also subjected to the leV'J of supplenentary charge of 

1~ 1 / 22% introduced fran 15.9.1974. 

. 
13.65. Froc 1.11.75- Classification of a few selected 

connodities such as iron and steel nateriuls, cowent, pctrolcun 

oils, tinbcr, s:md and stones vrcre enhe.nccd. 

13.66. Fron 1.4.1976.:. The levy of a-dditional supplenontary 

charge at the follol'ling ro.tes vms introduced fran 1.4. 76 Oil: 

all goods traffic including live stock but excluding foodgrains, 

cheuicnl I1anurcs ,edible oils, oil seeds, jagrec and salt -

Additional Supploucntary 
charge leviable. 

lvngon load traffi_£ 

For distances upto and inclusive of 500 Kns •••••• 5% 

For distances beyond 500 Kcis ••••••••••••••••••••• 10% 

"Snnll s" traffic 

For ull dist~ccs ••••••••.• ~ •••••••••• -1 o% 

13.67. Frau 1.4.'1979 (i) The cxcnptions given to edible 

oil, 1alt (:rroc)1 Gur, Sho.kk --:,'Jagreo, Foodgr~-..ins, Oilscods 

and CherJ.ic.:1.l Hanurcs fran the SuppleDentary cho.rges levied 

uith effect fran 15.9.1S74 and 1.4.1976 were l'lithd.ra'Wll. The 

noroal rates of supploncntnry cho.rgc, as applicable to other 

goods traffic wore charged on these traffic also. 
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(ii) Furtr.or .::m addi tion.:J.l supplenrmt.s.ry 9r.arge .:::. t the r c.tcs 

nentioncd belmv- on nll goods tr~ffic includL1g livestock but excludinG 

S.:::.lt, NOC was introduced. 

Additional Supplcuentary 
~Iar;on load Traffic 

I 
C h~JZE,:c__l e vj. a b 1 e _____ _ 

For distances up to n.n:i inclusive of 500 Kns. 5% 

For clis·cances beyond 500 Kns. 10% 

~'..&:lall_s 11 traffic 

For all dist.s.nces 

(iii) 'l'hv l~ates of trnn.~hj.J2Ilcn'L_q]l_org?E_ 1-rerc clso revised, the revised 

transhipucnt charges being as undor (including sup~lenentary chnrges) 

On dangerous goods 

On Non-d.:::.ngcrous goods 

On Salt NOC traffic 

Specicl ch.:::.rge in liquids 
in bu:!.k involving b~onl:: 
of gaugo tro.nshipncnt 

On coo.Jicoke etc. 

75 paise per quintal 

45 p.:::.ise per quintal 

40 p.:::.ise per quintal 

45 paise per quilYtil 

Rs.2.15 per ton~~. 



CHAPTER XIV 

THE RECOHHEUDED FREIGHT STRUCTURE 

14.01 It w·ill be seen from the brief narrative given in 

Chapter XIII that Raillvays had to take reco1U'se to .§;9; ..!'.!29, changes 

in the rate levels, 1-1i th regard to classificati'-n of commodities 

and levy of supplementary charges from time to time, to improve 

their financial position. 

It is clear thatuhile the transportation costs on 

Railways have increased the freight levels have not been increasing 

pari passu. This is evident from the following indices of costs:-· --
1960-61 1 2:ZO-:Z1 1276-71 1218-12 

Average afu~ual cost per employee 100 189 350 380 
Average cost of .energy element 
(coal, diesel&.electrioity) ·. 

. 100 166 351 370 

Average rate charged per t.o!'l..ne 100 140 229 228 K.H. 

We nave discussed in detail in Chapter VI th~ extent of 

overall revenue. required to be generated from freight traffic ~,n 
•' 

Indian Railuays. The projections provide for an inc::rease of about'· 

Rs 500 crores over that obtained-in 1976-77 assuming the same level 
• 11' 

of revenue earning traffic, i.e., about 212 million tonnes and 

operating efficiency. 

A uniform suppleoentary charge on freight rate is not 

scientific and is not a satisfactory m~thod of genera~ing additional 

revenue and should be resort~d ··t"o only rarely 't'l'hen there is no 

time to make a detailed examination and work out increases in 

freight rates on the basis of the capacity of the different· 

commodi tics and different streams of traffic to bear the burden •. 

The better method is to revise the level of freigh-t rates so as 

to spread the burden equitably according to the ability of the 
. . 

different comrnodi ties and streams of traffic over various distances 

to bear the increases vThile keeping in mind the costs . entailed 

in transportatiqn. This is uhat the Committee has attempted 

to do. 
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14.05 In the matter of trans:portation costs, vTe are fortun.::!.toly in 

a better posi~ion than wh.it tho Fre~ght Structure Enquiry Committee 

of 1955-57 f< .md thci:J.selves in. 

14.06 The Railuay Freight StruC?ture Enquiry Comittee of 1955-57 

have referred in• t.heir report to the inadequacy of cost studies on 

Indi:m Raihmys. and have alluded to the general_lacunae in reliable 

cost statistics. The Indian Raihmys have since inproved their 
'I 

cost data significantly and detailed studies are available based 

on the sample surveys, etc., of separate costs of coaching and goods; 

and, in goods themselves, the incidence of costs for different leads 

of traffic. Detailed studies have also been made of transportation 

costs of particular comnodities like coal. Data are available not 
_,, ., 

only f~r. terminal costs and line haul costs separately but also for 

wagon load-s and· 'smalls'. 1:Te have had the detailed cost· data 

furnished by the Railw·ays also scrutinized by the Conni ttee 1 s oim 
.\ '·. 

Cost Consultant. 

14.07 We may mention here one basic change in the Freight 

Structure that we.aro proposing. Hhile 1 in the Freight Stru~ture 
' 

introduced from 1.10.1958, the terminals had been integrated \'lith 
• '< 

the freight rates, ue recommend that there should be separate .. 
terminal char<-;es. as was tho practice: il;l ypgue prior t J the introduction 

of the 1958 Rate Structure. 

14.08 (i) Indian Raihmys had, all along, been levying a ~parate .. 
terminal charge till the revision of the Freight Structure in 1958. 

Prior to the introduction of the Freight Structure from 1.10.1948, . 

different Railways were levying different rates of terminal charges. 

These were all standarised in the Freight Structure introduced on all 

Raihrays from 1 .1 0.1948. These terminal charges were fixed cho..rges 

based on the vTCight, .applicable to all coomodi ties irrespective of 

the :haulage distance. In r8spect of 1-m.gon load consignments, a 

slightly lo~rer terminai chargG uas levied. The follouing. ;-;ore the 

rates of standarised 'terminal charge introduced from 1.10.1948 :-

(a) Eight pies per maund at each end Hherc the Raihray 
is required to do the loading or unloading; 
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(b) Six pies per maund at each end llhere the owners 
are required to do the loading and unloading or 
>v-here,at the optioh of the Railw·ay, they.nre 
permitted to do so under special arrangement; 
and 

(c) Eisht nnnas per maund at ench.end for eeneral 
merchandise. in l'lnG"On loadS booked bebv-een 
paints \ri thin the so.r:1e area. 

(ii )' The expenses incurred on terminal services can in 

respect of mo3t of the items of ex~enditure be considered in 

isolation from the rest of the cost of operation •. In the 

detailed costing studies now mado by the Railways, separate cost~ 

have therefore been vrorJ.:.ed out for terminal services and line . 
haul. The expenditure on· account of the terminal services remair 

constant irrcspec:tive of the distances over which the consignncm1 

is hauled. This fact by itself is sufficient reason for separatir 

t\}rni~1al charges from the line haul charges, particularly when 

the proposals for freight ch'argcs have to take into account the 

costs incurred by the Railways. The Freight Structure E;,1quiry 

Committee of 1955-57 suggested abolition of tern.inal. charges 

mainly on the grounds that several of the foreig11 Railw-ays were 

having an integrated charge and tLa \his 1muld make· the 

calculation 'simpler. It may bo mentioned, however, that even 

where a separate •;'eerminal charge is provided for, the rate sho1m 

in the Railway Receipt will be a calculated total rate including 

the tcrninal and the haulage rate; as far as the public is . 

concerned, it would not m:1ke any difference if the Raillmys 

include a separatG tcroino..l charge in the to.tal ratG. 

(iii) The terminal , ch.::J.rgco arc levied on a per •mgon 

basis. Therefore, if a wagon is loaded to full capacity, the 

incidence· of the terninal coat per tonne will be much less than 
; .· 

where the loadability is less. In an integrated rate,where 

the terninal element i s,included in the per tonne rate, the 

obvious anonaly is that n conDodity whichis loaded to the full 

carryinG capacity of a wagon, pays much Llore touards 

terni~1al charees thaa a comaodi ty vvhich lands much less per 

1ms-o<1. This obviously iG unfair and. an undue burde;,1 on 
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connodi ties i>rhich load 1·rell per I·TCJ.gon. A par 1mgon tertlinal charge 

in the case of wagon load consignoents will h.J.vc the CJ.dvantage that 

the incidence of terminal charge wi~l be Llore.equitably distributed 

among commodities. This. would also facilitate the froicht chargas 

for cor:nodities which give low woit;hts per wagon. being ch-:trg3d on 

a basis cor:ro.ensurate l·rith costs, because the incidence per tonne 

in such cases of the terminal charges will be higher than in the 
·I 

case of cotliDodities which give higher weights per uagon. This vrill 

be a useful instrument in addition to an appropriate increase in. 

the classification level of such coFJnodities to help cover costs. 

It may be mentioned that a per 1-mgon terminal charge 1vill also be 

an incentive for parties to make better use of wagon space and 

load more as the incidence of terminal charge per tonne >vill 

decline as the weight increases •. This '\'Till, therefore, hel~ in 

improving the load per wagon also. 

(iv) The levy of a separate terminal charge, which is a fixed 

rate irrespective of distance being added to the rates for different 

distances, will in itself ioply a certain telescoping of the rates. 

(v) If there are different rates of increases in terminal 

costs and line haul costs, those can.be appropriately feflected 

in the rate levels from time to tine. 

14.09 In view of the several advanto.ges mentioned above, we are 

proposing separate terminal charges as distinct froo haulage 

charges. 

14.10 Tho point has been stressed before us, that tho teroinal 

raihvays are not gettinc; crodi t for tho expenses vrhich they incur 

for terminal services for tho through traffic booked boh-reen two 

Railvrays. After the introduction of tho 1958 Freight Structure, 

the earnings on through traffic Here being divided anong the 

Raihmys in th3 proportion of the distance carried on the different 

Railuays, as tho terminal charc-e could not be segrog.s.ted. Lo.ter, 

on representations froo the Zon:::~.l Raihro.ys, notional tcrrJ.ino.l 

charges •wre adopted vlhich vrore d:Jduct.::ld fron tho t~1r01.1.:;h r::tto 
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c.nd earnings vrere apportioned anon~; the Railvmys on that basis. 

'\'Til en 
Even this notional terninal rate is in:~.dequa teLconpared l-ti t~ the 

actual te:·ninal expenses. Sepa::..·ate terninal charges vlill enable 

better allocation of earnings between different Railways in respect 

of through t~affic inasnuch as the actual terninal charges can be 

credited to the Railways uhich perforo the terrainal services. It 

nay ".Je nentioned that t11e Australian Railways charge a separate 

terni:1al charge. which they call 'Origin and Destination Charge' 

Rnd this charge is eredited to the Railways perforning the terninal 

services in the case of through booking involving different Railways .• 

14.11 (i) The costingsdone by the Raihrays sho.-r that the average 

cost of terninal services per wagon for "\'ragan loads in 1976-77 was 

of the order of ~ 102.21 on the Broad Gauge and ~ 88~31 on the 

Hetre Gaulje. Taking into ·account the studies nade by RITES on 

terninal costs, further cost esc~.lations and the surpluses required 

to be B"enerated, we propose,for t~c booking and destination ends 

tocether, a terninal charge of P.s 150/- per 4-wheeled uagon on the 

Broad Gauge, Rs 115/- per ·~-1-;heeled l-mgon on the lietre Gauge and 

r.s 65/- per 4-wheeled waeon on the Narrou Gauee. The per tonne 

incidence on all the gauges for different connodities will be 

nore or less of the sane order. 

( ii) As far a~·\ragon loads are concerned, the wagon terninal 

charge will be added to the line haul charge arrived at per wagon 

by nultiplying the line haul rc.te per quintal by the chart;eable 

uei~ht of the '\'ragan. In the case of t soalls 1 , however, ue are ... 

proposing a separate terninal charge per quintal; the total :rate 

per quintal uill be arrived c.t by adding the.te::rninal charge per 

quintal to the line haul charge per quintal. 

(iii) In the case of booking froo one gauge to another, the 

terninal charges to be added 1nll be those appropriate to the 

gauge of the station at which the -vra.gon is booked. The incidence 
be 

per quintal vTillLDorc or less the sane, wl1ether the consignnent 

is booked fron Broad Gauce or Hctre Gauge. Thus, in the case of 

bool::iUG of consicnne;.1ts fran IIetre Gc.uge to Broad Gau.;e, the 

tercinals for both end::; uill be at the rate of P.s 115/- per 

d . t th nunber of 'Ta .. r::ons u~ed at the booking end. wagon, accor 1ng o a • ~ -
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In ease of bookings fron Broad Gauc;e to Notre Gc.uce, the terninal 

chn.rge uill be@ Rs 150/- per uacon ~ccorclin~ to tl1e nunbcr of 

uo.gons used on the Broad Gauge bookinG station. 

14.12 \·Te are retairtin(5 in the neu structure that wa are 

proposing tho fe~turo in the present Freight Structure of ho.ving 

differentlclasses as percentage classes of a basic scale. The 
< 

extant freight structure is based on a basic scetlo of Class 100 

and otl10r Classes are ~:J::::r.::zxxx)f percentage Classes of tli.is basic 

scc.le. The bulk of the traffic that is carried on the Ro..ihrays 

is, however, classified at scales less than Class 50 of the 

present structure. Thus 74 per cent of oricinating traffic on 

Raihmys consisting of coal, iron. ore, foodgrains, cenent, 

chenical nanures, · stOJ .. 1es and salt, are having clnssifico:tions 

varying fran 35 to 52.5 in the present sco.le. ~'le have, 'therefore, 
tho prose:nt 

proposed a basic class scale corresponding to; Class 50 1rhich is - . ~ . . 

nearer tho scale of rates f.Qr the bulk of the connodities than 

the existing Class 100 uhich is far ronote fran then. The basic 

scale will be. designated as Class 100 of the ne1v structure -vre 

are proposing. 

The Luin features of a Rate Structure are its spread, 

its taper and its absolute level. 

14.14 spread 

As far as sprean, i.e., percentace difference between 

the lowest and the hi0hest rate scales, is concerned, we are 

not proposing any basic ch~nce fran the existing structure as far 

as wagon loads are concerned vrhore there is a sp::.~end fron a 32.5 

percentage class to a 130 percentage Glc.ss 11hich nenns a ratio of 

1:4. In the new Freic;ht Structure, there will be correspondinG 

classes ranginc fran 65 to 260. 

Taper:As fc.r as tnper.is concerned, the telesco)ing of rates 

with distances is a uell· accepted principle Ol1 nll tlw llnihmys in the 
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world. Thoro arc several theoretical reasons for not nakin~ 

freight rates increase in direct proportion to distance~ Several 
on 

authors l:..ave dvTCl tLthis G.!!.d the follmling extract fron 'Econonics 

of Transportation' by D.P.Locklin is relevant :-

"There nrc severnl reasons for not Dakin~·freight rates 
increase in exact proportion to distance. In tho first 
place, terninal costs are the sane regardless of the 
length of the hnul. The longer the haul, the greater 
the disb.nce over 1-1hich the constant terninal cost 
can be spread. To use the illustration given by 
Ripley, suppose there is a terninnl cost of 50 cents 
a ton for handling certain freight, and a·haulage 
Of line haul cost of Y2 cent per ton-nile. For a 
haul of 10 niles, the rate per nile vrould be (50+5)7 10 
or 5.5 cents. For a haul of 500"Diles,·the ton-ctle 
rate could be (50+250)~ 500 or 0.6 cent. . . 
A second reason for t;le lower rates per ton-nile 
for longer haul is that even the line-haul or 
conveyance cost is con~idered to be relatively lower 
for the longer hauls. 'This point uns discussed by 
the Connission in the Southern Class Rate Investigation. 
The Coridssion found thnt short haul traffic, 
particulnrly that .uhich noved 75 niles· or less, was 
noved in local or 'way' freight trains. For longer 
distances, through freight trains nay be: used, vrhich nnke 
fevrer stops and operate more efficiently• For distances 
in excess of 150 niles, through freight::J 1vere ·the 
general rule, so that on shipnents noving long 
distances the proportion of the haul in expensive 
uay freight~ .. vras relatively snall. This reasoning 

·has not gone' unchallenged, hovrcver, and it is 
sonetincs nnintained that the long.huuls require a 
succession of internediate yard services uhich are 
oxponsi ve and i-Ihich keep the costs 11oro or less 
proportionate to distance. 

A third reason for the use of the tapering principle 
is to prevent the rat co fron rostric ting tho novewcn t 
of long distance traffic. This point has been previously 
nentioned. If rates increased in proportion to distance, 
they would-soon becone so high as to prevent the oovenent 
of traffic. It is in accorda.nce ivi th the value of 
service principle of ratc-oaking to keep long distance 
rates low enour:!'h to cno.blc the traffic to nove. The 

0 • 

Inter State Coonerce Coonission has recognised this 
as a valid reason for taporin~ rate scales. 

To.pcring the rate scale is often carried further than 
can be justified by cost considerations. The soundness 
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14.16 

of this pr.::tctice nny sonctincs be questioned. If tho 
concession tc) the long-clist.::::.nco traffic induces the 
ncvc:w:-,t of trnffjc th::-.t vr.culd not 'Jthcrv:ise be 
cnrrL;d, of cour so tho rnil-i'oo..cl gains by tl1e pr::tcticc; 
but if the result is only to substitute-long hnuls for 
shorter enos, uith no g:J.in in tonn::tge C['.rried, tho 
pr.::tcti co is of c1oubtful bc:1ofi t to t~10 rnil-roo.c1s ." * 
Tho vic>·:s expressed by tho Fl'cight Struct'J.re Enquiry 

Cocnittc6 (1955-57) in this rcg['.rd nrc also unexcepticn.::tblc. 

When nddition~l revenues hnd to be rnisod, according to that 

Cor.mi ttee:-

'The 1~robler.~ is to sr dist:i.·ibuto the burden of nny 
ndc1i tion::.l revenue rcquiJ..·od ns to n~ke it consonant 
with t~o capacity of different kinds of traffic over 
different distnucos to bonr the increase. It is 
necesso..ry, therefore, to t::'.kc -stock· of the ciistribu tion 
of tho existing freight burden,·so thnt, in placing .1.n 
additional burden,. nny grent dispE1.rit~r in the existing 
freight structure ·is renovcd, as far ns possible, r:J.thor 
t.hnn enph.::tsised nnd heightened. Though frcizht r.::tos 
in India o.re about the lo<rest in the world, this fact 
does n~t help us to cone to definite conclusions 
regarding the level of freight rates, ns the c:concnic 
conditions of India El.nd other contrics differ V8ry 
widely. A:moxure XI shovrs tho relc,tivity of ro.tes for 
short d.ist:J.ncos versus long distances in resp8ct 0f 
the existing Class 9 rate and the proposed Class 100 
r:J.tc over Indian R:J.ilwnys, nnd sinilnr relativity for 
short. distances versus long dist?.Uccs f0r tho Class 100 
rate in the USA nnu for the Class 100 rate in Cnnndn. 
An n;.nnlysis nlso of tho coopnr.:tti.vo rates for sono 
connodities over different distances levied in Indi~, 
United Stn tes nnd Canncla, shows tho. t the freight burden 
on long distance traffic in this country is conpnrnti
vcly nuch heil.vier th.::::.n on the short lend tr.1.ffic. The 
figures nrc given in Annexure XII. It is eviclont tlL:.t 
traffic noving over short distances is generally nore 
expensive, in vio"t"l of tho long idle hours cf wagons nt 
the tiro tcrnin.::tl points o.s conpo..red ·with the few hours 
of actunl run. The longer the hnul, tho lower the cost 
of transport. Thoro scans, therefore, to be justificat
ion to so nodify the scnle of freight rates over clistc.nces 

·as to r.mko tho short loo . .'d traffic bear a noro reasonable 
share of tho froigh t burden. Hi th t:10 c.ccinonic devel
opnont foreseen ia tho country, it is clonr trot traffic 
will novo over incrcnsin3ly long distances, and with 
.::t flQt incronso in existing freig~t rates the burden 
will fall nore h~~vily on long lo::'.d tr~ffic, than 
on short lead traffic. In fro.ning D. ne1·r sc::tle, therefore, 
vre 11avo t.J.kcn these t>.-o f.::tctors into consider:J.ticm i.e., 

------------------~-----------------------------------------------* D.Philip Locklin: Econonics of Transportation, (Now York, 
1954 edition) pp. 184-185. 
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that it must not be too burdensome for any particular 
commodity and that freight for short distance and 
long distance traffic ~hould be appropr~ately adjusted."* 

The need for transportation depends, in part, on certain 

fixed features of tho geographical environment. If all the clements 

of economic activity were locally available, ivh~~ever man settled, 

it is evident that the need for transportation would be relatively 

insignificant. Under conditions of simple agricultural lifo, 

self-sufficient communities neeJ only devote resources to local 

movement of persons, tools c.nd agricultural products. 

Transportation on a significant ·inter-regional scale 

develops out of the fact that economic activity can be 

enormously more productive if resources and products are exchanged 

among locali tics. Pri;:narily, ~his is to because individual 

localities do not typically hav.e at hand all the eicments desirable 

for highly productive activity in sufficient variety and in optimum 

amounts. Some at ·least can be more effectivQly o-btained from 

another place. Adam Smith's familiar observations concerning 

the benefits of specialisation and exchange apply also to 

geographical regions. The underlying geographic basis for 

transportation then is that the eleuents of economic activity 
I ·' . 

are not uniformly distributed over the country. Different parts 

of the country differ very uidely in their natural endol'rments and. 

therefore, transportation facilities ·xx contribute in a large 

way to more productive economic life. 

14.18 An American ~Triter has described how the economic and 

industrial development of America. has been significantly helped 

by the rating policy of the Railvnys: 

"To develop a continental nation such as tho United 
States, it has boon essential to overcome the.": . 
obstacle of distance to the grca~est extent possiblci. 
That is, of course, the very purpose for which the 
raihmy net >JOrk 1·ias developed. However, merely 
providing t~ansportation facilities is only the 
beginning; a rate structure had to be developed to 

--------------------------~---------·------------------------------* Report of the ·Frcigh t StrJc turo I;:1.quiry Cor.1L1i ttee 
( 1955-57), para 151. 
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foster this ~e1sic purpose. Cha.rgcs h;_;,cl to be designed to 
permit the nearby and tho dist:.1nt producer to compete in 
common ma.rlccts in ordt;r to )rovid.c m.::tximum arcus of 
assembly a.ncl distribution. Only in~ this 'oi!UY . could trc,do 
o.:1d cqnJL10rco be sprco.d ucros::; u cont;i.nont :.l·nd the nc.tion 
bound together o.nsUnit cd· Stntos in economic interests o.nd 
outlook a.~1d not como in u political confcdcro.tion of 
underdeveloped Be1lkanized arcus jealously 8trucgling for 
local self-sufficiency. 

This courageous and farsighted principle of r:;.te making 
hc..s boon of pclrnmount importance in tho dovolopnont of 
Amcric:1." 

All pJ.rts of our oountry nrc not blessed uith deposits of coal 

and other rm1 ill.:'.torials essential for r:.wdern economic lifo, and these 
.. 

have, therefore, necessarily to bo transport od to tho different parts 

of tho country and have to be transported over long distances. Long 

distance o.arriage is, tl10rcforc, unavoidable. As a deliberate policy 

to help bettor integration of the economy, it is noccsso.ry to cn8urc 

that incidence of freight on lone-distance movement is not unbearably high. 

14.20 An analysis of tho various commodities carried over tho Railunys 

is available in the detailed Zonal Statistics im.intainod by tho Raihmys. 

Those statistics shou that coraraoditics arc being transported over l_ong 

distances, even beyond 2000 kilouotres. In a country of vas~ distances 

like India, such long disto.nc o haul;::.go is, perhaps, L1cvi table and 

transport cost for such very long distance movor10nts has to be kept 

reasonable. 

The follm-ring table shows tho volume of traffic carried over 

long leads in respect of u few c ommodi tics:-
Tnble 14.1 (Figures in nillion tonnes) 

1 ,.j0-1899 1900-2399 2Lt00 kms & Total fer 
kms. kms. over all zones 

Grains & Pulses 
Div. A 0.611 0.293 0.36 2.5 

Grains & Pulses 
Div. B 3.7 0.9 1.8 15.0 

Coal 6.1 0.6 0.1 67.Q 

Salt 0.?3 o. -~..J. 0.22 2 e L~ 
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14.21 It h:l.s, hmrovcr, to be! ensured tll2.t tr.insport::1.tfon costs 

for the lo:n.g-disto..nco hauls C.rG COV.crod. by tho rates proposed Qrl. 
the telascopic.bnsis. 

14.22 As mentioned in p:1r::1. 14.6 :J.bove, thi's Coinm.ittee is in a 

better position ±n.rcgc.rd to av~ilability of more detailed costs 

data. The basic cost d::1.ta avail..:lble to us giv_e the costs of nn;ulago 

of general traffic based on the avcr::1.gc loadability, the average 

empty return rc..tio, detent ion to ua{;'ons, mnrsl1.:1.llings involved en routci 

etc., for different disto..nc c3. These .:d~t~ arc available separately . 
for Broetd Gnugc and Notre Gn.u.:;e; so also the ycight cd aver.J.gc costs. 

The latest data. uvailablo to us arc those -of 1976-77 and the 

weiGhted average figures arc·givcn ·in Statement 14.1. 

The b'road p.:ittern refl..:;cted in the- variettion in costs \'nth distance ·. 
can be accepted as a guideline for .. evolving o. suitable telescopic 

taper for the rate structure. ~he adoption of. a taper, a::: ind.icatcd 

by the variation in cost uith. di'~tunc e, uould. ensure that the 

telescoping of the rate for lighte~ing the burden on long-distanco 
. 

traffic is. not carried. further than c::1.n be justified by cost 

considerations. Ue are accordingl:y adopting a taper which ms a 

relatioshi~ _at 100 kms. and. a:. 3~00 .km.s. of the sar:ne order as 

reflected. in the cost taper •. In beh1een, t~1e tapers do not exactly 

tally with· tho cost ~q.per for the ~easons explained hcreinc..ftor. . . 

Absolute Level: The level of th? freight- rates in the 

proposed Freight Structure for tho various commodities has to b~ 

$UCh that the additional revenues required - in this case Of the 

order of Rs 500 - crores over the 1976-77 earnings - could be 

generated frorn_thc total ~rcight traffic. Accordingly, the 

terminal charges, th~ rates of the basic scale and tho corres

ponding rates 9f the·pcrcdntag~.classcs c..nd. the classification 

of the co::J..rn.odities have been kopt at suitable levels which 

would give the necessary revenues. . 
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RocoR1cndod FrciRht Structure 

14.24 The .,rcight Structure \-TG o.::.'3 roccill.lilcnding vlill ho.vo the 

following features for Hnr;-on lo:::tds :--· 

( i) Commod i tics uill b0 grou:;~J d unclcr dif fcrcnt Clnssca rc..nginG' 
from o. pcrcont~ge Clnss 65 to Clo.ss_260. 

(~i) Thoro vlill be n bo.isc Cla.sa 100 scale for haulo.go 
rate from 'vhich D.ll oth.:;r pore o:"lto.go cl:::tss rates vlill 
be uorlcod out. 'Tho baGic Clo.ss 100 !JC! nl c HG o.ro 
recoaJGnding is as u~"lder :-

Distnnc o Ro.to per Distnnco Rate per 
in lcm:n-. q_uintal in kma. q_uintal 

Rs.· P Rs p 

100 2~35 1600 15~84 
200 3.76 1700 '16~52 
300 4.94 1800 17~20 
400 5~90 1900 17.88 
500 6.86 2000 18.57 

600 7.76 2100 19~22 
700 8.65 2200 19~88 
800 9.54 2300 20.54 
900 10.36 2400 21.20 

.. 1000 11.19 2500 21.86 

1100 12.01 2600 22.49 
1200 12.83 2700 2.:J. 12 
1300 13.58 2800 23.76 
1400 1·~~ 34 2900 24.39 
1500 15.09 3000 25.03 

The basis of. tho scale ·is·:-

Kilometres, . 1-100 ·1 O<Y/o 2. 35 paisa por q_uintal per ka. 
plus 101-200 60}& 1.41 II II Jl 

plus 201-300 50% ·1 ~ 175 II II II 

plus 301-500 41/b 0.9635 11 II II 

plus 501-800 38/~ 0.893 II II II 

plus 801-1200 35;'b 0~8225 II II II 

plus 1201-1600 32~~ 0~752 II II II 

plus 1601-2000 29% 0.6815 II 
II 11 

plus 2001-2500 28/i~ 0.658 II II II 

2501 & 27~0 0.6345 II II II 

over 
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(iii) Tho rates in the neu .i!,roieht Structure 1-l'ill be 
ca.lculo.tad for t:1e follouin;; blocks of distances, 
the hi·~lwst kilorutre of en.ch (!listr..ncc block. • 
being taken for · ~1e purpose of cnlcula ting the 
rate for that dist~nc~ block ~-

Kilonctro 
~---------------

1-50 One block 

51-250 5 kns. block 

25~~00 10 kns. block 
801-2400 25 lens. block 

Beyond 2400 50 kns. block 

( iv) Thoro vd:ll be a separate terninal charge to be 
added to tho hn.ulnge rnte n.rrivcd at per ,.;agon 
n.t the follouing rates ::... 

Broad Gauge per 4-uhcelcd wagon 

r~ctre Gauge per 4-wheeled wagon 

Narrow Gauge per 4-wheeled wagon 

Rs 75/- for e.:1.ch 
end or lls 150/~ 
for both ends.· 

~ 57.50 for one~ 
end or Rs 11 5 /...:.. . 
for hothends; 

Rs 32.50 for each 
end or Rs 65/- · 
for both ends. . . . 

(v) Statencnt 14.1 gives the details of the cost of 
haulatp, the pro::_Joscd rates and the indices of· 
cost tlipcr and the taper of tho proposed rates. . . 

(vi) The basic scale evolved by us has the. following 
features :-

(a) The taper at 100 kns. and-at 3000 kns •. conforns 
broadly to the cost taper •. The taper of cost 
without terDinal is fron 100 to 35 fron 100 kns. 

(b) 

to 3000 kns. ~ col. 14, and the haulage rate 
proposed by us will have a taper of 100 to 36 fron 
100 kns. to 3000 kns., .:yj.j.£ col. 16 of Statenent 14.1 .• 

The conparison of cost including terninal [tnd the 
rn.te including terninal is given in colu~~s 15 
n.nd 17. (Though tl1e terninal charge proposed is 
a \'Tat;on tcrr..ind.l aad. the incidence of tcrninal 
charge per tonne will de:peud on the londn.bility 
of the consirrnnent, for purposes of dis9ussion . 

. of tho rate ~calc, the weighted average'terninnl 
chn.ree per t·on..J.e for both epds, viz., Rs 7. 50 per 
tonne, hn.s been n.ssur:~od. ' 

The rate levels have boon kept rclntively·highcr 
co::::1pnred to ".";:1c costs in the short clintnnce rD.J.J.ge 
roughly upto 400 kr:m. as a deliberate policy 
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(c) 

(d) 
'I 

(e) 

keeping in nind thG rccon-:andntions of tho N.::l.ti,on-.1.1 
Tr~:wport Policy· Cor.mi ttco ±n rec;::..rd to inter-nc:dnl 
split of tr~ffic. 

Tho porcont.:l;;o execs~ of the, ro.tc over cost declines 
grCJ.du.:llly fron this rc.:1::;c; but ·this hc..s boon kept 
sufficiently high for le::tds fran 400 to 1900 kos., 
as the bulk of the trc..ffic is carried in ·this ro.n.cre 
so thc..t necessary surpluses could be generated ov~r 
c..nd c.bove the costs. 

The increase in the_ frcic;~1t burden has been further 
lightened for trilffic beyond 1900 kLlSe, lvhile 
ensuring that the rates C'.re nore t~1an the costs. 

The fully distributed costs .:1ro covered for all 
distances fro1:1 100 to 3000 lens. (These costs .:1lso 
incluGe the elenent of interest in lieu of dividend 
ch1.rges; and tho difference bobveon the escalC'.tod 
cost and the r~te proposed would give the surplus.) 

(f) As far as the o.bsolute level of the rate is concerned, 
tho basic scale has been evolved in such a way thnt 
the traffic in the various coonodities grouped under 
different classes vrill together c;ive the addi tion.::..l 
revenues which, in our opinion: the Raihmys should 
generate fron freight traffic. A detailed discussion 
on tho proposed rate levels for inportant corrooJities 
together with recorn1endations regc.rding their 
classificc..tions and the earnings expected to be 
generated fran each strean of trc..ffic is given in 
Chapter XV. 

T4e '"'.ncrec..ses proposed to r Jcure additional :arnings have 

been distriqutod in such a way that the anount of incidence ,conpnred 

to the existing level of rates is not unduly high at any point 

taking care at the sane tine to see thc..t tho shc.rpncss of the taper 

for long distances is not so excessive as not to cover tho costs. 

14.26 The consuner is nainly concerned- vli th the absolute incrco.ses 

over .the existing ro..tes rather th.:1n pcrcont.:1ges o.f incll'!aases .:1nd 

this increase has been so linited at different leD.ds .:1s not to be 

unreasonably burdensone at nny lead •. In conp~ring the rates 

proposed with those in forc0 fron 1.4.1979, it hD.s to be borne 

in nind that, as indicc. tocLin Cllc:J.ptcr XIII in tho history of the 

changes nade subsequent to the 1.10.19'58 Rnto Structure, sovernl 

_gj. ..h9.£. chcmgos 1·rere +.udo;· nncl c.n n.ttenpt c.t rc..tiornliso.tion 1vc.s mde 

only on 1.4.70 after a det~ilcd itudy by an Officer on Spocic.l Duty, 
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thouch he 1-rn.s also h::~ .. ndic::pped by the 1:-:ck of dctn.iled cost studios 

in regard to variation of cosh1 li:i:th. distances. These freic;ht 

levels vrerc, hm,rovcr, incrcn.se0. on 1 .tr.197t1r by the Rnil vray Bon.r<l . 
on nn nd hoc bn.sis to cet additional revenues n.nd soon n.fte.r that, 

. 2 
froo. 15.9.1974, a supplor.:onto..ry charge vms introduced at 16:; per 

cent for lon.ds upto 500 kilonctres nnd. 22 per cent for lcn.ds 

beyond 500 kilonctros. Agn.in, fron 1 .4.1976,_ a supplenentnry 

chn.rge was introduced at 5 per cent for distnnces upto 500 

kiloo.otrcs and at 10 per cent beyond 500 k~lonetres. Agcin, 

fron 1.4.1979, n.supplcnentary charge was introduced on the 

sane basis, ~~ 5 per cent for distances upto 500. kilonetlf?es 

and 10 per cent for distances beyond·500 kilonctres. These chnn&es 

hn.ve distorted, to sone extent,.the structure and the tapering 

introduced with effect fron 1.4.1970. Therefore, when.conpn.ring 

the proposed rates vr i th the rate levels obtaining on 1 .4.1979, 

these n.d hoc. chn.nges rmde in the freight structure, have to., be 

kept in nind. The variation in the additional charges for di~forent 

distances over the existing cla'sses cnn only be understood keeping 

in view the fact that vThat is now being recoDr.lended is a total 

structure, while what exists n.t present is the. result of n nunber 

of ad hoc chn.nges. 

14.27 

( i) 

r.Uninun distn.nce for chn.rr;e: 

The nininu:r:vdistance for charge, :at present, is 40 kilonetres. 

In their replies to our questionnn.ire, nost of the Zonal Railvmys 

have not suggested any cho..nge in the present ninio.uo. distn.nce for 

charge while a fc~ Railways have suggested increasin~ the nininun 

distance for charge to 100 kilonetres. 

( ii) 1fe have proposed a terninal chnree to be added to tho 

haulage rate per vr:J.gon and the effect. of this will be to. ·relatively 
• 

increase the rate for short distance novenents. The volune of 

traffic 1-Ti thin the zone of: 1 to 40 kns. in w~,:;on loads is of the 

order of 18 nillion tonnes, Hhich is nbout 8. 9 per cent of the 

originating traffic in wagonloads (1977-78 figures). Out of this, 

about _15.3 nillion tonnes, ~' 85 per cent, consists of ;:1ovenent 

of rn.w. coa.l to i-T.?.shcries o..ncl conl n.nd other rnw c.nterinls to Steel 

Plo..nt s. !~ny lo..r~e incroriso in the r:i::tinu:::l clist.:mce for chn.rge will 

mke the rates for theso novoiJ.•.mts unduly high. To..kins all these 

factors into o..ccount, we rcco~end that the nininun distc.nce for 

ch-'lrt;c nn.y be raiscrl fron the present 40 kms. to 50 kns. 
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( i) 
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Rates for Trnin Loads 

There are ~o..ny connodi tics ~orl1ich n.re cr.p.:tble of being offered 

in trnin loairl uith a certain anom.~ of plnnning and provision of 

certain facili tie~ at the bookinc Qnd .the destination ends. 

(ii) Re.iluays beinG" ideally suited'for tile tro.nsportntion of 

bulk traffic, freight novonent in train loads ensures higher 

operatio:tml efficiency and better utilisation of lragons. Trnffic in 

train loads by~~es intern~diate narshalling yards ob~iatin3 the 

necessity of interncdiate sorting. of wagons. Thus, in ndditio~ to 

saving in rnrshalling costs, quicker turn-round of 1vagons is also 

ensured inprqving the availability of wagons for loading. 

(iii) Having regard to these factors, R:dhva.ys nrc already taking 

necessary steps to orgnnise as nuch novenent of goods traffic in train/ 

block loads as possible. At present, a substantial volune of traffic 

in coal, iron ore and P.O.L. is noving in train loads. Efforts are 

also being nade to increase tl.1e percentage of train/block lo~d 
novenents in respect of connodities like foodg.rains, fertilizers, 

,'). 

cenent, iron and steel, etc. vJe consider thnt,t'urther incen.tive in 

this direction could be provided by differential pricing for novenent 

of traffic in train loads. Sui table concess_:i,on in frei::;ht rntes for 

offering tra..:'fic in train lands wi~- encourage the u.·ers·to develop 

requisite infra-structural facilities on their pa.rt for declin,; with 

grea.ter and greater quantun of tr~ffic in train loads. 

14.29 In the ca.se of several connodi ties, po..rticulnrly, \'!here the 

piices nrc coppa.ratively high, it nay be difficult for one pn.rty to 
' 

offer a full trnin load to one destination but, instead of single 

wagons, if rafts of 1taLtons nrc offered for pa.rticular points, .• it . 

would be useful for the Rail}'ro.ys to forn point to point ra.kes. This 

would reduce the quo.ntun of sorting a.t internedinte nnrsha.lling yards. 

In this view, 1-re are also- su::;,::;estin{; o. sui table incentive for offering 

tra.ffic in rafts of wagons. 

\ve have car·efully exanined the savings in costs if a. 

pa.rticular traffic naves in train l6ads instead of in pieceneal 

wagons. Apart fran havi:a;; the be:1c;fit cf sor:.::; cost s tudics C..."ld.c 
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by RITES in this 9onnection, we huve.nlso got this exaruned throu0h 

the Coct Consultant to the Coonittee. 

14.31 (a.) Keeping in vie\'T the saving in cost~ as well us other 
rebate 

factors, we recounend that a 6 per cen~in the freight at the wagon 

load rate nay be given when traffic is offered in a full train 

load at a station fran one party to a particular destination. For 

this purpose, it is recorr1endod that a nininun of 60 uugons on BG 

and 40 wagons on IviG should be trca ted as a train load. 

(b) If one party offers for one destination 30 or nore 

wagons upto 59 wagons on Broad Gauge or 20 or nore wagons upto 

39 \'Iagons on the Hetre Gauge, a. freight rebate of 2.5 per cent 

in the freight at the >mgon load rate my be given. 

(c) Sinilarly, for rafts of vragons of 12 or nore upto 

29 on the Bro.J.d Gauc;e and 8 or ·.nore upto 19 on the l-'Ietre Gauge 

offered by one party to one destination, a reb~te of 1 per cent 

in the freight at the vTO.:G'O:::l J.oc..cl :..~.:-,-t.o ::c.y be given. 

14.32 For consignnents booked at uagon load rates and for train 

~oads and rafts of wagons loading and unloading of goods has to be ' . . 

done by the consignors o.nd.the consigneesas provided for in ;Rule 128 

of the extant Goods Tariff. We do not propose any change in this 

Rule. 

14.33 

( i) 

... • 

Rate for 1 srnlls' traffic 

In tho Freight Structure introduced fran 1 .1 o. 58, generally 

for ·every connodity, there is a waJon loud rate and a 'snulls 1 rate. 

There was no separate terninal charge and the 1 snalls 1 rate 

inclusive of tcrninals uas kept at a certain nunber of classes 

higher than the wagon loads scales as indicated in Statenent 14.2. 

A surcharge of 20 per cent 1ms levied on very snall. cons,ig1ments, 

i.e., consignnonts 1veiehing less than four quintals. 

( ii) The rclativi ty in the rates for 1 snalls' and for 'wagon 

loads' was not based on.any detailed study of conpa~utive costs 

of their transportation. 
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(iii) 1l. lo.ter study U.."Yl~.c:;.~t~ken by t11o St<"..tistic.J.l Diroctor:::ctc 

rcvcc..lcd tl1.it the then c1ifforcnce behmen 1 s:-1alls 1 '1~1G. 1 -vr:-..~;on lo:"'..C:..:::' 

rates vms nu~h letm th<"..n that justi·F'ied on ,tho bo.sis of t:hc clif:cronc o 

in the respective costs of their carri..:.co. It u::.s felt that thoro 

was no justifico.tion for carrying ·traffic a.t rc..tos bolovr oven tho 

dependent cost. It 1:as, there foro, decided to ration:-:· .. liso the r.:'. tos 

for 1 sn~lls 1 nnd instead of 37 clase rates only 17 1C' Class ratos 

were int:i!oduced nn~; in the revised rates, the supplenentc..ry cl;.,2.1'zG 

then in force wc..s nergecl. These ro.tes ucre introduced frou 1. 8.1967. 

( i v) These rn tes uore o.gnin revised fran 1 .tr.1970 on tho basis 

of the reconDondutions of the Officer on Spocin.l Du.ty. 

The 'Cost Stuclics 1 rovoo.lccl tllo.t tho cost of hn.ndling 'sn..."'l.lls' 

uns very nuch hit~her th2..n the cost of hc..ndline un.;-on lo<"..ds. The 'C r 

clo.ssificntions n.pplicc..blo to 1 sno.lls 1 tra.ffic 1rore, therefore, 

replo.ced by no11 cl2ssific :1. tions. This chn.nc;o uas expected to brine 

in additional revenues of Rs 2 crores. The clnssifications for 

1 snalls 1 introduced froiJ. 1.4.1970 arc B'iven in St:-1.tenont 14.3 

14.34 The follouing- nrc tho r.:a.in fe,J.turos* of tho 1 smlls 1 traffic·-

on Indian Railuo.ys :-

(a) The 'total 1 snnlls' traffic carried by Raihmys is o. 

very sn:1ll proportion of the totn.l gooc1 s traffic. The 
' : 

orig-inating tonnnce in 1977-78 i<rns only 3.44 Dillion 

tonnes agninst a total revenue onrning traffic of 

210.8 Dillion tonnos constituting only 1.63 per cent 

of the tro.ffic. 

(b) Tho toto.~ co.rnincs fr::n.1 1 snnlls 1 tro.ffic, ho-vrever, 

wore pro-ro.tJ.. nuch hicher tl1o.n t:!:loso fron tho _.;enernl 

goods tro.ffic. Tho eo..rnin£;S fron .the 1 sno.lls 1 tr2-ffic 

wns of t~c order of ~ 47.83 croros constitutin~ 

nearly 3.68 per cent of tho toto..l enrninc;s. 

(c) The avera co lead of this tra.ffic is 11 66 kns. 

(d) The total workinG expenses for 1 suo..lls 1 traffic in 

1976-77 uns Rs 66 crorc~ O.L;c..inst n totnl uorldng 

expenditure of Rs 1,201.71 croros constit~tinc 

5.49 por cent of the >!orkinc; expenses. 

* Dnt2.. rolo..to to 1977-78. 
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14. 35_ Fron the detailed Zonal Statis_tics available, a suonary 

of the inportant cor:nod.i ties booked as ';malls', their tonnage;-

averaee lead et~~~ has been pr~pared and is giv)n~n Stutene~t-14.4. 

14.36 \fe have had the l.Jenefi t of the cost studies nade in 

regard to the relative costs of trensportation of 'soalls' nnd 

wagon loads. The cost studies also show the details of terninal 

cost, line haul cost, repackin~ cost etc., of 'snnlls' tr~ffic 

based on s~~ple s~~eys. Studies nade by us of 1 snalls' traffic 

fron sonc. goods_ sh?ds like Howrah, Shali::Jar sru. t Cotaurs, Uadi 

Bunder, Carnac Bridge, Salon and Knnpur aho\~ that ;, sigu:i.ficnnt 

proportionof the tr~ffic booked as 1 snalls' is actually noved 

as point to point traffic and the cost of transportation for 
1 snalls 1 in such cases is bo~~d to be less th~ the general unit 

costs which provide for repacking ~~d detention en route. 

14.37 ·' It has been represented to us that, at present, there 

is a 1 s~lls 1 rate which covers the vhole~range of weights of 

consignnent fron the nininun chargeable wei~ht of 40 kgs. upto 

the w~gon load weight condition which nay go upto 20 tonnes and 

above. Therefore, it has been sugsested that where parties bring 

in si3'llificantly higher quantun for booking Ols 1 soa.lls1 , sane 

consideration should be given in pricing, particularly as larger 

quanti ties being offered as 1 snalls' will ena1.Jle nore and nore 

through loads being··'rm.de up to particular points which 't'Tould 

result in quicker transit and lesser transportation cost. This 
~ . -.. . 

vould also be useful for retaining -the ·traffic on.t.he · Rail\my 

particularly of high rated traffic for long-·leads.- l.fe are, 

therefore, proposing a differential sc-ale fo'r 1 smlls' consiGTio.ents 

(a) \'l'eighing upto one tonne; (b) lleighing nore than one tonne 

but less than three tonncs; and (c) weighing three tonnes and 

nbovo. There would,·thcrefore, be no necessity for a separate 
-·· -- ·- ... -· 

surcharge being. levied on 'S!:.lalls 1 of. very .low 't'Teight as is being 

done at present. 
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1 snalls 1·. 

Ue, therefore, rocor!!:cmd tho follo-vrin::; rate scale for 

(n.) A sepo..ro.te terr.:in:1l oho..r~-:;c of Rs·2.25 per q_uintD.l for 

eD.ch end or.Rs 4.50 per·quintnl for both.onds should 

·be levied for ·nll 1 srmlls 1 consig:1Eents. 

(b) HaulD.go rD.te shoulcl be chnr::;e(1 a. t the cln.ssific::t tion 

scnies ind{cntod·below:-

( !) For r snnll s I consir;nr.:ents ueir~hinr; upto one tonne: 

( i) Cor.::Jod:;i ties for uhich 1~ll;_;on lo2.d clo.ssifica.tion 

is belou Class 100, tho 1 sno.lls 1 cla.ssifico.tion 

should be eic;ht clo..sses .::~.bove tho uo.gon loo..d 

clnssifico..tion except for conl. For coal, 

o..s nornally there should be no ne.cessi ty for 

its novcnJnt in 1 siJ.D.lls 1 , >-Je reco:mend Cln.ss 200. 

(ii)Cor.modi ties 1vhich l1o..ve >mgon land. classification_ 

of Class 100 ancl cbove but below· Class· 200, the'lsr:..::.lls' 

classification should be 6 classes above the 

waco~.loo..d classification. 

(iii) Conno eli ties for uhich 1mgon load ~lassifico.tipn 

is 200 and above, the ·' siJ.D.lls 1 classi:'icntion 

should be 4 clnsses above the wagon load 

classification.: 

(2) For 1 sno.lls 1 consisnnents 1veirshins nore than one 

torme· but less thnn 3 tom1e s: 

The 1 snn.lls 1 clo.ssification should be at one . • .. 

' ciass belov1 the 'sD.D.lls 1 classification 

indicatecl above for the different connodi ties. 

( 3) For consignncnts vwir':hing 3 tonnes or nore : 

The 1 si:1alls 1 classification should be at 

2 cla.sses belou the 1 snails! classification 

indico.ted in iten (1) above. 

(4) As far as explosive :;oo::ls .::.rc concerned, these 

do not ho..ve a uagon lo.::d clo..ssifica tion at present, 

and the classificntio:n. is onl.;"' :'or 'sn:tlls'. 
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Those ~re, ::.t prcsc:1t, cl.=-.ssificd nt Clnss_15.0 for 
1 sc.o.lls 1

• In conso:1~i1Co 1d th the general schc::c 'of 

r:'.ting for 1 snc-.lls', ivo rcco:-:nend thnt 1 snc..lls' unrlcr 

this c~tcgory_uny be clc..ssifi0d o.s unccr:-

For consign:1ents 

( i) Hot oxccecling one tonne •• • • Cl:J.ss 

( ii) ·over one to1me but loss 
thr:.~1 throe tonncs • • •• Clo.ss 

(iii) Three tcm;,os & nbovc • • •• Clnss 

1-Ie nre giving our rcconr2cnclntions elsewhere in 

rc:gnrd to o. sui to.ble 1-mgon lond cln.ssifi en tion 

for explosives. 

300 

295 

290 

Sto.tec.ent.14.5 sho1-1s tl1e 1 s:lnlls' clnssif!ca.tion thnt 

we nre reconnencling. 

14.40 Suitnblc ndjustr.10:1ts··~dll h~ve to be nb.de in the co.lculo.ted 

rntes of 1 snnlls' for different IH~it;hts keeping in view the nocd 

for o..djustEents on th0 differentL-.1 principlG. 

14.41 The to tnl ~rorki_ng expenses for 'snnlls 1 trnffic cluring 

1976-77 wns of the orcler 0f Rs.66 crorcs. Thc.propos0d ro.i;es uill 

gcncrnlly cover the cscnl~tcd costs. 

14.42 In the existing Freight Structure, excepting o. few 
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connodities linted bclou, a.ll cor:""Joditics a.re booke~l a.t ra.ilua.y 

risk rates:-

1 ~ Asbestos Crude (In lunps) 
2~ Betal lGo.ves 
3~ Bono dll;Jt 
4. Bone neal 
5~ Bones 
6. Bones sinous 

-rr ~ Cho.rcoal fuel 
8~ Clay china 
·9. Coal (for Pu~lic and 

lTon-Govt. 
Ra.ih1a.ys ) 

inclucles 

C oa.l Shale 
Colee soft 
Li~nite 
Patent fuel 

1 0~ Coal/Coke briquettes 
11 ~-Coke hard 
12~ Curds 
13~ Eggs 
14. Fire clay includes 

t;round ga.nister 
15. Fireuood 
16. Fish fresh 

17. Fish spmm 

18 ~ l<,rui t fresh 
19 ~ G11nc 
20~ Ice 
t1. Lc2.ther neal 
22~ Loco 
23~ Lorries, Stenn 
24 ~ rrea t fro sh 
25~ !1ilk 
26. Doter vchiclen N.o.c. 

(w-hen do spa tc~·wcl in 
open trucks) 

27. Uotor vehicles N.o.c. 
(>;hen de spa tchccl in 
covered trucks) 

28~ Onions 
29~ Plo..nts 
30. Pota.toos 
31. Potatoes sweet 
32~ 

33~ 
34~ 
35~ 
36~ 
37. 

Sinews neal 
Tiles floorin0 (ca.rttcn) 
Tiles connan ( roo.fin{;) 
VcgetG.bles, n.o.c. 
\'lnter nclons 
Coal dust consistin:; 
of particles of less 
than 100 nicrons, i.e., 
1/1 Oth n. n. 

Ti1e genern..l liability of Railvrays in reca.rd to consic;nnents 

booked at railvmy risk rate is as per Section 73 of tho Indian 

Railvmys Act. -In respect of the cormodities listed above, the nor::::::J.l 

rate quoted by the Railway is the owner's risk rate. The liability 

of Railways in respect of consignnents booked at mmer' s risk ra.te 

is linited under Section 74 of the Indian Railuays Act. l'.I! alter

native railway risk rate 'is. provided for these corrJodities at 20% 

higher tha.n the o-vmer' s risk rate if parties specificnlly -vrnnt to 

book then at raihmy risk. \'To shall be reverting to a discunsion 

on o-vmer' s risk and railu.:ty risk ra.tes in our final report. 
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Trerrshipeent Ch[\rr;es 

-·~t present, a sepnrn te ~rc..nshipnent char :e is being 

levied. for tr::tffic involvin:; tr~mshipnont fran one (puge to 

c.nother. These rates :lnve '.Jean increased fron tine to tine nncl 

the trnnshipr:ent charges in force fro:J. 1.L'r.1979 arc as follows:-

On d.an.:;erous coocls 

On non-dan.:;erous goods· 

On salt n.o.c. traffic 

Special charge on liquids 
in bulk involving break 
of go.UJe transhipnent 

On coal/coke, etc. 

75 paise per quintal 

45 paise per quintal 

40 paise per quintal 

45 paise per quintal 

~ 2.15 per tonne. 

14.44 · Though a separate transhipnent chc..rge existed for a 

lO!lG tine, tho sepnra te trnnshiprxmt charco was t;i ven up on the 

rccoru1end.o.tions of the ~,reic1.1t s.tructure .Gnquiry Carmi ttee in 

the new Froi;ht Structure intro~'.uc_:)cl f::-on 1 .1 0.58. The Railway 

Hinistry' s vie,vs in reply to the Q;uestionnn.ire of the Railway 

2reight Structure :Cn=l,uiry Con:U. tt0e ( 1955-57) uere a·s under:-

"Even in regard to 1 trc..~shipeent 1 ch.:1.r.:;e, there is 

an a.dvc.ntc..:.;e in nerGing it in the rate l • 
uas~s. 

' . ,. . . 
:Orcak of gauce·poi'nts are not :the.only ones where 

a. consiGUDent is hc..ndled en route. In the case of 

'sro.lls 1 , c..ddi tional handlings nay be involved n.t 

a nunber of internediatc repacking points ~nd there 

has never been a su::;gostion t!1at these s:1oulcl be 

separately clmrc;ed. for. Thnt bcin:_:; so, tJ;lerG should 

be no bo.sic•objection to doin.:; m1c..y uith 'tra.nshipnent' 

charge as a separat~ charge. For the sake of 

uniform ty, the SO.we bases of clw.rges o..re O.Cloptod 

on the d.iffcrent r;:m::;es, notwi thstc..ncling the fc..ct 

that costs of opern.tion arc vridely different on the 

different· causes. Transhipr..:.cnt, \Then necessary, can 

be d.ecnod to be an inherent fc..ctor in.transportation 

and no separ.:1.te cllo..rpe naod be levied. Lll these 
ra1;e 

t "11 , ..... t .L -uch sinplor_." s eps w~ na ... cc .._.J.,'Ji'S rue vure L 1 
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The :lnihra.y Froi.;ht Structure ::;nquiry Corni ttee ( 1955-57) 

ho.s ::;iven its vie\JS in pa.ro.0rnph 117 of its Report:-

"117. A trrmsl1ipnent cl1arc;o is nou lev-ied ::tt brenl~-of-r-;c.u.::;e 

junctions in view of the fa.ct tha.t extr::. direct expnnditure 
one 

is incurred in tro.nshippinc tro.ffic fron(gauGo to ~nothor. 

The trnnshipnont chn.rec ho.s been the subject of severe 

cri ticisn by the trnders c.nd nerch.:mts.- It uc:.s pointed 
'I 

out thnt the breo..k-of-cnu::;e uo.:J not tha responsibility 

of the ne:::-chc.nts c.nd. tl1c.t if thGre uns one gaug? richt 

tr...rouc;h, the consign::ent woulc'.. h.J.vc been cha.rged · tha 

snne frci-:;ht without a. trnnshipnent chnr::;e a.nd delay 

and dano..ge i"l'hich non take plo.cc at the tr.::tnshipnent 

points and w'hich nenn, in nny case, an addi ti on..1.l 

expenditure to tho nerchnnts, 1muld. have beGn avoided. 

The statement that breal;:-of-enu::;e. 1ms not the responsibility 

of the nerchc.nts c·onccrned cc.nnot, h01-rever, be accepted 

at its fncc v2lue. It shvulc be pointed out that at the 

tine of constructiou of these Rail~nys, having rGgnrd to 

the resources nvnilable, it i'l'rts o. choice bet-vreen the 

b~enk-of-gnuge o.nd no rnilwa.y trc:.nsport fo.cility at all 

nnd the nerchnnts of ,the dny were only too Glad to 

n.cce:;?t the Metre Gnuee (or even. tha Narrovr G"-uc;e), in 

prGfero·nce to no rnihmy o.;t all. Nevertheless, vre 

recor~1end the d~scontinuance of sepa.ratc trnnshipnent 

charges, specially as this Hill be in keepine vTith tha 

policy of sto.ndardis[ttion of freight rnte throuchout 

the-country." 

This recorJDG,ndo.tion. of the l!'reight Structure Enquiry 

Cocni ttee vms accGpted by the ::laihny Ninistry o.nd the levy of 

sepnrntc transhipnent ch~rge uas abolished 1-Ti th effect fron 1.1 0.58. 

The position v-ms, ho1:ever, reviev-red in the context of the 

Railwa.ys not ha.vinc adoqunte revenues to ~.1eot the increasinG cost 

of operr.tion nnd the tr.::tnshipnont cha.rges uore [t[;C.in introcluccd 
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on the Rnihmys 11i th effect fran 1.8.1969, a.t the following 

ra.tes :-

i) On trnff.ic chn.rcca.ble nt carrying 

ca.pnci ty of 1-rn~ons. :-

( ~) .c~0-~cerous Goods 

(b) Non-dnncrerous GOods 

( ii) On nll other tr['.ffic, ~' 

· ungon loc.d tra.ffic clmrgenble 

a.t nny nininun '\Wi;;ht other 

th~ cnrry~ncr capacity, a.s well 

ns 1 smll s 1 :-

(a.) Dnn~orous goocs 

(b) Non-dc.nscrous aoods 

10 pa.isc per qtl. 

8 pn.ise per qtl. 

15 pa.ise per qtl. 

10 pa.ise per qtl. 

An inportant consideration vrhich, v1ci;5hed with the Rnilwnys 

a.t tha.t tine wc.s the fact thnt additional resources '\iere required 

to be raised to neet the increasing cost of operation. These .. 
rntes ha.ve since be.en revised fran tine to tine. 

14.47 \fe ha.ve received reprcsentutions nga.inst the levy 

of a. scpPrnte tra.nshipnent chc.r ··o. 

In the ~reight structure ue ure proposing,,we huve 

tnken into consideration the tota.l vTOrking expenses of RaihTn.ys 

lThich include a.ll items of e:x:pnnditure including cost of 

trunshipncnt on account of staff, shunting, provision of 

fa.cili tics, pa.ynent to hnndline contractors, etc., w·e hnve 

evolved freight scales for vnrious connodities which would 

give adcquntc total revenues to cover all the costs and provide 

the surplus required. In this view nnd hnving regard to the 

fnct thnt trnnshipnent in nost cases is unavoidable on account 

of the locntion of the bo·okinc; st::~.tion and destination station 

uhere uni-ga.ugc fncilities nro not n.vnilnble a.nd for the rea.sons 

ncntioned by the Freight Structlrre Enquiry Conwittec and the 

Uniluny Hinistry i tsclf in n.ns.,ror to their Qucstionnn.ire 

which rensons are vnlid even today - we recornend that no 

sepn.rnte.trnnshipuent cho.r3c neod. be levied for the gcnernlity 

of cases. 
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14.49 Hoiwver, the fo..ct ron:J.ins tta t tr.'"'.nshipnent points todo..y 

o.re sonoivlwt of n bottleneck for froe novonont of goods on Rn.il Ho..ys 
. to 

v!i th frcquen.l,; rostric tions, etc., c. _clj the ex_tcnt trn::..shipncnt 

cnn be nvo'icled by sui tnble pricinc; nethods, it should be n i·ralcowe 

step. Ue thinl'>: that where the dcsti:1ntion point or the boolcinc; 

point is lc9s tho.n 200 kilonctres fran the tro.nshipnent point, 

there shoul~ be a suitnble disincentive to parties u'"'.king through 

bookings Vlia the t:rmnshipnent point, nnd nake tl1en to..ke deli very 

at the transhipnent point and transport the consi~nents to the 

ultinate destino..tion by o..ltornn.tive nodes of transport. · Sinilo..rly, 

they could brinc; the consignecnts to the trc:.nshipnont point for 

booking on one go.uc;o itself. 

14.50 To.kinc; into account the costs involved at transhipnent 

points and the necessity for keeping the chnrc;e at a suitetble 

level to act as a deterrent to dissuo..de po.rtios resorting to 

book through to destinations in cases. ~orhich involve only short 

lends to and fron tro.nshipnent points, \ve rocom.1end a trnnshipDent 

charee·of-~ 1.50 per quintal or~ 15/- per tonne in such co.sos. 

In ret;nrd to inter-Rn.ihmy adjustnent of c<:.rnings on 

through traffic involving tretnshipncnt, 1-1e recon.ncnd th::tt fran the 

freight char .;cs a notional 'trcinship".ent charge of Rs 10/- per toiL'1.e 

should be crcdi ted to the Ro..ihmy, which actually docs the 

trn.nshipnent. \"There a transhipnent chnrgc is n.ctunlly levied, 

such transhipnent charge should be credited to the Ro..ilwny 

perforning the transhipnent. 

14.52 According to the present rules regarding routing of goods 

traffic, where there is nore tho..n o11e route, norr.nlly goods i"Till 

be despatched by the shortest route o..t the cheo.pest rate. Tho 

tern 'shortest route' is defined n.s the shortest route between 

the forwo.rding nnd tho receivinG' stntions as deternined upon the 

basis of disto..nce notified by Raihmys o.s being tho distance for cl:.o.rt;c. 
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For pur~uce oi ueter~ining the shortest route in cases in which 

breo.k-of-go.uze is invol vecl, each breD .. k-of-gaugo transhipnen.t 

is to be rec:!.wncd an equiva.lcn-c to-160 kns. ·According to this 

Rule, therefore, if alternative route~ are avc.ila.ble a break

of-gc.uae tro.nshipnent can be avoided even if.the r9ute by the 

uni-gauze is lone:;er to · the· e:x:temt of 160 kt1S. He have considered 

uhether the lio.it of 160 kns. should be increased·for the purposG 

of.this Rule. Kcepin~ in view the rola.tive costs of trnnshipnent 

and the additional costs of h::mlnGe involved, we do not recotmend 

c.ny increase in the present lwi.;ht.'2.ge in distance for the purpose 

of deternining -t~1e shortest route in such cases •. 

. ***** 
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I5isto.--Cq__s_t__<?_:()~<l~ih_~_:,_e ,?"cl_:")"o--;;nG___ Proposei cl:1ss ·-Increase 
nee 1 n 1976-77 •Esc:J.latcd by 100 r2te~er in 
Kus. 1 3C'F:; · t_,nno · 'J:.:·onoscd 

·-------~--- -----·-----. .,J; .• 

Bxcldg. Incldg. Excldg. Incldg. ~cldg. Incldg. r:1to over 
tcr..1l. teml. toiTil. tcmL ·terr::.l. ter;Jl. cost per 
cost cost tonne 

Ps. P • Rs • P • Ps • P • Rs. P • P>. P • P>. P • P> • P • 
- 1 -===-- -~=-==~ -3 ~=:.. -'"71;-==-=·--5 -·6 ·~--7------8--. 

1 00 18.01 ·\ 23. 22 23. 41 30. 1 9 
200 23.63 28.8~ 30.72 37.49 
300 29.26 34.~n 3a.o.-~ ,:. ~-.81 
400 31.88 40.09 45.34 52.11 
500 42.91 48.12 55.78 62.56 

600 
700 
800 
900 

1000 

1100 
1200 
1300 
1400 
1500 

1600 
1700 
1800 
1900 
2000 

2100 
2200 
2300 
2400 
2500 

:2600 
12700 
12800 
\2900 
15000 

'~8. 54 
5!;-. 17 
59.79 
69.62 
73.12 

78.26 
84.39 
91.93 
97.55 

103. 18 

108.80 
114.76 
120.39 
126.00 
131 • 6-~ 

137.26 
1L~2.89 

148.51 
1 54.13 
159.75 

165.37 
170.91 
176.63 
182.25 
187.87 

53.75 
59.38 
65.00 
7~~. 83 
78.33 

83.97 
89.60 
97.14 

1 02.76 
108.39 

11 :~. 01 
119.97 
125.60 
131 • 21 
136.85 

142.47 
1-~8. 1 0 
1 53.72 
159.34 
164.96 

170.58 
176.12 
181.84 
187 ··~6 
193.08 

63.10 
70.42 
77.73 
90.51 
95.06 

101 • 74 
109.71 
119.51 
126.82 
13/r.13 

141 • ·1-4 
149.19 
156.51 
163.80 
171 • 13 

178.44 
185.76 
193.06 
200.37 
207.68 

21 fir• 98 
222.18 
229.62 
236.93 
2-~4. 23 

69.88 
77.19 
8~5"15) 
97.28 

1 01 • 83 

1 09. 16 
116 .1+8 
1 26.28 
133. 59 
1 ·tO. 91 

1 ~8. 21 
155.96 
163.28 
170.57 
177.91 

185. 21 
192.53" 
199.84 
207.14 
21 •l.!~5 

221.75 
228.96 
236.39 
2-n. 10 
251.00 

23.50 
37.60 
49.40 
59.00 . 
68.60 

77.60 
86.50 
95.40 

103.60 
111 • 90 

120. 1 0 
128.30 
135.80 
~i,-).40 

150.90 

158.40 
165.20 
172.00 
178.80 
185.70 

192.20 
198.80 
205.40 
212.00 
218.60 

22:] .• 90 
231 .20 
237.60 
2~~3. 90 
250.30 

31.00 
-~5. 1 0 
56.90 
66.50 
76.10 

85.10 
. 9-~. 00 
1 02.90 
111.10 
119.40 

127.60 
135 .so 
143.30 
150.90 
1 58. L~O 

165.90 
172.70 
179.50 
186.30 
1 93.20 

199.70 
206.30 
212.90 
219.50 
226.10 

232. ~~o 
238.70 
2-~5. 10 
2 51 • -~0 
257.80 

0.81 
7. 61 

12.09 
1 ·~. 39 
1 3. 5<~ 

1 5. 22 
16.81 
1 w.4o 
13.82 
17.57 

18. ·~4 
19.32 
17.02 
17.31 
17.L'r9 

17.69 
16. 7,.~ 
16.22 
15.73 
1:::.29 

14.49 
13.77 
13.06 
12.36 
11 • 65 

10.65 
9. 7'-~ 
8. 71 
7.70 
6.80 

Porco~~tnce
incroaso 
over cost 

___ _9 ___ _ 

3 
20 
27 
28 
22 

22 
22 
2~ 
14 
17 

17 
17 
13 
13 
12 

12 
11 
10 
+B-g 

9 

8 
7 
7 
.6 

5 

5 
4 
4 
3 
3 
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Statecent 1 ..';- .Jlc_on th) 

-~t_a/~e_ll.~i<?2~i_n...&_'2.2.._~t_o_:r__haular:·e -~'ld proposed rates 
and_~n_c;_i_c_e_s_9!._ _t.§2_~r_2f <!.._0_~1._ .21l.d_...P_~<?_~d r~i~· 

-· -----------------
Ro. t_ <?__ _pe :r: ..12.:~~ Increase :2er __ tonne ___ Ilfl?_EX Dista."lce 
Class Class Over Over Cost __ P_ropo_sed rate in 
50-Y 50 1.:~.70 1 .t,.. t9 Excldg. Incldg. ExclC.g. Incld~. Kus. 
as on as en rate rate ternl. teml. terul. te~l. 

1 • ~. 70 1.!;-. 79 
Rs p P:;. p Fs. p F~. p Ps p rs. p rs. p rs p ---------- --------- .... 
10 11 ---- 12 13 1~ _1_5 ____ __!2__ 17 18 

13.~~0 18.20 17.60 12.80 100 100 100 100 100 
19.70 26.90 25.40 18.20 66 62 80 73 200 
25 .ll,.Q 35.00 31.50 21.90 54 49 70 61 300 
30.70 42.50 35.80 2-~. 00 l;-3 £~3 63 5 ., 

·'+ 400 
35.90 50.00 ,;.o ~ 20 26.10 ·~8 41 58 49 500 

.lQ.80 65.20 '

11

i-l:.
11

r • 30 19.90 ·~5 39 55 ~"t6 600 
t,5. 70 73.30 40.30 20.70 ~t3 37 53 43 700 
50.60 81 .1 0 52~30 21~80 42 35 51 42 800 
55.10 88.70 55.00 22 •• ~o -~3 35 --i-9 40 900 
59.60 96.00 59.30 23.4-0 i~ 1 3·~ -~8 38 1000 

6:';-. 1 0 103.60 63.50 211 • ."00 40 33 46 37 1100 
68._60 111 ~ 00 67.20 2:~.8.0 39 32 46 36 1200 
72.60 117.60 70.70 25.70 39 32 L'! 1 35 1300 r'T 

76.60 12<~c 30 7!'.-. 30 "'~""' -"" 3S' 32 43 35 1400 :..: _) . ...,),) 

80.60 130.90 77.80 27~50 38 31 43 34 1500 

8/;..60 137.60 81 .30 28.30 38 31 42 34 1600 

88.60 14-~. 20 8-1-. 10 28.50 37 30 41 33- 1700 
92.60 150.90 86.90 28.60 37 30 41 32 1800 

95.60 155.90 90.70 30 • ..'r0 37 30 ,~o 32 1900 
98.50 160.90- 9!;_... 60 32.30 37 29 4-0 31 2000 

101 • 60 165.90 98:10 33.80 36 29 39 31 2100 

1 0<'~. 60 170.90 101.70 35.,~0 36 29 38 30 2200 

107.60 175.90 105.30 37 .oo 36 29 38 30 2300 

11 o. 60 181 .1 0 108.90 38. c1-0 36 29 37 29 2-1-00 

112.60- 18:~. -1-0 113.50 41.70 35 28 37 29 2500 

11 !;.. 60 187·. 70" 117. 80 t,4~ 70 35 28 37 2.9 2600 

116.60 191.19 122. 10 47.60 35 28 37 28 2700 

118.60 19-~.tr-0 126.50 50.70 35 2D 36 28 2800 

120.60 197.-70 130.80 53.70 35 28 36 28 2900 

122.60 200.90 135.20 56.90 35 28 36 28 3000 



Stntenent 14.2 

Stnte:Jent shovlinc; 'uc.gon loncl' o.nd correspondinc-
' 

1 srnlls' clnssific~tions i~troduced fron 1.10.58. 

'1 .. ' C lnss Rntes 'B' ~lnss Rn te s 

\'laz-pn 'snnlls 1 Diffore;.1ce Unc;on I GLL"Llls ~ Diffe 
londs loo.ds renee 

22.5-1 .. 30 A 

~ 52.5-B 60. -B ~ -..~. .. 7.5 + 
25 • 32.5-A 55- -B 62.5-B -~ .. ) ~ \ 

) 57.5-B 65. -B 27.5-A 37.5-A ) 
30. -A 40. -A· ~ 60. -B 67.5-B ) 

+ 10 62.5-B 70- -B ) 
32.5-A 42.5-A ~ ) 
35 -A 45 -11. 

65. -B 72.5-B ) 
) 67 .. 5-:0 75- -B ) 

37.5-A 50- -A ~ 70 -B 77.5.-.B ~ + 7.5 
40. -A 52.5-A ) 72. 5-B so. -B ) 
42.5-A 55- -1~ ~ 

+ 12.5 ) 
75 -B 82.5-B ) 

45 -A 57.5-A ) 77. 5-B 85- -B ) 

80. -B 87.5-B 
) 
) 

82.5-B 90- -B ) 

85- -B 92.5-B 
) 
) 

92.5.,..B 100 -B ) 

97.5-B 105-B ) 

100 -B 110-B ") 
105 -B 115-B 

? 11 0 -B 120-B ) 
11 ... -B 125-B ~ . -:; 
"i 20 -B 130-B 

~ 125 -B 135-B .. ) + 10 
130 -B 140-B 

l 135 -B 145-B 

140 -B 150-B ) 

145 -B 155-B· 3 
170 -B 180-B 

) 
,.._) 

~ 



Stntenent 14 .. 3 

Sta.tewent sl1ouinG tl1e rzlativity in the 'wagon.lon.ds 1 

'-·•1C 1 smlls I Cl:lSSifj£_a uiq_:g.s introduced lrOn 1 • •}.1970 

\·Tc..conlond Correspondine 1.Ja~onload Corresponding 
Classifi- S::::w.lls Classifi-' Sr:alls 
cation Classificn.tion cation Classification 

25. L"rO 65- 80 

27.5 45 67.5 85 

30. 50. 70 85 

32.5 52.5 75 95 

35- 55 80. 95 

37.5 60 37 .5. 105 

·~0. 60. 85 105 

42.5 ~2 .. 5 95 115 

45- 65 100 120 

52.5 .,, .105 130 

55- 75 110 130 

57.5 75 115 130 

60. 75 I 130 150 

62.5 80 

***** 



St.::ttcuent shcminc p~rticul~Crs of ir;.port~nt 

l
. t :booked ·, 1 1 co:moc ~ ~OS{.::ts snnlls durinc; 977-78. -------------------·----------------------

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

Sl. No. C O[!r:o<li ty Existing Avera ;e Volu::.1e of 
Classifi lend. Tr.:tffic 
cation (kns.) ( tonn8s) 

----~- ------------------- ~~~!~~l. ------ ------
·I 

1 .. Oil seeds 75 779 6·-i-, 139 

2. Cotton r.::t-v;r 105 1 <t29 14,215 
(full :;_JrGSS8d) 

3. Oil cc.ke 60 564 28,549 
~ 
't• Tobacco unr:.nnufactured 105 8f1r0 19,016 

5. Coal 60 1tW1 54,511 

6. Hicle.s nnd skins 95 898 <t 1 ,521 

7. Tinber 75 11 H· 34 ,8L't5 

8. Bicli loaves 130 596 9,!;-06 

9. Sut;ar 75- 951 32,095 

10. Jaerce b7.:; 1122 87,862 

11 • Salt n.o.c. 60 1536 37,703 

12. Te.::t 115 1820 131 3Lt6 

13. Tobacco :J.cmuf actured 115 1190 14,871 

14. Edible oils 80 1433 23,14 7 

15. Cotton m.nufacturecl(L') 105 156 70,583 

16. Gunnies 105 901 57' 35~t 

17. Leather r:1anufa.ctured 120 1399 9,590 

18. Rubber ronufac turoc1 120 1050 39,169 

19. Rubber unservicabl:e 75 1 OL',_6 9,762 

20. Artificial silk (PP) 105 1667 17 ,8-~7 

21. Coir rope 80 219L't 30,272 

22. Other coir 75 1468 10 '716 

23. Ccnent 75 878 16,35~ 

24. Iron & Steel Div .. t ' r .u. 105 11 f1r5 1,17,257 

25. Iron & Steel Div. t B t 95 1006 74,900 

26. A3ricultural in;Jle:-wnts 75 1010 13 '194 

27. :Clectricc.l Goods Div. 1A1 120 1369 -~8, 776 

28. Electric:cl Goocls DivtB 1 95 1290 36 ,8-t 1 

29. Brass~nre 115 1501 12,115 

• ••••• contd. 



Statenent 14.4 (concld) 

--------------------------------------------------------------~----
Sl~ 
lT o. 

···--r-

30.-

31. 

32. 
33. 

34. 
35. 
36. 
37. 
38. 
39. 
·~0. 

41. 

43. 

44. 
45 .• 
46. 
47. 
48. 

49. 
50. 
51. 
52. 
53. 
54. 
55. 
56. 

57. 

C o;~:nodi ty 

-------------------· 
!!.:::.chinery other thnn 
electricl GOods 

Iron & Steel (others) 

Glo.s suaro Di v. 'C' 

Cotton 1:mste loose 

Potato 

Sucarcano 

Bro.n 

Husks 

Grain & Pulses Div. 1A1 

Grain & Pulses uiv. 1B1 

Flour 

Papar in rolln 

Paper uo.ste 

Pulp Bo.:trd N .0 .c. in b.:tles 

:rewsprint 

Stationery 

Fire-vrorks 

Hedicines 

Fish..,dried 
#. 

Chillies 

Coconut dried 

Seeds conr.on 

Provisions 

vlool raw loose 

Drugs cruc1_e 

Shoes 

Stones N.o.c. (other 
thnn bo.llr.ot} 

Lubricatine oil 

E:x:istin::; 
Classifi
c:ltion 

~~~!!~L. 
105 

130 

80 

115-
67.5 
60 
60 
60 
60 

55 
60 

75 
75 
85 

75 
120 

150 

115 

75 
95 

75-
67.5 

120 

130 

105 
120. 

67.5 

130 

Av8ra::;e 
Le[l_ ,_. 
(kns.) 

1476 

1055 
1121 
1135 
1270 

59 
865 
582 

1600 

1099 
983 

12.31 
677. 

1.'1-16 
1257 

868 

2389 
1373 
1518 
1051 
1281 

859 
1057 
1172 
1188 

1325 
528 

779 

Volune of 
Traffic 
( to~10s) 

----~-----

49,353 
15,050 
31,544. 
11 ,862 
5<"r ,875 
9,843 

11,265 
3,72,004 
4,35,834 

19,843 
1,55,337 

6,301 
23,694 
3,983 

15,157 
12,533 
10,373 

12' 150 
11 ,658 
20,911 
30,031 

13,935 
11,4-99 
13;804 
14,224 
23,118 

11,894 

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



ll.:lconlo.:l . 
Cla.ssification 

65 
70 
75 
80 

85 
90 
95 

100 

105 
110 
115 
120 

125 
130 
135 
140 

150 
160 
165 
170 

175 
180 
185 
190 

200 
210 
220 
230 

240 
260 

Stntcncnt 14.5 

______ Pr£E~~£~~~E£1~~~-£~~~~£!!2~--

-----------~£E_£2~~!~~9~~~~---------
not exce8dins exceedins one three 
one tonne tonne but tor..ne s 

less tha.n a.nd 
three over 
tonnes ------------ ----------- --------

105 _100 95 
110 105 100 
115 110 105 
120 115 110 

125 120 115 
130 125 120 
135 130 125 
135 130 125 

135 130 125 
1 trO 135 130 
145 140 135 
150 1 t,_5 140 

155 150 145 
160 155 150 
165 160 155 
170 165 160 

i80 175 170 
190 185 180 
195 ~90 185 
200 195 190 

205 200 195 
210 205 200 
215 210 205 
220 215 210 

. 220 ?.15 210 
230 225 220 
240 235 230 
250 245 2L'r0 

260 255 250 
280 275 270 
300 295 290 

---------------------------------------------------------
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CHAPTER XV 

CLAS.SIF !CATION OF COMMODITIES 

15.001 Railways carry a wida variaty of articles - raw 

matari8ls, finishod products from industrias, consignments 

in bulk and in bags,. par is hablos, liquio3, mJdici nos, food

grains, m~nJra1s, coal, chemicals, dangoraus goods and othors. 

Many of thoso c6mmoditius diroctly or indirJctly ontor into 

tho daily lifo of tho common man. Railways do not charge all 

th3so commaditiJs at tho samo uniform rata. Thoy make a 

distinction botwion various commoditius in regard to tho 
ratos that are chargod. Tho difforontial charging of various 
commoditios is mainly dono by grouping the various commo
dities into different tlassos for purposos of fixing rates. 

Tho grouping of commoditios into a limited numbar of groups 
or classes and proscribing rates for thase classos is known 

.as cl2ssification. Tho classification,is.basod on cortain 

wall-known rating principles. 

15.002 Tho broad principles which govarn· tho classification 

are : tho valuo of sorvico ~nd tho cost of service# ·and in 

applying those principles, tran~portation characteristics 

of tho c6mrrrodity havo t:J. ba borne in mind. 

15.003 Tho valua of sorvico principlG i.s also usually 

dascribJd as charging "what tho traffic will bjar". Comma-
• ' diti~s will moVe from ono place to anoth.Jr only if their . . 

fraight chargos aro such as to make tho ~ove~ant worthwhile 
. . 

or profitablo for tha trade. Unlass tha price far a commodity 

that will bo obtainod in tha market to which it is poing 

transport~d is such as to covGr tha transportation charoos 

and to loava a reasonable margin of profit, tho commodity 

will not move. To giva an example~ if thoro is a commodity 

at station A which is to m6va to a station B, tho.difforenco 

in ~rico at station 8 ahd price at station A less th~ margin 

of profit sots an upper limit to the amount of freight 

chargos which tho particular commodity can boar. It will 

hampar tha movomant of tho commodity if tho freight charges 

ara mara than this quantum. So, if tho movemont of. a parti~ 

cular articla is not to be stiflad, railways should not charge 
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anything mara than what tho traffic can bJar. This is a 

simpl3 illustrat~8n af tho principlo. 

15.004 As far as classification ratos aro cancornod, wo aro 

nat dGaling with individual movom3nts only bot with tho 

gonoral pattern 9._f mavwmont of th~ articlas. It will bo 

obvious that cammaditios which aro valuablo can normally 

stand a. 1largor amount of transportation cost than choap 

articles. 5o, in tho rata structure, railways usually chargo 

valuable articles highor transportation chargos tnan loss 

valuable onos. Gon3rally Sp3aking, thoro is a rolationship 

botwaon th3 valuo of tho commodity and tho valuo af tho sorvico 

of transporting ~t. This is bocauso tho froight rata on a 

valuablo article, evan though high, is a small proportion of tho 

price of the articlo at dos~inati:Jn; and tho rata on a choap 

article, though law, is a substantial proportion of tho valuo 

of tha articl~. It is cloar that tho high rata will affoct tho 

prico of, and tho demand for, a cheap article much mora than it 

will far a valuablo articlo. Anything which rostricts tho 

demand far an article will limit tho demand for its transporta

tion. Thus, high ratns rdstrict tho movamont of choap. c:Jmmo-

ditios, but do not restrict to tho samo axtent tho mavomant of 

valuable articles. 

15.005 Tho value of servico sots tho upper limit beyond which 

the t~affiq will not move. Variable or dependent casts fix tho 

lower limit bolow which tho rate should not go. Batwaon thoso 

two limits, tho rate ·for a :cammcidity is fixed at a rata that 

the traffic can.baar. Charging what the traffic-can boar is 

a much-abused phrase. It is :Jftcin .wrongly intorprotod to moan 

levying oxorbitant rates or tho highost possiblo charge that 

can be oxtortad from a trader. Tho principle can roally more 

accuratoly bo dascrib,-od as "nat charging what tho traffic 

cannot baar 11 • Tho principle is ana of charging c~oapl3r ratos 

o-n traffic. that will nat m:1vo at normal rata, at tho samo 

time charging highor ratos an traffic that.will stand highor 

rates and, in totality, gonorato tho earnings adoquato to 

cover tho total axponsos on tho wholo and loavo onough 

surplus as. 
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froight 

15.~06 Anathar impartant principlo which gavernsLcharg 0 ~ 
a·n cammadi tios is based an what is knawn as· "cost of 

Sdrvico" principle. It is obviaus ·that tharo can be a 

difforonce in rates bJtwaan commadltios if there are 

difforences in th.J c:;Jsts of transporting thorn. Whilo it 

may ba difficult to compute tho differoncas in costs of 

transpart for diff.Jrent commadities with any dogroo of 

accuracy, it_is possible to lay down cortain genaral 

principles which ralate to the rolative costs.· What we 

aro concernad with in tha classification rates is not 

:rJallY. tho actual cast of sorvico but tha ralative cost 

as batwaon diffarent com~odities. 

15.on7 Tho principal f~ctors which. ca~~~ diff~rancos in 
c::>st for transparting diffarent commoditiGs aro:_-. 

(~) Loading charact~ristics : Dens~ 6ommod{ii~s cost 

for transport p~r unit waight loss than light 

commodities. Fof example, if ~ broad gauge four~ 

whGolor with a_c~rryi~g capacity of 220~quintals · 
is .W.2a~d, a donso commodity like iron<or stoal can 

. . . . . 
easily givo a waight af,220 ~uintals. Dn the othur 

.ihand, :evan if. tho wagon is loadad' upta the brim, a . . . .•. .... 

light comm::>di ty like laos a· cotton may not ·'givo a 

WJight of ~aro_than 45 or. 50 ~ui~tal;.· Whilo fHo 

transpd'rtatJon cost of bbth the w·~gons· .;is practi;.. 

Cally tho same ~many ~lemont~ of trarispo~t~tia~ . 
. ' ~· ~ . . 

costs vary with the.numbar of wagons ·handl~d rather 
. . . 

than with the numba~ of tonnos ha~dled), the cost 
: . . . 

pur unit weight af the commodity ·will, ·the·rafore, 
' .• ' t • • 

bo less in the case Qf iron or steel, and more in 

tho caso of laase c~ttonoi Tho return by way of 

freight chargos in.,; tho c_ase of iron and stool is 

on a WJight af 220 .quintals, whil~ in the caso of 
loose cotta~ tho ra.ilways will got· only charges 

for a weight of 50 quintals. It stands to reason, 

thorofare, that railways-can afford to chargo a 

lawar rate por quintai ~~r-,the ~aavy loading 

commodity than for a light loading commodity. 

In aidor ta ::>bt3in a ra3sonablo fro~ght rGturn 

par wagon, tho rates on light ah~ b~lky 
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articles must ba relatively high but those on heavily 

loading articles can ba relatively low. 

Whather an.articla gives a good weight when loaded 

into the wagon depends, in a l~rge measure, upon its 

density or weight per cubic metr~. The ability to lo~d 

also depends to some extant upon the nature and kind of 

packing·. Articles of all shapes and dimansions cannot be 

loaded to advantage. Sometime th~ maximum weight upto 

'Which ··a· wagon can be loaded with particular commo~i ties is 

also restricted by the fact that certain commodities will 

get damaged if toa many layers arb kept o~e above the other. 

_An example of this is baskets of fresh fruits. 

(b) Susceptibility for loss or damage: Certain articles 

require great care while being handled and while in 

transit or they will gat damaged, but certain other 

ar~icles can stand the normal strain of handling and 

transit without g.etting damaged. It is obvious that the 

hi~her incidence of claim increases the cost to the 

Railw~y, and the former will have to be charged higher 

rates than.the latter. Thus, for example, sand, gravel, 

brick and iron and steel articlJs are not likely to be 

demaged ea~ily; but fragile articles and perishable 

prdducts such as fresh fruits and vegetables are 

su~ceptible to damage. A~ain, there ere certain articles 

likri explosives, a6ids, etc., which are aasily destroyed 

and may cause loss or damage to other articles also. 

Here again, the costs become higher due to claims arising 

from such damage and, therefore, the commodities havG 

to be charged comparatively higher ratGs. 

·There are cGrtain commodities which have got a 

corrosive effect on the wagons in which thGy aro carried 

and this also adds to the costs of transportation of 

thesG commodities. An idoa of the extent_of corrosive 

damage to wagons by such commodities is given in para 

5.42 of Chapter V. 
A difference in rate may also have to be ma~e not 

only according to thG naturG of the commodities but 

also according to thG type of packing of tho gJods 

when tGndorGd for carriage. For example, cort2in 
commodities when sent in ~lass containers can 
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in stron~er containers; and result in higher inci-

dence of claims and therefore costs. ThG- r.orm.m:: 
have to be charged hi_~he:-r rates than the latte.T •. 

The value of the commodity will also appear 
as a cost'fattor pa.:ticularly in the case of a 

claim. Thus, on valuable articles, the claim on 

account of loss or damage will ·be necessarily 

hi~her than in the case of less valuable consig~ 

ments. Dn this basis also, higher rates are justi

fied on valuable articles than on cheaper articles. 

(c) Vglum3 cif t~~ffic: The cost of transportation of 

a commodity is affected to some extent by the 

volume in which it mova_s. Thus, if commodi t.i as 

move in wagon-loads, it is easier for the railways 

to carry them than w~~n-·thgy are transported ~s 
,I • • 

'smal~s. 1 • There are· also reductions in costs~ as 

charges for handli~g, raceiptin~ etri. are much 

less than if the cD-f!signmants (are offered in 

several di~ferant lots. The loadability of .hmalls' 

is. also_ considerably less than that of wagon-loads;· 

Railways can, tharafota, charge a~lo~ei .rate per ~ 

quintal for wa_~on loads of a commodity, ·and higher· 

rates for 'smalls' consignments of the same commo

dity. Sf.~ilarly, there are savingiil in costs in 

moving consignments in train·loads warranting a 
. . . 

lower rate for train loads compared to wagon loads 

(d) ~sa of special type of wagons: An~ther cast 

factor is the necessity to provide special types 

of_ equipment· and wagons. In such cases, railways 

will be right in charging higher rates. : .. 

( 3 ) Extant of empty running involved: ·Another factor 
which has a ·bearing on cost is the extent of empty 

ru~ning involv~d· in.dealing with t~e traffic. Foi 

example,,. petroleum and other o·il tank wagons have 

to run empty in one direction. This is also the 

case with certain other type of traffic requiring 

special type wa~ons like 8fRs. 
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15.QGBrhare are a few other factors which are also taken in~~ 

account in. ·de'termining the ralative. L3vel of c~arges of commodi

ties. One such factor is wheth-:Jr fha commodity is a raw mater-a , 
ial orLfinishad product. Finished products usually can bear a · 

higher rate than the raw matari·.ls from which they are manufa~-
, 

tured. This, of c~urse, is an extension of the value of sarvioe 
· . usually 

principle .because ~: raw matarials areLcheaper than the 

finish~91products,and valuable articles usually have higher 

rata~ as we have saen,than the cheaper ones. ~lso, manufactur

ing establishments having to obtain raw materials' in large 

quantities from distant areas will not be able to work economi

cally unless lower rates are obargad2the raw materials. Also, 

the finished. products ~re more susceptible to loss or damage 

and may require more careful handling and protection than the 

raw materials.and, therefore, a higher rate is justified. 

15.Qo9The us·e t::J which a commodity is put may occasionally have 

a bearing ~pan the transportation c~aracteri~tics and the rates 
. · 1Zs 

which can be charged for the commodity. This again . because 

the use of tha· article gives an indicati:Jn.:of its value. 

15.0.10 These several factors which determine the relative ratG 

levels of commodities are usually referred to as 'Transporta

tion Characteristics of the Commodity'. 

15.011 An::Jthar important factor which determines the relative 

lav8lS of rates for different commodities is the public inter

est or .considerations of public policy. It may be necessary ~~ 

that in the public interest only low.~ates should be levied ::Jn 

a com~odity p~rticularly when it is vital for the life of the 

~ammon man. This is not a question of the ability of the 

article par sa to stand higher transportation charges but 

whether it is deemed desirable in the public interest .. to 
. . . . ... .. .. ' 

encourage the movement of the c::Jmmodity and bring abdut a 

dasired·social or ec::Jnomic rasult. Thus, as a matter of 
· usuAlly 

public policy, higher rates areLcharged on luxury 

articles wnile commodities like f::Jodgrains, sugar, manures 

e t c. a r a c h 3 r go c com par at i vel y c h 3 a p a r rates • 

15.0~2 All these fact::Jrs are taken into acc::Junt in d~armi

ning the classification ratas for commodities, i·.a.,f::Jr 
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grJuping them into classes for purposes of charging. 

No one factor is cJntrolling and all factors have to 

ba taken into account in deciding the relative rata 

laval. It is difficult to arrive at a mathamat;i.cal 

formula or to give any we_ghtaga to any particular 

factor; different factors often point to divergent 
. .-: 

results. Ultimately, it is a mstter of judgment 

taking into accJunt tha variJus factors. Base~ on 

these factors, all the commodities are divided into 

different classes for purposes of fixing of rates and 
\ . . 

this is called ''fraight classificatiJn". 
. . 

15•013 the Fraight Structu~e Enquiry Co~mittee 

(1 955-57) have also discussed at length the prin~ipl:Ys 
govarrring the gJods classification and-they had 

recommended a certain classification 'fat· all tho comma-. ·,. 

dities in the different scales they had proposed. 

15.014 In tha course of our ~iscussions with various 

Chambers of Comm~rce, trade associations and other 

interests in various regions of the·country, ~e have' 

not received represantatiJns fo~ any major change in 
. . 

tha classification of commodities as it exists to~ay. 

Thara h3VB buan1 •• .raprasentatiJns raquasting for review 

in raspact of only a few cJmmoditias. J~ are, there

fora, reviewing the classificatiJn of o.nly tha import?nt 

cJmmoditias which constitute the bulk of the traffic on 

the Railways and tha fa~ commodities about which repr9-
-

santatiJns have bean recaivad. Thera ara also a few 

cJmmJdit~es which tha,Ministry of Railways have shown 

as suffering 'losses 1 in transportation at the pr~sent 

scala of clsssific?tion and levdl of r~tes. We are 

reviewing the classification of these commodities also. 

Wo aro dieausaihQ thoao in ~he following paragraphs. 



15-8 

15.015 As- ~cAti~nu~in earlier Chapters, Railways will have 

to ge~~rate additional revenues of the order of ~.500 croras 

over the goods earnings of 1976-77. The goods earnings in 

1976-77 were ~.1276 crores. The increase would, therefore, 
be abau· 40 plr CJnt. This is one parametLr which we 

have kept in mind in considering the level of genaration n~ 

earnings from different commodities and, therefore, the.ir 
- : 

classification. 

1S.n1fi It is also·to be ensured that the major streams of 

traffic bear·their due share of cost. 

15.017 The detailed cost datn available give the figure 
. and 

of ~€fJneral cost of haulage on the broad gauge Z metre gauge, 
G . 

andLweighted average cost based on the average load of 20.28 

tonnes qn the broad gauge, and 14.22 tonnes on the metre 
w~th .· .. 

gauge, L, empty return ratio of So% on the broad gauge and 

40% on the metre gauge. These .costs have to he escalateri 
· to allow · 

by 30~~or the additional costs required to be covered. 
. . . 

Cost figures are also available where loadability is mare 

than the average assumed; for example, in the case of load

ability ·going upto the carrying capacity,· namely, 24 tonnes 
. . 

on the broad gauge and 18 tonnes 6n the metre gauge, tho 

costs ar~ less than average cost figures. Similarly, costs 

would be-· higher in the case of commodities which havo 

lower loadalility._than the averL~e loadability assumed. 

The Railway Board have also made cost studies in respect of 
1 

individual commodities to see whether the earnings from 

them cover the cost of haulage. In addition, they have 
thG 'l\ ' 

c:Jnducted· certain:.sp~cial studies afLtrarisportation cost 

of commodities like coal which move mostly in train loads 

and these costs are f:Jund to be much less than the general 

average cost. All these studies have been made use rf. 

15.018 The detailBd zonal statistics of vari:Jus commodities 

are also prepared by the Railway Board and we have utilised 

the latest data available, namely, for 1977-78. The 1977-78 

level of traffic, namely 210.8 million tonnes~ was also 

very close to that of 1976-77, which wo ara using as tho baso 

yoar for our c~lculations. 
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15.019 In respect of important commodities having signi

ficant volumesof traffic; one of ~he gu.i.dolino3 we have 

kept in mind is that, at. least fo~Lgulk of the traffic, 

say about 80%, the rates should cover their fully ~is-

tribu~ed costs of haulage (These costs include the 

element of interest in ~~au of dividend charges). 

15.020 The ability df the various st~eams of tfaffic to 

bear the rate burden has· also been· kept in mind. 

15.021 Though railways carry a variety of- goo'os and 

nearly 3000 and odd commodities are li~ted in-the Goods 

Tariff, the A.B.C. analy$is of the traffic shows that 

ten commodities account for 85% of the originating 

tonnage and 75 par cent of the earnings of the Rail~ays • . 
These commodities in the order of total originating traffic 

are given in Table 15.1 below:-

Tabl"e 15.1 

5,. No. Commodity Tonnes 
(~n thousands) 

1. Coal 69,157 

26,302 2. Iron Dr a 

.3. 

4. 

5. 

6. 

7. 
·a. 
9. 

10· 

Foodgrains 19,444 

Cement 13,600 
I .• 

Mineral Dils 13,062 

Iron and Steel 11,427 

Limestone & Dolomite 9,916 

Chemical Manures 8,211 

S.tones (other than marble) 4,201 . . 
Salt 2,899 

178,219 

Percentage 
of traffic 

tho 

32.81; 

12.48 

9.22 

6. 45 

6.20 

5.42 

4.70 

·3.90 

1.99 

1. 37 

84.54 

1'5.022 In the projection of the traffic forLfuture also, 

thes~ ~~~ the items which are likely to continue to 

constitute the bulk of the traffic of the railways. 

draft ·Sixth Plan document also envisage~gulk of the 

traffic to consist of coal, iron and steel products, 

raw materials for steel plants, cement, iron ore for 
export, fertilisers, petroleum products and foodgrains. 

The impact of the proposerl rates in respect of these 

The 
railwaY 
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main commodities are discussed in the following paragraphs. 

15 •. 023 The share of the following commodities namely coal, 

iron ore, foodgrains, cement~ limestone _and dolomite, chemi

cal manures and salt has baen increasing from year to year. 

Their propo~tion to the total o~iginating load~ng on the 

Railways is as under :-

Year 

1973-71.:-

1974-75 

1975-76 

1916-77 

1977~78 

Table 15.2 

Percentage 

67.43 

68.49 

70.25 

70.71 

71.87 

These com~odities form such a big proportion of total traffi6 

that the' ~ates proposed for them will have to be such as would 

ensure adequate revEnue~ to the Railway in the coming y8ars~ 

We have dealt in·detail with each one of these commodities as 
" well as mineral oils and iron and ste~l tmaterials which 

· o :r ~-~~ na ~ng 
to~ether contribute 85% of the tota~traffic on the Railways• 

15 .024 In considering the clas~ification levels and the level 

of rates of individual aomrnodities, we shall, inter alia, ba 

discussing the incidence of freight on the prices of the 

various commodities. In considering the ratios of freight. 

rat~s to prices, it has to be remembered that since there is 

an element of freight in the sale pricesof nearly all goods, 

one has to bear in mind how ~mportant the transportation 

charges are in tha prices of ordinary articles of consumption. 

For example, the effect of freight charges on prices will be 

greater if the frei~ht is already a substantial proportion 

of the price of the article. Normally, the frei~ht charge 

is a small proportion of the price of the articles wnich 

have a high value relative io tneir weight as !~the case 

in respect of most manufactured articles. The freight rate 

is, however, a larger proportion of the prices of cheaper 
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artie las. Again, the ,longer the ~au 1, the greats r 

becomes the.ratio of freight charges to prices. Also 

in consld~ring manufactured goods, the effect of not 

only the freight rata on the firiishad products but 

also the incidence of thE freight rates on ~he main 

inputs for tha manufacture of the fini~had products 

has to ha takan into account as, for example, in the 

case of iron and steel where charges on iron ore, coal 

etc. are also important, ~part from the freight chargeL 

on iron and steel itself. The ratio of freight charges 

to p1rice -9bviously changes with changes · . riot only in tho 

fre i_g ht rate§, br..~t also in th:J. -pric GS ~ 
~.' 

15.1}~ Coal constitutes the single largest item of 

·traffic. on the Railways, the quantum of originating 

traffic being about 69 million tonnes in 1977P78~. . · orJ.gJ.na~:.J.ng 

c::mstituting n13arly 33% ·of the Railways' totaJ.Ltraffin·· 

and'27% of·the to~sl·N~t-Tonne Kilometres. This traffic 

i~·likely tri increase in the y~ars to come. A detailed· 

commodity study of tnis traffic i~ given in Annexute '15.1. 

Coal i~ at present-being charged under the 
.. · ' following heads : 

(i) Coal (for public ~nd non-Gove~nment Railways) 

·includi~g coal shale, ·coke soft~-lignite and 

~atent.fuel, at Class 37.5 (owner's risk) for 

-·~agoh loads, ~nd at class 60(ow~ar's risk) 

for 'smalls-.~. 

(ii) Hard coke including domestic coke, at Cla~s 

42.5- (owner's risk) for·wagon loads, and at 

Class 62.5-·(owner 's risk)' for 'smalls'· 

15.026 An appropriate rat& for coal in the freight. 

structure is very important fox the following 

roaso ns :-

(i) Coal ~aing the ~argest single item of traffic 

loaded on the railways, and considering the 
. ~ 

fact that t hi"s traffic l.s li ka ly· to i ncre as e 

in the coming years, it has to ganarate 
~ . . . 

adequate r3vanua for tha r~ilways·; 
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(ii) Coal is baing mined only in certain areas in 

the country but has to be moved to all other 

parts of the country for vital power units as 

well as industries like textiles, cement, steel 

plants etcq and 

(iii) In order to ensure regional balance with regard 

t~2~stablishment of various industrial ~nits 
and factories for which coal is a pre-requisite, 

the movement of coal to long distances at . 
reasonable rates has to be ensured. This ras 

also baen the policy since the inception of tha .. 
'railways in India. At the s arne time, it has 

to be ensured that tha cost of haulage is met 

and adequate surpluses are generated from the 

coal movement as this traffic forms a signifi-

.c~nt proportion of the traffic on Indian 

Railways. 

15.027 The coal movemant has certain special distinct 

characteiis£ics, s~ma of which are :-

15.0_28 

(i) Coal movement is mostly in block rakes, 87% on 

Broad Gauge and 59% on Metre Gauge in 1977-78. 

(ii) th~ movement is mostly on Broad Gauge system, 

the tonne ~ilometres of coal movement on Broad 

Gauge and Metre Gauge during 1977-78 baing as 

under : 

Gauge 

Broad Ga~ge 

Metre Gauge 

,. 

NT KMs in 
millions 

38699 

1815 

Percentage 

While the average lead of coal movement was only 

586 kms. in 1977-78, there are also certain long distance 

movements, particularly to soma of the far off cement 

plants, textile mills and power houses. Tha Zone-wise 

distribution of movement of coal in respect of the major 

consumars is furnishGd in . 1 Stu.temant 15.1 •. 

Bearing in mind the ~Jnaral avara~a costs and the 
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particular c~sts thatfbaan c~mputad for.coal movomen~, 
wa rac~mmend ·a classification at Class BO(owner's risk) 

in the new frei~ht structure, for wagon load m~vamant 
of c~al. Train load movom~nts sh~uld bo given a rebato 
of 6% as indicated by us i~ paragraph 14.31 (a) of 
Chapter XIV. 

15.030 * Coal India Limitod in their memorandum have 

sug~ostad-that a difforential classification~may ba given 

for hi~her grados of coal and low~r.gradas of coal. Tho 

rolavant oxtract of their mamorandum is given below : 

"At prosant·thero is a h~avy prossuro on higher 
~rad3s of coa~ and in order to breate a freight 
bias for low~r gradss, it may bo worthwhile to 
roview the froi~ht structure for coal with a 
view to equalise the tharm value of the coal 
racoivad by various consumers all over th~ 
c:Juntry. The p;rica of· coal is· basad on the uso
ful haat value. Tho prasent pricing policy. · 
lavias a heavy premium on high heat value coals 
to onc~urage c:Jnsum~tion of lower grade coals. 
Tho freight f~r all grades of coal is same. 
In the· latast price list, the ratio between the 
price of highest and lowest grades ~f non-cokin~ 
coal is 1 : 3.3. The pric~ of hi~hast_~rade of. 
coal as delivered to tha consumer at 1,000 kilo
metros away from the pithead, is o~ly 1.38 ti~ds 
that of the l:Jwast grade. Hance, a strong case 
exists to review tho frei~ht struct~~e.to ensure . ' . . ~ 

the diffd~ontial in price batwaon tho lowest · · 
and the highest grade coal at pithaad and 
consumer end is maintained as far as pqssible. 
This will ensure as earli~~ said, lower grade 
coal utilisation of which we have abundant 
rGserves. 

The presant classificatio~ in Goods Tariff 
pr~vides only--ona class-rate for coal(Public 
and n~n-Govarnment Railways), including coal 
shalG, soft coke, lignite and patent fuel; 
namely, 37.5 at owners' risko For 'smalls' 
b~oking of c~al, the classification is 60. 
In tho present freight structure, there baing 
no differential rating for different grades 
of coal the different prices charged for 
different ~rades of coal at pitheads got 
narrowed down at customers' end, particularly 
thoso located at 1000 kilometres and abovo• 
It is suggestad that differGnt class rates 
are prascribed for different ~rades of.c:Jal 
so that tha proportionate difforancas 1n 
sale prices can be had at tha c~nsumars' and 
at distant places". 

*Appendix IV 
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15.031 W3 find, hDwevar, that thw variatiDn~ in prices of 

different varieties of cDal are n~t sig0ifican~ eno~gh 

warranting differential classificatiDns. Theroforo, we d8 

not recDmmend for the present any difference in classifi

catiDn betwaen diffe~ont varieties Df cDal. If, hDWJVor, 

significant changes are mado in the price structure of 
"I 

different grades of c~al, Railways may c~nsider the question 

of differential classificatiDn between different grades Df . 
coal, the higher grades of CDal being given classification 

at a level higher than the lower grades of coal. 

15o032 ·we have received representations to the affect that 

soft cDke -which is mainly used for domestic consumption 

shDuld be placed in a lower classification than that appli

cable ~o cDal. u~ agree and recommend th~t soft coke should 

be assign~d Class 75 at Dwner's ·risk. The quantity of traffi 

of soft.cDke is only ·1.24 million tonnes out of a total of-

69.2 million tDnnes of coalo _ S~ft coke can also be distin

guished easfly fro~ the other varieties of CDal~ and there 

will be ho administrative difficulty in charging the 

appropri~te r~tes • 

. '·. 

15o033 At the proposed classification, the earnings that 

wDuld accrue at the 1977-78 l~vel of traffic would work out 

* tD ~o415.26 cr~res. As, however, 90% of the traffic in 

coal moves in train loads and would be eligible for the 

rabate of 6 per cent for movements in train loads, the 

actual earnings would be only_~.392.84 crores. The 

percentage ·increase in earnings from coal at ~he proposed 

level of rates over the 1976-77 earnings would be of the 

Drder of 40 .• 11%. 

15.034 The proposed rates compare with the existing rates 

*The earnings have·beon worked out taking into account the 
Zonal Statistics and actual average loads for tho different 
zones in the Zonal Statistics. 
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for ·different leads as under : 

Table 15.3 

Distance 
KMs. 

Ex i s t i n g .1 at e Proposed R;=~te Increase 
per tonne per tonne (less per tonne 

6%) . 

100 

300 

BOO 

1000 

1500 

2000 

2500 

600 
(Avera:;~e 

Lead 

Rs. p. 

14.40 

27.00 

61.80 

73.30 

99.30 

121 • 90 

139 0 40 

50.10 

Rs. p. 

23.55 

43.01 

77.60 

90.01 

119.33 

145.47 

170 .1 9 

64.16 

Ps. p. 

9.15 

16.01 

15.80 

16.71 

20.03 

23.57 

30.79 

14.06 

15.035 The indices of coal prices compared with freight 

rates in the year 197rr, 1979 and the proposed rates snow 

the following picture :-

Table 15.4 

Indices of Freight rates for 
coal er tonne · 

Distance 1.4.70 1.4.79 Proposed 
Kms. •.·' rate(less 

6 o rebate 

300 100 180 287 

500 100 182 274 

1000 100 212 261 

600 100 211 267 
(Average 
lead 

Indices of Prices of 
Coal er tonne 
1970 1979 Current 

price 

100 212.2 335.5 

It will be sean that the increase in the rates proposed 

is not unduly high. 

15.036 The average price of coal at present is of the 

otder of ~.io1/- per tonne. The incide~ce bf freight 

for an average lead of 600 kms. is of the order 

63.5 par cant. It was about .67.3 per cent in 1970,. 
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15.037 Specific_c~st studi~s have been made for coal move

ment· in "traif") loads on the railways _taking into account the 

total costs involved in carryi~g coal traffici from the 

colliery siding to ·the destination stations, the full termi

nal cost at the booking end which .includes the cost of shunt

ing and all other -work done in the colliery sidings. As far 

as the destination is concerned, t~e costs do not take into 

ac~~unt the full placement costs involved in placement of 

rak~s _in the various destination sidings wnich may be a 

power house siding, a cemant factory siding or a steel plant 

sidi.ng. These costs are for train load movements wnich 

accb~nt for nearly 90 per cent of the traffic. Th~ rates 

recommended by us fully cov~r these coits. as calculated and 

esc_alatad..-· In -·vfew of the fact that the freight rates 

proposed fo~ coal cover all thes~ costs, we recommend that 

separate siding charges need not ~s collected at the booking 

end as far as coal is concerned. Th~ present practice 

obtaining on the Eastern Railway of a~ding the la~gth of the 

siding for the pu~pose·oF distance for charg~ may-b~ ~d~pted 

as-fa·:r·-as- booking of .coal t.r.affic fr:::Jm colliery sidings is 
' . 

c ~ _l)c e r.n.ed • · · · 

15.038 We discuss balo~ the incidence of the proposed freight 

rate~-·on the main streams of traffic of coal which are -

(i) 
. ( ii) 

Raw coal m:::Jving from Colliery sidings to Washeries • 

Washed coal and other coal moving to Steel Plants. 

(iii) Coal moving to Thermal Powar Hauses. _ 
.. 

(iv) Coal moving to other industries like Cement, 
Text.ilus ·ate~ 

M:::Jve~~~t-of raw coal fr:::Jm Collieries to Washerias: 

15.039 There ar~ mainly fivG washeries which ~cc:::Junt for 

the bulk o~ ~he traffic handled in ~asheries. Three of 

these, vii., Dugda, Santaldih(Bhojudih) and Patherdih 

washaries are under Bharat Coking Coal Limited (B.C.C.L.). 
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Tata Iron & Stool Co. 

ThG Jamadoba WashGry balongs to t.1i:.J Land the one in 

Durgapur CokG Dven Plant is und8r the Ourgapur 

5tael unit of SAIL. ThGr~ are a few other washaries 

t:J which movam3nt of raw c:Jal by railways is .. insignifi

cant, a~d :Jnly washed coal from these washeries is sent 

by rail t:::~ the linkGd Stdal Plant. The extent of raw 
coal moved to washGrias in 1975-76 is given below: 

Table 15.5. 

Sr. 
No. 

NamG of WashGry 

1. pugd.a ( BC.C L) 

2 •. ;.~ 'S,anfa.ldih(Bh:::~judih) (BCCL) 

3. Pat herdih ( BCCL) 

4. Jamadoba (T ISCD) 

5. Cur;:J.apur _(SAIL) 

Total 

TonnGs of raw 
coal moved to 
the washGry 

. 3,202,675 

2~165,655 

1 '253, 457 

681,432 

565,469 

7' 868,· 688 

.. 

Av(H ago 
lGad Kms ~ 

9 

13 

1 

5 

104 

15 

1.5.C40 Most :::~f the washeries arG situated at distances 

much lass than 40 kms. from the collieries. At presant, 

hawGvar, charges are levied for a minimum distancG of 
•. •.·· 

40 kms. f:::~r this initial movomant from collieries to 
' 

tho washerie~; and subsoquently from the washarios to 

the steel plants also it is treated as a separato move

mant and charges arG levied on tho actual distancGs,· 

subjact agai~ ~o a minimum distance for charge _of 40 kms. 

In addition, siding ChargGS aro also bGing lGviod for 

inward traffic to and outward traffic from th~ washaries 
. . 

for the distances of tho washory sidings. 

15.8 41 C'~t<J.il.Jd studies of the movemGnt of coal to the 

washGries show that:-

(i) Thaso movem~nts ara fully closb-circ~it 

movamants rGSUlting in quick movomant of tho 

rakas with minimum turnround ·ti~G. 100% . 

ompty movJmant i~ al~; i~~olvod in this 

closo-circuit movomant. 
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(ii) Tho standurd of stGck usud fGr thoso m~vumonts 

is usually infurior to that af stock usod in 

tho apoJn linG for JL3~.Jral- t~affic. 

(iii) -Thu c~al rak.Js aro r.Jcoivod intG thu roJcoption 

yards of tho washa~ios and, frGm ~horo, tho 

wugGns aro movod to thG washori~s' tipplors 

ate., by tho lGcGmotivos ownod by tho washurios 

thomsolvos. Tho railway staff omplGyod in tho 

washorios aro also paid for by thoJ washorios. 

Tharo is, thar.JfOrG, no oxtra GXpund.iture 

incur rod by t hG railways f Gr t h.n .. ~.?V,J.3m_o n'ts to 

tho washor:v sidings 
· t-or and tharo is'-thor.oftlre-tl0 

-rati.~:malo L lovying _any sopurata sidin'] chargo 

ab tho washory ond. At prosont, ~ siding 

charge is baing loviod Gn tho basis of tho 

distanco from-the point Gf intorchango to cho 

.siding at a scala notifiod by tho rai~ways~ 

For oxamplo, at Ougda, ~- sidihg chargo is 

lovied for 8 kms at tho rata Gf 53 paise_por 

tonne---and at Pathordih at 38 paisa por tonno 

for -a dist·anco of 4 kms. Thoso ci:~rg3s aro 

addad saparat.Jly tCJ tho fraight chargos which 
:". 

- aro laviod for a minimum distance of 4'b kms. 

Similar is tho cuso with tho Gthor washerius. 

(iv) Tho Bhurat Coking Coal Ltd. 'in thair discussi.Jns 

with tho Committoo havo spocifically raprosontod 

against tho lovy of siding chargos at washory 

sidings and have suggested that tho siding 

charges shGuld not be loviod. A copy of tho 

nota submitted by tho BCCL is at Annoxuro 15.2 

15.042 Dotailod.cost·st~dias have~ "n mado by tho Railways 

in rogard to movemont 6f coal from tho colliorios to 

washorios. Dut of tho fivo washorios, th~ avorago distanco 

for movomant ~f raw coal is loss than 40 kms. in rospoct of 
tho 

four washories. In rdspGct of Lrur':lapur washory alono, tho 

average distance is over 100 kms. 

15.043 lJe have rocGmmandod olsowhGre that tha minimum 
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distance for charge should be 50 kms. This will apply 
to thaso movomants also. 

15.044 Tho ratos pr:Jposed .for 50 kms. for movements 

upto 50 kms. and for actu-!l distances for hauls ovor 

50 kms. will cover tho cos~s fully in resp8ct of mo0o

mants of coal to washerias and-leave reasonable surplus. 

es •.. rhara will b~ :additional earf"!ings of t~e ordar of 

about 57% a~~~ the 1976-77 ea~nings. 

15.045 Dur rec:JmmondatLms in regard to movement of 

raw coa·l to washerias,- theraf:Jre, aro :-

(i) In resp3ct. of washarios where tho distance 

involvod is 50 kms or liss, charges should be 

loviod at Class 80 (DR) for 50 kms. with a 

6% robatb f:Jr tra~n-load movomants. 

(ii) In respuct :Jf washori_es where thu distance 

inv:Jlve~ is mora than 50 kms., charges should 

be laviad at Class 80 (DR) for_ the actual 

distance all~wing tho 6% robate for train-l:Jad 

movomants. . 
(iii)• No S<Jparato siding chargs should be levied 

at ·the washery-C3,Pd. for coal movements to 
I .• 

washarids, if intarnal movemonts in tho 

washorios are perfJrmed by the l~~omotives 

o( tho washerios and suporvised by railway 

staff paid for by tho ·washerios. 

15.046 In regard t~ :Jther streams of c:Jal traffic, the 

position is indicated in the following parag~aphs. 

Particul~rs of consumorwise and zonowiso traffic 

in rovenue earning coal in wagon-loads aro given in 

Statom.J nt · 1. 5 .1 s'nslaa ed. z 

. Washod c:Jal and othar coal movod to Steel Plants: 
tho 

1S •• D"~7 Thu dutails ofbncidance of the coal ratos for 
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(ii) Tho standnrd of stock usod for thoso m~vomonts 

is usually inforior to that of stock usod in 

tho opon lino for Jonoral,traffic. 
. . . 

(iii) ·Tho c~al rakos aro rocoivod into tho rucoption 

yards of tho wash~rios and, from ~horo, tho 

wag~ns aro m~vod to tho washorius' tipplors 

otc., by tho locomotivus ownud by tho washurios 

thomsolvos. Tho railway staff amployod in tho 

washorios aro also paid for by tho washorios. 

Tharo is, tharaforG, n::J oxtra oxpond'ituro 

incurred by tho railways for th.n .. Jl]V,;.3m.on·ts to 

tho washor:v sidings and tharo is' th()r.oftJre ·n0 · t-or 
-rat-ional:J L lovying any suparato sidin'] chargo 

ab tho. washory ond. At prosant, a siding 

chargo is boing loviod on tho basis ::Jf tho 

distanco from·tho point of intorchango t~ &ho 

.siding at a scalo noti.fiod by tho rai~ways~ 

For oxamplo, nt Dugda, t3_ siding chargo is 

loviad for 8 kms at tho rato of 53 p~iso_por 

to nne---and at Pat hard ih at 38 paise p.::n to nno 

for .a disb3.nco of 4 kms. Those ci::1rgas are 

addad SdparatGly to tho fraight chargGs which 
:"". 

aro lGviod for a minimum distance of 4b kms. 

Simil~r is tho case with tho ~thor washerios. 

(iv) Tho Bhnrat Coking Coal Ltd. 'in thoir discussi.Jns 

with tho Committoo havo spocifically raprosGntod 

against the lovy of siding chargos at washo~y 

sidings and have suggested that tho siding 

charges should not be loviod. A copy of tho 

nota submitted by tho BCCL is at Annoxuro 15.2 
... . 

15.042 DotailGd.cost·st~dias have~ en mado by tho Railways 

in regard to movamont 6f coal from tho c::Jlliorios to 

washorios. Dut of tho fivo washorios, tha avorago distance 

for movGmant ~f raw c~al is loss than 40 kms. in rGspoct of 
tho 

four washeries. In r8spoct of Lrur'::lapur washory alono, tho 

avorage distanco is over 100 kms. 

15.043 lJa havo rucommandod olsowhoro that tho minimum 
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distance for charge sh8uld bo SO kms. This will apply 
t8 thaso mov3m3nts also. 

1S.044 The rates pr.:Jposod .for SO kms. f8r m:Jvements 

upto 50 kms. and for actu··,l_distancos for hauls 8Vur 

SO kms. will COVer the C.:Jsts fully in reSpdCt :Jf ffiOVO

ffi3nts :Jf c:Jal t8 washeries and-leave reasonable surplus

es. 1hara will be :additi:Jnal earnings ::Jf tha ordar of 
ab8ut S7'/o o~~r th8 1976-77 earnings. 

1S.04S Our racommendati:Jns in r8gard to movement of 

raw C8a1 to washeries, therefore, are :-

(i) In raspact. of washaries where tha distance 

i nv:Jlved is SO kms or le.ss, charges should ba 

levied at Class 80 (DR) for SO kms. with a 

6% rebate for train-l8ad m:Jvamunts. 

(ii) In respect of wasber~es where the distance 

inv.:Jlve~ is m~re than SO kms., charges sh8Uld 

bo lavied at Cl3ss 80 (DR) f~r. the actual 

distance allJwing the 6% rebate for train-load 

m8vomants. . 
(iii)· No separate siding chargG sh:Juld be levied 

.~ .. 

at -the wash.Jry~<J.pd for coal m:Jvamants t:J 
I .• 

washarias, if internal movemants in tho 

washeries are parf~rmad by the l:~omotives 

o( tha washarias and supervised by railway 

staff paid f:Jr by tho ·washaries. 

15.046 In regard t;) other streams of coal traffic, the 

p8sition is indicated in the foll:Jwing paragraphs. 

Particulars of consumarwisa and Z8nawiso traffic 

in revenue aarning coal in wag8n-loads are given in 

State rna nt · 1S .1 e·ns loa ed. z 

Washed cJ 3 1 and .:Jther c:Jal m:Jved to St8al Plants: 
th:J 

1s •• o-~7 Th.J details ofbncidence 8f tha c:Jal rates f:Jr 
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m~vement t~ tho staol plants is indicatad in Tabl~ 15.6:-

T A 8 LE 15.6 

Nama ~f Aver ago Froi'lht rnto QOr t~~~ Incroas o 
Staal Plant load ~f At 1o4.79 At pr:Jp:Jsad par tJnno 

c~al laval LJvol l.JSS 
(Class 37.5) 6/~ r.Jbato 

(n3~Class 80} 
kms Rs. p. Rs. P. Rs. P. 

8::> karo 55 10o30 15.56 5.26 

I ISCO 65 11 • 20 • 17.34 6.14 

Durgapur 95 13.90 22.70 8 0 80 

T ISCO 170 19 .oo 30.97 11.;97 

R~urkola 300 27.00 43.01 16.01 

Bhi lai 690 55 0 40 70 0 27 14.87 

... 

15.048 In c::msidoring tha incidenco of froight chargos :>n tho 

m~voment ~f c:Jal to stool plants, we havo al§o t:J considor th, 

incidence of froighi chargos on oih.Jr raw matarial inputs 

g~ing to tho ~toel plants.~ For t~~ production of ono tonno 

of saleablG steal, tho quantitios. of th.J main inputs roquired 

arG as undar: 

Coal 0 •• 1 •. 80 ton nos 

Iron oro • 0 • 1o 60 t:Jnn8s 

Limas tone 0 0 • 0.63 t:Jnn·Js 

Dolomite • 0 • 0.23 t::::Jnnos 

Tho increaso in tho t::::Jtal froight ~f all tho ab~vo 

inputs requirad for tho manufacturo of ::::Jno t::::Jnno of stool in 
r~sp~ct_of thJ major St~al Plants is givon in Statomont 15.2. 

15~9 Tho incrJasos in tho froight ratos pr:Jp::::Jsed for tho 

finished Ir:Jn or Stool produ~ts undar Division, A,B and C 

and pig iron c:Jmparod with tho incroasos in thJir pricas 

are furnishod in Statomont 15o3. 

15.C60 It will. bo s.Jon that thG incroasas in tho fraight 
.. 

lovols proposad for ~aw matorial inputs as wall as 

finishod pr::::Jducts aro prop:::Jrtionatoly much loss than tho 

incroasos in tha prico lovals. 
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15~51 Coal movement to Ther~al Power H8uses, Cement and 
Textile industries:~ 

(i) Thermal Po war Houses: According to . the report 

of tne Fuel Policy Committee (1974), a 100 MW thermal power 

hause wauld consume O~t6~{kg. o'· coal for every unit {Kilo 

Watt Hour) of energy ~enarate~ }.e., 0.6 tonne for every -1~00 units of pawar generated. .The avara~e lead of coal 

movement to thermal power houses in 1977-78 was 540 kms., 

but substantial quanti ti"1S havo ·' been transported in 
the 1200 kms. zone also. The proposed rates for coal mov

ing in train-loads inv81Ve an increase aver the existing 

rates of about ~-14/- per tonne at 600 kms.· ~nd ~.18/- per 

tonne at 1200 kms. Taking into account the rate of coal 

c8nsumptior, for every 1,000 units ,of pawer generated, the 

additional incidence af freight.for 0.6 tonne coal would be 

abJut ~.8.40 and ~-10.80 for ~ha respective distances. 

{ii) Camant industry: During 1977-78, the average 
·• 

lead of coal movement to cement factories was 852 ~ms.; but 

a large'quantity of coal has moved upto 1200 kms. and 1500 

kms. as well. The Cement Manufacturdrs' ~ssociation.have 

stated that 0.28 tonne of coal is consumed for avery t8nne 

of cement manufactured. Under th3 rates proposed far C8al .... 
mov~ment in train-loads, there is an-increase over the 

present rates of about ~.16/ ... ;Jar t8nne at 900 kms., ~.1 ~/

per tonne at 1200 kms. and ~.20/- pi~ tonne at 1500.kms. 

Thus, for the caal input of 0.28 tonne for the manufacture 

of 1 .tonne of cement, the additional inci~•nce of freight 

charges on coal would work out to ~.4.50, ~.5~00 and 

~.5.60 for the respective distances. The pric~ of came~\. 

per tonne is of the order of ~.45~/- or ~.22.50 per bag of 

50 kgs. The axtra incidence per bag on account of. increase 

in coal rate will be of the order of abaut 28 paise. 

(iii) Textile industry: Though the average lead of 

c8al booked to textile mills in 1977-78 was 866 kms., there 

has also been cansiderable movement in the dis~ance range 

of 1200 kms. and 1900 kms. Tha incrGasos in the proposed 

rates over the existing ones amount to ~.16/- par tonne 



15-22 

at 900 kms., ~.18/- par tDnno at 1200 kms. and ~.22/- por 

tDnne at 1900 kms., in rosp~ct ~f train-lDad mDvomonts. 

Those wDrk DUt tD 24%, 21% and 19% ~vor tho existing rates. 
. . ' 

AccDrding ta tho 'Ahmadabad Millownors r Assaciatian, with 

the prasa~t pattorn Df cDal m~voment invDlving 40% rail 

transpart, the froight incidence an cDal in raspo•t of sam 8 

representative textile mills, W8rks 8Ut 7 Dn an aVarago, 

t8 25~40 paisa t8 42.31 paisa por metre of ~loth prDducod. 

If, hawover, tho ontira CDal. is transp8rted by .rail <JlDno, 

the_ freight incidence on coal WDUld gat reduca:l to 14.2 tD 

15.2 paise por mjtro af cloth manufactured. Under tho 

proposed ratos far movement of coal, thor~ wil~ be an 
"' 

increase in the inci~anca of cDal freight Dnly Df tho ardar 

af throe paisa per metre of cloth pr8ducod. 

15.052 1ho tnaffic in Hard CDka is Df tno Drdor of 1.68 

millian tahnos, tho average load being 1150 kms. The zDnal 

statistics are given in Statement 15.4. Tne pri~o af Hard 
I . 

CDka"vafies frDm ~.230/- to ~.430/- par tDnne. At prason~, . . -
Hard CDke is classified at Class 42.5 far wagan-loads which 

will cDrrospond tD class 85 in the prop8sad froight scala. 

UnlikG coal whore the loadable weight is carrying cap<Jcity, 

in the case of Hard Coke, i-t is less and is of the ardor of 

19.5 ~annes on tho 8r8ad Gauge. Basad Dn tho prico of the 

cammodity as well as thy laadability, Hard CDke can boar a 

comparatively higher classification than at prosant. Hard 

CDke maves mastly in wagan-loads unlike cDal which mavos in 

train-loads. 

1t.653 The profitability study of tha Rail ays alsa shows 

that Hard CDke is lDsing at tho present classification. 

Wo, .thorefDre, roc8mmond that Hard Coko sh8uld bo classified 

at crass· 90 at DR in tho prop"Osod scale. At this scala, 

the fully distribut.oc;J casts will bo c6v;:nod upt::J. a distance 

Df 1700 kms. Eighty par cont·"Of th.o traffic oxtonds upt::J 
. . ' 

tho land Df noarly 1600 kms. 8.JyDnd tnis dist:1nce tho rat:J 

would c::Jvar 94% af tho full cast at 2400 kms. and 90~ of 

tho c8st at 3000 kms. Thus, tho rata rocammondod by us 
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W8Uld m8ra tnan c~var tho dapendant cast at all distances. 

Tha ~arnings from Hard C8ko at tho proposed rate far the 

laval 8f traffic i~ 1977-78 W3Uld ba 8f the ardor of 

~.19.43 crores. This w:Juld moan an increase af 57.8% 

prap8rtianataly av~r .tha 1976-77 earnings fr8m H~rd 

C8 ko. 

15.0S4 The indicas af increase in price and freight rates 

with 1970 as basu are indicated in Tabla 15.7. 

TablG 15.7 

Indicos af fraight rates f8r. Indices ~-

Hard Cake af Hard 
D~stance 1 0 4. 70 1.4.79 Prap8s ed 1970 

rate rico 

300 100 183 316 100· ·224.3 287.7 

500 100 185 301 

1000 100 217 ·. 285 

1200 100 222 287 0 (Avaraga 
laad) 

Hard CakG transpartad by rail is mainly c8nsignad 

t5· f3undriGs, w~tk~h8ps etc. Though tho index af freight 

increase f8r shorter distancas.is higher than the increase 

i•l the price inr:.tex, it has to bo m3nti8nad that, f:::Jr ovary 

t:Jnne :Jf foundry pr8duct, tha requira raont af H rd Coke is 

half. a· ta nna. :· I nero as a in rail way f rai ght at the r ut.o 

praposad far a ·l3ad af 1200 kms. -will bo af· the ardor 

af only ~.28 par tonne or ~.14/- far half tonne af Hard 

Coka, against tho cost :Jf productioa ~~_a~t -~~.1 ~-00/- par 

t8nna f8r tho and-product. 

1~.055 A datailad c8mmadity study an iron are h~s~aen 

made 'and is given i n Ann ax u r e 1 5 • 3• for wagon loads. 

15.056 Iron are is at present cha~qad at Class ~2.5L Erro correspondlng 
W3 r~c:Jmmand classifying iran ora atLClass 85 in tho 

naw Structure. Excluding tha K.K. Lino(Kattavalasa

Kirandul) tr 2 ffic, the traffi6 is af tho ardor of 

20.04 million tannas with an avJraga load of 345 kms. 
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Tha l~adability baing uqual t~ carrying capacity, full c~sts 

ara c~V3rad f~r practically all th~ traffic. The oarnings 

w~rkad ~ut ~n th~ basis ~f thu Z~nal Statistics sh~w that 

tha oarnings at tha pr~p~sud ratos·~ould .bo of tho ~rd~r ~f 

~.83.37 cr~roso As m~st ~f tho ir:Jn ~ro would be m~vod in 

train loads snd as a robato of 6 par cent will ba given on tho 

train l~ad m~vomonts, tha nat oarnings w~uld be ~.78.37 crores. 

Thu additi:Jnal oarnings for this traffic (oxcluding K.K. Lino 

traffic) w~uld ba ~f tho ~rdor of 44.7 par cent ~var tho 

1976-77 aarnings. 

15.057 The index of increase on the price of -iron ~re from 

1970-71 t~ 1-978-79 is ;Jiven below:-

1970-71 

1978-79 
\Dec. '79) 

= 
= 

100 
213.5 

Tho index ~f increase in tho freight rate as prop~sod 

will be of tp9 f:Jllowing ~rdar:-

1.4.70(Class 35) 

Freight rata f~r 
trtc 2V.Jro.;Ju load 
of 345 kms. par 
t-.Jnne. 

~. 20.20 

~.49.12 

Index 

100 

243 Pr:Jposod rate 
(Class 85 loss 6%) 

for an avorago 
in frai~ht rate ov-:Jr tho JXisting rat2/ The incroaso 

por "EonnJ 
lGad ~f 345 kms. is ~.15.82Las against the price of ~.38/-
par tonne. 

•. 

15.058 Movament on K.K. LinG: The distance from Bailadilla 

to Vi&ikhapatnam is 475 kms. comprising 445 kms. from 

Kirandul to Kottavalasa and 30 kms. from Kottavalasa to 

Visa~hapat•am.. Railways are n~w calculating froight ~n 

tho Kirandul-Kottavalasa subtion on tha basis of d~stanco 

inflation of 65.2%, thG t~to.l chargeable distance from 

Kirandul to Vis~khapatnam being, thoraforo, 735+30=765 kms. 

15.059 The Minerals and Metals Trading Corpora~i~n of India 

havG roprosonted to tho Committa~ that, on account of tho 

inflation, the fr~ight ratas have bacome unrGas:Jnably high, 

particularly in tha contoxt :Jf th2 intern~ti:Jnal salting 
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prices n~t baing adequate to meat the total expenditure 

incurred by them. We shall be discussing thu questi~n 
. . distanc~ on 

of ~nf lat~on ofLparticular Railway lines in our Fire.l 
Report. 

15.060 Iron ore for exp~rt from other Ports: The rate 

pr~p~sad at the new Class 85 will be for wagon loads an~ 

a rebate of 6 par cant will be available for train load 
l' ' 

m~vem~nts, as axp~rt ora will ba wholly in train loads. 

15 .o 61 Ir~n ore is one of the important raw materials ,.. 
b~~kad t~ Staal Plants. During the year 1977-78, 15.46 

~ . . . . 

million t~nnas of iron ora had m~ved \o Steel Plants. 
' 

The incidence of fiaight at the prop~sed rate ~~ Iron 

ora movements to individual ~teal Plants is discussed 
in the foll~wing paragraphs. 

A. B~karo 

Tnis Staal Plant is the farthest from the s~urces 

of iron ore. Out of a total iron Jre input of 2.43 

million tonnes in 1977-78, as much as 1.8·5 million t·~nnes 
' ware drawn from s~urces 351-499 kms. away. Th~ aveiage 

lead f~r iron ore was 359 kms. The freight rate at the 

present Class 42.5 f~r the average le~d works out,to 

~.34.2n par t3~ne. Urider the ~ropo~ed Freight Structure 

f~r Class 85, 'it works out to Rs.49.96 per tonne after 

all~ wing t ha 6 par cent rebate far t r··ain. loads, amounting 

t~ an increase of ~.15.76 per t~nne ~ver the present rate. 

B. liSCO's Plant at Burnpur 

The total quantity of iron ore moved to this 

Staal Plant in 1977-78 was 1~31 million tonnes, out of 

which 1.29 million tonnas ware from s~urcies· at distances 

of 241-350 kms., tha average lead for t~e entire traffic 

being 273 kms. For this distance, tha. pr~sent freight 

rat~ is ~.29.00 par tonne, while under tha proposed 

Class 85 with a rebate of 6 pur cant for rake loads, 

it works out to ~.43.48 par tonne amounting to an 

increase of ~.14.48 par tonne over tha present rate. 
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c. Ourgapur 

Like tha one at Bokaro, tha Durgapur Steol Plant 

is also quito far from the iron ora belt. Tho averago ldad 

of iron ora traffic to this P"ant in 1977-78 was 304 kms. 

Dut of ab8ut 2&05 milli~n tonnes of iron ora, naarly 2.00 

million tonnas ware drawn from places at distances from 

241-350 kms. 
'I 

Tha freight rata at the existing level amounts 

to Rs.30.90 par tonne. for 

laval of Class 85 lass 6 

ab~ut ~.46.11 leading to 

the avorago lead. ~t the proposed 

par c~nt rebate, it wo~ks out to 

an increase of about ~.15.21 par 

tonne ovar the pro~ant rate. 

o. TISCD 

Practically, tha antiro".;.traffic of iron ora input 

(2.87 ~illiJn tonnes) comes fro~ places in the 121-240 kms. 

z:Jne and the average laad in 1977-78 was 125 kms. The 

comparative fra~ght ratos under the existing structure and 

tha proposed one work out to Rs.17.70 par tonne and ~.27.51 
. . the P,roposed 

p 3 r t :J n n e reS p a C t i V 0 1 y ( l n C l US l V .J 0 fZ c p a r C e n t r G b at 8) ~ . 

Tho incroaso in fraight is about Rs.9.80 per tonne over tho 

axisting rate. 

E. ROUR KELA 
a of 

Dut ofLtotalL2.10 million t:Jnnas of iron orG bookad 

t:J this Plant in 1977-78, ab:Jut 2.08 million tonnas waro 

from s:Jurcos in tho 41-120 kms. range. Tho avarage laad 

was 72 kms. The prosent freight rata is Rs.13.20 per tonne 

and the proposed rata after allowing 6 par cent rabatG, 

w:Jrks out to about Rs.19.98 por tonne, the increase being 

Rs.6.78 per tonne ovor the existinq rata. 

F. BH I LA I 

Its position is similar t:J that of Rourkala. In 

1977-78, 4.60 million tonnes, out of a t:Jtal 4.67 ~illion 

tonnas of iron ora, wora transported from sourcos within 

41-120 kms. distanco zono. Tho average laad was 85 kms. 

The comparative freight ratos ot the axisting and prop:Jsad 

lovels work out t:J ab:Jut Rs.14.40 par tonno and Rs.21.86 

par t:Jnne. The incroaso in froight rata is Rs.7.46 
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15.062 Ua have indicated the t3tal ihcidenco of froi~ht 

8n all raw materials for the manufacture of iron and steal 
in para 1~048 ab8ve. 

Fo:::>dgrains 

15.063 A datailad c:::>mm:::>dity study on f::Jodgrains has bean 

made and is placed at Annexure 15.4. 

15.064 F:::>odgrains are n8w gr8Up3d undar two main heads, 

Grain & Pulses - Oivisi:::>ns A & B. 
. . . . 

15.065 Grain & Pulses Division-S comprises mainly of 

rica, wheat, bajra, ragi, ate. classified at Class 35 

in the existing Frai~ht- Struct~re.~ The traffic. in these 

co~~odities uas ab8ut 15 million tonnes with an averaqe 

load of 1180 kms. in 1977-78. 
' 

15.066 Tfia -transp8rt _of -·f':l?dgrains is astimated to have 

entailed a loss of the order 8f ~.18 crores to the 

Railways in 1977-78. Th8ugh bhare have bean certain 

increases in the rates due to rem:::>val~f exemption from 

supplementary chargas~ and als8 a levy of additional 

supplementary charges ·from 1.4.1979, tha costs have also 

ascalatad. Tak~ng- all these factors !ntq account, wo 

recom~Gnd that Grain & Pulses, Divisioh-B shd~ld be 

placed at tlass 75·in the naw Fr~i~ht Structure. The . . - - . - ·- . - -

minimum w~ight c:::>ndition f8r __ gr_ain and pulsGs bGing 
. . --- .. 

carrying capacity, the loadable.woights ~remora than 

what have bean assumed in the ~0eraga co~t figures w:::>rkad 

out and, therefor~,. the raal_costs ara ~orre~pondingly 

lower. Also, the bulk of the f:::>odgrains transport is 

on the broad gauge which accounts for nearly 82 par 

cant of the t8t~l traffic in tonna-kms. The-costs· 

8Ver broad gauge aro also l8war than the costs over 

metra gauge. For tha bulk of ths traffic in Grain &"' 

Pulses, Division-B,therefore, the transportation.costs 

will be C8Varad at the prop:::>sed scale of rates. 

15.067 Grain & Puls~s, Division-A mainlY, comorises1 d for wagon _.Lg.a s 
gram, mo:::>ng, ate •• cl2ssifiad at Class 37.~ 



15-28 

in the existing'Freight Structure. Tha traffic during 

1977-78 was ab~ut 2.5 milli~n t~nnas. W3 r~c~mmand that 
· for wagon loads 

Grain & Pulses, Oivisio~-~ _b3 placed ?t Class BOLin tho 

naw Structure. HGro a~~in, the loadability is carrying 
. . 

capacity and lon~ dist~nca ~.vomJnt~ afo mostly on tho 

broad gaug.J, and, therafortl, tha costs ~f th3 bulk of tha 

traffic will be fully covered at the proposed rata. 
'I 

15.068 ~h.J earnings fr~m f~odgrains at the prop~sed ratos 

basad on the detailed Zonal Statistics of th3 ywar 1977-78 

would bo of tho order of ~.173.74 cr~res. As f~~dgrains 

aro moving in train loads to soma oxtent 3Van n~w, and 

as~uming that 50 pJr cogt of tho traffic w~uld g~ in train 

l~ads, robata at 6 par cent for train load movement w~uld 

be of (tho' -ardor of Rs.5.2 cr~res. The additi:mal oarnings 
1 

la~s the rebate would work ~ut to an increase of ab~ut 

44.4 par cent ~var the 1976-77 earnings. 

15.069 The incidenca of the prop~sed rates ~n fo~dgratns 

and pul~es c~~in~ under both tha Divisions A and 8 for 

an average lead o"f 1000 kms. would be as under:-

Comm~dity 
Price Frei~ht Inci- Pr~p~sed Incidancelncidance 
per rate as dencee frei~ht of i.=:. of 

~· 

qui.n- on of rate per freight·. increase 
tal 1.4.79 frei-· quintal in frai~ht 
(May per ght (Class 75) %' % '79) .. quintal % Rs. p. 

'(Clas's 35) · 
Rs. p Rs. p 

1 2 3 4 5 6 7 

Grain & Pu ls as Oivisi~n r B ' 

Rice fine 262.00 6.85 2.61 9.01 . 3. 44 0.83 

Rice 198.00 6.85 3.46 9.01 4.55 1.09 
medium 

., 

Rice 176.00 6.85 3.89 9.01 5.12 1.23 
coarse 

Wheat 128. DO 6.85 5.35 9.01 7.04 1. 69 
coarse 

The increase in freight is only of t hG 
~rdar of 2.2 puis a per l<i lo gram of f:Jod-
~rains. 

..c.Jntd •••• 
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( C lns R (Class 
37.5) 80) 

1 2 3 4 5 6 7 

Grain & Pulses Division 'A r 

Moong Oal 47 9. DO 7.33 1.53 9~57 2.00 0. 47 

Musoo r Dal 351.00 7 .. 33 2.09 9 .. 57 2.73 0.64 

Toor Dal 446.01 7.33 1.64 9.57 2.15 0.51 

Gram Dal 292.00 7.33 2.51 9.-57 3.28 0.77 

Dorad Dal 430.00 7.33 1.70 9.57 2.23 0.53 

The increase in freight is only Of the 
order of 2.3 paise par .kilogram of pulses 

Cemantt 

15.071 A detailed comm:Jdity study on cement has been 
.. . -

made and is placed as Annexure 15.5. Cament accounts for 

over 6.45 par c8nt of originating traffic and c~ntributes 

6.95 par cent of.the freight earnings to Railways. The 

total originating traffic- in camant during 1977-78 was 

of the order :Jf 13.6~ million tonnes giving freigh~ 

earnings of ~.90.24 croras. 

15.071 Cement is at prasent classifiGd at c~_ass .52.5. 
t)" . 

~or uagon loads~ In the-ne~ Freight Structure, we 

rec:Jm;il8nd that this commodity ba clas.sified at Cl.ass 110 

fo» wagon loads. There will be a rebate of.6~ for train 

loads. The loadability' of this traffic being carrying 

capacity of wagon, and tha classification being above 

Class 1r0, the anrnings at the rates proposed W:JUld 
.. 

fully c:Jver the cost of. hauJ..aga at all dista_nces. 

15.072 The earnings at the proposed rates, on the basis 

:Jf the Zonal Statiitics of mov~ment of trai~ic during 

1977-78, work o~t to ~.128.16 crores for 13.37 milli6n 

tonnes of traffic. With a rebate of 6 par cent for 

movement in train loads, assuming that 60 per cant 

of the traffic in camont wo~ld be offerud in train 

loads, the total earhings after'allowing 6 par cant· 
rebate would c~ma to-~.123~~5 crores for 13.37 million 

tonnas. The proportionat~ additional earnings at.the 
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proposed rata would work out to 41.3 pGr cent ovor 1976-77 

earnings. 

15.073 The avarago.LJo.d-of .. tnistraffic during 1977-78 was .. . ; . 

676 ~ms. The freight at ~ha ·1--roposed .. r;to for a distance 
!! 

of 680 kms. works out to ~.99.45 per tonnG as ngainst the 

oxisti~g rate of Rs.75.00, i.G., a.n increqso of ~.24.45 per 

tonne.·~ Tha pric~ of comont during Oucomber 1979 baing of 

the ordGr of ~.22 .• 50 _par· bag of 50 kg., th8 incidence of 
high. 

increase in thw freight of about Rs.1.22 par bc;g is not undul.z/ 

P1ineral Oils 

15.074 Min.:Jral oils accountGd for 6.20 par ctJnt of the 

total origino.ting tio.ffic in 1977-78 and contributed .8~63 

p~r cant of freight earnings. 

15.075 Mineral oils are, at prasant, grou~ed under tria 

following four htJads of classification!--

(i) Petroleum and .other Hydro-carbon oils - dangur::Jus. 

(ii) 

(iii) 

. (iv) 

Potr::JlGum and other Hydro-carb::Jn oils - non-dangerous. 

Crudo oil. 
·;· 

Lubr~cating oils. 

P.D.L.- Dangerous: 

15.076 Petroleum and other Hydro-carbon oils, dangJrous, 
• i.e., having flashing point b,_Jlow 24.4c:;C which includes, 

among others, petrol and aviation spirit, is at prosent 

clo.ssified at Class 115 for wagon loads. The pricas of 

patroleum oils coming under this clo.ssification head 'have 

incraased substantially during ~rGcont. yanrs. For example~ 

the price of petrol which was ~.3268.56 per kilolitre 

during December, 1978 increased to ~.3720.35 per kilolitre 

during Juna, 1979 and ~.4096.44 during December, 1979. 

We, the~~fora, reciommend that Petroleum and other 

Hydro-co.rbon oils, danger:Jus, may be classified at Class .. 
260 in tho new Freight Structure with a rebate of 6 per 

cent for train load m:Jvements. For the average lead of 

about 650 KMs., tha rate pr::Jposad will be ~.220.70 par 

tonne. After all~wing rebate of 6 par cent for train 

load movamants, the r~to will work out t:J ~.207.50 per 
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t8nne. The present rata f8r this lead being ~.153.80 

per t8nna, the increase in rate at the pr6p8sod.rate 

w8rks 8Ut t8 ~.53.70 par t8nne or 3.8 paise per litre, 

against a price 8f over ~.4/- pdr litre • 

. T ha indices 8 f price incre ~s e and f re i;~ht increase 

at the pr8p8sed rate are given bolow:-

T able 15. 9 

Frei3ht rate par t8nne for 650 Kms. Price Index 
1.4.1970 At the proposed rate 1 o 4.1 970 Dec. 197 9 

~.88.60(100) ~.207.50(234) 100 373.6 

Naptha(S8lvant) having a flashing point balo~ 24.4°C 

is at present classified at the same level as PDL dan;~er8us. 

We ~o. n8t ~ec8mmend any.increaso fr8m the corresp8nding 
v•~-cJ~H 2..3o ·- . 

classificat1.o~for rJaptf.a c8nsidar~ng_ .its prices and the 

usa t8-which it is put a~ an ind~st~ial-~aw material in 

the manufacture .of·f~rtil~sers etc. 
.... . 

p.o.L~ - N8n-danger8us 

15.077 Petr8laum and 8ther Hydro-carbon oils, n8h-dangar8us, 

which includes,. am8ng others, dies.el- oil, furnace oil, 

_aviati8n turbine fuel,_.karosene oil and liquid fuel, is 

at present __ G.lassified at Class 70 for· wag8n l8ads o We 

rGc8mmand that '.i'n tha pr8posed Freight SJtructure, min.:Hal 

8ils c8ming under this head may be classified at Class 150 

f8r wagon loads with a rebate of 6 per cent for train loa~s. 

For the average lead of 650 KMs., the proposed rate lGss 6 

p3t cent for movement in train loads would be ~o122.70 par 

t8nne against tho GXisting rate: of ~.95.30 8r an increase 

of ab8ut ~.27.40 per t8nn~. This moans an increase of only 

ab8ut 2.1 paise par litre of kerosene oil or diesel oil 

against a price 8f about ~.1.50 per litre of korosane oil. 

Tho incicos 8f price increase from 1970-71 and the 

freight increase. pr8posad for Karosene Oil ara sh8wn b.Jlow:

T abla 15.10 

Fraight rate 
1.4.197C 

Ps. 4 9 • 40 ( 1 C 0) 

pGr tonne for 650 KM5 
At· tho prop8sod rate 

Rso 122 o 7C (248) 

Price Index 
1.4.1970 Dec. 1979 

100 272.8 
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Cruds Oi 1 · far wagon loads 
1 S • 0 7 8 Crud a .Oi 1 is , at p r as_ e n t , c 1 ass if i ad · at C 1 ass 9 S L 

·in the G~~ds Tariff. Wa racommend_that this c~mmodity be 
far wagon loads 

classified at Class 20DLwith a rebats of 6 per cant f~r 

traiA load m~vamants. For an av~rage lead of SOD kms., 

the prop~sed rata after allowing a rebate of 6 per cant f~r 

train load movement works ~ut to ~.136.00 par·t~nne as 
·I 

against tho present rata ~f ~.91.70 rar tonne. Increase in 

freight·at the p~oposad rat~ w~rks out to ~.44~30 per tonno. 

The indices ~f price increase and th~ freight increase 

f~r SOD Kms at thG prop~sed rata ara given balow:-

Tablo 1S.H 

Freight rata ~ar t~nna for SOD Kms. Price Index 
1 0 4 0 70 At tha pi'~ posed 1. 4. 70 June, '79 

rat3 
. ~. p. Hs. Po 

73.20 136.00 100 930 
(100) •. ( 18 6) 

Lubricating Oils· 

1S.079 Lubricating oils are, at prusent, classified at 

Class 10S fjr wag~n l~ads. A list ~f lubricants together 

with thoir" pricos is given in 5tatemant 1S.5. It will be 

saen tha't tho .pr-ices of these c~mmodities are comparatively 

.high; also, oniy small quantities ~f thaso ~ils would be 

requirod by industries. It has, however, t~ be kapt in mind 

·that·f~r some of these articles, particularly packed consign

mGnts, r~ad rates plus users 1 cost are likely to be ch~apar 

thar! tha.-rail~r·ate plus users 1 c~st. Taking -all thuso 

fact~rs ·Inf.::i-~-.6.nsidcnation, .we recommend a classification 

.at Class 220 f~r this commodity in the naw freight struc

ture. For tha aVGraga l.Jad of 1200 kms., tha froight rata 

at the proposed classification w~uld be ~.294.80 par tonne 

as against ~.228.40 p~r tonne charged at present or an 

increase of ~.66.40 por tonno. It maans Gn increasG of 

ab~ut S.9 paise per litra against a price of ~.8 to 

~.12/- por litre. 

The indices ~f prica incraQSG fr~m 1970-71 t~ 



15-33 

1979-80 and the indices :Jf freight increases are given 

bJl:Jw:-

Table 15.12 

Froi9ht rata par t:Jnno for 1200 kms. rJrice IndGx 
1.4.1970 At tha prop:Jsed rate 1 • 4 • 7 0 Ola c • , 1 9 7 9 

Rs. p. Rs .• p. 

88.60 
( 100) 

294.80 
(333) 

100 321.2 

15.080 Ass~ming that 90% :Jf traffic(~ould be :Jffared in 
.~· : . . . including .lubrica~ing, oils) 

~raih loads, the ~~tal fra1ght aarn1ngs from m1neral 81~ 

at t ha pr8 p:Js 8d r a~_.es aft a r allowing 6/'~ rebat.J W8 uld be of 

thu :Jrdar :Jf Rs.154.06 cr:Jra·s fr~m· 12.25 l'f!illion tonn.Js 

as against ~.103.85 9rdros fr:Jm 12.40 m~lli:Jn t:Jnnas 
·• 

during 1976-77. Tha. prop:Jrtionat.J increase in earnings 

at tho pr:Jp:Jsad rate thus .. w:J.rks out t:J 50.2 per cent • 
. . .''· 

Ir~n :Jr Steel materials 
.~ .. \ 

15.081 A detaiL3c::! n:Jte on .Ir:Jn & Staal is given in 

Annoxure 15.6. 
·'' ·• 

15.082 Ir:Jn & Steel wGre classified as undar·fn the 

·- 1 95 8 Freight Structura:-
l.Jagdn Lands ...... 

Ir:J n :Jr Stool Oivisi:Jn-A. Class 75 8 
' I. 

Ir:Jn or Steel Divisio n-8 Clas,s 65 8 

Ir:Jn or ~tael Divisi:Jn-C Class 55.· 8 
' 

Pig Ir.:Jn Class 40 A' 

Ir:J n and steel Scrap· Class 40 ·A 

15.083 The classificati:Jns have been tihaMged from time 

tci-timo and tha present classificati:Jns 
,., r '-· 

Ir:Jn or Ste.Jl Oivisi:Jn~A 

Ir:Jn or Steel Divisi:Jn-8 

Ir:Jn :Jr Steel Division-C 

Pig Ir:Jn 
Iron :Jr ~taol Scrap 

ara as under:
\Jag:J n. lo a'ds 

Class 87.5 

Class 80 

Class 65 

Class 55 

Class 55 

15.084 The cl~ssificotiDn :Jf the variDUs Iron and 

Stual itams W?.S rsvis~d in 1975 LJhon, brDadly spaaking, 
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all iron and staol it~ms ~ricod at ~.2,500/- and abova 

wJra brought undJr Division-A, thosa ~Jtwoan ~.1,500 and 
-

~~2~500/- under Division-S and thosJ with pficJs bolow 

~.1,500/- undar Division-C. Tha prico~ havo sinca bGon 

anhancad and tho latast pric~s show an incroasa of about 

~o400/- par tonna oxcopt in tho caso of pig irDn wharo tho 

incraaso is only of tno ardor of ~.100/- por tonno. Uo aro 

now prpposing ganorally a robata of 6 par cant for train 

load movomants of iron and staol and if moro and mora block 

r aka s a r o m ad 8 by t h G 5 t 8 o 1 Plants s u c h t r a f f i c · wo u 1 d g o t 

tho bon3fit of this robato. Taking all aspects into account, 

wa rocommand tho following wagon-load classificatiDns for 

iron and stool matorials in tha now Froight Structure:~ 

Iron or St8~l Division-A Class 185 

Iron or StaG 1 Division-S Class 180 

Iron or StGcJl Divisi:Jn-C Class 165 

Iron or Stoo 1 Di vision-D Class 135 

Pig Iron Class 110 

Iron & Stool Scrap Class 110 

15.085 Broadly s-r]Jaking, thJ grouping of commodities undt.Jr 

tha various Divisijns wili bo as 

Ironorstool Division 'A' 

IrCJn orSJtaol DivisiCJn 1 8' 

Iron or Steal Division 'C' 

u nd a r:-

* •• 

•• 

0 • 

• 0 

Itams pricod %.4000/-
and abov,; por tCJnno 

Itams priced abCJvo ~.2500/
and b81CJW ~.4000/- par 
tonna -
Itoms pricad abCJvo %.1500/
and bolCJW %.2500/- p~r 
tonno. 
Itams priced bolow 
%.1500/- por tCJnnao 

*(Basad on currant pricos) 

15.086 5tatomant 15.3 givas particulars of pricos of raprs-

sentativo commCJditios of Iron & Staal coming under tho 

vari~us Divisions as on 1.4.1970, tho currant pricas and tho 

parcantaga incroasos in tha pricas. Similarly, tho rato 

par tonno fCJr tho avor2go load of 105~ kms. as on 1.4~1970 

and at tho ratos proposed Gnd tho parcontago increasas aro 

also givon for comparison. It will bo saon th:1t, in all 
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cnsas, the increases in the freight rates proposed are 

proportionately ress than tha increases in the prices. 

15.087 The incidanc3 of freight on tha price of the 

commoJity as on 1.4.1979 dnd at the prop:Jsed rates are 

also indicated in Statement 15.6. As fat as pig iron 

and iron or steel scrap are c:Jncl3rn8d, the average 

laad is of the order of only 900 kms. and the position 

with regard to percentage increase in rate and the 

price increases has been indicated in the Statement~ 

15.088 We hnve also reviewed the list of commodities 

that ara at prss ent ·lis ted in the Goo.ds I ar iff under 

various Divisions of Iron or Staal. The various Steel 

Plants have furnished to us the lists of produ~ts which 

are generally booked. by them with their prices. Items 

which are not entered as ~uch in the Goods Tariff at 
. . 

present should also be indluded in the Tariff. indicating 

their classifications so that there may not ba any. 
. ' 

ambiguity in tha classification of these commodities~. 

We have listed these items also under the appropriate 

Civision of Iron or Staal •. Statam<Jrit 15.7 shows the 

grouping~ of Iron. or Stool mat~rials as proposed by .us. 
I ·' 

15.089 The total additional revanuas that would be 

generated at tha pro;)osed level of freight rates will be 
~ 

of the order of 46 par cent ov9r the 1976~77 earning~. 

15.090 Alloy steal is at present c 1 ass i fi ad u ndor t.un 

heads as indicated b<Jlow:-

Alloy Steel Division-A 
As under -
Castings 
Forgings 

Alloy Steel Division-S 
As undar -

Bars 
Billets 
Bl:Joms 
Flats 
Hexagons 
Ingots 
Ingots dafective 
In;pts scrap 

Wag:m load 

105 

85 
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15.091 
.I 

Octagons 
Plat as 
Round cornar squaras 
R:Junds 
SheGts 
Slabs 
SqlJ ares 

much 
Soma :Jf tho alloy stael products ara;vory/c:Jstliar 

than th:Jso classified under Iran or Steel. The prices of 

Forged die steel and tool steel, Rallad high sp~ed steel 

and All:Jy steal rounds vary from ~.15,000 to ~.60,000 par 

t:Jnne. Tha prices of Allay steel billets, Blooms and Bars 

vary fr:Jm ~~5-700 to ~.12,000 par tonna. Having rogard t:J 

tho high prices of allay stool and the usas to which they 

are ~ut, wo r~c:Jmmand that items pricad at or above ~.12,000 

per tonne be gr:Juped undor Division-A, and tnase priced upta 

~.12,000 under Divisi:Jn-B. 

15.092 Allay Staal Divisi:JrP A & 8 may bo classified in tho 

Naw Fraight Structure c.:s indicated btJlow: 

Allay Staal Divisi:Jn-A 

As under:..,. 
Castings 
Forged die steel 
Rall~d alloy stael raund3 
Rolled h1gh spaad steal bars 
Ta::Jl steel 

Allay Stool Divisi::Jn~B 

As.undar:-
Alloy c::Jnstructi:Jnal steals 
Bars 
Billets 
Bla::Jms 
Carbon c~nstructi:Jnal steals 
Flats 
Fargad constructi~nal stee~ 
Haxaga ns 
Ingots 
Ingots defective 
Ingots scrap 
Octag:Jns 
Plates 
Round cornar squaras 
R:Junds· 
ShaLJts 
Slabs 
S:ouares 

\Jag an-load 
classificati::Jn 

220 

\Jag an-load 
classification 

190 
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15.093. Stainless S.tGal mo.te:rials a:rG at p:r 8 s .mt 
classifi~d o.s undJ:r:- . 

Wag~n load classifi
cation 

S~ainlass Steal shaet3 o:r :r~ds 1oc· 

Stainless Ste~lwa:re 
Includos -

Stainless steal pipes 
Stainless steel tubus 

Stainless ~teol sc:rap 

115 

80 

15.094 The p:rice of stainless stael plates varies fr~m 

~.33,000/- t~ ~.73,0CC/-por t8nne and that of stainless 

steel shuJts varies fr8m ~.44,000/- tJ ~.75,000/- par 

t~nnG. · Taking into acc~unt the prices of stainless 

stael materials, we recommend that stainless steel 

mata:rials be olossified in the new Freight structure 

as indicat.:Jd below:-

Stainlase steal bl~c~s & b~:rs 
~tainless steal sh3ets or rods 
Stainless staelwaro 
Includes -

Stainless stoGl pipes 
Stainless steal tubas 

Stainless stual scrap 
•.·· 

Chamical Manures 

Wagon load 
class·i f ic at ion 

220 
220 
240 

170 

15.095 ~ dat8i1Gd comm~dity study on Chemical Manures 

hns baen mado o.nd is place~ as Annexure 15.7. 

15.096 Chemical Ma~u:r~~ a:ra, at ptasent, grouped undar 

to..J~ hJads, viz., 'Chemical J'1anuras Division-A classifisd 

Gt Class 52.5 for wa~on loads and Chemical Manur.:Js 

Division-S classified at Class 45 for wa~on loads. The . . 
items of Chs~ical Manu:ras coming undar Gach of these 

Divisi~ns ara listJd in Statement 15.8. The prices of 

imp~:r t ant m c:lnu:ras Qru als 0 indica tad in the s tatamElil\·h . . . OIL 9 
It will be sean th 3 t whiltJ thB prico of wo oO::I three items 

{s abova -~.2,000/- per tonne, the prices ~f most of the 

othar items falling under Chemical Manurus 'Divi~ion-A ·. ... . 

a:r3 batueen F:s.1 ,000/- and P.s.2~000/- p .. H t:Jnne. The 
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prices of tho items coming undar Chemical Manuras Division 

8 aro below ~.1,000/- par t~nne. 

15.097 Statement 15.9 givas tha cnang~s in tho classificati~n 

.. of Chemic2l Manur~s sinca 1958. 

that tho classification of Chemical Manur~s Divisi~n-A was 

increased from Class 40 A to Class 45 from 1.4.70, to 

Class 47.5 from 1.7.71, t~ Class 50 from 15.4.72 and to 

Class 32.5 from 1.4.73 which is tha ·prevailing classificati::Jn. 

Similarly, in the case af Chemical Manuras OivisiJn-8, the . 
classification Jbtaining on 1.10.58, viz., Clnss 32.5 A was 

increased to Class 35 A from 1.4.65, to Class 37.5 fr~m 

1.4.70, ta Class 40 from 1.7.71, to Class 42.5 from 15.4.72 

and to class 45 from 1.4.73. At ab~ut the time when tho 

classification of Chemical Manures Oivisi::Jn-A was increased 

to Class 52.5 i~ 1973-74, the prices of s::Jme of the fertili

zers falling undar the head Chemical Manuros Division-A had 
.. 

also escalated and in tha case of ur~a, tho price had g::Jne 

up t~ Rs.2,DDD/- par tonne. ,:\ 5tatomont shawing the pricas 

f rom 1 9 6 6 f a r t h o imp u 1· i:; a 111:~ 1 t: ems o f' f a r t i 1 is a r s is at t a c had 

as Statement 15.10. 

15~098 ~egarding freight rates f~r Chemical Manures, the 

Fertilizer Corparation of India have submittad a mamarandum. 

It has baan pointed out in tha memorandum that 

·~t-:8 S Jllin;: p::'~.C•1 ,.: U:'GQ, ::-~: .WaG Q~OU't 

~.2,000/- per tonne in 1974 has come down to ~.1,550/- par 

tanne and, therefore, thara should be s::Jme reliaf in 

freight. Similarly, in th.:;J case of Single Super Phosphate 

fertiliz,Hs; though thG price ro~e to ovor Rs. 1 ,ODD/-. pGr 

tonne in 1915, tha price has since dropped to ~.505/- par 

t~nnu. 

15.099 Statement 15.11 givGs tho incraaseSin prices in 

1979 comparad to the pric~in 1966 for different items of 

Chemical Manures and also the fraig~t l~vals in 1979 c~m

pared to 1966 for the average lead of 1000 kms. and also 

for oth 0 r reprasaritativa leadso 

15.100 \.Ja ;~c::Jm~<Jnd that Ch..:Jmical ~lanUJ;'oS sn::Juld ba classi
fiGd undjr throe heads. in~t~~~ ~P th~ ~h~ two obtaining 
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at prasGnt at tha f8llowing classification lavals :-

Chamic nl Manuras, Oivisi8n-A • 0 • Class 105 .. 
Chumico.l Manures, Division-S • 0 • Class 100 

. . -
ChGmic o.l f~ariuras, r ivision-C . . . . Class .90 

Tha list of ltGms proposed to be gr8upad under 
aach of these clo.ssificatian•sca~us is given in Statement 

15.12. Wa have gJnerally placed itams of Chemical Manures 

which are priced above ~.2,000/- per t8nne in Division-A, 

items costing below ~.2,000/- and above ~.1,000/- per tonne 

in Division-a and items priced below ~.1,000/- par tonne 

in Division-C. 

15.101 chjmi.cal Manuras, Division-A: As the loadability 

of Chemical Manuras is carrying capacity, the freight ratas 

prop~sad would cover the fully di~tributed costs for all 

the laads. For a lead o~ about 1000 kms., the increase 

in freight compared t8 th~ existing rates will be ~.23.05 

par tonne or 2.3 paise par kilogram of fertilizer priced 

at more than ~.2/- per kilogram • 
• 

15.102 Chemical Manures, Divisi8n~B: Hera alsb the 

classification·propo~ad would cover ihe fully distributed 

costs for all leads. The bulk of booking in Chemical 

Manuras is urdC:···which accounts for 7_7 par cent of the 

total oiiginating traffic. This item wo~ld be cl~ssified 

und~r this scale. The increase in freight rate compared 

t8 the existing rat~ level would be of tho order of 

~.17.45 par tonna f8r an avarage lead of 1000 kmso which 

works out to only 1.75 p~ise per kilogram against a price 

of about ~.1.75 par kil8gram. 

15o103 Chemical Manures, Divisi8n-C: Hare :again, as 

tha load9bility,is carrying capacity, the proposed scale 

of rates would covar th3 casts at all leads. The increase 

per tbnna 8Vur tha uxisting rate would ba of the o~dar 

of ~.19.95 par t8nna which would maan about 2.0 paise 

par kilogram of fertiliser. 

15.104 Tha increase in incidence 8f fruight pGr bag 

of 50 kg. for tho various items of manura c8mparad to 
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thG existing rate for a l~nd of 1000 kms. is as undar:-

Commodity 

-~ 
Ch.Jmical Manuros,Div.f..i 

Chemical Manurus, Di v. B 

Chamiccl r•lanuras,Div.C 

FrGi:Jht :.ate pJr 
tonna for 1000 kms. 
Existing Proposed 

fiS 0 p. Rs. Po 

100.70 123.7S 

100.70 118.1S 

87.00 10 6 0 9S. 

Incraase in Froi:]ht 

Par Tonne Pdr Bag 
of SO kg. 

Rs. P. 

23.05 

17.45 

19.95 

Rs. p. 

1 0 1 6 

0.88 

1.00 

1S.10S Tho total aarnin:JS expoctad to accrue from Cnamical 

Manuras at the proposed rata work out to Rs.89.37 croras from 

a total traffic of 7.8S million tonnas. Assuming that about 

SO% of tho traffic will move in train loads, tha additianal 

aarnings from fertilisars ovar the 1976-77 earnings would be 

of tho order of 42.A p3r cant. 

1S.106 Limmstone and Dolomite are, at present, classified at 

Class 47.5 for wagon loads. The traffic was of tha order of 

9.9 million tonnas during 1977-78, the average lead being 

271 kms. The loadability of tnese commodities is carrying 

capacity of wa:Jon. 
the corresponding 

15.107 Wa recommend placing LimestonG and Dolomite ntLClass 

95 in the proposed scale. The a~rnin:Js expected from this 

traffic at the proposed rates ~ill be of the order of Rs.44.39 

crores. Most of the traffic in Limestone will ba rnw material 
-

to Steel Plants and move in train lands. Allowing for the 

rebate fa~ train loads for 80 par cant of tha traffic, the 

total aarnin:JS at the proposed rnta will work out to ~.42.26 

crores. This would mean an increasa of c.bout 5':J.4 par cant 

over the earnings in 1976-77. 

1S.108 Tha proposed rata and tha. axisting rnta for a· laad 
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Df 280 kms. c8mpare as under:-

Tabla 15.14 

Freight Rata Par T8nno 
(f8r 280 kms.) 
Existing Pr888Sed Rs. p. 

Rs. p. Rs. P. 

31 0 80 so. 90 19.1 0 

S.t8 nos N •. o • .c. 

15.109 Th~ VDluma of traffic in st8nes other than 

marble during 1977-78 was of the ordar of 4.2 million 

t8nn~s. fTha presan.t slassificati::m of stones N •. o.c. or Wagon .Lo aus 
is Class 47.5Land loadability is carrying capacity. 

Tha ava~age,la~~ of this traffic is only 329 kms. 

15h110 W<J racDIT!mand that st:Jnas N • .o.c. be. classified 
~ e correspond1ng · 

atLClass 95 in thG nuw Fr.eight Structure. The pr8posed 

rato would covur thG genaral escalated wuighted average 

cost upto 1600 kms. ThG total a~rnings at the proposed 

rata W8uld b~ of thG order of Rs.20.99 croras and thai 

prDporti:Jnata increase ovar thu 1976-77 earnings woUld 

WD r k o u t t o '45 • i p a r c a n t • 
' . 

15.111 ··r5·r-·'a l·'Oad of 330 krris., the prDposed rate compares 

as under with tha GXisting fraight:-

Salt 

Tabla 15.15 

Fraight Rata Par T8nnG 
(fDr 330 kms.) 
Existing Pro~8sod 

RsoPo RsoPo 

35.40 55.85 

Increase Par Tonne 

Rs. p. 

20.45 

15.112 Salt N • .O.C. is, at pr8sant, classifiud at Class 
f9~ wagon loads . . lt · f th d.,r of 
4~ Tnu Driglnating traff~c 1n sa ~s o a or ~ 

2.89 million tonnas with an average laad 8f 1414 kms. 

during 1977-78. Th8 l:Jss on account of the t~ansporta
tion of salt during 1977-78 has baon astima~od at 

Rs.6.20 crDrus.~ Prior to 1.4.1979, salt was axamptad 
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from the levy Df SU~plementary Ch3rgo gen<Jrally arplicnbla 

to goads traffic. This axam~tian was withdrawn fram 

1.4.1979 but Salt h0s again bJun uXampt~d from the furt~G~ 

supplamentary chargo introduc:d from 1.4.1979. 

15.113 In tha netw Frai~ht Structure, we rucammand that salt 
he co r:ros po nd1 ng 

N • .O.C. bw classifiGd atZclass 80 far wag:Jn lo<Jds. Far the 

bulk of 1 the traffic in salt, the proposed rate w:Juld cover 

the cast. Though an account of the corrosive natura of salt 

a higher classification is warranted, we are nat·racom~and

ing any increase in the classification as salt is one of the 

articles of cansumpti:Jn of tha common man. 

15.114 Far the 3V8raga lead of 1425 kms., the rate proposed 

for salt N.D.C •. is ~.12.25 par Qtl. against tne rate of 

~.9.25 par Qtl. an 1.4.1979. Th8 incroase is ~.3.00 per Qtl. 

or of th~ order of 3'paise per kg. 

15.115 The incidence of price incrwase and th~·freigh~ 
increase far salt ovwr 1970-71 camDara 8S under:-

Tabl.J 15.16 

Freight R~te psr Quintal far 1425 kms. 
1.4.1970 Praoosed Rate 

Rs. P. Rs. p. 

5.49-
( 1 DO) 

12.25 
(223) 

Price Index 
1970-71 Ooc.1979 

100 254.6 

15.116 Salt far chemical industries is, at present, 

classified at Class 45 for wagon 16ads. Wa recommend Class 

95 far this c:Jmmodity in the new Fraight Structure taking: 

into accaunt tha corrosive nature of salt. 

1 5 • 11 7 T h a t a t a 1 a a r n i n g s at t h <J p r a pas e d r ate s- w i 11 be 

of the ardar of ~.34.64 craras at tha laval of 1977-78 

traffic. Assuming that about 40 per cant of the traffic 

in salt will be offered in train loads, the total earnings 

at tho proposed rate after allowing rob2te will ba ab:Jut 

~.33.81 craras. The proportionate increase in earnings 

over 1976-77 earnings will work out tJ 55.9 ~Jr cant 
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C:Jmm::>ditiGs wh::>sd axt'ant rates r1r..J sh::>wn as 
n::>t C:JVGring transp::>rtntion c:Jsts. 

15.118 WJ ~iva b..Jl::>w ::>ur rdc:JmmGndati::>ns rG~arding the 

classificati.Jn ::>f tho ma~n C:Jmm::>dities that ara boilJg 

sh::>wn as bGing carr!~d at r2tas below the c::>sts acc:Jrd

in~ t:J tna pr::>fitability studies made by tho 'Railway 

B::>ard. Wa h~va kapt in mind the rac::>mm3ndati::>n ::>f thG 
* Social Burdens C::>mmittoa also in this c::>nnGction. 

15.119 F::>ddJr: The l::>ss in the transp::>rt ::>f f:Jddar 

durin~ 1977-78 has b3an ·Gstimatad at Rs.3.97 cr~res. Under 

this catag::>ry, thero ara, br::>adly, tw::> commoditias, viz., 

bran and dry grass. 

(i) Bran: Traffic in this comm::>dity was of tha order 

of 1.056 milli::>n t::>nn3S in 1977-78 with an aVera~e load 
r 

::>f 662 kms~ · Tha··.ioo~~~ility of bran is 15 ton~es ::>n the 
t' 

br::>ad ~auge~ An anal~~is·::>f tha traffic carriGd sh::>ws . . 
that this traffic is pbed:Jminantly carried on tho broad 

~au~o and wa hnvo, ther3f~ra, c:Jnsidared mainly thG 

br::>ad ~au~a c::>st. 

Bran is, ~t present, classifiGd at. cla~s 37.5 f::>r 

wa~::>n loads. In tha prop::>sed frGight structu~e, as 

tGrminals ara added on par wa~on basis, th~, incidencG of 

tarminol char~e ~er t::>nna f::>r a loadability .of 15 tonnes 

would be quite hi~h. 

Taking thG naw rate levels prop::>~~d an~ fhe higher 

pGr t::>nna incidGnca of terminal charge into account, we 

find thnt, at tha c:::Jrresp:Jnding clas~ific'ati::>n of class· 

'5 in thG new straoture, thiJ rates 'proposed would c::>ver 

mora than 90% of thG fully distribute~··costs f::>r the 

avera~e load. C:Jmrnred t::> the 1976-77 rate level, thG 
,:.. ... 

prbposGd ratas f::>r thCl trnffic would .. ~ive additional 

aarnin~s of thG.ordor of 48 

aarnin~s. In viClw ::>f this, 

pjr cGnt ovar tho 1976-77 

WG rac::>mmon~ ns~ignin9 a 

cl3ssification of 75 t:J tnis c:Jmm::>dity in the nGW 

FrGi~ht ~tructur3. 

F:Jr ~n nvaragG lClad of 670 kms., tha rata as 

::>n 1.4.1979 is ~.5.42 pJr quintal and thG proposad 

*Report. of ·the. High Laval. C.ommi tteo on ~oc·ial Burdans 
on Indian Railways, January 1979, op.c1t. 
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rata is ~.7.30 per quintal, i.G., an incroasw of ~.1.88 

par quintal. 

(ii) DFY Grass: Tho traffic in this c8mmodity was of the 

order 8f Co047 million tonnos juring 1977-78. This is at 

present classified at class 52.5 for wa~on loads and the 

loadability is 6 t:Jnnos on tho broad gauga and -4.5 t8nnos 

on tha. 1motrJ ~auge with an avoragG load of 440 kms. ThG 

incidence per tonne of the wagon terminal will be of the 

order of ~.25/- pur tonne~ This will, in itself, increase 

the level of freight charges, apart from tho general increase 

in tho freight levels at the c8rresponding classification of . 
105. The rate for a lead of 440 kms. comparad to tho existin~ 

rate is as under:-

Present Rato 

Proposed Rate 

Incro::1s o 

Ps.-!+.17 par QuinttJl 

~s o 9 • ~ C '' · - . n-

,, 

The increase is over 90 par cant of the existing rate. 

Dvor tho 1976~77 earnings, tho incroasG W:JUld bo of the order 

of 100 par cent. The incidenco of increase in freight is 

rather high but, as tho costs arG also nigh, we recommend 
th:J corrosponding 

classifying this commodity al7Clnss 105 for wa~:Jnl:Jads in the 

New Froi~ht ~tructure. 

15.120 Fruits & Ve3atablos(frdsh): Fruits and vegetables 

{fresh) ar~ shown as giving a loss of ~.2.55 crores durin~ 

f1 
1977-781 Th.Jse are, at prasent, clasaified at class 47.5 

orwa~pn oads . · 
(OR~. Thu lo~dabiliiy is only 10 tonnas pGr BG wa~on. Thci 

traffic. is of the ordo.: of 0.67 million tonnes with an· 

average lead of 1446 kms. The traffic is mainly in Vuga

tables like potatoes and onions. On account of the separate 

t3rminal chargo ~ro~ds~d by usi svGn tnough the loadability 

is poor, the incidence of terminal charge par tonne w8uld 

bi3 quitG high. HowGvur, takin;:J into acc:Junt the escalated 

costs, wa rec:J~mend that this commodity should be placed 

at Class 100 in __ tha naw Freight Structure. f.ls thJ total 

traffic is 8nly small compared to tha total freight 

traffic carried by tho Railways and as only ~Jn.Jral service 

wag:ms are used, it w:Juld b.J CJ~,propriata to consider only 
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dapendGnt costs in such· cases. For bulk of tho traffic, 

daptJndant cost~-- will ba co~1.3red on···t~.3 6road GaugG at 

t~a proposed rates. The .tofal aarnings at the proposed 

rata-s ··u:::JL]ld ba of the orc.~Jr. of Rs. 10.65 croras and the 
.. . . : 
proporti~nate increase __ compared to 1976-77 earnings will 
ba of t~a ordar of-48.5 par cont. 

The proposad rata for tha avurago lead of 1450 kms. 

would be ~.16.21 per quintal against the existing rate 

of Rs.12.14 pGr quintal. The increase -in rato pur quintal 

will bo only of thG order of Rs.4.07 or 4 paisd pGr kg 

a;Jainst a pricu :Jf nbout Re.1/- r:i"~r kilogram in ths caso 
of potatoas and onions. 

15.121 Gur/ja;Jrae: Traffic in this commodity ~as of the 

ordGr o.f 0.89 million tonnas during 1977-78 with an 

avaraga lead of 1237 kms. This is shown as incurring a 

··loss of Rs.2.08 croros, at.tha 1977-78 costs·and laval of 
. . 

rates. Gur and jagree ard classified at.Class 47._5 in 

the oxisting scale, wft h a ~inim~m wei~ht condition of 
- . 

' 20.5 tonnas on BG and 13 tonnes on.MG. I:Je racommand 1 

cl3ssifyin;J this commodity at tho corresponding scale 

95. ~t the revised freight levels, costs will b~ fully 

covcH.Jd for,'.thq ..• bulk of tl")a traffic. For the avurago 

lead Jf 1250 kms., the increase in freignt at tho pr~~osed 

rate ov3r tho existing rat~ is as under:-

Prorosed 

Rs.132.30 

Existing 

Rs.1 0 8. 80 

Increase par tonne 

Rs.23.50 

The incidence_of increase in froight will be of tho 

order of 2.4 paisa por kg. against a·price of about Rs.2 

rar kg. The incidancd of froight and prico index is as 
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undar:-
T::~blo 15.18 

Frai3ht rata par t~nno for 1250 kmso 
tiS CJn 1.4.70 Pr:>oos...Jd 

Rs. 60. 30 
( 1 00) 

riS.132. 30 
(21 9) 

Pric:J 
1970--71 

100 

Indl3X 
Do• .1979. 

297.2 

ThJ total aQrnin~s at tho proposl3d rates w~uld como 

t:> Rs.1b.43 cr~ras and tho pr8portionato increas:J in warnings 

c:>mpared to 1976-77 aarnings will bo of thl3 ordpr of 64.25 

p3r cent. 

15.122 BamboCJs: Bamboos aro shown 3S ~iving a loss of 

Rs.1.58 crores in 1977-78. Tho.traffic is of the order of 

0.681 milli:>n tonnes with an avJrago lead of 752 kms. The 

loadability CJf this traffic is 11 tonnas on tha B:..rObd Gauge. 

Tho prosent classificati:>n is 60 for wa~on loads. MS mon

tionod oarliar, although tha loadability is poor, the inci

danca of terminal c.h<J.rga nor tonn:J will bo ·au ita h.i:Jh on . cnargo on a por wagon -oas1~; 
account of Lrvying .. thci t,Jr.minal L' tharaforo, the total char~a 

par tonno will bG prop:Jrtionately high. ..JG aro, thorafore, 
corfospona1ng · ... - . · 

reco_mrn_en_ding aLclas~ification of 120 Class for bamboos. ~t 

tha~pr8posod clas~ification and lovol of rates, costs would 

ba covered fully for almost all lu<J.ds :w tha Brae:! Gauge and 

dependant tiosts CJn tho Metro Gauge. 
-. 

Bamboos aro going mainly as raw matorial to papar 

industry. Tho incidence of increase in frei~ht at tho 

proposed ,rate for the avarago lead of 750 kms. will bo of 

the ardor of ~.3.10 p1r qquintal. 

Wo have rocaivGd reprGsentations from papor mills for 

lowering classification of bambJo~;but in view of tho poor 

loadability of tha commodity and the costs involvod, wo aru 
t h o qo r r 3 s p o n d i n g 

prop:>sing[Class 120 for bamb~os for wa~on loads. 

15.123 Firew~od and Ch~rco3l: The loss on account of trans

port of firowood and ch~rcoal is shown 3S ~o2.04 croros ~t 

the levol of rates and costs in 1977-78. Firowood and 

charcoal account for 0.82 million tonnes in 1977-78 with 

an averago laad of 619 kms. This is, at pras...Jnt, cl0ssifiod 

at 37.5(0R) with a loaclability of 15 tonnGs. 
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At the revised level of rates, it is seen that at the 

corresponding class of 75, the rates will be much more than 

the dependant costs at all leads for the B.G. The addition

al earnings from firewood over 1976-77 earnings would be of 

the order of 69.2 per cent. In the circumstances and, as 

this is the commdn man's fuel, we ~acommand assigni~g class 
75 to this commodity. 

The incidence of increase in freight per quintal for 

the average lead of 620 KMs. will be of the order of ~.2/

per quintal against a price of ~.40/- per quintal of fire

w:Jod and ~.80/- to ~.100/- per quintal of charcoal. 

15.124 Ores other than Manganese ore and Iron ore: These 

c:Jmmodities acc:Junted for a loss of ~.0.62 crores QUring 
' 

1977-78. These are classified at class 42.5 for wagon loads. 

The loadability is equal to carrying capacity of wagon and we 

aro recommending the corr~sponding Class 85 _for this 

commodity in the -~ew Freigh~ Structure, which would cover 

the fully distributed cost for. all distances. 

15~125 Molasses: The loss on account of transport of 

molasses during 1977-78 was ~.0.49 crores. Molasses are ~t 

pres~nt classified at Class. 50. We recommend corresponding 

Class 100 for this c:Jmmodity in the new Freight ~tructure • 
.. 

At the rate prop:Jsed, the fully distributed cast will be 
I}' 

c:Jvered for the b~lk of the traffic. 

15.126 We have also review~d the classification of oil cake, 

biddies, raw jute wa~te, safety matches, gla~sware, asbestos 

products, jute_and hemp unpressed, paper NDC and rubber tubes 

and tyres. At the. corresponding scales. of classification in, 

the prop:Jsed rate structure tho escalated costs will 

generally be cover~~ for these commodities. 

Commodities in respect of whose Classification 
Representations have boon rocoivod. 

15.127 We discuss below the classifications of certain 

commodities about which wo have roceivod representations 

from Chambers of Commerce and other Trade Interests. 

15.128 ~ug3rcane: Ootaildd studies have been made of 

sugarcane traffic and tho report is at Annexure 15.8. 

15.129 Tho Indian S.ugar Mills' Association have made 

cortain representations rogarding tho freight for 

sugarcane. ThJir memorandum'is includod in Appendix II. 
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1 5 • 1 3C T h d mo. in f J at u r .J s :J f t ni s t r a f f i c a r 0 : -

(i) Dut :Jf a t:Jtal tr8.ffic .Jf th.J :Jrd:.n of 1.39 

milli:Jn t:Jnnas in 1977-78,- thG tr3ffic :Jn thu 

N:Jrth Eastorn Railway wns 1.14 millian t:Jnnss, 

t h £
2
t at :J n rJ :n t h a r n R .::1 i 1 way 0 • 2 4 m i 11 i :J n t 'J n n 3 s , 

and on Contral Railway 0.01 milli.Jn t:Jnnos. ThG 

m:Jvomont :Jn :Jthor Railways w~s ne~li~ibla. 

(ii) ~he bulk .Jf tho traffic in su~arcano m:Jvos for 

distancas loss than 40 kms. Thuf~o~urin~ tha 

yaar 1977-78,6b:Jut 60 pwr cJnt :JfLtraffic movad 

in tho distance z.Jno 1 t:J 40 kms., tho avGra~e 

lGad baing only 35 kms. Ab:Jut 37 par cant of tho 

traffic movad in tho distanco z:Jne 41 to 120 kms. 

With ~n avora~a lead of 57 kms. 

(iii) This ~~affic m:Jves to sugar fact.Jries and moves 

(iv) 

(v) 

in rako loads t:J. tha sidings of thaso fact:Jrios. 

ThG movoment is mostly in close circuit train 
ro .11~ng 

loads and usually old anu infariorLst:Jck is usGd. 

No tlaim usually arisos on su~~rcano c:Jnsign-

mants. 

15.131 Wo find that sugarc~no has all along beon traatod in 

a way diffGren~ from the genGrality of traffic. ThGy warG 

bein~ m:Jvod at spacial stati:Jn to station rates GVan after 

the revision of the freight structure from 1.10.1958. It 

was only in 1970 that all tha spacial rates wore ab:JlishGd 

and sugarcane was brought undar tho geoaral classification 

of Class 32.5 for wagon loads. This classification was, how

aver, graduall~-increasad to 35 from 1.7.1971, 37.5 from 

15.4.1972 and 40 from 1.4.1973. Thasa revisions wGre made 

when classifications of all low-rated comm:Jdities waro 

incroaso~ .with a view t:J increasing the aarnings fr:Jm thGso 

commoditios t:J bridge tho gap butwoen sarnings and costs. 

Since 1.4.1973, supplomentary char~as aro also bGing loviad 

:Jn sugarcanG as for othGr traffic fr:Jm timo t:J time. 

15.132 From the spGcific costing d.Jno on North EastGrn 

Railway, thG fully distributed cost for 52 kms. comos to 

~.12.40 par tonno. Escal~ting tnis cust by 30 par cGnt 
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t~ t3ko int8 acc~unt tha oscalation and additi8nal 

c8ntributions t~ DRF etc., the cost will be ~.16.12 

par tonna. These costs:take into account the fully 

distributed costs, 8VarhJad char~es and intarast 
char~as in lieu of dividend. 

15.133 If su~arcane is classified in the c8rrespond

in~.levol 8f Class. 80 in the new Frei~ht Structure, the 

frei~ht for 55 kms. W8rks 8Ut to ~.18.70 per tonne. 
~~ ftor all:J win~ 

tha rata w8uld 

an increase of 

a rebate of 6 per cent on train loads, 

be ~.17.58 per tonne. This ~ould mean 
prespr~boa 

about ~.7/- ovar tha rateLon 1.4.1979. 

Compared t~ tha lovol of frei~ht and price durin~ tha 

year 1970-71, this w~uld moan an increase of 155 par cant 

in frei~ht as a~ainst an increase in prico of 57 por cent 

onl~1 as_uill bo S3eD from tho following Table: 

Tab l.e 15 .1 9 

Railway freight for a laad 
of 55 kms.(par quintal) Index 

1.4.70(Class 32.5) 

1 • 4. 7 9 ( c 1 ass 40) 

Proposed(Class 80) 
loss .S pa~ cent/ 

Ks. p. 

0.69 

1.08 

1 0 76* 

100 

157 

255 

Price of 
su~arcano Index 
(pur gtl.) 
~. p. 

7.95 

11.75 

12.50 

100 

148 

157 

*Includes terminal char~e of ~.0.833 par 
quintal for Motro Gau~e takin~ the load 
as 13.8 tonnas per MG 4-whaaler. 

This, it is considerBd, would bo ·rather a high 

incidonco of frei~ht on su~arcane traffic. 

15.134 Any fraiJht increase that is made for sugarcano 

should, it is considered, .at bo very much more than tho 

proportionate incroasa in prica of su~arcane compared to 

tha levels of 1970-71. 

15.135 As wo have proposed~ wa~on terminal.of ~.150.00 

for BG wa~on and ~.115.00 for MG wa~on, the incidence of 

terminal por tonne would be hi~h ss the loadability of 

su~arcano is rathar lowo We, thaiafore, recommend that 

tho cl 3 ssificoti:Jn -of su:;;e.rcane ba fixed at Class 75 fo·r 
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wa~on loads in tha rroposod structuro. 

15.136 Dn tho basis of Class 75~ tha frei~ht for 55 kms. 

after allowin~ a rabato of 6 par cant far train laads WQrks 
aut to R3_.1.J.90·par tonne. Thi~ w:Juld cover tt1e fully dis-

tributed cast as indicatod tn rara 15.131 ~bavJ and will 

~ivo an ind6x of 245 camparod ta 1970-71 a~ainst a price 

index of 157 durin~ tha same pariod. 

15.137 ~t tho proposed rate, the increase in frei~ht over· 
' 1.4.1979 rate far the avera~o lead o~ 55 kms. w~ll be of 

thi3 order of 61·paise per quintal. ThG price of su~arcano 

bain~ ~.12.50 per quintal, tho incidence of frei~ht on tho 

price will wark aut ta J~.5_per cant. 

15.138 Tho propartianate additional earnin~s from su~arcane 

traffic at tho rraposed rates would ba of tho ardor of 90.9 · 

par cent over the earnin~s during the year 1976-77. 

15.139 If it is f:Jund by any Railway that the prapased rates 

far su~arcane will m~turiclly a?fact tha movement af this 

camm:Jdity on .particular soctions whore thera is necessary 

capacity to carry the traffic and the proposed rates 

will affect the aver~ll warnings of the ~ailway) tho 

Railway may consider quoting suitablG 'station to statian 1 

rates to .rotain thG traffic on tho c:Jncernad sJctions. 

15.140 .Oil Siaads: .Oil 5eads a+e, at pr8st3nt, classifiad 2t 
. '·· . Class 52.5 f:Jr wa~an loads and vegetable oils extracted 

fram thpse oil seeds are classified at Class 65 for wa~:Jn 

loads. 

15.141 Thi3 Ban;:Jal Oil Merchants 1 i\ssociation, tho Ban;:Jal 

Chambers of Cammerce ~nd tho Fedi3ration of Indian Chambers 

of Commerce and Industry, tho Government of Wast Ban~al and 

others have represented ta us ri3gardin;:) tho rolativity in 

tho classification of. oil soad~ and oils. Thi3ir main ~aint 

is that three quintals af oil soeds aro required to praduco 

one quintal of oil. hS ~il mills located in Colcutta and 

other places in West Bon;:Jal import oil seeds from far aff 

placos situated in U.P., their cost of producing Dil is 

much hi;:Jhor than that of mil~s situutod clasa to aroas wharo 
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seeds a.re produced; and as at present there is not a 

proper differential in the rates for oils and oil 

seeds, the oil mills in West Bengal are being put to 

considerable disadvantaga in the competitive market. 

15.142 Representations in regard to the relativity 

between oil' seeds and oils in the freight classification 
have a very long history. There were representations 

even prior to 1948 and the matter has been dealt with in 

one of the cases before the Railway Rates Advtsory 

Committea in 1939. When the frei~ht structure was.· . 
revised in 1948, representations were cgain made and 

the matter was again agit~ted before the Railway Frei~ht 

Structure Enquiry Co~mittee of--1955-57.· 

15.143 lJhetL.the freight structure was introduced in 

1948, the relativity be-tween oi.1'3 and ·oil seeds was . . 
ap~roximat~ly of the ord~r of 148 to 100 for a lead of 

BOO miles wnich was the 'average distance over wnich 

mustard:oil moved ~o Adra from places like Katra, K~npur, 

etc. In.the scale .proposed by the RailwaY Bo.ard .Ptn. the 
. · . ~nqu1ry ~omm1 ;too 

basis of the recommendations of the Freight 5t,uctu~ 

in 1958, ·the relati;vity between oils anq oil seeds 

proposed for 8BO mile~ was of the order of 156 to 100 

base~ on sd~le 65-B for oils and 45-A for oil seeds. 
, tho 

15.144 ·since the introduction ~f.LJ~_;iS_ freight structure, 

howaver, certain thanges were made in the classification 

of commodities-particularly in the low rated group·for 

the .reason that some- of these commoditie$ were not 

meeting the fully distribut~d costs. Classificatio~·of 

oif- _seeds was accordingly ·increased from 45 to- 47.5 from 

1.7.1971, from 47.5 to 50 from 15.4.1972 and from 50 to 

52.5 from 1 .4.1973. At the same time, however, the 
. . 

clnssification of oilswas kept at 65 without any change • 

. These changes in classification ~f oil seeds ·have, there~ 

fore, affected the relativity in the freight rates 

between oil seeds and oils. lJhen supplementary charges 

were introduced since 15.9.1974, these supplementary 

charges were levied only on oil seeds but many of the 
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oils WJro oxomptod from tho lJvy of tho suppl~montary 

chargos. This aggravatod tho ralativity of froight lJvol 

botw~on oil soods and oils to soma oxtont. With offoct 

from 1.4.1979, tho suppl~m~ntary chargos havo boon mado 

applicablo to oils also. 

15.145 Tho rolativity in froight ratos that obtains 

botw~pn oils and oil soods as on 1.4.1979 for loads from 

1000 kms. to 1500 kms. is as undor:-

Tabla 15.20 

Froight ratG [2Gr tonno 

Distanco Oils .Oi 1 s oods 
in kms. Class 65 Class 52.5 

Rs. p. Rs. p. 

1000 123.60 100.70 
(122.74) (100) 

1200 143.00 116.30 
(122.96) (100) 

1300 151.60 123.30 
(122.95) (100) 

·1400 160.40 130.40 
( 123) ( 100) 

1500 169 .oo 137 0 40 
( 123) ( 100) 

15.146 Whilo wo cannot accGpt tho contontion of tho Bongal 

Oil Morchants' Association that tho froight difforontial 

should rofloct tho. fact that throo quintals of oil soods aro 

roquirod to produco ono quintal of oil,· considoration has 

to bo givon to tho fact that tho Bongal Mills havo nocossa

rily to import oil soods from distant aroas as onough quanti

tios aro not producorl in ~ost Bongal itsolf and tho crushing 

mills in WJst Bongal aro thus at a cortain disadvantago com

parod to mills in Uttar Pradosh and othor aroas whoro oi~ 

soods aro producod. Whilo soma of tho disadvantagos aro 

inoscapablo, wo fool that tho rolativity in tho froight 

ratos botwoon oil soods and oils should bo rostorod to noar 

what it was whon tho froight ratos woro fixod in 1958. 

Wo, thoroforo, rocommond that oil soods bo classifiod 

in tho now Froight Structuro at Class 100 for Wagon 
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loads. lJa have recommanded elsewhere a classification 

of class 140 for edible oils. ~~~h the proposed ~lassi
fication, the relativity between.L:ates for oils and oil 

seeds will be as under:-

T ab;J.e 1 5o li 

Freight rate 12er tonne 
Distance Oils at Oil seeds at 
in kms. Class 140 cl·ass 100 

1000 Pso 170 o 20 ( 142) Pso 11 9 • 40 (100) 

1200· P-s o 1 93. 20 ( 142) Ps.135. so (100) 

1300 rs. 20 3. ·so ( 142) Rs. 143. 3[' (100) 

1400 Ps •. 214. 30 ( 142) Ps.150.90 (100) 

1500 Ps. 22:4. so ( 142) Ps.15 s. 40 (100) 

' 

It will be seen that the relativity between the 

rates for oils. and oil .seeds in the prop~sed Freight 

Structure would be of the order of 142 to 100 as against 

the existing relativity of 123 to 100. The revised 

classification of oil seeds snould maet to some extent 

the probloms facod by the Bengal Dil interests. 

15.1 47 Dil seeds have a loadability ranging from 1S5 

to 225 quintals. The freight rate in the proposed 

classificatia~ would cover the full cost of the move

ment of the oil seeds. 

15.14S ... : The earnings from oil seeds at the proposed 

rates have been es timatad at Ps.1 0 .;'43 crores from ·a 
. .. . ... 

traffic of 0.?59 ~illion tonnes. The proportio~ate 

additional earnings at· the proposed rates work out 'to 

42.1 per cent over 1976-77 earnings. 

15.149 For an avJrage lead of about 1250 ~ms., ~he 

proposed rate would be Ps.13.90 per quintal compared to 

the existing rate of Ps.11.99, i.e., an increase of 

ab~ut Ps.1.91 par quintal or about 2 paise par kg. 

against. the prices of ciil seads ranging fr~m Rs.2/-
to Ps.4/- per kg. 
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15.150 VegGtablG Jils: Vogatable oils are, at presant, 

classified as undGr:-

lJa ;10 n load 
Classificati::Jn 

1 • Oils Divisi::Jn r A r Class 105 
2. Oils Division 1 8 r f Class 100 
3. Dils Division 1 C r Class 95 
4. Oils Division 'Dr Class 65 

15.151 Considering thG pricas of tha various items of oil 

coming undJr thasJ various Divisions and thJ fact tnat thGso 

moVG mostly as 'smalls' consignmants, we rocommtJnd that 

itoms coming undGr Divisions A, 8 & C should bG classifi 3 d 

in the naw Froight 5tructurG at thG corrosponding scalos 

of Clas~ 210, 200 and 190. 

15.152 As far ~s oils comin~ undGr Oivision-D aro concornod, 

thGse consist_. of various oils' liko gingolloy oil, groundnut 

oil, coconut oil, mustard oil, ate.; Thoso move in largo 

quantities and in wagon loads. ThG total quantity movod in 

1977-78 was of the order of 0. 75 million tonnos with _ 

an average lead of about 1500 kms. Tho prices of wdiblo oils 

fluctuate significantly from timo to timo according to th:J 

markGt conditions. During thJ last two y0ars, whilo tharo 
a 

was,lsignificant drop townrds the ond. of 1·978 nnd in-'oarli.Jr 

part of 1919i the prices have since gone up and are, at 

present, at the level df about ~.1,200 per quintal (whole

sale price). The index of wholesalG price of edible oils 

with base 100 in 1970-71 was 164.9 in May 1979 but rose to 
-

203.4 during Oecembur, 1979. lJhilG Railway classification 

cannot be decidod on spurts in prices, as normally the 

classification holds good for a long time, considGring the 

relativo prices of oils in this Division vis-a-vis tha 

pricos of various othar commodities, and the fnct that 

this commodity is also shown as being transported at a loss 

at the present classification and lovel of ratos, wo propose 

a highar classification for oils coming under tnis Division. 

Edible oil is also an import~nt itom in thG common man's 

consumption, though it ac6~unts for only 4 to 5 pGr cJnt in 
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the consumer expenditure of a household. Taking all 

these t8pects into account,· wa recommend that oils coming 

under Division D at present should ba classified at 

Class 140 .in the proposed Freight Structure. Costs will 

be covered at the proposed scala of rate for tho bulk 
of the traffic. 

15.153 For the average laad of 1500 kms., the increase 

in rata par quintal compared to the existing rate would 

ba only ~.5.60 per quintal which would maan a~ increase 
' 

of 5 paisa par kg. of oil costing abput ~.12/- per kg. 

which cannot be considered unduly high. 
-

15.154 Oils (vegetable, refined)are classified at 

Class 85 for wagonloads. Wa recommend retaining the 

existing laval of classification at the corresponding 

Class of 170 in the· proppsad Freight Structuia~ 

15.155 At the propdsed Class and level of rate~, the 

increase in rata pa~ quintal for different leads for 

rQfinad- oils would be as under:-

Tabio 15.22 

Rata quintal Increase I rata per ~n 

guintal 
Proposed As on 

• 1 0 4. 1 97 9 
~. Po Rs. P. ~- pe;.· 

300 kms. 9~75 5.71 4.04 

1000 kms. 20.38 16.04 4.34 

1500 kms. 27 .o 1 . 21.97 5.04 

per 

It will ba soan that the increasa will be only of 

the order of 4 to 5 paisa par. kg. against a price of the 

ord3r of ~.14/- to ~.15/- par kg. 

15.156 ~e have received mamoranda from tha Federation 

of In~ian Chamb~rs of Commerca, Central Organisation for 

Oil IndustryarrlTrado Interusts. lJhon the memoranda wero 

submitted, tha position was that soma of the oils·~had ..... ; 

b3en subjactod to th~ supplementary charge levied with 

affect from 1.4.1976 and cartain adible oils had baan 
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oxomptod from tho supplomontary chnrg~. Tho Contrnl 

Organisation for Oil Industry had suggostod that all 

r3fihod oils should bo under ono taiiff without nny 

surcharge and thGt tho additiJnal surchargo on cortain 

.Jdiblo oils and non-odiblo oils liko Castor Oil, NGom 

Oil, Rica bran oil, Crudo cutton saGd oil, ate., should 

ba romovGd. ThosG distinctions in ragard to tho levy of 
·I 

supplomontary chargGs hava ~inca boon romovod with Gffact 
from 1.4.1979. 

15 .• 157 Wo havo also "I'Gcaivod roprosentations for a lowar 

classification for cortain non-odiblo oils liko noam oil, 

rico bran oil and crude~ cotton sood oil as tho pricos of 

thosa non-.Jdiblo oils aro comparatively much lowor than 

those of adiblo oils. Considoring tho significant diffar

onco in pricos of thaso oils and tho usos to which thaso aro 

put, wo rocommand a.lowor classification at tho corresponding 

Class 135 for wagonloads for non-odiblo oils such as Castor 

oil, Noom oil, RicG brun oil, Crudo cottor1 soad oil ate., 

which may bo grouped undor a saparGta hoad 'Oils Division E'. 

This will also giVG a ~ortain .. encouragamant·to-lha usa of 

non-adiblG oils for industrial USGo 

15.158 We rocommond that vagatablo oils in tank wagons 

should bo chargod at tho samo laval of classification as 

vegetable oils in tins/drums ate. Tho costs of haulaga are 

ganarally covorod in tank wagons also. 

15.159 Tho total earnings at tho proposod ratos for 0.656 

million tonnes would cqmQ_to ~.14.24 croros.· Th~-propor

tion3te incroase in aarnings ovJr 1976-77 Garnings would bG 

of the ardor of 60.9 par cont. 

15.160 Timber: Wo h3Ve rocGived representations from 

cortain Chambars of Commorco thnt timbor logs offorod for 

booking are of vnrying pricos according to thG typo of 

tiC't:'~ arrd, th .. Hofora, thorJ should. ba c:J. difforantial classi

fication according t8 tho prices. Excopt in regard to 

· spacific itoms 6f timbGr, W•lich can bo oasily distinguishJd 

by staff both at boo~{ng and destination statiJns with 



15-57 

ragard to variety, wa do not rocommond differential 

classffication basad purely on prices of individual 

variatios of tSmber~ as this is likely to load to 

mis~c.Jclaration, wrong c: Jssification, c~c. Already tho 
Tariff defines distinct types of timber like rose-wood, 

sandal wood, etco, and those are having separate 
classifications. 

15.161 lJo would, however$ like to make onG suggGstion. 

Wood unwrought is, 'at present·, being carried over long 

distances. The zonal distribution shows that substantial 

quantities ara moving botwean 500 and. 1900 kms. It may 

be useful from tho national poiot of view that timber 

should be cut to sizes at source and thpn transported 

as sawn timber- This will lead to better utilisation 

of wagons as sawn timber.can generally be loaded to the 

carrying capacity, while .timber logs can only bo loaded 

to the extent of 18~5 tonnes on tho Brbad Gauge and 13.5 

tonnes on thG MGtre GG~gco Sawn timbar is no.w classified 

at the same level as timber at Class 60. · As the load-· 

ability of sawn t~mbar is carrying capacity, we recommend 

that sawn timber may be classified at a slightly lower 

laval, namGly, at Class 115 for wagon loads in tho new 
I .• . 

Frairht ~tructure, while timber in logs may be classified 
t h:J tor ros pond J. ng 
atZClnss ·120 for wagon loads. 

15.162 Sand: Sand including Silica sand is presently 

classified at Class 47.5 wagon loads. It has been 

reprGsentad to us that tho freight charges for sand and 

silica sand are at present high. The price of sand is 

only of th3 orcior of Rs.SO/- to Rs.60/- per tonne at ·the 

booking end and tho transport costs are quite high. 

During 1977-78, the total quantity of sand booked on 

Railways was 0.57 million tonnes with an average laad 

of 479 kms. Apart from sand bai~g a cheap material,· 

the loading is dane in open wagons and the cost of 

supervision at booking and delivery ends are compara

tively less for this c~mmadity and hardly any claims 

arise. The loedability is also c3rrying capacity. 
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For an nvarago land of 500 KMs, tho increase in fraight 

lavels of sand from i970-71 would b8 of the ordar of 160% 

if tho corrosp~nding wag~n l8ad scala 95 is assigned to this 

c~mm8dity; but the price vari, cions are much loss. Taking 

all ~hose aspects int8 nccount, we roc~mmond that sand may 

be blassifiod at one step lower than tho corresponding 

classification, viz., Class 90 of the now Freight ~tructure. 
·I 

The Freight rates as on 1.4.1979 and at the proposed class 

in the Mew Freight Structure for the average le?d of 500 KMs. 

are given below :-

Table 15.23 

As on 1.4.1979 

Class 

47.5 

Rate·per tonne 
Rs. p. 

47.60 
( 100) 

Proposed 

Class 

90 

Rate per tonne 
Rs. p. 

68.05 
( 143) 

15.163 The additional earnings that would accrue from 

booking of ~and at the proposed scale and level of rates 

would be SO% more than the 1976-77 earnings. At the proposed 

rate, the f~lly-dist~ibuted costs will be covers~ for all tho 

leads. 

15.164 Iron and Steel Slag: The Railway Board have also 

referred to us the question of classification of iron and 

steel slag. A detailed report on iron and steel slag is 

given iQ Annexure 15.9. 

15.165 From the analysis of relative pri9es of slag and iron 

scrap and the uses to which slags are likely to be. put 

increasingly, particularly in tha manufacture of cement, we 

recommend that iron and steel slag granulated should be 

classified at Class 85 for wagon loads and iron and steel 

slag NOC at Class 80 with carrying capacity as minimum 

weight condition. 

15.166 The fully distributerl costs will ba covered at the 

level of classificntion proo8sedt 
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15.167 Cotton(Raw): Cotton(rew) is, at present, classi
fied in the G~oGs Tariff 2s und3r: 

Cotton(rGw) full pressed 

C8tton(raw) half pressed 

Cotton(raw) loose 

Wagon loads 
~ lassification 

87.5 

100 

115 

15.168 In the new freight structure, we recommend corres

ponding classificati~n, viz., Class 175, Class 200 and 

Cl3SS 230, respectively. 

The Bengal Mills Dwners 1 Associatidn have . . ' 

represented. ab~ut the freight rate on cotton (raw) full 

pressed and staple fibre. Their point is that West Bengal, 

which is far away from the cotton producing areas, has 

to pay considerable amounts as freight for cotton and, 

therefore, the textile mi~ls in West Bengal are in a 

disadvantageolfs position i,n c:lmpJting markets compared 

to mills ~n Bombay end Ahmadabad ~hich are nearer to the 
• I 

cotton producing areas. The Bengal Chamber of Commerce 

have also mentioned ab~ut the necessity for freight 

equalisation of commodities like cotta~~ 

15.1G9 We havW given au= views on the question of 

freight equalisation in paragraphs 6.88 and 6.89 of 

Chapter VI. 

15.170 Railways give due consideration to the transport 

requirements of distant areas by giving a suitabl~ 

telescopic rate·as discussed in detail in paragraphs 

6.90 and 6.91 of Chapter VI. For ~otton (raw) full 
. . . 

pressed, for axamp!'o, the froight ch.arg..o at the proposed 

rata for different distances to Calcutta mentioned in 

tho mamorandu.mcomparad to that for shorter distances 

would be as under: Rata per 
guintal Index 

Rs. p. 

100 kms. 4,.99 100 

500 kms. 12.89 52 

800 kms. 17.58 44 

1200 kms. 23.33 39 

1800 kms. 30.98 34 

2000 kms. 33.37 33 
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ThG indax of taparing comparad to tha rata at 100 

kms. givas an idoa of tha tapor givon for l~ng-distanco 

movements. 

15.171 China Clay: Wo h2vo also racoivad reprasentations 
rgtos · 

to rom~vo difforanca in froightLbatwoon China Clay in lumps 

and China Clay in powder form. China Clay in lumps and 

China.\Clay in powdar form aro at presant classified as 

undar: 

China Clay 

China C~ay p8wder 

Wagon load 
classificati8n 

45 

47.5 

We find that the manufacturo of clay in poweder form involves 

certain procasses and thoro is also soma price differential. 

We do not, therefore, sea any roason for a change in the 

present difforential in tne classification of China Clay. 

in lumps and China Clay in powodar.form and recommond classi

fying tham at tho carras~o~di~q c~~ss a2 undor:-

China Clay • • • 
China Clay powder • • • 

Wagon load 
classification 

90 

95 

15.172 Mi]~ Powder: We have received rapreso~tations for 

lowering tho prasant classification of milk powder. It has 

boon pointod o~t that wh8le milk powde~ and skimmed milk 

powder·are being racaived from ~broad at ports and are being 

moved to dairies by rail. As milk . poYder is an essential 

commodity of high nutritional value and in view of the 

importance of maki~g it available to the dairi~s at 

reasonable pric~ in a country like ours where the vast 

majority of the population is under-n8urishad, it has been 
reprasented that the prasent high classificati8n should ba 

reduced. Wa h~ve g8r3 into the matter. Milk powder is at 

presant charged at Class 100 for wagon loads. The price 

of this C8mm8dity is 8f the order of ~.21/- par kg. or 

~~2100/- par quintal. The loadability is of tho order 8f 

14.5 tonnes par GG wagon. At present. condensed milk is 
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classified at Class 85 for wagon loads and with the same 
~ . . 

loadability. "Food N.OC including patent foods prepared 

from cereals and/or milk" is classified at Class 95 for 

wagon loads. These are items which are further processed 

from milk or.milk powder and prices are also higher. Milk. 

is at present classified at Class 80 for wagon loads, 

though hardly any milk will be moving at goods. rates. 

Taking all these factors including the transportati~n 

costs into account, we r~commend that milk powder should 

be classified at class 160 for wagon lo~ds in the revised 

frei~ht structure. 

15.173 Reclaimad Rubber and Rubber Scrap: The Singhbhum 

Chamber of Commerce, Tatanagar, have represented to us 

that tha classification of reclaimed rubber and rubber· 

scrap should be reviewe~. We find that rubber reclaimed 

is already classified at a level lower than rubber crude. 

Rubbe~ scrap is classified under 'Rubber Waste'. Having 
' 

regard to the price, uses and other tr~ns~ortation 

characteristics of these commo.ditias, we do· not rec:Jmmend 

any change in the present level of classification of 

reclaimed rubber and rubber scrap. 

15.174 Coke B~eeze: It has been r~presented that Coke 

Breeze is at present beinJ charged as for Hard Coke at 

Class 42.5 for wagon loads. It has been pointed :JUt that 

the price of Cok~ Breeze is only ~.70/- par tonne, 

compared to about ~.86/H per tonne f~r Soft Coke and 

~.150/- to ~.33B/- per tonne for the different grades of 

Hard Coke. While oven Soft Coke is baing charged at 

class 37.5 for wagon loads nt par with coal, Coke Breeze 

is being charged as for Hard Coke which is several times 

costlier. Coke Breeze is stated to bG mainly used by 

brick kilns and lima manufacturers. The request is 

that· Coke Breeze ~hould bG charged at Clasa 37.5 at 

par with C:Jal, Soft Coke and Coal Dust. 

15.175 The prices quoted above obviously pertain to 

th~ pariod bafor 3 July, 1979 when tha prices of the 

different vari~tias an~ ~rndes of c:Jal and coka ware 
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last revised. Th3 currant pricos 8f c8al and c~ke range 

fr:Jm Rso101·18 f8r caal {av.Jrctge pri-cG), Rs.110/- f8r 58ft 

C~ke and ~.230/- ·to Rs.430/- for Hard Coke. 

15.176 It is ascertained from tha C8al India Limited, 

Calcutta that the pricas of Coke Breeze and C8ko Oust 

ara as under:-
'1 

C8ko Broeze (Size + 3 mm to -12 mm) •• Rs.275 p.:;r t~nne 

C8kG. Dust (Size - 3 mm) •• -Rs.116 per t8nna 

Thus, tha price 8f ~.70/- per tJnna for C8kG Braezo qu8tod 

in the representation is far lower than tha current price 

qu~ted by CIL, viz.~Rs.275/- per tonne, which falls within 

the present price range of Rs.230/- t8 Rs.430/- per t8nne 

f8 r Hard C8 ka. 

15.177 It is understood that there is very little differ-

ence so far as quality i~ c~ncerned, batween Hard Coke 

and Coka Breezeo It would app8ar that after retaining Hard 

Coke 8f the size 12 mm and ab8ve for tha use of Staal Plants, 

tho smaller sizes ~re disposed of as Coke Breeze/Coke Dust, 

for 8ther users including some F8undries. In tho circum

stances, there seams to be n8 str8ng case _f8r qu8ting a 

reduced classification for Coke Breeza. On tha 8ther hand, 

tho prov~sion of a lower cla~sificati8n f8r C8ko Breaze, 

might encourage large scale mixing up of Hard Coke ~f 

+ 12 mm size with Coko Breeze and misdeclaration. 

15.178 We do not, therefore, recommand any chango in the 

classification of Coke Breeze which sh8uld c8ntinue t~ be 

charged undar the haading 1 Hard Coke 1 • 

15.179 Raw Materials f8r tho Manufacture of Paper: Andhra 

Pradesh Paper Mills have represented t~ us regarding classi

ficati8n of raw materials required for manufacture of paper 

such as cloth cutting, gunny wasta, jute sticks etc., point

ing out that tho classificati8n of these commodities is at 

the same laval as that of paper. ~t pr.Jsont gunny wasta, 

cloth cuttings etc., are classified at clctss 60 for wagon 

loads with minimum woight c8nditi~n of 100 quintnls on 
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8. G., 80 8n M.G. and 55 on N. G. In th.J case of papar, 

h~uavar, th.J minimum wei~ht c~nditi~n is 160 quintals 

8n B.G. In Vit3W of the fact that the loadability is 

c~mp2ratively vary much lJss for these items, it is 

necessary t8 keep the classifieation at suitable lavals 
which w~uld C8Ver tha transportation costs. We d~ not, 

thar.Jfore, racommand any change ~n the corresp8nding 

classification f8r thGse c8mmoditias, ~., Class 120 

f8r wagon loads. ReprGsantati~ns have a~so bean received . . 

regarding further lowering tho minimum weight prescribed 

f8r theso comm8ditias. Senders sh8uld rather try to 

intr~duca a certain amount of press-packing of these 

c~mm8ditias to give batter load par wagqn rathar than 

saek reduction in the minimum waight conditi~n, as with 

lasst3r minimum weight c8nditi8n it would be difficult 

f8r thG Railways t~ co~ar tha transportation costs ~t 

tho levels of classification prescribed for these 

c8mm8ditias. 

15.180 Chemical Gypsum: The Andhra Dil and Cake Pr8ducts 

Ltd., .Visakhapatnam, have represented rt3garding th~ 

classific~tion of chemical gypsum which is ~by-product 

of the fertiliser industry. Gypsum in lumps and moulds 

· are chargad a~ Class 42.5 and gypsum powder at Class 45, 

for wagon loads. Ch~mical gypsum is now charged as for 

gypsum p8wdar. We have c~hsidorad the matter and find 

that chemical gypsum which is obtained, f8r example, 

in the fertilizer factory at Simhachallam as a by-pr8duct · 

in the manufacture of ammonium phosphate, is not compara

ble in price to gypsum p~wder which is classified at a 

highar rata. Chemical gypsum can also easily be distin

guished from ordinary powder gypsum from sourde of supply, 

viz., stati~ns serving auch fertiliser fact8ries. Cons!-
- factors, 
daring all thesoL wo recommend that chemical gypsum should 

ba classified ~t the samG level as "gypsum" at Class 85 for 

wa~~n loads in the new Freight Structure. 

15.181 Plaster of Paris:· W3 hava als8 roceivod raprosan

tations f2r raviawing t~~ cl~ssification of plaster of 
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paris. Plaster of paris is, e1t prosant, classified at 

Class 60 for we1gon loads. PlastJr o( paris is a commodity 

which is procassej out of calcinwd gypsum and cJnsidaring 

tho comparativa pricGs and USGd of diffarant variaties of 

plaster of paris, we do not recJmm3nd any cha~ge frJm tho 

corresponding classification, viz., Class 120 fJr wagon 

loads.'l 

15.182 Wa have also racoivad reprasontati~ns in rogard to 

classification of certain othor commoditias, viz., Pulp 

Board, Sago,, Starch, Coir, Cotton SJod, Caustic Soda Liquor, 

Cocoanut Fibre and High Alumina Bricks. WJ have, howaver, 

not raceived enough 3Upporting data from the interests 

concerned for making a.meaningful review of th~ classifica

tion. We are not, therefore, making any recommendation with 

regard to these commodities. The Government may examine 

these cases if supporting data are furnished by the interests 

concerned. 

15.183 Classification of commodities at present placod· in 
the higher classification scales of the freight 
structure: 

15.183 The National Transport Policy Committee have made 

certain recommendations regarding the inter~modal split of 

traffic. In this connection: .hey have also "'ivan data for 

operator's cost and 'user's cost for Railways and, Highways in 

respegt of several commodities for different distance ranges. 

We have con~idared the recommendations of this Committee. 

15.184· As far as rates for short distance traffic is concern

ed, we have kept in view the recommendation that Railway 

rates- sh:Juld not encourage such traffic being carried by the 

Railways except in the ~ase of bulk traffic. 

15.185 As far as long distanca traffic is concerned, we 

find that the data given by the National Transport Policy 

CoiT)mittee sh:JIJ th.::t, by and largo, in respect of commodities 

in the lower classification scales, the railway charges 

including the use~ 1 s cost aro lower than the r:Jad ratos plus 

thG user's cost. HowG'Jer, t.ha total cost by rail tands to 
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be morG than tnat by highways in the case of commodities 

now placed under the nigher classification scales. Ta~ing 

a long ran~e viaw of the matter, we consider that the 

higher classification seLlas for wagon !~ads on the 

RniltJays would require scaling down to soma extent from 

thair prasent level. ~ccordingly, we recommend that 

excapt in tha case of commodities, like POL., whoso 

particular classifications we have discussed in the 

earliar p3ragraphs, other commodities which are classi

fied at more than Class 100 in the· present classifica-. 
tion scales should be classified at levels lower than 
tnair corresponding classification and the highest 
classification for wagon loads should.be only Class 

240 ins~ead of 260 in the proposed structure. The 

corresponding wagonload scales that we recommend for 

such commodities are iridicated in the table below 

Table 15.24 

Present wagon l~~d 
scale 

130 

120 

115 

110 

105 

CoLresponding.wagon Recommended 
load scale wagon load scale 

in the new 
structure 

260 240 

240 230 

230 220 

220 210 

210 200 

Traffic in such commtgities carried by Railways at present 

is not largQ enought Laffect revenues in any significant 

manner on account of the change proposed. On the other 

hand, when conditions in regard to prompt supply of wagons 

improve on the Railways, there is likelihood of diversion 

of some traffic to th3 Railways leading to additional 

earnings on account of scaling down of the classification. 
This would bo also dosirablo in tho national intorJst as 
pointod out by thJ National Transport Policy Committao. 
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15.186 

Classificati8n of comm8dities not specially discussad 
ab8VG: 

~G haVG given 8Ur Specific commGnts on tha classifi-

cati8n of certain c8mmodities in the Daragraphs abovG. As 

far as 8ther CJmrn8dities are c8ncerned, wa recommend that they 

sh8uld bo placed in thG corrasponding·wagon load classificati~n 

in ths. 1 proposed structure as indicated below:-

Tabla 15.25 

PrJsent wagonload 
classification 

32.5 

35 

37.5 

40 

42.5 

~5 

47.5 

so 
52.5 

55 

57.5 

60 

62.5 

65 

67.5 

70. 

75 

8'J 

82.5 

85 

87.5 

95 

100 

105 

110 

115 

120 

130 

. 
CorrespJnding wagonload 
classification in the 
new frGight structure 

65 

70 

75 

80 

85 

90 

95 

100 

105 

110 

115 

120 

125 

130 

135 

140 

150 

160 

165 

170 

175 

190 

200 

200 

210 

220 

230 

240 
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Classificati8n 8f new cornm8dities: 

15.187 Fr8m time t8 time, certain naw c8mm8dities, 
particularly new chemical pr8ducts, ate offered for 

b88king 8n Railways. It has been represented to us 

that when ~ commodity ~8t classified in t~e G88ds 

Tariff is 8ff8ri3~ for b88~ing~, .tho chargas are usually 

levied as f6r unclassified g8ods at the highest scale 

8f rates, viz., 150 and it takes a l8ng time, according 

t8 the present procedure, t8 decide 8n a final 

cl:1ssification which mc:y ~-• _J_;Jw•r than th ·J hi~hant . . 
class. Accor~ing t8'the ~resent procedure, the Railway 

over which ·a new commodity is offered for booking. has t8 
- . . 

make a reference t::J·}he Railway ·Board for fixing tentative 

classific~tion.of t~e com~odity, giving full details or the~ 
-natu~a of ~roduct, Q~e, price, load~~ility. and the 

\ . . . . 

rec8mmended classifica~iori~ Tha RailWay Board fixe~ the 
tentative classifi"catio .. n and notifies this to all the 

Railways. Tha t8htativ3 classificati8n S8 fixsd b~ the 

Railway Bo~rd takes effect one 11J8nth after the3 date of· . . ·• 

issue of the Board's latter~fixing the tentative classifi-
4 

cati8h. The final classificati8n of the commodity is 

fixed after the matter is examined by.:t;.he Com.mercial 

Committee ·to'··'whom the mc:>tter is rsfsrr-ec! . by the Railway 

Board after fixing the ~entativ~ classification. We 

rec8mman~ that. in tha case of such new products, the 

Chi~f C8~merclal Superintendant of the.Railway where 

the new product ~s baing offer~d for booking, may be 

authorised to giv.e· ~.tentative classification tak~_ng 

into. account the price, loadability, use etc. of·.the 

pr8-dudt and the classification of commodities similar 

t:::> the; 8ne offered for booking. Such tentative classi

fication should apply not only in local b6oking but 
I . . . 

also in thr8ugh b8oking with other Railways. Simulta-

na8usly, the Railway sh:::>uld refer the matter t8 the 
Railway Board f8r fixing the final classification of 

the commodity in b8nsultation with the Commercial 

Committee. 



Statement 12.1 -
Stateoent showin~ Consnnerwise,· Zonewise TraffiLi.J:1. Revenu~--~a_rp._~_11_g_QQ_a:1 d\l£}JJ..E....19..11_":"1f3.JJfagon~.Q-ds onJ.rl 

\J 
I 

0 

(Figures in_Tonnes) 0 

(KILOMETRES) ----
Conslliler 

DISTANCE ZO_NES 
Total 

1-40 41-120 .121-240 241-350 351-499 500-799 800-1299 1300-1899 1900-2399 2400& 

----·~· --------· ove:r_ 

1.Steel 
Plants 2262983 2824936 3771701 2394312 114759 4041584 5719 51971 20604 3711 15492280 

(11ra61} (18.23) (24.35) (15.45) (o. 74) (26. 09) ( o. 04) (0.34) ' ( 0.13) (0.02) ( 1 00) 
· 2.Washeries 7696034 135582 '903 1317 47 8945 21 24 7844873 

(98.13) ( 1. 73) ( o. 01 ) (0.02) - ( 0.,11 ) ( 1 00) 
).Export 287 154441 216890 61 09 .' 13055 3631 1275 395688 

(o. 07) (39.03) (54.81) (1.54) (3.30) (0.92) . (0.32) ... - (1 oo) 

4.Coking 
Plants 1554 294597 61676 . 31 0:? 49 23678 265 115 1035 386071 

'(0.40) (76.31 ) ( 15.98) (o.8o) ( 6. 13) ( o. 07) (0.03) ( o. 27) ( 100) 
5 .Poiwr 

Houses 1857035 36661 05 1174054 143752S 217887 2722153 3508056 937217 189 1798 15522123 
(11.96) (23.62) (7.56) (9o26) ( 1 .40) '(17.54) (22.60) (6.04) ( o. 01 ) ( 1 00) 

6.Cenent 
Factories . 6835 250303 44()337 864351. 675388 193686 966880 815931 312774 58957 4591445 

( 0.15) (5 .45) (9.72) (18.83) (14.71) (4.22) (21.06) ( 17.77) ( 6. 81 ) ( 1." 28 ) ( 1 00) 
7. Textile 

Hills 63093 80538 115789 22624 19192 202301 507463 189686 .68) l201173 
(5. 25) ( 6.70) (9.64) ( 1 .,88) . ( 1 • 60) (16.84) (42.24) (15.79) (o~o6 100 

8c0thcr 
Users 435886 426043 3346020 1 054921 744840 2330901 8819832 4189567 278875 45596 21672481 

( 2. 01 ) ( 1. 97) ( 15.44) (4.87) (3.44) (10.76) (40.70) ( 19:33) ( 1 .29) (0.21) ( 1 00) 
--------- ---· --·-·-----··----------"'-- ------- ---------------~ _______ .... ------- ---

'§.,Total Coal~ohccling Ha:rd 
(Lxcluding12325420 7678391 9070921 5995 049 1778271 9536303 13811-867 6185786 6141 64 11 0062 671 06234 
Hard C okej.18_ .. 37) iL1· 44) ( 1 3. 5li_~_j_8_._23j_ ____ (b_6_5_l __ l1_4... 21 ) (20.58) .J.9_._ggl __ lch.9_li_ __ (Q_.J.[}_ _ _(j_Q_oj__ 

215973 516319 263323 34781 1679447 1 O.Hard Coke 7 ~r66 6220 134341 286192 130575 84257 
. ( o.M.)_ _lo_0_7j__...lEb_QQ} __ J1]LQ4] _____ l7_._1]_l_{5_. 02) (12.86) (30.74) (15 • .£§l.i£!_o_]J_ (1oo). 

11. Grand 12332886 7684611 9205262 6281241 1908846 9620560 14027840 6702105 877487 144843 68785681 
Total ( 17.93) iLLJ.lL ( 13 • .2..f?] _____ (_~.J.2l __ _j_2._._L?J ( 13., 99) (2o.39) C9.74) i1_._2JJ.)_{Q.21 > C1 Q9L 

Note: iJ:ir:ure~ in b_rQ_~o1__§_h_gy ~he Zonewi~~-:rE.ilJlta_g_e_t_o_ tota_Lfor eac_h__gnsup...Q!.) 



Sb.tcncn t 15.2 

Stn tc::-.:_~~sho~·ring the freiGht charge for t_he nain rau -na~..E_i~_l._inp~-~ for i)roduction 
.2..L1~_To:1.I!,C::,, stool at the rates as on 1 •• 1-. 70 -~!]._d Dr_o_posed rates, 

---------F-;ciGl1t for Co-nl 'Freight for Iron ore 'Freight for Linestone•Freight for Dolooito 'Total freight 'k1ount of 
0 of for 1. 8 Tonncs for 1. 66 Toanes 1 for O. 63 Tonne for 0. 23 Tonnes 1 for 4. 32 Tomes! (incroane. 
ol Ave.,. At -If-ti1o 'Ave .. At At the 'Ave. At At the 'Ave .. At At the 'At At the• tvith %nee 
nt 

:aro 

:co 

rage 1.~.70 pro?OS~ fagc 1.4.70 proposed rage 1.4.70 proposed rage 1.4.70 proposad 1.4.70 pro?osod increaso 
. lead rate n1te lead ratq lead rate lead rate rntcs 

(Spl. Less €% rate less 6% rate less 6% rate less 6.0 rntes 
in 
bracket) 

Scnle) rebate class rebate clnss rcb~te class rebate 
class 35 clnss _ 35 class 35 class . 

. 80 ~5 •p 95 ·- . 95 
( Kms ) ( Rs P) ~ P) ( KBs ) ( P.s P) ( Rs P) ( Kms ) ( Rs P) !_ Rs P) ( Kms ) ( Rs. P) ( Rs p) (Rs P) (r.s P) 

55 13.10 28.00 360 34.20 82.93. 550 17.30 !r4.80 500 5.90 15.45 70.50 171.18 100.68(1!;.~ 

65 1).70 31.21 280 29.20 72.18 530 16.90 43.'79 340 4.60 12.27 

40,86 310 1.~.80 39.05 600 6.70 17.28 68. 1 0 . 1 7 3. 7 3 1 05. 6 3 ( 1 55 

170 19.70 55.75 125 13.-1-0 45.65 3-i-0 ; . 12.50 33.61 200 3.30 53.90 1-~·~.08 90.18(167 

uLolo. 300 27.00 75 14.10 33.17 185 8.60 23.66 53.60 1~4.77 91.17(170 

Llai 690 :~8.1 0 126.49 85 1 5.10 36.29 40 4.00 10.33 135 2.60 7.19 69.80 180.30 110.50(158 



& Scran Statement 15.3 
Sta ter:J.ent showir"g (i) Frcigh t Rates for Finished Steel Products 

1 
Pig Iron/ as .~:on 1 .4. 70 compared with 

Proposed Rat8s and (~i) Prices in 1970 and Current Prices of Finish~d Stee~ Product~ Pig Iron~ .Scrap 

-s-.-n-o-.-F1~-nished Products ~ (i) Rate per tonne for 1050-kms (ii)Price per ton~e of FinishQd Ste~l Products/ 
· Pig Iron/Iron & Steel Scrap 
As on As Amount 

1.4.70 propo- of 
sed increase 

Percentage 
increase 
over 

As on Current Amounts of 
1 .4. 700 

------------- -------~~------"-----~--~---~1!~~-------SHEETS & COILS P.s. P• Rs.p. rs. P• Rs •. p. 

price· from increase 
6.4.79 * 

-- -- ·-ns-.-p:-···--r.s:-p-.---- ---
(14G .. 20G ~ Thinn~ than 20G) . 
1. Glvd.Corrueated Sheet 97.80 220.75 122.95 

2. Glvd.Plain/Black 
Plain Shea t 11 11 " 

3. Hot Rolled Sheet 

4. Cold Rolled 0heet 

5. Hot Rc~.led aoil 

6. Cold Rolled Coil 

7. Skclp 

8. Plates & Chequercd 
Plates 

9. Bars rods / .rounds 

10.Flats 

II II 

II II 

II II 

II II 

II II 

8.2.80 215.05 
II II 

II II 

11 .Joists/Beans 

12.BcariP~ Pl±es,Crossing 

II · II 

Sleeper Bars. 

13.Billets 

1 !t-• BlOODS 

II II 

70.80 1 97.65 
II II 

II 

II 

II 

II 

II 

1 32.25 
II 

II 

II 

II 

126.85 
II 

·126 

II 

II 

II 

II 

II 

II 

160 
II 

II 

II 

II 

179 
II 

Rate per tonne for 9Q9 k~ 
15 .P~g Iron 47.10 120.25 73.15 155 
16.Iron & Steel Scrap II II II II 

1671-1866 4670-5547 2999-3681 

II 4641-5519 2970-3653 

1177-1471 

1427-1721 

11 02 

1377-1 621 

111 2 

3223-4222 

4181-4554 

3023 

4124-4496 

3103 

.. 1092-1102 2773-2784 

857-877 2425-2437 

867 2801 

977 2517 

906 
721 

701 

2437 

2190 

2132 

2046-2751 

2754-2833 

1921 

2747-2875· 

1991 

1 681-1 682 

1560-1568 

1934 

1540 

1531 

1469 

1431 

458-513 

580-640 

901-1041 443-528 

1400-1650 820-1 01 0 
---------- -----------------------------
@ Obt.::tinod fron 1'-Ii:r...intry of Steel * Joint Plant Conni ttee Price List. 

Percentage of 
increase over 

1 .4. 70 

1 789'->-1 9 6% 

1 7 ~rf'o-1 87% 

. 1 931.o-1 65% 

17i,% 

199/'o-17'/% 

1 179% 

1547;_153% 

1827;_179% 

223% 

158% 

169i; 

20LI-~~ 

204/~ 

97fo-1 03% 

141>~158% 



15-71 

STii..TEHENT 15.4 

Stntenont s_houing Zo~1oui se noven_ent of Hard Coke 
~~:. 1977-78 

s. Distance VolUI:Le__Q_f Traffic "I:Tonnes1 Total Earnings 
No. Zo~e (Kq_s) · \1agon loa.ds __ Snalls Total _ (Ps. in '000) 

1 • 1 - 40 7,466 2. 7,468 1 ,07 

2. ,l1 .. 120 6,220 1 6,221. 84 

3. 1 21 - 2<~0 134,341 7 .1 31 , 348 26,99 

4. . 2.i 1 - 350 286,192 37 286,229 78,12 

5. 351 499 130,575 10 130,585 4,9, 39 
. 

6. 500 - 799 84,257 8·~, 257 45,55 

7. BOO - 1299 215,973 146 216,119 1,81,69 
. 

8 •. 13QO - 1899 516~·319 2, 57? . 518,891 5,46,56 

9. 1900. - 2399 263,323 36 263,359 3,45,03 
. . 

10. 2400 & above 34,781 3-t' 781 48,58 . 

·Total 1, 679, Vr7 2,811 1 '682, 258 13,23,82 
---

:'..verage l~nd 1150 1577 illJ. 
(Irus) •.· 
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Statement - 15.5 

State~ent sh2~ing the prices of Lubricant oils 

6' • 
7 ;, 
8~ 

9~ 
1 o. 

11 • 

1 2~ 
13~ 
14; 
15. 

Auto Lubes ordiLarY• 
Auto lubes special. 
Auto Lubes super. 
Auto Lubes ultra. 
Auto Gear Oil ordinary. 

Auto Gear Oil special 80 • 
Auto Gear Oil special HP 90/140. 
A'uto Gear Oil super 80. 
Auto Gear Oil super HP 90/140 
SecondarJ grades with viscosity upto 
500 seconds. 

Secondary grades with viscosity over 
500 seconds. 
Hydraulic and circulating oil. 
1-1achine tools way oil. 
General Purpose Machine oil. 
Spindle oil. 

16~ Turbine oil. 
17 ~ Compressor oil. 
18~ Enclosed gear boE oil~ 
19; Stationary diesel engine oil. 
20. Pneumatic tool .oil. 

21; Steam cylinder oil. 
22~ Sugar mill oil. 
23~ Open gear compound. 
24~ Steel Mill bearing oil. 
25. Open st3am engine bearing oil. 

26~ 
27·~ 
28. 

29. 

30. 

35; 
36; 
37~ 
38. 

Textile oil. 
Transmission· oil. . 
Secondary grade lubri·cants(Industrial oils) 

Defence Specification oils. 

Rubber Process oil. 

Quenching oil. 
Cutting oil. 
Synthetic cutting oil. 
Rust preventives. 

Heat transfer oil. 
Special oils. 
Agricultural oils. 
Greases. 

Rs. 
6920/-
7050/-
7450/-
7830/-

per Kilo litre. 

6740/-

7910/-
7700/-
8720/-
8490/-

6560/-

6640/-
6960/-
7010/-
6.71 o/-
6760/-

7260/-
6910/-
741 o/-
6760/-
6910/-

7010/-
6510/-
6010/-
6760/-
7010/-

6760/-
7510/-
5850/- to 
7010/-
6510/- to 
8200/-
6700/-

II 

II 

II 

II 

II 

II 

II 

II 

II 

II 

.II 

II 

.. II 

II 

II 

II 

II 

II 

II 

II 

II 

II 

II 

II 

II 

II 

II 

II 

6200/- II 

6700/- II 

7200/- " 
6000/- to 11 

7400/-
7250/- II 

8200/- II 

5400/- II 

7510-10,010/-per 
metric tonne. 

Note :- Rates furnished are the selli~g prices of- Indian Oil Corporation 
at l-Iadras, excl udL.1g taxes. 



St.'ltoncnt sho'l!:_inr; t~~ "[)r:h_ce of certain itens of Iron o;: Steel n.:tte;:_ials as on 1.~'r.79 nnd present Price 
t~ethor with tho frei_cht~_tonne, inci_qef!.S!.£__Qf__frejm-L_on pr_i_c..Q_~_Q.p 1 .4.79 and at 

proposed':_.~ 

-,.,-N-·- of ---pr.;c-e "JOr 
0. one ... ~ -Frc ish t r'nife 

pcr.tonne 
for 

No. ~roducts . tonne 

1. Galvaniscd 
Corrugated 
.Shoots 

2. Cold Rolled 
Coils 

3. :Cold Rolled 
Sheets 

.~. \Iheol (for 
Loco). 

5. Plates 

6, Flats 

7. Joists 

8. Billets 

9. Bloons 

10. Sleepers 

11. Heavy Rails 

12, PiG Iron 

13. Iro:1 & Steel 
Scrap 

As on 
1.t'r,79 1050 K.r-1. 

Rs, 

4382 

3687 

3737 

2342 

2362 

2115 

1830 

1780 

155.7 

136·~ 

Rs. P. 

171.60 

II 

11 

11 

157.20 
II 

II 

128.60 
II 

157.20 

Froie;ht rate 
per tonne for 

900 K.M. 

931 97.10 

1310 II 

Incidence 
of freight 
on price 

-.. 
3.9 

t,-.6 

7.3 

7.3 

8.1 

7 

7.2 

10.1 

11 • 5 

11.7 

Current 
average 
price 
per 
tonne. 

Rs, 

5109 

4310 

4368 

4243 

2779 

2801 

2517 

2190 

2132 

1557 

1364 

996 

1550 

Freight 
rate per 
tonne as 
proposed 

P.s. p • 

220.75 

It 

II 

II 

215.05 
II 

II 

197.65 
II 

162.85 
II 

120.25 

II 

Incidence 
of froight.m 

· cu:;.1 rent 
price 

% 

5.1 

5.1 

5.2 

7.74 

7.7 

8. 5·~ 

9.03 

9.27 

1 0,. 46 

11.94 

12.07 

7.76 

Increase 
in freight 
rate per 
tonne. 

Ps. P. 

49.15 

" 

II 

It 

57.85 
II 

II 

II 

5.65 

23.15 

It 

:fncrco.sc 
in the 
incidence of 
freight over 
1 •. ~.79 

% 

0.4 

0.4 

0.5 

1.16 

0.4 

2.03 

2.07 

0.36 

0.37 

0.36 

=-=-=-=-=-=-=-=-=-=-=-=-=-=-=~=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=-=~~-=-=-=-=-· 



15-74 
Stntepent- 15.7 

St.:'..te::wnt she~ eroupint; of connodi ties 
under Iron or Steel, Divi~to.ns- A,B,C&D. 

Iron or Steel Divisio11 ~ 

As under 

Cold Rolled Coils 

Cold Rolled Sheets 

Hot Rol~E:fd Sheets 

Hot Rolled Coils 

Galvanised Coils 

Galvanised Sheets (plnin.nnd corru~ated) 

Pipes, Tubes and Tubings. 

Silican Electrical Steel Sheets 
s.l·.u.L s~ h tt ' 
Wheels for Loc~tives 

Iron or Steel Division 'B' 

As under 

.Anchor's 

Anghities or Iron Choolas 

Anvils 

Axes 

Axles, tron or Steel NOC 

Bangles 

Bars- includes Shell Bars, 

Beans 

B ea. ter s_.cfd~t 

Bellchairs 

Belt Fnst;eners 

Carbon Steel B~rs, 
Bearing Plate B~rs. 

Belt lacing, iron or steel 

Bolts 

Brackets 

Buckets 

Buckles 

Bungs and cups 

Cables chain 

Cables, wire 

Cast iron couplings 

Wo..gon Loud 
'Clo.ssifi en. tion 

185 

180 



Iron or Steel Divisi9n 'B' 

(,contd.) 

Chimneys 

Cisterns 

Columns cast 

Cooking utensils 

Cotters 

Dog spikes 

Door Bolts 

Door mats 

Doors. 

- 2 -

Drums - includes empty drums 

Dust Bins 

Expanded metal 

Flats - includes spring steel flats 

Fencings 

Fittings of pipes and tubes 

Forges 

Gates 

Grills 

Girders 

Hammers 

Hangers 

Hasps 

Heels 

Hinges 

Hooks 

Hoop iron 

Hoops 

Horse shoes 

Hydrants 

Iron conduit pipes non-insulated 

Joists 

Ladders 

Lamps posts 

~1easures 

15-75 

llagon Load classification 

180 



15-76 
- 3 -

Iron__g_:r:_§_teel Division~.].' 

( Contd. ) Wagon Load Classification 

riortar and Pestles 

r·loulding Boxes 

Nails 

Nickeled steel bars 
'I 

Nuts 

Packing case seals 

Pad bolts 

Pans 

Picks 

Plates 

Pot 

Pulleys 

Railings 

Rivets iron or galvanised 

Ridgings 

Rollers 

Rolls - includes Roll Spoils 

Rope, wire 

Rods/Rod in coil - includes Rounds, High 
Carbon steel rods. 

Round spikes 

Screws - includes Plate Screws 
Rail Screws, set screws. 

Shafts 

Shoe tips 

Shovel 

Shutters 

Skelp 

Spoons ( iron) 

Spring 

Staple 

Tanks 

Terminal boxes and other iron 
castings, not fitted 

Tinned sheets 

180 



Iron or Steel Division 'B' 

{ Contd. J 
Troughs 

Tyres 

Valves 

Vats 

1'lashers 

1fell curbs 

- 4-

"ilheels for CarriaGe of 'tlagon 

~heels for wells 

l·!indow frames 

lline bins, wire 

'\'lire fencing 

Wire handles 

1-Tire netting 

Iron or Steel Division 'C' 

As under 

Angles 

Bands 

Bearing-Plates 

15-77 

''lagon Load classific~ 

180 

Wagon Load classification 

165 

Billets including Carbon Steel Billets 

Blooms 
•• Casting NOC -Channels includes annealing covers 

Crossings 

Crowbars 

Fire bars 

Gibs 

Gutters 

Iron or Steel Pipe Cuttings 

Lattice tow·er parts 

Light rails 

Peroanent way materials UOC-includ.es 
Fish Plates. 

Piles, Screw 

Pole caps 

Poles 



15-78 

Iron or Steel Di visio:q_1_..Q. 1 

( Contd_._) 

Squares 

Stay rods 

Tacks 
·I 

Ties 

Tin bars 

'lfleights 

''lire-including high carbon 

Iron or Steel Division 1 D' 

As under 

Heavy Rails 

Ingots 

Sleeper. 

- 5 -

165 

steel vrire 

Wngon Load c~assificatio~_ 

135 



15-79 

St_":,j;cm_9nt.J.5. .8 

Sto..tcmcnt sho•:irlb existing ~lnssificc.tion of Chemical 
ri::.nur_c_s_,_D_i vi:~_ions -_ }l._&B o.n<!._t~rices of _importo..nt i terns. 

1. Chcmico..JJlo..nures Division 'A' 
As under 

Uo.gon loc..d 
clc..ssific.J.tion 

52.5 

Anmonium nitro-phosphate 
Ammonium Phosphc..te 

Anmonium sulpho.te phosphate 
Sulpho.te of Zinc 
Chemico.l F0 rtilizers/r-rc.nures 
Complex Fertiliser 
Di-cmmonium Phosphc.te 
r-~o.nure 1Iixture 

- Hono-n.mmonium phosphc.. te _ 
- Ni tropho;:;ko. · 

Nitrophospho.te 
~ulpho.to of poto..sh 
Super phospho. te -
N.P.K. Fertilizers 
S.N.P.K. Fertilizers 
Triple Suporphospho.te 
Urec. 
Urea. Sueepings 

2. Chemicc.l Ho.nuros Division 'B' 

As under -

Ammonium Sulphc..te Nitrate 
Ca.lcium c..mmonium Ni trc. tc 

N.o.c •. 

Cc.lcium Sulpho.te or S~lpho.te of lime 
CzyanruniC:.G 
Ephos Phosphate 
Ground Phosphnte •.·· 
Hc.ryali Bhumi Sudhar Kha.d 
Ka.ini te 
Keiserites 
Lime Nitrogen 
llinera.l Phosphnte 
}luria.tc of Ammonin (Ammonium Chloride) 
~luria.te of Poto.sh (Potassium Chl.cride) 
r.iyccllium 

.. . 
Nitrate of Lime 
Nitration 
Phosphate of Limo (Calcium Phosphate 

mono bc..sic, Calcium Phosphate · 
dibasic o.nd Calcium Tribasic) 

Ehosplli'Ltic Nodules 
Rndiophos 
Stero.mcal (Black lnbcl) 
Sulpho.to of Ammonia 
Sylvini to 
Urvnra 

..,._-----

45 

Price per · 
tonne ilJ...,k 

(From 1.3.79) 
{Retc..il Price) 

1555/2045 
1,400 
1,320 

2,200 

2,325 

1,500 
1' 295 

1600 to 2100 

1500/1600 
1,450 

1,060 
1,000 

750' 
970/985 
805 

514 to 652 
I 



Statement - 15.9 
Statement showing changes in the classification of Chemical 1-ianures, 
Divi~ions A & B sin~ce 1958..::..·----------~-------

Goods 
Tariff 
No. 

Supple
mentary 

29 

30 

30 

30 

31 

3 2 

32 

33 

33 

33 

34 

··- ---------------- ·----------------~-----
Date of 
effect 

1.10.58 

1 • 4. 60 

1 • 5.61 

26.1 o. 61 

12.3.65 

1.8.67 

1.4.70 

1 • 7. 71 

15.4.72 

1 • 4. 73 

15.8 .74 

Chemical l•lanures Division •A• __ 
Classification__ :rUnimum weight condi tiol'! 
Smalls 1vagon loads· B.G. M.G. N.G. 

52.5 A 

52.5 A 

52.5 A 

52.5 A 

52.5 A 
I .:.. 

-55 c 

65 

67.5 

67.5 

75 

75 

40 A Mds 400 300_ .~ ' 180 

40 A 

40 A 

40 A 

40 A 

40 A 

45 

47.5 

50 

52.5 

52.5 

Qtls 150 

150 

150 

150 

150 

220 

220 

220 

220 

110 

110 

110 

110 

11 0 

145 ' 

145 

145 

145 

65 

65 

65 

65 

65 

80 

80 

80 

'80 

cc . 160 :80 
205(a) 130(a) 

Chemical Manures Div~ion 'B' 
#Classification Minimum weight conqJtion 
Smalls Wagon loads B.G. M.G. N.G. 

42~5 A :32.5 Mds 550 

42.5 A 32.5 Qtls 205 

42.5 A 

42.5 A 

45 A 

50 c 

60 

32.5 

32.5 

35 A 

35 A 

37.5 

220 

220 

220 

220 

220 

. 220 

220 

220 

300 

130 

13o" 

·145 

145 

145 

180 

80 

80 

80 

80 

,_ 80 

145 I 80 

145 80 

145 

145 

. 80 

80 

40 

42.5 

45 

45 cc 160 80 
205.(a) 130(a) 

(a) Applicable for wagons of floor area less :than 2·1.1 Sq·. metres (B •. G.) 
· and 12.5 8q. metres (M.!G.) ~ · 

\Jl 

& 
0 



Stat~ment- 15.10 

Statement showing prices of important varieties of fertilisers from the 
~ear 1966 (Retail ~rice ~er tonne} 

Sr. Date Ammonium Sulphate Urea Calcium Ammonium Dia Ammonium N:uriate Ammonium 
No. Ammonium· Sulphate Phosphate of potash . phosphate 

Nitrate Nitrate 

1 • 1 • 2. 66 405 680 365 515 833 523 660 
! . 

2. 1.2.67 405 680 385 515 

3. 1. 4. 67 492 840 437 /~1 0 577 818 

4. 19.4.68 502 860 437/510 577 480 , 

5. 17.4.69 539/479 
(1.11.79) 

943-924 4 73/5 45/575 626 12t7 
(9.4.70) 

6. 9.3. 71 . . 529/429. . 923-904 
(5.8.69) (16.3.70) 

473/545/575. .. 626 .. -- 543 
,. 

7. 30.3.72 549/449 959-940 565/594 1246 670 

8. 11.10.73 600 1050-1030 615/645 1335 . 1220 1220 

9. 1.6.74 2000-1960 1095/1145 3005 1170 1855 

1 o. 18.7.75 1850-1810 --; ....... :: 2805 1085 1780 

1.1. 16.3.76 1750-1710 -- 900 . 

1 2. 8.2.77 1650-1610 .--" . 
13. 5.8.78 . 935/925 151 o-1550 1015 to 1140 ·1060 2210 795 to 1320 to 

805 2340 
1 4 •. 10.3.79 900/890 1450 1000 1060 2200 805 2200 

Source : Items 1 to 1.2 - Fertiliser Statistics 1977-78 .. 
Ministry of Fertilisers and Chemicals. 

V1 
Items 13 to 14- I 

()) ..... 



Statement 15.11 

A. Comparativ3 statement furnishing prices and freight rates of certain varieties 
of chemical manures in 1966 and in 1"979. 

Sr. 
No. 

Commodity 

I. Chemical Manures 
Division A 

Ammonium Nitro 
Phosphate 

Ammonihm Phosphate 

Di Amoonium Phosphate 

I I~ ~~~mica,)-_ H 2:_1'1-=.1:1-.l:QE.. . 
Jl)ivisicn A 

C:J.lciwn Ammonium Nitret~..;; 

Prices 
in 196t) 

730 

590 

~~g 

365 

Prices 
in 1979 

1555/2045 
1400 

1000 

Percentage 
increase in 
prices. 

174 

Ammonium Sulphate Nitrate 515 1060 106. 

_......;r:.:..1u::.:riato of Potash 405 _ 805 99 

~ 
) 
) 

~ 
) 

Rail freight f.or 1000 Kms 
(Average le~d tor Fertilisers) 

In 1966 In 1979 Percentage 
increase 

42.80 100.70 135. 

37.70 87.00 131 

B. ST~\TET!i3Nr:Jl FURNISHING D8'l'AILS OF' CONPARATIVE FREIGHT RATES IN 1966 AND 1979 
Commodity Distance(kmE) %ago increase Commodity Freight ratos %age 

increase 

_Chcmi en)_ H:~e~ 
Division .'\ 

------ ---·-

500 

300 

1000 

1200 

1966· 1979 
27 .oo 52.30 

37-20 . 84.90 
42.80 100.70 

48.40 116.30 

128; 

. 1 '5 

140 

Chemical I 

No.nures 
Division A 

.15 66 1979 
23.70 45.30 91. 

32.:30 13.40 ~j121 

37.70 87.00 131. 
42.50 100.40 136' 



15-83 
Statement - 15.12 

-~evised grouEing proposed for various 
iJngon lon.d 

Clo.ssificntion 
items of Chemical Manures 

1. ~_cal Nanures Division 1. 

As under:-

Chemical Fertil~sers/Manures, N.o.c. 

Complex Fertilisers 

Dia- Ammoniun Phosphate 

Hanur e T-Hx ture 

Mono- l~monium Phosphate 

Ni trophoska 

Sulphate of Zinc 

2. Chemical r.ianures Division B. 

As under:- · 

Annoniun Nitro-phosphate 

l~monium Phosphate 

Ammonium Sulphate Nitrate 

Ammonium Sulphate PhoRphate 

Calcium Anmonium Nitrate 

Calcium Sulphate or Sulphate of lime 

<Va.nnnide 

Ephos Phosphate 

Ground Phospha te .. • 

Haryali Bhumi Sudhar Khad 

Kainite 

Keiserites 

Line Nitrogen 

I>iycelliun 

Nitrate of Line 

Ni trophosphate 

Nitration 

N.P.K. Fertilizers 

---..-.--~---..... 
105 

100 

Phosphate of Lime (Calcium Phosphate- mona basic, 

Ph~sphatic Nodules 

Calcium Phosphate- diabasic and Calcium 

Phoaphnte Tribasic) 



15-34 

Sulpimte of Potash 

S.N.P.K. Fertilizers 

Steroneal (Black label) 

Sulphate of J ... nno:1ia 

Sylvinite 

T.fiple Superphosphate 

Urea 

Urea S-vreepings 

Urvara 

-2-

3. Chenical :r.bnures Division C 

As under:-

Ninern.l Phosphate 

Muriate of Arroonia 
(.' ... nmoniuB Chloride) 

Muriate of Potash 
(Potassiun Chloride) 

Rn.diophos 

Single Super Phosphate 

___ o. __ _ 

Hagon load 
C 1 as E?_i_f_i .2 2. t_i_ o.n. 

90 



CHAPTER XVI 

l'IISCELLANECUS FREIGHT 

Minimum distance for charge 

16.01 The present minimum distance for charge is 40 kms. 

As discussed in para 14.26 of Chapter XIV, we recommend 

that the minimum distance for charge should be 50 kms. 

r-iinimum weight for charge 

16.02 The present minimum weight for charge is 40 kgs. 

We recommend that this should be revised to 50 kgs. 

. 16.03 

· Minimum weight for acceptance of 'smalls' consignment 

·This is at present 7 kgs which we consider to be too 
. ' 

low for handling. This ma.y, therefore, be increased to 10 kgs. 

Minimum charge_per consignment 

16.04 This will be applicable only to "smalls" consignments. 

The present minimum char~e per consignment is ~.10/-•. Considering 

the charges in the proposed scale for a minimum distance of 

300 kms ~f a commodity at the lowest classification and the 

minimum weight for charge, 'tve do not recommend any changE;'! in 

the present minimum charge per consignment, viz •• ~.1 O/ - •. 

Charges for bulky articles fully occupying a wagon 

16.05 In the present tariff rule 164 of the goods tariff, 
'··' . 

the c~.arges prescribed for c.A.ch consignments are for a· weight 

of 60 quintals on the broad gauge, 40 quintals on the metre 

gauge and 35 quintals on the narrow gauge per 4-wheeled wagon. 

However, it is seen that in respect of various items of bulky 

goods like for example, household effects; the.minimum weight 

condition prescribed on the metre gauge is 45 quintals. We, 

therefore, recommend that the weight for charge for such 

bulky goods mentioned in Rule 164 should also be 45 quintals 

on the metre gauge. 

f.1inim.Um weight conditions 

16.06 Minimum weight conditions under which wagon-load 

rates·apply are prescribed for every commodity. In deciding 

on the minimum weight condition, the necessit:( for making 

optimum U:se of the uagon space is kept in view as also the·· 
-- '·. 



16-2 

extent to which PC!-rticular commodities can be :physically loaded 

in a 1-ragon. The fact that there are vm.g-ons 'Of different floor 

areas and :::.:::x:x: · different carryi:~g capacities is also borne in 

mind. Minimu;n weight conditions hav·o accordingly been :prescribed 

in the present Goods Tariff taking into account the loadability 

of various commodfties; These minimum weight conditions are also 
'\ . . . 

reviewed from time to time based. 9n test loading and 1'reighment. 

We do not recommend any major change _in the minimum weight cond

ition~ :I'rescribed at present for vari6us commodities, except as 

indicated in the following paragraphs. 

16.06 Ih our questionnaire to the Railways and various Chambers 

of Commer<J.e and trade interests, we }fad specif~cally asked for 

their comments with regard to changes, if any, required in the 

minimum weight conditions nolr prescribed. We have received suggest

ions in respect of a few'commodities in this regard in the memoranda 

from Chambers of Commerce and other Tra~e Associations and at the 

time of oral·· evidence before us. ~'!e hacl rcque sted the Railways to 

.m~~e: test loadings and test weighoents and advise us the results 

in respect of these commodities. In giving our recommendations we 

have .. taken. into account the results of such test loadings and 

test weighments made by the Raihrays ~ 

Cotton seeds 

1 6 .08 Tho existing minimum vleigh t condition is W/185 BG, vl/1 25 

MG and li/65 NG. Representations have been received for reducing 

the minimum weight condition· on thE:: metre gauge from 125 quintals 

to 110 quintals. Based. on test weighuents, the South Central 

and Southern~Raihniys have advised that the loadability is 115 qtls., 

while the North Eastern Railway has advised that the loadability 

varies from 116 to 118 qtls. vle r"ind the Raihray Board have already 

given a r;eneral e~:~.~~tion _in .tbe 1~-eighct -'condition of cotton 

seeds from 1>1/~ ~5 tq \'l/115 on the metre gauge when· it is certified 

by the Station.Haster of the booking station that the 't'ragon has . 
been fully loaded and that no more ·bags can be lo~ded therein. 

Taking al.l these factors into account ue recorr:mend that the minimum. 

weight condition on the metre gauge should be reduced to W/115. 
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Coir Yo..rn 

16.09 Indinn Cho..nber of Connorce, Cochin ho..ve represented that the' 

nfninun wei~ht condition should o~ redu~ed fron W/90 BG to W/80 BG 
-

for coir ya.rn. Fro:..t the resulis of tl1? test ueichr::~nts received ·fron 

the R~ilua.ys, ue. do not re.cor::l:lencl o..ny reduction in the ::linirrun 

weisht condition. 

Gunnies 

16.10 Tho Inclia.n Jute Hills ... '..ssocio..tion, Calcutta have requested· 

tho..t the nininu.n vmicht ~ondi tion for gunnies vrhich is at· pre·sent 

"rl/190 on tho BG sboulcl be reduced to \·i/170. Fron the result=J of the 

test loa.din3s ~d weibhnent~ furnished by t~e vnrious Railways; we 

find tha.t it is possible to lon.d GUUnies to the extent of the present 

weicht condition. Gunnies nrc a.ctun.lly pa.cked in pules nnd the 
•. t. .. . . 

londnbility uiil.do:p~nd upon the proper press pn.cking of>tho bnles 

and it is necessnry thnt the GUD-llies should be. prop~rly :?n.Clfed D.nd 

j?resscd for n.1.l:::in.:; full use of l:he l<Tc.con spl:,'.ce. l~o.s such, rre do not 

recorr.;,end ::my reduction in the existing nininun l'ICight condition. 

Tinber & Smm Tir:ber 

1 6.11 lle hnve received represento..tions for reduction in the nininun 

weight co~dition prescribed for certo..in types of wood nnd certnin types 

of wmm tinber. At present; the ~~ollouin~; n.inimn -fl'eig-ht conditions .,. . 
are provided in the tnriff for tinber :-

For locs and bullies in covered ~a.gons 
For locs nncl ba.llics in open uocons 
For tinber used for na.tches 

BG }'[G NG 
l-1/185 \1/135 U/75 
'rT/175 U/125 , 11/65 
The nininuq_weight condition 
is sene ns for logs & ba.llie~ •. 

Sewn tinber ( ui t'h the follouinc ex·ceptions) CC for nll e-nuges. 
Soft ti:2".Jo.Jr, V:\:3,;'fir, chill, 
kn.il, dcocb.r uhen -

( n.) 

(b) 

(c) 

booked fron BG sta.tions on 
U orthern & ··nF Rn.iluc..ys 
booked fro:o NG stntions·on 
1-I"E & NF Rnilua.ys 
booked fron NG sta.tions on 
ltorthern Ro..iluo..y · 

tl"'.n(;o .Plunks >·Then booked froDBG 
sto..tions on Northern Rnihro..y 

".:T/215 BG 

U/160 ~!G 

. 1:/1 ?O NG 

lf/215 BG 

per bo;;ie 

Fron the test Heighnent results furnished by the different 

R:J.iluo..ys, ue clo not consider nny. cho..n~-;e in the nininun i'l'Ci{;ht 

c :mdi tions prescribed f.::>r tinbor. 
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Plprood 

16 .12 The Udaipur Ch~mber of Conmorce have requested for reduct-

ion in the r:inimun weight conditio·~ on the Hetre Ga·'Je fron "ltT/125 

to W/1 00 for plyvJOod. Froi:l the re su.l ts of test 1 oo.dings and lveigh

oen ts fur-.. ~ished by the Ro.il>·rays, ue do not recommend any change in 

the nininum Height condition prescribed. 

Bhoosa 

16.13 We have received representations for reducin% the mininun 

w·eight condition on the BG.fron vl/90 to 11/60. Fran the results cff 

test 1veighrien ts received fran the RaihTays, vw do not recoJ:mend 

any change in the nininun vroigh t condition. 

Onions 

16.14 Onion rlerchants, Madras. have repros en ted for o. reduction in 

thcr:linim.um. -vreight condition fran U/160 to vl/150 quintals on BG. 

Prio~ to 1.10.1976, the mininuu -vreight condition was vJ/160 BG, but 

it had boen. increased to U/185 as the loadability of onions in the 
t .,.. .. · • . . 

northern region was higher, the size of onions o.lso being larger. 

As onions in the southern region a:ce of a sr:1aller siz.e giving 

lesser i'leight, the Central_ Railvmy have, in their local booking 

and in through booking, quoted a lower ninimm1. ueight condition 

of W/170 quin~als. The pouthern Railway have quoted an exceptional 

B .G. !llininur..:. lveight condition of ~~/160. ·Considering the 1 oadabili t:y 

figures furnished by the different Raihrays, 1ve reconnend a 

general ninimun weight condition of l'l/160 BG io·; onions. 

Empty drur.1s 
.. 

16.15 Representations have_been received for reducing the 

uinimum. 1·reigh t condition fran 'ItT/ 60 BG. to vl/ 45 BG. Though· the 

loadability of bulky o.rticles like enpty drur.s nay be less than 

60 qtl·s·~-;· 'to enable costs· 'of carriage being covered, ·the nininun 

weight condition for oharge bulky goods has been prescribed as 

60 q tls. on the Broad Gauge, 45 quintals on the rretre Gauge and 

35 quintals on the Narro-T Gauge. VT e, therefore, do not reconnend 

any reduction in the nininun ueigh t condition for·:·enpty drur.s. 
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Gram husk: 

16.16 The Ujjain Chamber of Commerce have requested for 

reduction in the minimum weight condition of gram husk from 

W/110 BG to vl/100 BG. From the loadability figilres furnished 

by the Rail~~ays, there is no case for reducing the existing 

minimum weight condition on the Broad Gauge. 

Cotton raw (full pressed) 

16.17 The Ujjain Chamber of Commerce have ·requested to relax 

the minimum weight condition from W/170 BG to·W/160 BG and from 

iv/ 110 l1G to W/85 NG. From the resu,l ts of the test loadings and 

weighments furnished by the various Railways, we do not find any 

reason to reduce the minimum·weight conditton on the BG. The 

minimum weight condition on the IIJ:G, ho-viever, should be fixed at 

W/90 MG as has already been done temporarily. 

Tobacco unmanufactured , .. · 

1_6 .18 The Surti Jarda Nirmata Sangh, -Varanasi have represented 

for reduction in the minimum weight con~tion of tobacco unwanuf

actured from 1'1/120 BG to W/100 ~G.~. Prior to. 1971, the minimUm 

weight condition was W/110 BG. But as th~ loadability was 4ore, 

on a suggestion from S.C.Railv1ay~ ·the weight condition was 

··increased to W/120 BG. From the te.st weighments furnished by the 

Railway, there is no reason to change the minimum weight 

condition. 

Kendu leaves (Bidi ~leaves) 

16.19 Represent-ation has. been received that the rg.inimum 

weight condi t:f_on of· bidi leaves should be reduced tram vl/60 BG 

to vl/45 BG. This comes under the category of bulky articles and 

as the present. minimum i'Teight .prescribed is required for 

covering transportation costs, we ,do not. recommend any change · 

in the present minimum weight condition-;-· 

Gur ( J aggery) 

16.20 Representation has been received that the minimum 

weight condition· of gur should be reduced from W/460 to i>l/410 

in case of BCX wagons. The minimum vreigh t condition of gur is 

W/205 BG, U/130 MG and 1'1/80 NG~ The chargeable weight for gur 
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loaded in a BCX ivagon should be 512 quintals ( 2Y2 tines of the nininuo 

11eight condition prescribed per 4-',rhoeled ~BG wagon). Although gur can 

be loaded to the extent of 512 qtls. in a BCX wagon, considering 

the nature of the product, viz., its tendency to nclt if too many 

layers are loaded, a lower mininum Height condition of 460 qtls. 

has been prescribed by tho Northern Railway. 1·lhile there is no 
'I 

justification for further reducing the mininul:.! weight condition, 

the lovrcr oinimura 'i'leight condition for BCX wagol1.s may be nade 

applicable on all R.aih1ays. 

Firevrood 

16 .21 Representation has been received f~r reduction in the 

minimum ~reigh t condition of firewood fron li'J/ 150 BG to vl/ 125 BG. 

On the basis of the reports received from the Raihmys, no change 

is considered necessary. 

Cocoanut with Shells 

16.22 The Ujjain Cha~ber of Cc~~crca have suggested an increase 

in th~ minimum ·weight. condition fron lrT/145 BG to lrl/175 BG. Based 

on the results of test vTeighmcn ts received fror:J. Raih:ays, there is 

no case for an enhancement in the pre sent ninimun Height condition. 

Sugarcane 

16.23 TL3 Indian Sugar Mills' ~-ssociation have :.:apresented 

about the loadable >veights fixed for sugarcane on the floor area 

basis by the Northern Railway. The test vreighments nade b;y: the 

Northern; Railway show that the chargeable weights fixed are 

reasonable. 

We have receiverl representations in regard to a few other 

commodities also ~· coriander seeds, soap stock, beaten rice, 

parched rice, soyabeans, cloth cuttings, lint, piece goods 
G.:.ll~. steel pi~ o of dianeter over 150 nillinetres. For 
vmnt of adequate supportJ..ng data, vrc. are not ao.Le to pronounce 

any opinion· in the na tter. Rail T:rnys nay review as and when represent

a ti ons are recei vcd the weight conditions of these and other 

commodities after naking test loadings and test weighDents, as is the 

practice already in vogue. 
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Conmodities for vrhich minimum. weight condition is c.c. 
Thbre are sev~ral commodities for which the nininum wei-

ght condition is 11 carrying capacity" of the wagon. Tho carrying 
even for the same tvpe.of wagon 

capacity varic s from ·Hagen to ~1agon.L Thus, on the broad gauge 

for 4-wheeled covered wagon, tho carrying.capacity n~y be 21.38 

tonnes, 22.1 tonncs etc; BOX wago~s 55.4 tonnes, 56.5 tor.nes 

etc. Apart fran this, where the minimum weight condition is 

shown as CC., the tariff rules at present provide that charges 

will be levied on '!frhat is known as the'" permissible carrying 

capacity". In respect of most. of the· 4-:-rheeled and 6--v1hecled 

wagons, 2 tonnes are allowed per 4-whecled wagon on the B.G. 

and 1 tonne per 4-whecled wagon on the Metre GaUge_ to be. 

loaded. in excess of· the narked carrying capacity. In case of 

bogies, the overloading is allowed upto 4 toPnes in case of BG 

and 2 tonnos in case of MG wagons; in case of·BOX,.BOI, BRS, 
' . 

BRH, BCX, BOBS and BOBX typo of wagons, loading in 'excess of 
. . 

the marked carr;ying capacitJ· :..s J,:Cr11ittod to the extent of 

the loading tolerance of 2 tonnre;~ 

16.25 It has been represented to us that firstly, as the 

carrying capacity differs from wagon to wagon even for the same 

type of <mgo:ru the ninimum lveigh t condition should be expressed - , 
as a :...efini te ifeight insteaC:. of 'barrying capa.::i ty" so that 

'·· 
parties cro1 get ready for loading the exact quantities of their 

-
consigwents, particularly in the case of bagged consignmen.ts, 

packed articles etc. This l>~.:..s specially represented by the Food 
i 

Corporation of India and cement and fertiliser industries. 

16.26 Secondly,where the minimum weight condition is CC 

permissible carrying capaci~y- it has been pointed out that 

.. there is no toleranc o pr6vided as the minimu!!l. weight prescribed 

is inclusive of tho normal tolerance limit and, therefore, also 

the maxir.mn weight pcrnittcd to be loaded in a wagon. 

16.27 Normally, the scheme of charging is that charges are 

calculated on the actual weight subject to the nininuo weight 

condition prescribed. In practice, after a party has completed 

1 oading of a vmgon, if on 1-reighrr:.en t it is found that the weight 
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loaded is in excess of tho ninimum weight condition prescribed, 

the total weight viill be the chnrgna.blo viOight if tho totCJ.l vreight 

is 1-Tithin the naxinun pernissiblo vroight allo1-1ed to be loCJ.ded in a 

wagon. But in the case of \'mgons 'vhich are perr.ii tted to be loaded 

in excess cf the marked CC, if on vreighnent after conpletion of 

loading any extrn weight is noticed over and above the prescribed 
•I 

r:'linirmn weight - in this ca.se the CC + the pcrni tted carrying 

capacity - the extra weight has no cessarily to be reno_vcd. As a 

natter of fact, penal provisions have been prescribed in the tariff 

for charging any excess weight detected en route or at destination 

to act as a deterrent ngainst any overlending. Such adjustnent of 

over-vreight at the booking station, it has been pointed out, is 

causing extra detention to wagons, particularly where a largo 

number of vJagons have to be dealt vfi th as in the case of Steel 

Plants. 

16.28 It has also been pointed out to us that in the case of 

consignnents like iron and steel finished products, it is very 

difficult to have the wagons loaded to the exact carrying capacity 

plus tho pernittod overloading limit .;:Ls the 1-reight of the individ

ual pieces in the consignnonts do not permit of exact adjugtnont 

as in the case of consignnents loaded in bulk. 

16.29 It is obvious that except in cases v1here a we1gon is kept 

on a weighbridge and loading is -done to the_exact permissible 

weight, the actual vTeight loaded is likely to be slightly different 

from the minir.mn 1-l"eight prescribed. This would have been taken care 

of in the norr.w.l circumstances, if there uas some tolerance perniss

ible over the minimun vreight condition. As it is, in Dany cases, it 

has been represented that parties ha.ve hnd to land only less fuhan 

the actual permissible nininum weight for fear of oven slight excess 

loading i'l"hich would attract tho penal provisions in regard to 

overloading. They hnvc had, however, to pay chnrges for the porniss-

i ble carrying capacity in nll such cases 1 ending to paynon t of charges 

for weight not actually loaded. 
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16.30 . It also appears to us sonowhat incongruous that there 

should be a "narkod carrying capnci ty" and a "per:cissible" 

carrying cnpaci ty which is in excess of. the narked carrying 

papaci ty. To our nind, the 11 carrying capacity"· should be 

the payload pcrni tted to be loaded. The Railwlys nny consider 

showing, as the· carrying capacity, the 11 pcrnissi ble11 carrying 

capacity itself. In any case we would suggest that, for the . . 
reasons nentioned nbove, the nininun weight condition should 

. cc 
be shoV~-n as a definite •·reight ra thor th:m aS{?fc + 2 tonnes in 

view of the variations in t~o nnrkod CC for different wagons· 

of even the snne type. '.Je would also like the nininUD wbight 

condition to be.fixcd in such a way that a snall margin or 

tolerance is available for adjustnents. In the light of the 

representations received by us fran the Coal India, fran th~ 

Steel Plants, SAIL and various other interests, we suggestthat 

the oini:oun 'ITOigh t condi t±on should be at 1 east half a tonne less 

than the nax:i:nun perr:issiblo ueight in regard to connodities 

loaded in bulk. In respect of finished products, the ninipun 
I 

l'leight condition should be at least one ton.Yle less than the 

naxinuo. pernissible rroight. Vle would also reconnend th.-:-.t the 

ninioun weight condition should be notified as a definite weight • . 
Fo:r: cxnnplo, il'\ the c:-t·se of a standard broad gauge unit wagon, 

for bulk consignocnts, the ninioun weight condition could be 

notified as 235 qtls. instead of CC + 2 tonnes and for finished 

prod1,1cts as 230 q tls. !Uninun. weight condition for pther types 

of wagons, viz. BOXs, BCXs, Bogies etc. o.ay be sinilarly notified. 

Charging of consignnents having at present 'AQ' 

nininun w·eight condition. 

16.31 In the existing tariff, there are a few connodities 

like boats, carriages, notor vehicles, palanquins etc. and 

explosives and dangerous goods.for which only one rate has been 

given under 'snalls' with a renark 11 3!1-y quantity - "AQ" under the 

vro.gon load nininun ··reight condition. This is based on the 

Frei~ht Structure Enquiry CoTh~ittoe's recoonendations, ~· 
11 There will still be a snnll nunbcr of connodi ties like 

boats, cc..rri:tgcs, notor vchiclcs,Pa.lnnq_uins etc and explosives, 
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for Yhich dunl ro.tes uill hnvo no sp'"cinl ,significance. For such 

connodities, the corresponding percentage class rnte uill apply on 

any quantity basis (AQ)". *-

16.32 The connoditios coning under this category 1dth 'AQ' 

weight condition attached to then can be grouped under throe heads 

16.33 

i) Explosives and dangerous goods; 

ii) Those which cnn be offered either in snalls or in 

vrago n-1 ond s; and 

. iii) Those -vrhich require a full 1,ra.go:..1 if they nrc to be 

trnnsported. 
Explosiv~s nnd dnngerous zoods 

have, at present, only a skallS 
Explosives .and certain d~gorous goods Lrnto at the higcst 

class, viz .150. The s.:u:.1o ra tc applies for 1mgon lo2.ds subject to 

a :o.ininun ueight fer charge for 30 qtls. per 4-1'1'l1oeled wagon 

applicable on all gauges. There is no reason why n 't'ragon load rate 

should not be proscribed for these coL'L1odi ties also, so thnt there 

will be a pricing incentive for offering better loads per ung:m. He 

recon:o.end n classification for those cotmodi tics &t class 300 for 

snalls consignncn ts >voighing less than 1 tonne in tho schene of 

charges for snnlls and a wagon load classification at class 260 

with a nini:o.un weight condition of 60 qtls. on the BG, 45 qtls. on 

the MG and 35 qtls. on the NG. 

16.34 Tho second group of connodities arefihose which can be 

offered in snalls or in wagon loads. ~hese have a nininun weight 

condition attached per article at present. Under this head, are 

the follovring articles: ... 

-------------------------------------------------------------------
Railway Freight Structure Enquiry Connittoe 

Report,Volune I, para. 95. 
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Cormodity 

Aeroplanes p~cked 

Class Nininur.1 -vwight for charie 

120 18.70 qtls. for each aeropl
ane or pc~ 4-wheel~d vehicle 
used whichever gives tho 
greater charge. 

Auto-cycl.c 120 

Auto-rickshaws 120 

Boat shooting, non-collapsi- 120 
ble over 3.66 netres in 
length 

Canoes 

Carriases 2-whcelcd not on 
their lvhoel,s 

Carriages 4-whocled not on 
their ·uh:..els 

95 
120 

120 

Carriages 2-whceled and 120 
4-wheelcd on their ovra .wheels 

Carts, all-steel 

Carts, country NOC 

Carts, nunicipal 

Carts, tar boiling 

Cycle lorry 

Cycle tonGa 

Dhoolios 

Helie( pter 

Motor cycles 

Motor cycle ui th side car 
attached 

r·1otor scooter 

Motor tricars 

rJiotor t.ricycles 

Side cars of notor-cyclcs 

11 5 

95 
95 
95 

120 

120 

95 
120 

120 

120 

120 

120 

120 

120 

75 kgs. 

5.60 qtls. 

5.10 II 

10.10 II 

5.10 " 

10.10 II 

16 .80 " 

10.10 II 

5' e1 0 II 

10.10 

10.10 

1.50 

tl 

tl 

II 

11 . 1.50 

5.10 " 

18.70 

1.50 

5.60 

1.50 

5~60 

5.60 

1.50 

11 for each helicopter 
or per each 4-whceled 
vehicle used, which
ever giv,es a greater 
charge. 

11 

" 
II 

" 
" 
n per package. 

16.35 As the above co11n0dities can be acco~ted both in snalls oe · 
and ;-mgon loads, we_ reconnend that there shouldp snalls rate as 

'-

well as a. l'mgon loo.d rate for these connodi ties. \·le have accordin-

gly proposed a ua.gon loo.d scale for each of these connodi ties. 

vlhen offered in snnlls, eacb article will be subject to a oini

nun weight for charge as at pr<:::sont;. tho terninals applicable 

to soo.lls consigm1onts will also be charged. When offered in wagon 

loc:.ds. the char:;e:::blo uoi:;:1t uill be co:lpFteu on ·the bazis of · 
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nunbcr o:r pieces loaded an<!-. the minimum weight prescribed per 

piece and will be subject tQ a minimum weibht for charoe of' 60 

quintals ?er 4-liheeled BG Wagon, 45 quintals per 4-trheeled HG 

lfagon and 35 quintals per 4-t;heeled UG liac-on. In prescribing the 

lfagon load rates, lie have kept in rni;nd the nccessi ty of covering 

the costs of' transportation. The 'smalls' and uagon loo.d rates which 

we reco~end, are indicated below :~ 

IteDS Proposed class Hinicum wei-ght :for Eini!:lum wei
charge. per piece cht for char

ge per 4-l-rh
e,led uaGon 

Sna.lls . ~lagon 
Loo.d 

Aeroplan~s packed 235 220 

Auto-cycle 240 
Auto-rikshaws 240 

Boat shooting, non
collapsible over 3~·66 
metres in length 240 

Canees 2·35 

Carriage 2-wheeled 
net on their wneels 

. Carriage 4-wheeled 
not on their wheels 

Carriage 2-uheeled & 
4-wheelea on their 
Ol"m. wheels 

Carts, all-stezl 
Ce.rts, country IWC 
Carts, Hunicipal 
Carts, tar boiling 

Cycle lorry 
Cycle tonga 
Dhoolies 
Helicopters 

!-lotor cycles 
Hotor cyclas with 
side car attached 
l·iotor scooter 
liotor tricars 
I.J:otor tricycles 
Side cars of ~otor 
cycles 

. ; 

240 

235 

235 

235 
• 240 

235 
. 235 

240 
·240 
240 
235 

240 
2?0 

240 
240 
240 

240 

220 
220 

220 

220 

220 

220 

220 

220 
220 
220 
220 

220 
220 
220 
220 

220 
220 

220 
220 
220 

220 

BG HG llG 

18.70 qtls. for each 60 45 35 
aeroplcne or per 4-qtls.qt. qtls. 
wheeled vehicle ls • 

. used \:hichever 
gives the gre~tcr 

··charce 
75 Kgs. 
5.60 qtls. 

5.10 It 

10.10 fl 

5.10 II 

10.,10 II 

16.80 II 

-do-
-do-

-do-

-do-

-do-

-do-

-do-

10.10 11 -do-
5.10 " -do-
10.10 11 -do-
1 0.10 II -do-

1., 50 11 -do-
1.50 11 -do-
5.10 11 -do-

18. 70 n for each helico
pter or pe~ each 4-whcc
lcd'vchiclc used wr~ch
cvcr gives a &rcater 
charge. 

1. 50 quintals 
5.60 " 

1.50 II 

5.60 II 

5.60 II 

1 • 50 " per package 

-do-

-do-
-do-

-do-
-do-
-do-

-do-
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16.36 The third group of c..rticl e s requires o. fuli uagon if 

they o.re to be transported o.nd these cannot, in any case, be 

c..cccptc:d ~s sualls~ These o.ro c.s unc.ler: 

Connoclity Pres- Pro,Josod en t · .1: E:x:i sting nininun weight 
class class for charge 

Airconpresser, 
electric or non
olc:ctri c on 
trailer 

Boe..ts NOC 

Hoavy.earth 
cutting and/ or 
noving nc.chincry 
NOC • 

. Includes -

130 240 

95 230 

105 230 

(a) C rawlcr tractors 

(b) Loaders 
•.·· 

(c) ~iotor breeders 

(d) Hotor scro.pcrs 

(c) Du.r:pers 

Lorries sto~m 

Motor_. Tractors 
N.o.c. 

120 240 

87.5 230 

30 qtls for the first trailer landed 
in a 4~wheeled or 6-whceled wagon 
and 15 quintals for every additional 
trailer. If the nuobcr of trailers 
loaded exceeds 2 in case of 4-wheeled/ 
6-wheeled wagon and 5 incase of a 
bogie wagon charges to be levied 
subject to a oiniouo weight of 60 
qtls. and 120 qtls., respectively. 

30 qtls. for the first boat loaded 
in a 4-whceled or 6-wheeled wngon 
ancl 1 5 q tl s. for every additional 
boat. 

140 qtl~. per 4-wheelod/6-wheoled 
T,fagon. 

120 qtls.o per 4-wheeled/6-wheeled 
· wagons. 

240 q tls. per bogie wc.gon. 

240 qtl~ per bogie wagon" 

60 qtls·. per 4-wheeled/6-whecled 
wqgon i.f weighing 100 qtls. and 

·less, and 120 qtls.·per 4•wheeled 
6-wheolod vragon if weighing nore · 
than 100 q tls. 

30 qtls.for tho first stean lorry 
loaded in a 4-wheeled/6-whoeled 
wagon a~d for every additional one 
15 q tls. If the nuober of stean 
lorries exceeds 2 in case of 4-wh
eolod and 5 in co.se of bogie, charges 
to be levioc. on actual weight subject 
to a c'ininuo weight for charge of 55 
q tls. ancl 11.0 q tls. ,rospccti vely. 

Subject to a oiniouo weight for 
charge of 60 qtls. per 4-whoeled 
or 6-uhcclocl uagon. 
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Commod.ity 

Motor vehicles NOC 

In open .mgons 

In covered .JTagons 

·Includes-

Motor boats, motor cars, 
motor· car bodies, moto~ 
car1 chassis, motor cars 

Prc~:;cn t 
Class 

' 115 I ) 
120 ) 

and commercial trucks in 
unas scmb led state ( pa. eke d) , 
motor lorries, motor 
lorry bodies, motor lorry 
chassis, motor omnibus · 
bodies, motor omnibus 
chassis, motor omnibuses, 
motor trailers, motor 
trollies, tempos,three 
-vrhecled vans. 

Pontoons 

Trailers NOC 

95 

105 

:Existing 
Proposed; rhnimu.m 'HCight for charge 

.Clc1s 3 ; --------------

230 

240 

230 

230 

30 qtlJ. for the first vehicle 
and 15 qtl8. for every 
additional one. If the 
number exceeds 2 in case of 
4-,vheeled/ 6-vrheeled 1vagons 
and 5 in case of bogie 
vmgons subject to a minimum 
\lGi ght for charge of 55 
qtls. & 110 qtls., rcs
pcctive"ly. 

45 qtls. per 4-loJheeled or 
6-vrheelod \vagon. 

30 q tls. for the first 
trailer 15 qtls. for every 
additional trailer and 
if the number exceeds hro 
subject to a minimum 
weight for charge of 60 
q tls. for 4-vrheelcd or 
6-vrhoeled -vragon. 

16.37 \'1 e propose that_ the- above i toms should be accepted only as 

"lagon loads. The· minimum 110ight for charge for the so i terns except 

heavy earth cutting and/or moving machinery will be 60 quintals per 

t1r--uheelcd BG 1mgon, 45 quintals per 4-wheeled r-IG wagon and 35 quintals 

,per 4--vrhceled NG \'ragon. In the case of air compressor, ole ctric 
~ . 

or non-electric on trai~e.rs,, Boats N .o.c., lorries steam, 121otor 

vehicles N.o.c. and trailers N.o.c., the chargeable ueight ·will be 

computed on the basis of the miniTiu.m 1veight of 30 quintals per article 

and '\'Till be subject to· a minimULl -vreight for charge of 60 quintals per 

4-1-vhecl~d BG wagon, 45 quintals per 4-uhecled ~1G 'vagon ond 35 quintals 

per 4-wheeled NG wagon •. There -vrill be no ratcfi'or 1 STialls 1 for these 

articles. \'l'c have indicated the 1·mgon load rates that vlO rccomr:wnd 

for these articles in Column 3 of t~c above table. In prescribing 

tho rate, uc havc.kept in mind the costs involved in ithc carriage 

of these articles. 
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16.38 \'lith the levy of a minimum_~harge of 60, qtls~ as stated 

above, the charges f'or one motor·car loaded in a 4"'!wheeled/6 wheeled 

wagon or tl'IO motor cars. loade'd in the same ~wago!). l'rill be the same, . 

as they will be covered by the minimum weight for charge. This will 

encourage booking of two cars at a time by the manufacturers and 

better utilisation of the wagon space. 

16.39 Single motor cars are generally booked by p~rsons going 

on transfe,r and they will be put to disadvantage on account of the 

levy of the.above minimura charge. To offset this, we .. recommend that 

household effects to the extent of 30 qtls •. on the BG, 15 qtls.on the 

l1G and 5 qtls. on the NG n.a.y be all:li:ed. free in the sane van in whioh a 

notor car is loaded. Any excess 1·10ight will b~ charged at tho rate for 

soalls applicable to household effects. 

16.40 ~le recommend· ·that the existing minimum weight condition 
. . . 

for the various i terns comin€,: under the heading "Heavy Earth Cutting 

and/or noving Jilachinery NOC" may continue to apply uniformly for 

wagons of all the gauges. 

Incidence of freight 

16.41 The existing freight and the freight proposed for an 

average lead of 900 kms for certain articles are indicated belO"''I 

together 1.Ji th their prices. It "'rill be seen that the increases 
.. '.·· 

are not unduly high. 
---------------------Existing-Proposed--rn~rease--Price--fncide:-
Item freight freight : 'in nee of 

Auto-cycle 
Au to-rickshavT 
Carts country HOC 

I'lotorcycle 
notor Scooter 
Hot or Cycle "''Ti th 
side car 
Hotor Car (one car) · 

( tuo cars loaded in 
4-whecled/6-wheeled 
wagon) 
Ford tractor 

Rs 

18.60 
139.00 
100.70 .. 
37.20 
37.20 

139.60 
621.00 

one 

931.00 
911.00 

Hotor trucks -one truck621.00 

Two trucks (loaded in 
one four-"''l'heeled/ 
6-whcoled wagon) 931.00 

Rs 

22.00 
164.50 
126.70 

44.10 
44.10 

164.50 
·1642.00 

1642 .oo 
1791.00 

1642.00 

1642 .oo 

freight freight 

Rs Rs 
on ~rieL 
.%a e 

3.40 1,200 1.8 
25.50 12,000 1.4 
26.00 2,500 5.1 

6.90 7,500 0.6 
6.90 7,000 d.6 

25.50 9,500 1. 7 
1021.00 50,000 2.7 

711.00 1 ,oo,ooo 1.4 
880.00 91,900 1.95 

1021.00 1 ,40,000 1.17 

711.00 2,80,000 0.58 
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16.42 

16.43 

Ov~~dine~sional qonsignnents 

Over-dinensional consignments are of three categories :-

Class 'A' - J'ernittod out-of-;;2ug~ loads , __ _ 
, ~:These ·loads vthi ch exceed' the maxir.n.im r:i.oving· 

diDcnsions but do not infringe any fixed struct

ure on the route by a net clearance of 6 inches 

and above and a gross clearance of 9 inches and 

above •. 

Class 'B' ~ Exceptional out-of-gauge loads 

These loads which exceed tho I!laximum moving 

dimensions but do not infringe any, fixed 

s true turo on th.; route by a not clearance of 

not less than 3 inches but not more tpan 6 

inchcs.corresponding to gross clearance of 

not less than 6 inches but nora ··than 9 inches. 

Class 'C' - Extraordinary out-of-gauge loads 

Those loads 'trhich exceed the tlaximum noving 

·dimensions and infringe. tho fixed structure 

on tho route by a not clearance of loss than 

3 inches and a gross clearance of less than 

6 inch.cs. 

At prcs·ont, in casc·!of 1A1··Ciass 9VcridimonsL-~1al consign-

m(mts, generally speed restriction of 40 lcws. per hour is imposed 
... 

and cer·tain platforms arc to be avoided, 1vhile in tho case of 1 B 1 

Class over-dimensional consignments, the .loads arc not pcrnittcd to 

run during night time and even thv speed allowed during day tine 

varies on different sections of th0 ·different Railways. Railway staff 

arc seldom required to accompany 'A' &. 'B' Class ovor-dinensional 
' ' 

consignments over the journey. In case of 'C' Class consignncnt::;_, 

however, usually TXR stuff have to acconpany, apart from restrict

ions imposed on the novcr1ent such. as avoiding particular lines at 

stations 1 night .:journey, speed rostri.q ~ions in passing through 

particular _"Statio_ns, bridges, tum1ols, etc~ Novoncnt of Class 'C' 

loads requ:].ro the sanction of the Additional Cooniss-ionor of 

Saf6ty concerned. 
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16.44 The additional cost incurred by the Raih1ays for 

tho novunont of different classes of ovcr-dinensional consignncn

ts is different. At j_)roscm .. , ho~·revor, a flat charge of Rs.3.50 

per kn. for ouch 1-rugon · (irrespective· of whether it is a 

4-uhccler or a six-vrh~oler or a bogie), calculated en the 

total distance fron ~ho booking stution to tho destination 

station, subject to· a nininun charge of Rs.140/- is leviable 

on all connignnents exceeding tho naxinun noving dinensions. 

These cha.rgos rrore introduced w·ith effect fron 15th Narch, 1976. 

In addition: supplementary charges introduced after 15.9.74 

arc t:'..lso leviable. 

16.45 Thoro 1-Tore representations against the uni;form levy 

nado on tho diffor.ont types of over-diocnsional consigrlrlents, . . 

and on ·a· reference rocci:vod fron the Central Raihmy that on 

account of t!1e exorbi ta.nt ODC charges, .traffic was also being 

diverted to road, the natter -vm.s referred to the Connorcial 

C onni ttee of the Raihmys in October 1976. Tho CoD.I:!ercial 

Connitteo considered the na.tter and r~~onnended that, instead 

of a uniforn inf'ringcnon t charge at Rs .3. 50 per kilopwtre, the 

following rates should be charged:-
' .• .Rs."1.50 per kilo: . .3tre for 11>.,. Clat.:3; 

Rs.2.50 per kilacetro for 1B' Class; and 

Rs.3.50 per kilonetre for 1 C1 Class over-dinensional 

consignnonts. 

16.46 It has been represented to us also that the uniforn 

extra chnrgo for ovcr-dinonsional consigru~cnts, irrespective 

of the precautions taken and tho cost incurred by the Railways, 

is not reasonable. 

16.47 Tho nc1di tional cost for carriage of over-dinonsional 

consignnents per kilonetrc for tho year 1976-77 l-Tas as under:-

Type of ODC 

1 A1 Class 

'B' Class 

rc' Class 

Additional cost 
(in terns of unit) 

Rs.2.15 

Rs.2. 73 

Rs .9 .84 
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16.48 Esco.latinc tho cost by 30 per cent, tho costs at present 

would be as under:-

•;' Clo.ss 

1 B 1 Cl.:J.SS 

'C' Class 

Rs.2 .80 

Rs.~.55 

Rs .12 .80 

16.49 Taking into account c.ll aspect;; of the r:w.ttor, we recor.mcnd 
'I 

the folloving ra tcs for ovcr-dincnsional consign:c0nt s per 1·mgon 

(irrespective of \·rhether it is a ~-wheeler, 6-1-vhoeler or a bogie):-

'A' Cl!lss Rs. 3.00 per kn. 
1 B' Class Rs. tr.OO per lm. 

'C' Cl~ss Rs ~ 15.00 per kn. 

to n. .nininun charge of Rs.150/-, Rs200/-These will be subject 
and Rs.750/- respectively. 

16.50 Ue have also received several representations regarding 

the inordinate de~ays 1ihich take pla.ce. in getting sanction for 

novenent of ?ver-dinensional consigruJents. The delays arc particu

larly high in respect of. c.onsignr:wn ts Fhich have to be novctl ovor more 

than one Raihmy. Fron the sanple study ue hn.ve nade of the tine 

taken to give: sanction to nove such over-dincnsional consignnen ts, 

we find.that there is considera.ble delay particula~ly in respect of 

consignnents. to be noved over nore them one Railuay. 

16.51 A+ present, the work of ~iving sanction for novenent of 

over-dinensional consignnents is centralised in the Headquartcr.s 

officos of the Railways. In the case of local booking, the question 

of decentralising the 1-Tork to the Divisions can be consideredo Each 

Division could be sup:r>lied l'Ti th profiles of infringing structures 

over tho different sections on that Railway and, on receipt of 

application, the Division fron which the consignnent ho.s to be 

booked can itself accord.snnction for the novenent of ovor-dinens

ional consignuents. 

In tho case· of through booking, at present, each Zonal 

· Raihr::J.y nakes a refercnc e to a.ll the Ro.ihrays over uhich the 

consignnents have to be noved and this results· in considerable 
three 

delay - in sane cases, -vm find upto l nonths - before sn...'lction 

is given. It should be possi blo for co.ch Rc.ihmy Hendquarters to 
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keep all required particulars pertai:ling to every Railway in 

th,.;ir Headquarters, updating the information from time to time 

so as to fu.cilitiate according sanctions for move4lent 1-Tithout 

111aking S_t~ocific reference ·in each case to the concerned Raih1ay. 

~his, in our opinion, would enable more expeditious sancGion 

being given for 4lOVe4lent of over-dimensional consignments. 

The po8sibility. of using computers for this purpose_. 

uay also be considered by the Railways so that prompt sanctions 

can be t;iven. 

Charges for Gua_:;-d and DuL1my wago...!!§_ 

16.52 The present charge for guard and/or dunu:1y vragons 

is 75 paise per km. for each Broad Gnuga 4-wheeled wagon and 

50 paise per km for each r-!etre Gauge or Narrow Gauge 4-wheeled 

wagon. These rates have been computed on the basis of the 

average earnincs of a goods ~agon. The· rates requi~e revision 

on account of the escalation in costs since these rates l'l'ere last 

prescribed. It would be better to have 9. rate prescribed ui thin 

the genJral scheoe of the freight structure instead of having a 

separate flat wagon kilometre rate as at present. We, accordingly~ 

recommend a rate for du~~y wagons as under : 

16.53 

At Class 200 of the proposed scale for a weight of 

60 quintals on the Broad Gauge, 45_quintals on the 
I .• 

l'ietrc Gnuge and 35 quintals on the NarrOli Gauge. 

The rates proposed viOuld cover the d pendent costs 

on the 3road G.::mce for vario'J.s distances. _This would mean 

increases ov0r the pres0n t ra tos as indicated beloli for differcn t 
leads : 

Distance 
in Kr>..s. 

300 
500 

800 
1000 

1500 
2000 

2500 
3000 

Charge. J_or Dum.P'.y wab()nS (per 4-wheGled uago~) 

Broad Guage 
Present Proposed 
___________ _.(C~l~a~ss 200) 

p Rs p 

248 742 
414 973 

726 1295 
908 1492 

1362 1960 
1815 2378 

2269 2773 
2732 3154 

notre Guagc 
Present Proposed 

(Class 2.Q.Q) 
Rs p Rs p 

166 559 
276 732 

484 974 
605 1122 

908 1473 
1210 1786 

1513 2082 
1815 2368 
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on the B. G. 
Assunins a. weight of 20 tonnesJ!or the consie;nnents for 

uhich the dunny ~-r~gon is beinG pr0vidod, 'the incidence per tonne of 

the extra cost will be only cf the order of Rs.37.10 for a distance 

of 1000 kns. In vi e11" of tho general esc ale. ti on in costs, the rn tes 

prescrib~d are considered to be reasonable. 

~oweighnent of Consigmwnts at Destinations 

16.54 The present tariff rule is thct 11 Railvmys do not undortu.kc 

to 1-l'eigh consigmwnts at destination station as a natter of courM. 

Such weighuents at destination station can only be considered in 

exceptional cases when the condition of the consignnont or pa.ckago 

warrants this".** 

16.55 So para to ins t .:-uctions have been i ssuocl by the Rail way 

Board regarding tho cirnunstancos in v-rhich requests for woighnent 

can be allowed. Thus, in tho Indi::m Raihray Ccr.morcial 1ilanu.al 

Volune-II, the following instructions regarding roweighoent of 

w:::gonloads at tho request of consit;ne-....s u.rc given :-

Para 1744 :- Reweighnent at t.h.e request of owners - (a) ll.s laid 

dm-rn in tho IRCA Goods Tariff, rail uays do not undertake to 1"Teigh 

cc:nsi&,TIIJents at the destination station as a natter of course. 

Such weighnont can only be considered in exceptional cases, when 

the condi tic:1. of tho consignnent o::..' package 1-rarrants this. 

(b) Requests for such reweigh1:10n t of goods booked in wagon loads 

should be referred to the Divisional Co"uercial Superintendent, 

who nay pemi t the reHeighnent at his discretion provided that 

facilities for reweig~1ont exist at the destination. 

(c) Coal booked at o1tmer 1 s risk, firmwod, charcoal and other 

goods in bulk and fruits, vegetables, etc. which are likely to 

lose weight in transit should not be: rou?it;hod ordinarily or as 

a natter of course except under 1vrittcn orders of the Divisional 

Cormercial Suporintcndent/Coo.l l~rea Suporintenclont/Chicf Cor.mcrcial 

Superintendent for test wei.:;hr.1en t or, u. t the sp~:;cial discretion of 

the said officers on the exceptional ncrits of specific case/ 

cases. 
-- - - - - - - - - - - - - -

** Rule 118 of Goods Tnriff 1J o .35, Part I (Vol u:-:1c I) • 
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Para 17~' .. 5 : .... ~Then the request of a consignor or a consignee for 

rev-1eighuc:1t of .,agon lead consignnents at destination station is 

accepted on ncrits of each case by the Divisional Connercial 

Supcrint\]nden t, · th<? charges notified in the Supplcnentary Goods 

Tariff of the ro.ilw,".Y should be collected and a separate noney 

receipt, in Forn Con./N-2 issued for each re\-Teighrwnt.' In additi-on, 

deourfage charges_due under the rules should also be recovcred·if 

the request for rcvlcighr.:cn t is rccoi ved after placenen t of tho 

"t·mgon for unloa.Jing. The rei'Teighncnt charges should be accounted 

for as a spo cial "debit i:1 the station books ·_arid balance sheet. 

16.56 Separate instructions have been issued for c~llection of 

re-vreiehncnt charges in cases 1-Thor.; a vmgon load ;i.s re-w-oighe:O. at tho 

request ~f parties. The oxtnnt ro•wighbent charges are as under·:-

Descrilttion of v:·e.rron 

per B.G. 4-whoolcd ·~:agon 

per M •. G. 4-Hheeled wae;on 

per N~G. 4-wheeled i'lll,3'on 

R ev-rei r;hr.w n t char go 

Rs.75.00 

Rs.~~5.00 

B:s.25 .00 

In addj tion, charges for haulage of vlagons vlhero on account 

of non-avnilabili ty of 1-reigh-bridge at destination station,·-
. . -

the ~>Tngon is required to be sent to another station for~ 

rc-weighnent ar~.· also to be collected at the following rates: 

Description of w~gon 

Per B.G. 4-wheelod 

P or I-I. G. 4-wheolcd 

Per N.G. 4-wheeled 

... 
Haulage charges 

Rs.75.00 

Rs.45.00 

Rs.25.00 

The above charges for haulage of wagons 1-Till be 

unifornly applicable irrespective of the distance of haulage .. 

If a uagonis to be. sent to 1:mother station on account of· the 

weighbridge at tho destination station being out of order,the 
.. 
additional hnulage charges uill nOt be leviable. 

16 ,;57· ; In those instructions the na.in point stressed is ~~P.,at 

thoro s1ould be, prina facio, an inference of-loss or pilferage 

or taoperinG of consignr10nts before rcwe-ighnent is allm·Ted. · 

Those instructions do not indicate the circunstances in vthich 

such rm-Jeighr.10:'1t ch::-.rgcs, vrhcn collected, uould be refunded but 
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it is undcrstooC. that tho prac tic c followod on the ll:J.ihra.ys is tha.t 

if there is "-pprecinble di.fferenco in tho re>roight, the roi·roic;hncnt 

foe is usually refunded nlon5 w.iih the cl:J.in for ~10 shortu.Ge. It 

has also been brou::;-ht to our notice that,in .t:1e c2.se of coo.l, houever, 

even if there o.re shortages, the rcvwit5hnent charges nrc not rcfunC.sd 

on sane Rnihmys. 
"\ 

16.58 At nnny places that wo have visited, NO ho.ve received 

representations fran Cho.nb.~rs of Conr.lCrcc, Tretdo l~ssociations, 

Public Sector.Undort:~.kin;:;s nnd oven sone Sto..tc Governnonts that 

the Railways tnko n vcry.unronsonnblc attitude ·~·lith regard to 

requests for rm'l'eighr.wnt. Particularly, 1iith regard to iron and 

stool consignoonts, parties have bitterly conplnined tfrct while 

they h:lVO beeh experiencing ncfu.:J.l losses vrhose noney valUe vTOuld 

be equivalent to considerable anounts in respect of several 

cases, no reweighncnt is allowed on requests of p:~.rtics and 

subsequently, the cla.ins arc also turni..Jd dol'l'n, a.s thoro hns been 

no rc~wighncnt before C.elivcry. ! .. s c.. nattcr of fact, in several 

cases, it is difficult to pcrce:lve outFnrd signs of tanpcrin0 or 

Pi:lferngo as, for cxnnplo, in the case of pic; iron consignnonts, 

coal etc; loss if any can be established only if the consignnent 

is re1-reighcd and the weight conparod -vri th the invoiced weight. 

.. 1 6 .• 59 One practical difficulty uhich Rnil1wys arc encountering 

i'l'i th reg.:J.rd to ne:oting requests for rewoighnent of 1-cgons t;onera

lly is tmt .. thorc :1re no facilities for re>·J'Oiglment of wagons 

at n.:J.ny destin.:J.ti9~ st.:J.tiohs. It.~s, therefore, necessary th.:J.t to 

d.onl with the gro'l~ing volune of traffic·~ -Rnilw~ys .should provide 

for weighnent fnc:i,.litios not only ntthc bookin·g stations but also 

at the narc inportnnt destination stations. Rail>mys can oven think 

of shifting sono of the vwighbridgcs fran intornodinte yards and 

loon ting then noro usefully at ·the bookinG" or de-stination stations. 

Apart fron progrnnninG for provision of ncldi tionnl >rngon ueigrl

bridges, Rail"O..YS should also think of instnllin.:; lorry ueighbridgos o..t 

inportnn t stn tions o.nc~ goods sheds w·hich could be narc easily and 

convonicn tly insto.lJ:od. L. t coods sheds 1 ike Uadi Bundcr and Carno.c 

Bridge, lorry lvei~hbridgcs arc alrco..dy n~do usq of. It should be 
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possiblo to extend woi,:;hbriclge facilities to a larger nunbor of 

stations vri thin the shortest possible tine if noro lorry 

woighbri(l.gcs nrc installed. It is inpcrativo that the Raihmys 

should h::~.vo o. planned procram.1o of extens-ion of vTeighbridgo · 

facilities at stations. 

16.60 In uddi tion, the Raihm.ys should a 1 so nake usc of the 

woighnont facilities uvn.ilublo in pri vnte sidings or nearby 

lorry woighbridges even though owned by private parties. The 

weiGhnGnt could.conveniently be witnessed by railway staff to 

ensure thG correctness of the weight in cases where rewoighnent 

has to be dono. 

It will even be useful to encourage private parties 

to instal woighbridges nc:b.r stations for co:r:mon use on terns to 

be nutunlly agreed upon. 

16.61 vTo do not think it vrould be reasonable to deny requests 

for rcuoigr .. nenf ~~hen p::~.rtios fron experience knoiv tho.t there 

would be ho~nry shortages in ~mg-ons CGntuinin3' c onsigm:lGn ts like 

piG ircn a.nd other iron and steel na terials. Rail uay ,~.\d.ninistr...; 

ntions have been representinG that they do not have a sufficiently 

senior supervisor or officer at sone destino. tion stu tions to 
t,.·" 

decide whether thoro is, prirw. facio, o. case for granting rewe~g-

hnent as per the present procedure. i'lhilo it is necessary to see 

that there is no unnecessary or deliberate detention to wagons 

by parties under the pretcX:t of na.king requests for rc<Teighnent, 

we are of the vi evT that Railways should ensure tbn t in all 

le6itinuto cases, rewoighnent is allowed and the present cause 

for irritation and conplo.int by a large nunber.of parties is 

ronovod. As non tioned earli or, even Stu to Governncnts 'have 

represented to the Connittoe that tho requests for reweighnent 

~urticulnrly of iron a.ncl steel consignuents nrc not being 

conpliod 1-ri th oven thout;h the offic ors of the State Govcrnnont 
· · ed . 

o.t tho receiving end pointL out sevornl cases of shortages ~n 

previous consignDents. 
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16.62 Tnking o.ll o.s)c.. cts of tho pro blcn into o.cc:>un t, wo 

roconncncl that o. sui t:::.bly hiGh runount nny be: fixed .::ts roweiclmcn t 

ch2.rgo, but noi"J.:mlly 1-rhen p.::trtics nrc vrillinc to pny such n 

rvwcighncn t cho.rgo, ro'.:eichncn t rvquosts shculd not, :1.s n. rule, 

bo denied. A sufficiently hi<.Sh rcueighncnt ch.::trt;c shculd net o.s n 

deterrent to prevent frivolous requests for r01-reighnont. lle 

uould, ·hccordincly suggest tho.t tho rcvoighnent foe ony be r:-..ised 

fran the present Rs.75/- to Rs.125/- on the bro~d gn.u~e, fron tho 

present Rs.,~5/- to Rs.75/- on tho notre gn.u~jo :;.,.'1d fron tho present 

Rs.25/- to Rs.40/- on the no.rrow c~uge. This would be in addition 

to tho prosc~'ib8d hn.ul.::t:;o cho.rses -when the w~t;on h::ts to be tnkon 

to nnothor stn tion for rewcighnen t. 

16.63 The rovroighncn t foe should be refunded in co. so vrhere n 

clo.io for_ shortage is ncceptcd ns n. rosul t of tho rcvroighnent and 

tho clnio paid. In JSuch cnscs, h.::tulo.go chnrgos, if n.ny collected, 

should also be rofUl~dod. 

Rntos for Livestock 

16.64 A dotnilcd note on livestock is given in lillnoxure 16.1. 

16.65 Prior to 1958, rntos for livestock wore quoted on a flnt 
the 

bo.sis, irrespective of disto.ncp. Ls pcr£roconoondations of the 
\ 1955-57), 

Freight Structure Enquiry Corro1ttec£ rntes on telescopic basis 

vrero quoted fron October, 1960 but ns a scp.::trato Hagon rate scale. 

Adhoc incron.sos -vrere nndo frcn tine to tine with tho incrense in 

cost of hn.u1nso. A brief history of livestock r~.tes is given in 

Annexure 16.1 A. 

16.66 The pro sent r:cte s do not cover tho trn.nsportn tion costs. 

16.67. vlo ho.vo o.lso received reprosento.tions, p~rticul:trly fron 

the Indian Dairy Dovolopnent Boo.rd, that the policy of tho Ro.ihrnys 

of giving very lou r2.tos for tr~msport of nilch co.ttlo requires 

review in tho context of the national policy of dovcloping dniries 

in tho rurn.l areas of biG ci tics nnd tra_Ylsporting the oilk to 

the. cities. This point ho.s also b.c..en s tro ssod by tho Nini stry of 

Agriculture. The n~tionnl policy, it has been pointed out, is to 

encourage rco.ririG of thcs.; nnir:nls in rural arons so th~t tho 
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ci tics co..n be kept clco..ncr fron the hycionic pointhf view • 

It has n.lso been pointed out tho..t for brcedine purposes, large 
now 

nunbcr of nni:1nls d.o not have to be transportodLin viel"T of large-
. . . . . - movement 

scnl o nrt~f~c~cl insenin:t ticn prograi'Jmcs. Such discouro.gement of L 
~e~t the nilch cattle being sl:::.u5htered in the big citios. . 

16.68 ~t present, there ~re two scpnrn.te scales of rates for 

charging livestock.trn.ffic as under: 

( i) For pi{;s, sheep & co:::tts, lotr-priced horses, nulcs, 

C.~nkcys, horned cattle and other nninn.l s including 

1rilcl aniuc.ls in cc.,:.;es; and 

(ii) For cancls, clo~hants, cleph:::.nt cnlves and girnffcs 

etc. There nrc separate rntes for Gover~ent and 

non-Governnent rc:.ilwnys. The rates for pir;s, sheep, 

horned cc.ttle C;tc .• nrc ch~rged. on per vi:tgon basis 

nppc::1.rinr; in l .. nnexure I fer Govorru:).ont p.nd Annexure II 

for non-Governnent rn.ih;ays, of IRCJ .. Goods Tnriff No.35 

Part I Voluuo II. The rates for cnnels, elephants nnd 

16.69 

elephant calves etc. are en per aninnl basis as per 

Annexure V for Govornncnt Rnihrays and ;:\.nllexure IV 

for non-Governncnt Raillmys,. of IRC1l. Goods Tariff 

no.35 P-hrt I Volunc II. 

Thoro is nuch difference in the prices of sheep, 

Goats and other horned cattle, includinG donkeys, ponies, nules; 

but· they arc charged on a. uniforn wn:::;on-load rn te. ConsiclerL1g 

the narked di:f'ferencc in the pricos of the vnrious o..ninals, it 

is pro posed to have three scalo_s of rates -

i) For Pigs, sheep & Goats in "racon-loacls and 

wild anincls in cacos; 

ii) For llilch cattle (cows);. and 

iii) For nilch en ttl~ (buffaloes), horses, ponies, 

nulcs, donkeys,.cnnels,Giraffes, elephants_~~d 

elephant calves. - ·· 
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16.70 There is nc nocd for a scpar~tG b~so scale for livestock 

trnff.ic ns is in vogue nt present. Tho ndvant~co of hnvinc a rate 

scnlc w·ithin the t;cmcr:tl rnto structure is that if clnnges in tho 

level of 
' ,- rates in the t;cncrn.l freight structure .nrc nndo, t:1cso 

·virl np1~1Y: to.livostock rntes o..lso. uutor.:utica.lly •. ~!o h'we, therefore 

pro;posc9. a scale in the schm:w of the General Freic;ht Structure 

ll e h:w~ 1 
recormended a classifica.tion to..kinb in to account the 

transportation costs of this trc.ffic end tho lm+icnul,policy for 

nilk in the country. Tho proposed rntos are -

Descripti m of nni::~nls Propc secl clo..ss Hinir.:run lveicht 
for ch ar~;e 
BG r1G NG 

Pies, sheep & (;Clats in >Tn- 160 
gon-loads nncl vlild nnLJ::tls 
in co..ces. 

Cow-s 170 

Horned en ttleQother thr.n cows) 180 
horses, p0nios, nulos, ~ 

G.oakeys, cnncls, gir:tffos, 
ole pha.nts ·nncl clepha.n ts 
cnlvos. 

60 
Qtls. 

60 
Q.tls. 

60 
Qtls. 

45. 35 
Q.tls. Q. tl s. 

45 35 
Qtls. Q tls. 

45 35 
Qtls. Qtl::. 

16.71 Tho above class rates will nr:ply on a. per w-ncon bc.sis sub,.. 

ject to the nunber of ~~innls pernittod to be loaded a.s appenring in 

Rule 411(2)(u) of IRCA Goods Tariff No.35 Part I Voluue I. 

Consignors will mt be pcrni tted to exco'od the mmbor of o.nicals 

notified therein. However, in ca.sc of detection of excess nnin~ls; 

chnrecs for ~J.innlSfound in excess 1i'Till be levied proportionately. 

16.72 Tho proposed rntcs Hill a.pply at 1 o"''r:hcr's risk' nnd 

freie;ht at 2Cf/o hiGher thnn the cho.rces levinble o..t 'owner's risk' 

i'lill be chnrcco.blo at 'Raihrny 

16.73 Tho proposed ra. to would cover tho costs of haulnt;c for 
the 

bulk ofLtraffic. As tho bulk of tro.ffic, viz~, sf% novod on BG 

and only 13% trnffic noved on }1G, 1rc hnvo, no.inly considor~d the 

BG costs. 

1 

16.74 

Incidence of increase in freiGht on prices 

Tho prices of buffa.loes, ccus, o..:ld c;0o..ts & sheep in 
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Calcutta nnd B:Jmbay morkets are as under: 

Types of animals Calcutta Bombay 

Buff al:JiJS 
Cows 

S.hoep & Goats 

Rs.2000-3000 
Rs·.1 000-1500 

Ps. 100-150 

Rs. 2500-4000 

Rs.1 000-2000 

Rs. 150-200 

Taking the price for the purpose of determining 

the incidence of increase in freight on prices as 

Rs.3,000 for Buffalo, ~.1,500 for cow, and Rs.150 for 

sheep & Q:>at, ~t.ha ·lncidenc3 of freight on thG livestock 

at the propos6d-classas on the av~rage lead for each 

type of livest:>ck will be as under:-

AvGrage Present Proposed Freight Pries Incidence of 
lead frsight froight incraas e per fraight 

at class per · animal Pres- Prop- Inc-
180 animal ent 9SGd ~lllaliiloo 

Milch cattle 965 Par 1332.00 3 [ 3000 2.9 4.44 1.54 
-(Buffaloes 970 wagon 

~. 870 -
(Par animal) 1. 3:3.20 46.20 

Rs. 87 

Miltch cattle per 1266.00 1500 5.8 8.4 2.6 
- (Cows) wag:>n 

Rs. 870 

(Psr ~{nimal) 127.00 40 
Rs. 87 

Sheop & 
Goats 

549 per 852 
550 wagon 

Rs.538 

150 3.58 5.68 2.10 

( . 1)8.52 Per an~ma 3.14 
Rs.5.38 

It will be observed t~at for the average lead, the 

increase in the freight is only of the order of Rs.46.20 

pe.r buffa.1o 8 and Rs.40/- :per cow which is not unr,eason-
. s· ·1 rly in case of able considering tneir pr~ces. . ~m~ a ' 

shaap·& goats, the increase is only Rs.3.14.per head. 
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16.75 As vrc arc propo sin:; a ~~neon rn te for ffi1innl s like ol ophnn-

ts nnd girnffE.S etc., rnilunys no..y consider' prcscribinc; lini ts for 

aninnls, like elephant calves, clcpho.nts, :cnnels,~iraffosctc •. to be 

lonJ.cd in n >m.c;on in consul tntion vri th tl1e dopnrtnents 

authorised to fornulnto the; code fer trnnsport of o.ninnls/cnttlo 

by rnil and rand. The nunber of cows thnt cnn be perni tted to 

be lo~clbd per ·vragon also requires rcviov.r. vlhile buffaloes a.nd 

high-breed co1vs raay hnvc the snnc londo.bili ty, tho spQ.ce occupied 

by ~ndigonous cows will bo loss thnn that of buffaloes. 

16.76 · . l:..t tho proposed rates there 1-rill be ndditional unrningsof 

nbout .Rs-;3.,13 crorcs on trnffic in Horned Cnttle, PiGs & Sheep. Tho 

incrcase 'tvill be about 53% over the earnings during 1976.;;.77. 

Rates for Dry Cattle 

16.77 · il.t prese~t, conccssionnl rates based on 2o% reduction in 

nornnl tariff rates have been nllowed for transport of·dry cnttlc 

and calves booked fron the foilo-vring stations for grazing. purj_Jo ses 
n 

·subj oct to tho consignor's pro ducinc/certifi en to fron tho Aninnl 

Husbandry Dopnrt::1ent of the Stn to Governncn t or Govcrnnen t 

Veterinary Doctor to tho effect that the cattle booked nrc not 

nilch cattle: 

16.78 

Jogoshwnri (goods) in Bonbay nron. 

lolndrns 

Calcutta nrcn- including Bnlignnj, Dun Dun Cantt. 

Nniho.ti 

Ti tilo.grnh 

Sheornphuli; · o.nd 

Tntanngur. 

Knnchnrnpnrn. 

vle reconnend that the concossionnl rates should eontinue 

for dry cattle, o.s they will not be able to boar the rates as for 

nilch cattle. Tho conccssionnl rates will encourage trnnsport of 

dry co. ttlc fran big ci tics to rural hinter-lands for grazing purpo

ses. Those rates will gencro.lly cover dependent costs. 

If nny request ~:e~-@:n for concossionnl frcich t rates for dry 
horu~e~ is r9ceived 

cattl-e /1-roD. o.ny other :stntion ;tn~s can nlsc bo consiclercd on tho 

sane lines o.nd on tho sane conditions us exis tir.;:-; u t present. 



Export Trnffic 

16.79 Ue 1rwe rccei vod represent~tion:::: fran various Cll ... '"'.<lbers 

of Coc.-::J.erce, ·rr~cle Associntions, the Export Pron·: tion C-ouncil, 

Tr~de Developnent .lmthori ty; nnd nlso fran tho _·_Mini:::try of' Conoer<;:e 

of the Governnent· of. India requcstinr.; that ro.-ihmy freight 

conccasions should be· provided for certain export trnffic in 

order to hel'p oxportera who are situnted at a c9nsiderab~e ·distance_ 

fron t:'le najur po·rts. 

16.80 Certain rnihmy concessions for export traffic \-rerc 

in vogue on the Rai:Lunys till 1974. A note giving the history 

of freight concessions for e~port traffic is Given in Annexure 16.2. 

1.6.81 ...... TI?-e Mi:r+istry of Conriercc in their nenorandun and in tho 

oral ovidonc c before us -ho.vo su:;:;osted, _inter alia, that :-. . '· . . . 

(i)~Only nanufncturod and.value added gopds nn.y be given 

· · freic;ht relief i · 'l.gricul turnl prpd~_cts, ninerals 1 

~ I ' orcs,, sugar, ccnent ,_ot9., ne~.d not be i~cluded;. in the 

purviel'r of tho s~hene of freight relief. 

(ii) Freight relief nny ·be given-only to exporters located 

at places :J.or.c tl10:n 300 kns. mm.y fran any one of the 

nnjor ports;~, Bonbay, Cochin, Madras, Calcutta 

and K~ndla. To prevent strain on railway transport 
. ·' ~ 

capilci ty likely to be, expe.c ted by diversion of 

cnrgo fron the usual po'rt of outiet to others, the 

schene of concession ;-ro~ld be nade applicable only 

if t!le co;tsignncnts are booked to tho usual port 

of outlet. 

(iii) Grant of relief should be sinple Q.nd speedy and 

in as direct n nnnner ns possible. 

C 6.82 \Ie lnve considered the rottor. It is true that 

IJ..-\nufn.~tur~rs of goods int~nded for export suffer a certain 

handicap if tho location is in ·the interior conpare<.l to exporters 

ncar the ports. The n~tional policy is also to reduce concentrations 

ncar the port.:.nrcas and a·ovelopncnt of industries in upcountry 

locations. As discussed in po..ra 6. 93 of -Ch<ipter VI, we ngrec tl1n.t 

sane freight relief can be given to upcountry-oxport0rs. 
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16.83 ' Tho socio-econonic inport~nco and the v~lue of the 

connoditics o..nd their cnpo..~ity to bec.r f:J;oight ro..tes ~ro considora.tions 
. ~- ·'· =.- . •. r . -~~- -~: ~,;. . 

which nornnlly weigh "t'lith tho Ro..ilua.ys in nrri vine at a sui ta.blo 

clnssificntion for 6on,;6di tics.· Tho i tons of mnufa.ctured goods 

1-1hich nrc ~xportod' QJ:oo closely linked Hi th tho sSJcio-oconocic 
.. 

inportnnce of tho con.":lodi tiE:s o..nd their o..bili ty to bear freic,ht 

chnr[;ea in a conpoti ti ve con text. It::lny of these rnnufa.ctured 

products o.ro high-r~ted lvhich nrc o.lso susceptible to o. certain 

o.nount of diversion to other nodes of transport. 

16.84 Norno.lly, Rnihro..ys cc..n q_uote spoci.J.l 'sta.tion-to-sto.tion' 

ro.tes o..t levels louer tho.n the clc.ssificntion ro.tos to develop o..ny 

po.rticulnr stretJ.n of trtJ.f:fic. ·If operating conditions porcit, 

RtJ.ilvrays will no doubt quote such 'stntion-to-st:J.tion' ro..tes for 

stiiJUlating export tro..t:fic. Ap::1rt fron this, considering the 

VtJ.rious aspects of export traffic, we reconcend that export 

traffic nay be Given (jenertJ.l freight rolicf ns indico.tod below- :-

( i) The freight relief ~Till be o.vni.lable only to 

consignnents booked fron a distance of nore th~~ 

500 kns. fron o..ny one of tho ru:tjor ports, ~' 

Bonbny, Cochin, HadrtJ.s, Cc..lcuttn n.nd KancUn.. 

(iii) 

Only booking to the port torcin:J.l • horo o.go.ia 

the nornnl port outlet fron the nrc~ concerned -

will be entitled to freight relief. ~c areas 

l'vhich are li:!.1ked vTi th particular ports nny be 

notified by tho 11inistry of Connerce for 

this purpose. 

The freight relief will be avn.ilable only for 

coonodi tics havinc a freight classification for 1mgor ... 

loads of 140 n.nd· above in the new Freight Structu.re. 

\~o arc sug~osting this, beco..uso if any reduction.in 

the freight rates for classes belo1·r 1L"rO'is t;ivon~ 

Rc.iluny 1 s tro.ns p:Jrta.tion costs 11ill not be gonero.lly 

covorod-considoring the loo.do.bility of nnny of these 

tJ.rticlos uhic:1 ~roulc', bo o.vailing export frei:;ht relief. 

Also, <To do not co::sidcr thnt such reliefs should be 

no.clc applicable for ro.1r rntorials, 0.0ricul tur:1l products, 

orcs, coc3nt, su::;o.r, etc., lvhich ::.ro clnssific:i nt 

Class 120 and below. 
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16.85 We rcconnend thil.t subject to the conditions nentioned 

in the pa:m n.bovc, export traffic nny b0 given a. rebate of 6 per 

cent of the freir)1t. The rcb:l.t.J n:1.y be ::;ivcn for both 'tingon 
for 

lo=:tds c.s well nsL' snnlls 1 consi[)'nnents •. 

16.86 In or<ler to nnke the procedure sinple, 'iw reconncnc1 

th:1.t the rebate should be npplicn.blc to nil oxport traffic 

cove:rod by the cri torin rwntioned n.bovo· on production of tho 

follouing dccu:wnt s n t the booking stn.tions: 

( o.) A copy of the export contract. 

(b) Packing list 

(c) CDpy of lett~r of credit. 

It is undcrstoad thnt, nornall.y, those goods \'i'hich nrc 

despatched on tlic basis of· the export contrn.·ct n.nd the letter· 

of crcdi t to tho port tcrninnl nro norr.mlly oxported. Thoro 

nn.y be occasional ca.sos '\"Thoro, due' to certnin ron sons like non

nvnila.bili ty of spa. co ih the ship ~or defects in pncking etc., 

pa.rt of the consignnonts nrc left 'behind. Unless, however, 

there is considernblo Cleln.y in transit nnd the period of validity 

of letter of credit expires · these cnn nornnlly bo exported in 

n fur-thor ship.•.·'VIe ha.vo, thc-~eforc, su.:.·;gostcd .a. sinplo procedure. 

Bo..sed on the experience of vrorking, Rnilwnys nny think of revis

inc tho procedure i:y'.in n la.rco nunber of cnses, nftcr nvn.iling 

tho concession, th,c goods o.r.e really not exported. 

Export traffic to Ka.ndla Port 

16.87 ~s fnr asKandln Port is concerned, it h~s been pointed 

out thnt the traffic n.t that po~t, n.t present, is nninly inport 

traffic nnd thoro nrc difficulties in the Rn.ilwn.ys noving the 

'raffic fron the port as cnptics have to be worked to Kar.dln 

.port to meet the requircnents of transport of inport traffic 

in the port. There is not, o..t present, adequate traffic being 

exported vin. Kn.!ldla, though facilities nrc nvniln.ble. Operat

ionally, it uill bt: useful to the Rn.ilun.ys if reGUlo..r strcnns 

of trnffic nrc inc:ucoLl to flo'\-T to Knndln port for export, 
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as the wagons taking the goods for export can be utilised for 

backloading ti. ... e import traffic. Rai .... uays may, therefore, consider 

quotation of special station- to-station rates for developing 

particular streams of traffic to Kandla port taking into account 

the operating condition on the relevant sections on 1vhich traffic 

is so offered and other aspects usually taken into account in 

quoting station-to-station rates. 

Terminal Charces at Siding End 

16.88. Railw-ays should look upon 'sidings' as an arrangement 

mutually beneficial to the Railuays as w-ell as to the siding owners. 

Sidings should be really considered as special terminals. An 

industry going in for its own sidint; saves for the Raih-rays 

expenditure, ·to some extent, on terminal facilities which the 

Railways 1vould, other~'lise, have to incur at the station if the 

increased traffic is to be dealt Hitho In.the context of mounting 

. costs of investments, it would, indeed, ,be prudent to induce the big 

customers to provide for their oym terminal facilities by •my of 

sidings. Again, customers 1·1ho invest in siding facilities have 

a stake and, therefore, 1vould be moving defl.ni te quanti ties of 

traffic over the Raihvays. 

16.89 The normal practice. on the Railways is to lev:>; in addition 

to the freight charges, a separate siding charge for the plac~ment 

and ~~~oval of wagons at sidings • 
..... ' .. ~ 

Where the siding owner arranges 

for this work to be done by his o>m locomotivE;!, a sep=t.rate siding 

charge is not normally levied. It has been represented to us by 

several siding owners including the oil ;ntcrests and steel interests 

that instead of the practice of hnving separate siding charges as 

computed at present, ther.c' should be an element in the through 

freight rate itself where such additional charges are considered 

necessary. vle have also received representations ngainst the 

practice of asking the siding owners to bear the cost of 

tally clerks 1vho are employed on behalf of the Rnihrays 



16-33 

in the si .'.inc;s to supervise lo:::.clinc/unlo.::!.din::o: etc. We uill be 

ci scussi:1_::; these n.:-.tters pertaininG to siclincs in our Fin::.l 

Report. 

16.90 v!e uould, however, like to point out here that as f:::tr 

.::l.S ~!e question of tcnJin:ll charges in respect of consiG7.ments 

booked to .:-.nG. froL: the sidinc;s c..re concerned, it is clcnr thc.t; 

c.t the sidinc enu, tho Rc.ihmys nrc not incurring the full 

ternin:::tl cost which nor::-J.clly -rrould be incurred in c. e;cods 

shed or .:1.t a st:J.tion. On a considcr:::ttion cf the V.'lrious iteos 

which cc.l:c up the temina.l cost, we reeon::1end tmt:-

16.91 

( i) In tho c.2se of a sidinG 1·rhcre tally clerks are 

l)r:)villecl ~"'..d tho cost of t:::tlly clerks is borne 

by the sidinG owner, there should be a rebate of 

5CYP of the terniik1.l cbn.rge c. t the siding end; and 

( ii) in the cnse.··of sidings where the siding ol'mcr is 

not bearin.~ the cost of any t:JJ.ly clerk, trero should 

be .2 rebate of 25% cf tho terwin.2l at the siding 

end. 

T~e Qilount of such rebate is likely to be of the order 

of Rs.7 crorez .2nnuc.lly. 

Londi!JG in Open W['_;;ons 

16.92 Fro~ our discussions with various interests like ceoent, 

fortiliscm etc. in different reGions of the country, we find 

th.2t,as Railways .2ro not able to supply ad~quatc nunber of 

cover eel -:r:tc;cns, the p:trtie s ha.vo to nakc usc of Open ua.gons. 

16.93 It is quite cvi.cl .:.n t froc. several factors like inbala.nce 
t:tp t 

in traffic in covereds and orcns,Lf:tctorics producing ceno~t, 

fertilisers etc. will have to loaC. in open nagons, if the 

optinun level of lo.2c~ins is t6 be a:tintr..incd; and such lo.2din.:; 

in opm.1 1-:c...:.;c.~lS ldll hc..ve to be do::cc in n planned a.nd systenutic 

r:..::mncr. It h:::.s been represented to us that, at present, Ra.ihro.ys 

.2ro insistins o:1 eve~- occ:::tsion when such lcc.C!.inJ in open wn{;ons 

h~s t::> be reso:i:tcd t::J, t:-:::J. t the senders should 1 elect' such 

opcu -·.::tcc:.•s so th~t Ra.ilu:::.ys •Jill h.:'.Vc only lini ted liability 

u:J.clc:L Section 75-1.. r;-; tho Indi::-21 ~bilv.c.ys L.ct. We consider tlrt 



this is nci thor fnir nor ronsonnbl c, bocnusc po.rti cs in such circur_-.

st~nccs d.o not h:>..vo rmy opt'ion other thnn lo.idinc in u:..'..cons su~:)licd 

by tho Ro..il':rnys nnd Rail wnys are .not in a. position to supply covcr::..u ,. 
un_:-,;ons in c..dcquntc 111.1:'_-cbcrs. Tho question of 1 olocticri 1 cf such 

uo..:;ons by sonc~ors should not, therefore, nrisc. There i:::; ::.1 so t:1o 

problen of covcrin;; tho consign:1ents loaded in open >mgons with . \ . 
tnrpnulins, famine full rnke lo:1ds a.:;.1cl escorting such loads. 

This nn.ttcr hns been discussed by us l'l'ith the cer::lent o..nd 

other interests ~md tho consensus nrisine out of the: discussions 

is tlnt tl:c plo.nts Hould b<:: \•Tilling to cover the open Wt'.cons vli t~1 

to..rpo.ulins o..ncl o..rra.ncc for escorts provided they nre conponsntcd 

in sonc vrny in the Rnihra.y pricine; structure for tho a.ddi tiono.l 

costs to be incurred by then. In our view, it would be better if 

the pnrties thensol vos provide tnrpnulins, n.nd cover till.: wa.g"ons 

-vrith duo care to a.voicl c1nnnee en route. If Raihrnys were to 

provide to.rpo.ulins, they uill hnvc to set up n spocinl orga.nisnt

ion for this,purpose. Sone of tho t::trpnulins ·which the Cor1nittec 

ha.cl seen a. t sane of ih e Rniluay Depots are in such a. bnd concH tion 

the. t covcrinc the consigm·10nts l'li th then uill not servo any useful 

pprpose. All things considered it is bettor that a suitable pricine; 

incentive is giv0n to the parties to provide the ta.rpnulins 

thensel v~s. 

19.94 vli th regnrd to coverinG of ;:ngons vTi th tarpaulins, soiJ.c 

spocinl care is r0quired to ensure tbnt tarpaulins do not sne 

in the nidclle. It should be possible for tho RDSO to devise souc 

siLple nech~1ica.l devices vThich cnn be usccl .::tlong vTith tho 

tarpaulins to ensure that they properly cover t:10 >iJ.:;ons without 

sngginc in the niclcllo and >-roulcl ci ve cffocti ve protection even in 

tho cn.se of unexpected l'c.ins etc. 

16.95 \Vi th rego.rd to th8 incenti vo th.::. t sJ.1ould be ci von to 

the pnrtios, l'Tc lwvc hncl tl1o bcncfi t of sane cost clo.to. su~)licd by 

tho cencnt nnnuf.::tcturcrs' n.ssocintion nnd those h:'..vc been cx::::.ninecl. 

Bnsed on tho ccst do.to., \·To uoulc rcconncncl o. 6% robo..to for ccnsic;-
c~-u.&. · · , d b tl m.:cn ts lonclocl in Open ~!0-c;ons/~Ti th tnrpnul~ns provH.c y _'lo 

po..rtic s thc~J.sol vcs c.nd offered in full trc.in loo.ds prcpcrly escorted 
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\of e, therefore, nclcc the follo1ri.ng recoD.menda tions with regard 

to loading of consignments li~e cement, fertilisers etc. in 

open m::.gons in train loo..ds:-

16.96. 

( i) the senders need. not have to 1 elect' open l·ragons 

~sis bcing.done at present. 

( ii) the consignoents >-Till be carried at 0'\mer' s risk 

Hith .:~.11 the liabilities pertaining to owner's 

risk cons:ig:rinients devolving on the Raihmys. 

(iii) Parties should arrange to cover the wagons properly 

Hi th their mm tarpaulins. 

(iv) A reb2te of 6% in the wagon load rate should be 

given for consignment thUs moved in Open 11ragons. 

This will be in addition to the rebate for full 

train loads vrhich we have recomt1ended. 

(v) A suitable number of escorts may be allowed per 

.train load, fr.ee of charge, on execution of the 

usual indennity bond. The number of escorts so 

permitted will be specified. 
i 

A few other matters like crane charges, charges for 

transport of consignnents by spe.cial trains, charges for traffic 

booked from one siding to another siding in the same station area, 

charges for ha~age of empty ;mgons on private account, haulage 

charges for engines booked to private parties, rate for container 

services, rebate in freight for private ownership of special 

·type of -vragons etc., vlill be dealt with in our Final Report. 

Excepted articles will also be covered in that report. 

Earnings from goods traffic on the basis of the reconmended 
Freight Structure 

16.97. On the basis of the rate structure and the classification 

scales for various comoodities recommended by us, and taking into 

account the Debates we have suggested, the total earnings for the 

revenue earning goods traffic at the level of the 1976-77 volume 

of traffic have been worked out in detail. The total earnings 

would be of the order of ~.1970 crores; this would nean an 

additional earning of the order of about ~.515 crores over tho 

1976-77 earnings at the sane level of traffic and operating 

efficiency as in that year. 

*·******* 



PART IV 

Summary of Conclusions and Recommendations 



CH..'.PT ~ XVII 

SUHHARY OF CONCLUSIONS AND RECOMHENDATION'S 

17.01 The nature of the work ass~gned to the Connittee and. 

the scope of the Main Re_;;>ort have been explained in Chapter I. 

The financial reviev1 of the Indian Railuays in Chapter II has 

indicated that the finances of the Indian Railways have been 

in poor shape, especially si:iJ.ce 1966 except for a few years. 

Vhile various factors have played a pnrt in this, a oajor 

constraint has been that the tariffs charged for various railw~ 

services have not kept pace with the increases in the'costs of 

various inputs _of the Railways. This has resulted in the !Urllways 

not.being able to nake adequate provisions for repairs and oai~

tenance, depreciationt and, espe~ially, for further developnent~ 

They have not even always been in a position to earn enough to · · 

pay the divide~ds on the Capitai-a.t-Charge. This isthe J?OSition 

in spite of the fact that;. as·· indicated in Chapter III; oany of 

the_nornal physical indicators regarding the operational per!or

nance of the Indian R:~il "rays suggest that the.re ha.e, been consider;.. 

able ioprovenent in the utilisation of assets and the produotivit.Y 

of labour ori· the Railway systeo. The Indian Railway:;J sholi' good 

perforoance in oany respects as'conpared to ioportant :foreign 

railvmy systens. At the sane tine, it is. clear that thei~ 

perfornnnce is ~po~er than that of the Soviet and Chinese Railways• 

Even in respect of sane physical indicators of perforoance, the 

situation has been unsatisfactory in the last two years. 

17.02 In Chapter IV, an atteopt has been oade t~ ~ook at 

the traffic which the Railways will have to carry by 20QO A,D. 

and, in the light of these requirenents, calculate the assets 

that will have to be,obtaihed and the investbents that will 
have to be oade. It is clear that, even at the very oininun, 

t~e developoental outlay on the Railways will have to increase 

substantially as coopared to what is being provided in recent 

years and what is proposed in the draft Sixth Plan. 

17.03 In Chapter v, the oanner in which the cost of providing 

railway services should be analysed is outlined together with 

a delineation of the no.nner in which cost analysis is at ' 

present conducted by the Indian Railways. Data available froo 

the Costing Cell of the Railway Board and froo other sources 
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have been suooarised and their inadequacies as well as significance 

briefly explained. 

17 . • 04 In the light of theaecr~ picture provided by these 

various paraoeters, an atteopt has been nade in Chapter VI to 

indicate the overall approach to tariff policy which the Connittee 

has foruulated. After discussing sone of the s~cial.aspects of 

tariff1 naking on raihTaY,S as a public utility agency, the special 

problens faccd·by the Indian Railways in terns of the additional 

earnings required by then to fulfil their essential requireoents 

and to'provide the niniouo necessary internal nobilisation for 

developci~nt outlay have been exaoined. On the basis of the dis

cussion"in the-enrli~r chapters, it is suggested that the year 

1976-77 nay be-'·tren.tE;ld. as a yeo.r of norc.al efficiency for the 

Indian Ra:tlways and, nfter appropriate adjustnents for csst 

escalati·on 'and additional earnings required, it is explained why . . 
it is necessary that the future tariffs should be so foruulated 

that;:·at .the 1976-77 level. p:!:'_.E.:O:l:.t.<.:it::ncy and i:;ro.ffic, the Railway~ 
shou:fd.'"l)~: in. a:·posi tion to earn an additional ai:J.ount of about 

~ 770 crores~ Different aspects such as how this a.oount should 

be distribut,~d'anong different streans· of traffic,: what the app

roach shoula.1:be· regarding the cost-tariff relationships for 

dii'fereht · stre.ans ::of traffic, special problens such :..s those 

relatin~i" t~~··.suourban- services and the North: Eastern region are 

exanined; an<i -while explaining ho1'1' the proposals should be 

ioplenent§l~ and,why their inpact is not likely to be inflationary, 

a fornulp,.fo:r.~ariff escalation in the near future has been 
. ..... , 

suggested._. This. has b_een done 'llli th a view to avoiding difficult

ies as e~riencE;ld in the re·cent past about ndjusting railway 
.,. . .. . ~ . ; . ; . . . . . 

tariff~? periGdically vTi th a view to neeting the changes in the 

prices·· of. O<?-jor inputs. The lini tations of the tnriff structure 
. . . 

as well .ns .the. escalation fomula have been explained and the 

tine horizon for a fresh look at these questions suggested • 

. 17.05 : In Part II, the Report deals with wl:nt is called Coaching 

Tariff •. After giving a brief history of the evolution of passenger 

fares, and describing in outline the socio econooic profile of 

the railway passenger based upon ['.. survo~r concl'act3d by the Carmi ttee, 

a new structure of passenger fares for different classes of passenger 



accoonodation provided on the Indian Railways has been 

reconnended together with.an explanation of why this structure 

is ccnsidered appropriate. In the next Chapter, special 

fares such as those for season tickets, circular tours, and 

concessions of different kinds have been dealt with. Then· 

follows a brief history of the tariffs for parcels and luggage. 

On the background of ~his history, the Connittee•s proposals 

regarding the charges for parcels and luggage etc. have been 

explained. 

17 .o6 In Part III, the basis of the present freight structure 

has been· explained, giving a brief history of its evolution.·, 

Then cones the nain chapter regarding freight rates, 'indicating 

the basis o:t.the structure of freight rates which the Connittee 

is proposing. The classification of connodi ties has been in · 

sone respects nodified in the Connittee's reconnendations, 

and an explrin~tion of tho proposed structure of classifications 

"follows. This is followed by detailed reconnendations about 
l't, 

the freight rat~s for particular connodities, indicating their 

s:pecial characteristics,· and pointing out the ·inplications of 

the proposed tariffs by way of the incidence of these on the 

concerned interests. Sane other aspects relating:to freight. 

tariffs have also been exanined and reconnendations nade. 

17.07 · A fewl··aspects of the overall. policy iopl:ied in the 

Connittee 1s recont1endntions should be nentioned. here. The 

Connittee has had to balance various considerations, the nd'st 

inportant anong which uere to take note of overall costs and 

benefl. ts - social and p'ri vate - on the one side, nnd practical 

considerations of adninistra.tive nanageoent and pubiic accept

ability on the other. It is well said that the better can·nany 

tines be.the eneny of the good. In attenpting to take note 
. . 

of all the fine differences in the cost-benefit relationships 

regarding different streans of traffic·, and attenpting to 

project these in actual tariffs, it can happen that the 

costs - actual or inplied - of adninistering such a conplex 

tariff structur~ nay outweigh the advantages of the attenpt 

to be fair and just~ One cannot ovexlook the very inportant· 

fact that the tariffs have to be adninistered by large nunbers 

of railway enployees at points spread through this vast country. 



While various aids nay be provided to then, it is still necessary 

to renenber thnt unking the structure too con:plcx is likely . ' 

to lend to adninistrntive costs, inefficiency, delays for the 

public, and perhaps sone corruption. 

17.os Another as~ect that the Connittee could not ignore is the 

situation regarding tariffs on different streans of t~affic as 

it ·h·as ·cone to evolve over the last two decades and as it exists 

todny.· ·However, ·inappropriate sone of the pTesent differential 

tariffs nay be found to be, it cannot be overlooked that they 

have existed for· sone tine, and various users ha.ve organised 

their econonic life on the expectation that such t~rifrs would 

continue. While it is only appropriate that a Connittee like 

ours, attenpting to give a fresh look to the lvhole tariff 

structure, should. rationalise it as ouch as possible, it 

cannot suggest changes uhich are too· ·drastic and where the 

difference ·between the existing and pro:;_Josed tariffs would be. 

so large as to nnke the changes very difficult to be accepted. 

This is spec.ially so lvhen the problen. rela-tes to specific 

and inportant strata of railway users. In such cases, the 

Connittee has suggested a phased progrnnne of change so that a 

soaller clmnge irmediately should .be folloued by gradual 

changes in the desired direction over a period of tine so that 

the whole structure can be nore rational after a period. Such 

an approach has been taken in cases like those of se.nson 

ticke"ts in respect of passenger fares, and perishables in 

respect of parcel rates. 

17.og The Connittee has also .. gone into certain aspects 

which are inportnnt fran the point of view of the inpact of 

railway tariffs on particular parts of the econonic systen. 

For exanple, the Connittee has suGgested that special care 

should be taken regarding the freight and fare charges .for 

tnaffic to the North Eastern area of the country. It has been 

reconnended that the chargeable distances ,shou~d be calculated 

in such a nanner that, to the extent possible, the users in 

this area should not feel that they have been handicapped as 

a result of the partition of t:1c subcontinent in 1947, which 

uas a decision taken by the country as a whole nnd for 1vhich 

people living in this region alone shoul~ not have to pay 
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a cost. It has also been recon~ended that.the transport 

subsidies that are available in that region at present should 

be nade ap~licable fron the nore inportnnt points fron the 

point of vim'l" of to and fro traffic.· It has further been 

suggested that the incidence of these burdens should be.borne 

not by other railway users but by the Central Exchequer. ~\nether 

sinilnr reconnendation of the Cownittee is that the capital 

investnents which would be nade in future on :the provisio!l of 

suburban or suburbun-like services should be exenpt fran the 

paynent of dividend so as to reconcile th9 very heavy' capital 

costs that are involved in the rehabilitation~ expansion and 

rationalisation of these services, and the necessity t~ keep 

the fares on these services - which nainly take the foro of 

season tickets - at an acceptable level. . 

17.10 . \Ihen the questi.on of rail.lmy tariffs is discussed• 

it is. sonetines said th.;,t it shoulc1 be pos.sible for the 

·.Railways to raise the necessary fina.ncial res~urces for better 

naintenance, proper der>reciation nnd further devel.o?nent by 

inproving efficiency and J.Jractising econonies in different 

itens of their expenditure. The Connittee has agreed th~~ 

there is scope for inprovin~ the efficiency on the Indian 
j ·' .. - . :: 

Rail~mys and i~ proposes to exaoine this aspect in sane detail 

in its Final Report. But it is qui~e clear that, in a systen 

as large and as old as the Indian Railways, it would be 

unrealistic to exr>ect niraculous chnnges. The data provided 

about the physical perfornance and the conparisons with sane 

foreign Railways as well as the changing physical indicators 

over a period all suggest that, as conpared to the function

ing of railways in n~st countries, the Indian Railways are 

not doing too badly except in the last two years. Standard 

costing, however desirable, has hardly nade any progress 

on any rail1my systens in the world, and to ex:;_:>ect any such 

systen to cone into existence in the near future would be 

unrealistic. All one can do therefore is to take the best 

·-· perforonnce attained upto now as the standard which s"hould 

be naintained, if not innediately inproved upon. In view 

of all the difficulties which the country has been passing 



through in respect of labour relations, lnw and order and v~rious 

other ontters, the attninnent and onintenance of the efficiency 

level of 1976-77 woulu thus be n target which would 0e very ouch 

lrorthwhile. Various incentives nne other oethods for their nttnin

nent should be pursued. But to expect that nn enterprise such 

ns the Rn.il vm.ys spread all over the country and with n work force 

of 17 lnkhs, one of the largest in the world unuer one organisation, 

would ~e able to withstand the difficulties which are being faced 

by 1:he econooy nnd the country ns a \lhole is to expect. the iDj?oSsi ble • 
. . 

At least in nnking projections for the near future, it would be wrong 

to nnke such unrealis'tic assunptions. 1\nything thnt affects law 

and order or labour relntions in riny part of the country affects the 

railway systeo. Moreover, the systen being closely interlinked 

in its different parts, when ·o.n inj?ortnnt section is in trouble, 

the >1o.rking of the railways in other parts cannot but be adversely 
. . . . 

affected.· This is specially so when the functioning of the Railways 

in vital nrens like the coal belt zcts into difficulties because 

of various local factors. Jul other traffic -gets affected, partly 

becau~:ie it. reduces the nvnilabili ty of coal required for steao 

traction services in different parts of the country, and partly

because priority has to be given to coal novencnts thus putting 
·,·· 

other strenos of traffic in jeo'pardy. All such factcrs should 

be. taken note of ivhen considering the ·question of rail ~my efficiency 1 

17 .11 ·when it cones to effecting econonies, tli.e scope for 
a 

such a ~ietisure nny be thouc;ht to be considero.ble in_/lo.rge orga~i:-

sation like the Rnihmys. This will be one of the as?ects to· 

which' ·attention will be given ili. our Final Re:;;>ort vihen we exaoine 

questioi'B.·relnting to operating efficiency. It should. holmver be 

pointed out'thnt, ·in half the eipc.nditure incurred by the Raillvays

on stores-nnd oti.terials, fuel and contractual paynents,-there is 

hardly o.ny genui'tic possibility of econoi::J.y. This is not to say 

tha·t: these oaterials canno·t be nore effectively utilised; but. 

this· is a questi~on affecting the ov.ernll opera tintS efficiency. 

Half the Rail Hay ex:pendi ture is in.cm:-red on staff. It has sane

tines been suggested that Raihmys are· over-staffed. \'Fe have not 

exnnined this natte.r;. Jiloreover, it should be realisticnlly acknow

led&ed that.any retrenchnerit in staff is not a practicable 

proposition. 'l;J'hat one can look fo._r1vard to is n nore effective 
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utilisation of staff so thnt, vdth tho sane staff, nore traffic 

is handL;d; and.as total railway facilities increase, the 

staff does not increase in proportion. Data given in Chapter III 

indicate that, to sone extent, this has ~lready been happening. 

But there oust be scope for.nore efficient utilisation of 

staff. Houever 1 tho nn.in point to be note('_ regarding all such 

possibilities is that it is no use "nnkine unrealistic assunp

tions about such inprovenents, especially in a short period of· 

tine. R~ilwsya, >·rith the characteristic of largeness in terns 

of gooeraphical spre~d, total len;th, total operations and total 

nunber of staff, are specially not an organisation which can. 

becooe an island of efficiency 1vhich 1<1ill .stand out as sonething 

very different fran uhat is happening in 'tho econony and the 

society as a whole. If anything~ its efficiency is likely to bo 

lower than th."l. t in individual m.nufacturing units or even public 

utility Units, nost of uhich are very rmch snnller in size and, 

therefore, far nore anen~ble to special initiatives ·for inprov~ 

nent ·of efficiency. vlhilo one need not_ take a pessinistic vie'tfe 

false optinisn can also create. p:robleDS. That is vrhy 'tiTO have 

thoueht it appropriate and prudent to assuno the efficiency level 

actual:lY ·attained in-197&!.77 as tho noro on >fhich to foroulat,e. 

our tariff structure. 

17.12 _ · vlhen l:ooking at such probleos, the relative inportance 

of different eleoents in the cost structure is sonetines over

looked. Many critics of Raihmys, for exanple, point. to· the. 

Railway Board as an unnecessarily large organisation -.a · 

'"rhite elephant' sone of then call it - and sug~est that 

large ocononies·can be effected in the expenditure on it; and 

thn.t this could nake a considerable difference to ·the financial 

position of tho. Indian Ro.iluay.s. Such critics overlook the 

obvious fact thn~~ the oxpendi ture on the Rail~my :Soard does 

not evan.constitute 0.1% of the total expenditure of the Indian 

Raihro.ys. L enving aside the question regarding th~ appropriate 

role of the Railuay Board in such·an orG'anisation _a point 

to uhich··ife shall briefly revert in our Final Report - even 

if the expcndi ture' on the R·aibmy Board could be cut do>m 

by 5ofo, it uould hardly nnke a dent in the total expenditure. 
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Critics Th~ny tines appear to overlook such obvious points. 

17.13 ~ As n. result of all these consiclcrn.tions, the Cormittee 

has cone to the conclusion that tr0 financial viability of the 

Rnil~mys c~n be re-established only by pcrnittinti a substantial 

increase in tho tariffs for different rail::~my services. The 

distribution of this increase vdll naturally vary ~noncr different 

strenns of traffic ~ccordinG to what burden different ~trcans 

can.p.nd_should bear. To ensure effective and optinun use of 

national resources, the Cotmittce has attenptod to take as nuoh . 
' . . 

care as possible to ensure that no special incentiv~ is {.;ivon 

to attract to tho rail W[l.ys tr2.ffic 1-rhich should, fran the point 

of vievr of the optinuu usc of resources~ be carried by,6thcr 

nodes of traffic; and also to ensure that no _t.r.affic is carried 
(~. :· . 

unless it covers the direct costs of carrying it. Subject to 

these overall considerations, other factors such as· adninistrative 

convenience, social burdens and acceptability, the incidence of 

the proposed tariff and .'5t!3 r-cs.si"ulo inpact on different sections 

·: of the population, on different regions · S.nd on the overall funct-. 
ioning of the econony have been kept in view •. The ain has been 

·- .. 

to ensure that the Indian Railways, which nrc one .. of the nest 

inport9-nt infrastructural agencies of ·the country, are enabled 

to play their proper role iri ens~ing developnent ~nd efficient 

function:i,ng of the national econony, and in serving the interests . . :. _,_,_. 

of' the cpru:10n nan. 
--· .. 

17 .1_4.. 'Finally, before sunnarising the ·specific rcconnendations 

rode bY; the 6onnittee, it nay be stated i"gain that the Connittee 

has fornulntcd its rcconnendations as an intcerated structure of 

tariffs, keeping a certain overall approach to Raihmy fina.nces ·-. 

and to the future role of Railttays in the.Indinn econooy in view. 

The Conni ttce is also. happy to note that its approach in these 

rntters ;ts basically siriilar to that which is to be found in 

the Report of the National Transport Policy Connittee appointed 

by the Plnn;1ine Ccnnission which hns recently subni tted its Report. 

The Connittee therefore feels confident that its rcconnendations 

will be considered by G.overnnent in the li5ht of this overall 

approach to transport:develop~~~~ ~~: ~~ ~~G_~pecial role of 

Railuays in the future econor.ic devclop:1e~1t of tho country. 
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l .. s hn.s .been nentioned in the Report, ·ue hope thn.t the 

Governnent will consider the various reconnendntions nn.de 

about different stren.ns of traffic n.nd other ~elated natters 

as an intecrzoal vrhole and that, to the extent possible, this 

structure will be nnintained intact. In keepin~ lrith ,this n.ppraach, 

we hn.ve also further suggested n fornula for turiff escalation 

which should be used for a few yen.rs till it is revised after 

a further expert study. 

17.15 Our nain conclusions nnd recor~endn.tions are as follows: 

1. For tho period fron 1950.:.51 to 1978-79 the position of 
' . . 

net surplus earned by the Railways was 

Year 

1950·--51 

1966-67 

1976-77 

to 1965-66 

to 1975-1.6 
I . 

to 197a:-.79 

Net 

Total 

as follatrs:-
· ( Rs crores) · 
Surplus(~)/Deficit(-) 

(+) 
(-) 

(+) 

32tr.57. 

357.02 

230.13 
------...---
(+) 197 .. 68 
---· ----

(Para 2.09) 

2. In the years vrhen surpluses lmre inadequate, the railways 

have had to secure tenporary loans fron the Governnent to 

neet their~liabilities. (?ara 2·.11) 

3. It·is tne Connittee1 s inpression that funds provided 
. ~ot . 

in the pnst for repairs and naintennnce na~have always 

been adequa.te. ·(Para 2.19) 

4. The provision for depreciation by the Indian Railways 

has been less than at the desired level, especially aftor 

the financial pos·i tian started deterioratincr after the 

late' sixties. 
. . 

5. It is pecessary that contributions to 

(Paras 2.20 & 
. 2.34) 

the DRF should be 

worked out on a proper basis irrespective of the varying 

anounts required for physical replacenent fron year to year, 

or the production.cnpncity av~ilable in the country at · 
(Para 2.42) a particular tine. 
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6. Hi th the con::dder~ble b~cl;:log of doprecio.tion, nnd 

the nnjor assets ncquired in the earlier Five Yenr Plans 

falling due for replaconen~ in a short tine, it is specially 

necesanry for the rail't·mys to provide for depreciation 

anounts nuch larc;or th~n n::;u. 

7. Thoro should be, in a lnree public utility orGani-

sation like the Raihmys, a nore objective and satisfactory 

basis for regularly settine usiie appropriate anounts for 

depreciation. It is recormended that the Governnent nay 

appoint an Dxpert Cor.mi ttee to GO into this vThole question 

at an early date. (Paras 2.50 & 2.52) 

8. For its o1m cnlcul..:. tions, the Conni ttefJhas nssuned 

a provision for depreciation at a rate- o£ 1.7% on the value 

of assets. (Para 2.52) 

9. The contributions nade by the Railways to the pension 

fund have not been adequo.te in t~e pnst. It oay be necessary 

for the Raihmys to undertake n fresh valuation to deternine 

their pension liability in view of the nany chanc;es that 

have taken place. (Para 2.57) 

1 o. In relation to the increases observed in the prices 

of n:--.jor inputs of the rail~mys as well ns certain other 

inportnnt connodi ties, the increases in the rnihmy f~res and 

freight rates have been at a considerably lower level 

especially since 1965-66. (Para. 2.68) 
11. Over n period of tine the Indian Rnil'tmys hnve 

inproved their operation~l efficiency achieving best results 

in 1976-77 nnd 1977-78. The efficiency of utilisation of 

assets.on the.Indinn Railways is botter than that obtnined 

in nost of the developed countries. Hmvever, on n conparison 

with USSR and Chinese Raihmys, it is seen that there is 

c;·nsidernble scope for further inprovenent. (Para 3.50) 

12. naihm.ys are nn essentinl infra-structural fo.cility 

for econonic nnd industrial developnont of a country. 
(Paras 4.3, 4.4 & 4.5) 

13. The route length of rnihmy lines in India, whetr ... er 

in terrill of population or l~nd nren, conparos very unfa.voura.bly 

1>1i th thnt not only in tho ocononicn.lly richer countries of tho 
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uorld, b-t~t even as conparec1 to countries like Malaysia, 

Alceria or :C~ypt in tcr:m of population, or Sri Lc.nkn. in 

terns of land area. 

14. An inportant roason for slo"r increcse in raihmy 

route len{jth in tho past ·thirty years appears to have boon 

the idea that, with the availability of tho altern~tivo node 

6f transport by v1ay of ro.:-..ds, less enphasis iiO.S necessary 

on a capitnl intensive node of trnnsportation l.ike the 

railways. Tho Report of the National Trnnsport ·Policy Connittee 

indicates thnt nuch gre~ter attention to railway developnent 

needs to be 0iven in the future, particularly in view of the 

fact that railimys tJ.re a nuch riore enorcr.v efficient. nenns. 

of transport. ·(Para 4.08, Table ·t.5) 

··f5. c·onpared to tho. first three Plans, subsequent plans 

gave far less inportanc~ tq raihrny dovelopnent. 
. · -·· · '.Para .. ·-4-~bg) 

16. In vie1-r of thd recent de.,;.elopnents in the field of 
. . ~ . . 

fuel, national _p_oli.cy .:-vmuld- require nore · ei:lphri.sis for long 

distances haulage as uoll ns oass.tro.nsit to be placed on 

railways rather than roaduays • This i-Tould probably· inply that 

tho dennnd for raihmy traffic facilities -vr.ill groiv at a rate 
. . 

faster.thnn.}muld be indicated by projectic..:1s.froo the past 

trends. (Para 4.11) 

17. In o. denocratic society l:i,k~ _:Ours· it would be difficult 

~o resist the denand for increasing facilities for carrying 

passencers as long as the facilities, on proper costing, pay 

their 1my. (Para 4.12) 

18. It is necessary thnt steps nre taken to ensure that 

new work opportunities are created in other areas so as to 

avoid further nigration to the nnjor netropolitan cities. 

Ho~rever, any attenpt at keep:j.ne- the· investrJents on netropolitan . . . . 

trnnspo::Ct systens low on the plea that better rapid transit 
. . . 

systens i·Till encourace nore nieration to the cities, is a 

very unrealistic and nlnost inhunan approach to the problen. 

~Paras 4.14 & 4.15) 
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.19. In viou of tho lone gestation period of railwn.y 

schcnes, it is tine railwn.ys bocin to plan on a loneor torn 

footing, probably for 20 years. Tho future dovelopnont 

should be n. little n.hen.d of the actually projected denn.nd 

n.nd,1'rhorevor possible, tho dovelopnont should take tho forn 

of alternative routes and bye-passes instead of doubline and 

t~ebling along 6xistine routes. (P~rn.s 4.16 & 4.17) 

20. It is estin~tod(as a nininun projection) -thn.t tho 

raihrn.y traffic in 2000 A.D. as conparod to that in 1977-78 

will be as follows:-
( 1 0 9 NTKN/PKIJI) 

Traffic in 2000 A.D. 

Traffic in 1977-78 

Additional traffic 
in 2000 A.D. 

Freieht
traffi c. 

406.00 

162.69 

243.31 

Pn.ssen~or Traffic 
Suburban Non-suburban 

160 .oo 
39.43 

128.57 

320.00 

137.20 

182.80 

(Para 4. 23) 
21. The resultant invostnont re~uirononts f~r n.dditio~~l 

facili tics for to:ldng care of adcli tional traffic which uould . 
be generated in 2000 A.D. have been ostiDr!.tecl as follo'\'rs:-

1. Rollinrr Stock 

a) Loconotivos 
b) Coachos 
c) Uaeons . 
~.) Bl.UJs 
..,) :r-Iiscolln.noous 

2 ~ Traffic r"n.cili tics@ 
3~ ~Torkshops nnd sheds @@ 

4. Blcctrificn.tion 
New Lines 

Totn.l 

5~ 
6. Other invostnent(10% of 

1 to 5) Grand Tot::cl 

@ IncludinG sicnn.llinc and safety. 

(~ in 9roros) (at 1977-78 
prices) 

2249~93 
1665 ~46 
5064;76 
1836~78 

"1 069.76 . 

11886.69 

7132~01 
1664~14 
786~70 

1601 ~00 
2307.05 -------

25377.59 -------
@@ Based on Rnilun.y Corporate Plnn ( 1976-89). 

(Para <~.2~~) 
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22. Addine the requirenents for need based repl~cenents, 

the total outlay for the developnent of railways upto 2000 ~.D. 
woul:l ha.ve ·to be about P.s 36,ooo• crores c.t 1977-78 prices. 

It my be assuned thnt tha outlay in the first yec.r of the 

revised pl:m lvould have to be r.s 1,000 crores in order tha.t 

an outlc.y of~ 36,000 crores (1977-78 prices) is conpleted 

in 20 ycc.r,s. It "''till then have to increase in constant 

proportion so tha.t the total outlny as required is spread over 

?0 ycarG. (Tc.kin.::; escc.lation in costs into account the outlay 

required in the initial year 19~0-81 will be ~ 1250 crores). 

(Paras 4.24, 4.25) · 
23. The Connittee considers that n year iike 1976-77 when 

the railways attained sone of the best results in terns of 

efficiency thnt they have ever attained would be a good basis. 

to provide the standards on uhich to fornulate future tariffs •. 

It also happens that 1979-77 was th~ yo~· for which the latest 

cvst analys:t s prepared by the Railuay Board 1-rcre available. 

The Cocnittee have, therefore, thou~lit it fit to use the cost 

data for this year as standa.rd ·for its work, of course rm.kL'1.g 

allowance for the changes in prices which have occurred since 

then. 

·.24. The ~;results of sonc studies indicate that. a certain 

level of savincs is involved in block r<~e novenents as 

con:parcd to piecenenl vrngon D?Venents. --However, the exact 

extent of these savings, cannot_, at present, be quantified. 

(Para 5.36) 

25. .Unit costs of novenents are hi~her on heavily ~nded 

sections. It has, however, not been possibl~ to accurately 

quc.ntify incre~ses in costs due to grc.dients. (Para 5 .40) 

26. Certain connodities such ns salt, sUpher, line, and 

super-phosphate hnve a corrosive effect on the "''mgon bodies 

when transported by rail. (Pc.rn 5.42) 

27. I:..ccording to the annlysis nnde by the Rniluay Board 

the nvern0e unit cost of tra.nshipnent at c. break-of-gauge 

point uorl:s out to ~ 7.50 per tonne. (P[l.ra 5.43) 
28. Tnki~; into account th~ ovcrnll enpty return ratio, 

unit costs per tonne and r:er tonne Xn. 1rorkcd out by tho 
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Comli ttee on the basis of average vmight carried per i'ragon 

have been given in Stateoent 5.1. Unit costs based on full 

loadabili ty of BG and NG wn.c;ons hc.vo also been estir:m ted nnd 

given in Stateoent · 5. 2. The costs hmre been segregated between 

terninal ~~d enroute costs taking note of the revised narshnll-

ing pattern devised by the Railway Board. (Para 5.51) 

29. "1 Costs of ErJIU services have to be understoai keeping in 

view the va~ring occupany ratios at different hours of the day, 

and also the. rapidly increasing narginal cost,. far nore signi-

ficant in these than in other railway services. (Para 5.64) 

30. On the basis of available data and analysis, it appears 

that on the goods. side, the average linehaul cost per kilooetre 

declines ni th distance. There is no such clear evidence on. the 

passenger side.available at present. (Paras 5.85 & 5.86) 

31. In spite of the developoent of other nodes of transport 

the railways.still have a large nonopoly in carrying certain 

types of traffic. The rail~ay tariffs fixed by the governnent 

are in the nature of adninistered prices and not nainly oarket 

deteroined coopetitive prices. (Para 6.01) 

32. The rail-.;vays can, uithin liuits, operate as a discrininat

ing nonopoly. They can fr~e their ta~iffs so that no price need 

be belovr the direct ,cost of service, D...Y).d O...Y).Y price can be up to the 

value of serive. By charging coonodities which can bear only a 

low incidence of tariff charge at lo1v-er rates - as long as they 

neet the direct cost of transporting then.- and by charging other 

connodities _which can bear a high incidence at higher rates, the 

total tratfic carried can be naxioised and so also the total 

revenue. This involves cross subsidisation by sooe strenns of 

traffic of others. (Para 6.10) 

33. Over the years th'e proportion of low· rated bulk traffic 

carried by the railvrnys has considerably gone up (presently, 

over 8o% of the total goods traffic). If tho r~ilways have to 

pay their way1a large part of tho cost of running theo has to 

be borne by its oajor users, a soall nunber of bulk coooodities 
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on the goods side and the Second Class (ordinary) 

passengers on the other. As the percentage of high rated 

comnodities and upper class passengers is small, it is 

not possible for them to significantly share the burden 

for providing Sl:l.bsidised transport to.lou rated bulk traffic 

and Second Class(ordinary) passengers. (Para 6.19) 

34. India being a poor country, with capital a.s .one of· 

the scarcest of its resources, it is undesirable not to 

earn an appropriate surplus on the capital invested in an 

enterprise. The Committee considers that the Railways s.hould 

earn, when they arc vTorking at normal. efficiency, a return 

of 1o% on the Capital-at-Charge. (Para 6.34 & 6.35) 

35. The railway tariffs should be such that if the 

Raihmys operate on the level of efficiency which they had. 

attained in 1976-77i· they should meet all their appropriate 

costs·at 1980-81 prices and earn a return of 10% on.the· 

Capital-at-charge. (Para 6.47) 

36. For ensuring appropriate return on the Capital-at-

~arge and appropriate provisions for the working expenses 

of the.RaiiiLways, and also taking into account the price 

escalation factor, it is estimted .that the Railways will 

have to en:rn about rs 770 crores more on tL~ traffic carried 

in 1976=77 at the same level of efficiency. (Para 6.48, Table 6.4) 

37. The proportion of total outlay on the Railways, though 

it was high in the initial plan, has been on the low side 

in recent Fi~ Year Plans. T.he Committee assumes that the 

R-ail't-ra.ys my be expected to mobilise 40Jb of their development 

outlay from internal resources, 6o% being contributed by the 

General Exchequer. The Railuays would on this basis be called. 

upon, in the initial year, to mobilise an amount of Ps 500 

crores out of an outlay of P.s 1250 crores, which. is the 

· escalated equivalent of Ps 1000 crores of the first year's 

outlay out of ~ 36000 crores estimated for 20 years. 
(Para 6.59) 

38• If internal mobilisation is to become a perm~~ent 

feature of rnil-vmy finMces, steps will have to be taken 

either to widen the s c9pe of the works to be undertalc n 
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froo the Developnent Fund, or to set up a C.J.pital Reserve 

Fund which could be used for financiEJ.G such "i'Torl.:s. The 

surplu8 earned by the Rnilwa~ should not be used as a 

contribution. to~rmrds inprovin._; the General ways and ncans 

position of the Central Governuent. (Paras 6.62 & ~.64) 

39. The tariff proposals have been so nade that out of 
'I 

proposc.d additioual earnings of above P>. 770 crores durinG 

1980-81, goods uill contribute about ~s. 500 and coaching over 

8.250 croros. (Para 6.65) 

40. The gcmoral principle adopted for formulatinc· tho 

proposed tariff rates is that, except for very special 

reasons, no streo.n of traffic ~vould bo ca:::ried at rates ivhich 

'tvou;td, for tho.t streQJ.l as o. whole, not oect tho costs 

directly to be o.scribed to that strcan of traffic. The 

contribution to total revenues of each stri:)an of trn.ffic 

"t·rould, ho1vever, vary according to 11ha t that stro:m of 

traffic cru1 bear. (Para 6.67) 

41. V/hile decidinc the tapering of freight rates ui th 

di~tance, the Con:-.li ttee has kept in vie "tv the rocon:1enda tions 

of the National Transport Policy Connittoo th:J.t, for shorter 

distances, notor transport 1-1ould bo narc suitable, qxcept L: 

case of bulk connodities, and that the r3.ilvrays should 

concentrate more on nediun and long distince transport. (Para 6. 59) 

42. In case of passenger services, the a)proach of tho 

ConElittco is that, while revenue fron Second (ordinary)passengcrs 

should cover t~1d direct costs of tho-so services, revenue fron 

the nail/express services should not only cover their fully 

distributed costs but also ocl~e up tho shortfall on tho 

Ordina.ry service so that tho passenger services taken as a 

whole noct their share of total costs. (Para 6.71) 

43. Tho Connittce has rccormendcd that uniforn rates of 
diferent 

tariffs should apply on L · gauGes, and on sections 

1vi th varyinc; traffic donsi ty, in spi to of po ssi blo 

differences in oper::J.ting costs. (Par:J. 6.73) 
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44.It is also reco~onded that tho existing practice.of providing 

wherever justified 
station to staion ratesLshould continue. (Para 6.75) 

·t5. . It is rocoLimonded tht:. t the existing systeo of confining 

inflation of distances to hill sections involving very steep 

gradients ~hould continue. (Para 6.79) 

46. The Co5nittee agrees with the conclusion of the National 

Transport Policy Conmittee thnt there is no case for freight. 

equalisation which in the long run merely distorts economics 

of location nnd loads to a l·Trong pattern of development. 
. (Para 6.89) 

47• The tapering of rates 1rith distances has been suggested 

in a uay that the rates taper I:J.ore slowly than the costs over 

shorter distances,while they taper Qore sharply at medium and 

specially for l~nger distances. Such. a taper l'1il.l encourage:. 

transport for mediUD and longer distances -.by. rail nn_d tha.t. 

for shorter disto...."lces ( ~xcept for bulk connodi t~e~) by road. 

ft has, however, been ensured that,even at longer distances, 

the tapered rate covers ay1.east the direct cost of ha-ulage •. · 
· - (Para 6. 91) 

48. It is· reconnended that a scheme for a transport subsidy 

for all rai~ transport mover:n.ents to and from the Uorth Eastern 

region should be fomulated. The freight charges may be cal-· 

culated on ·t-he basis of shorter notionD.l. direct routes .ti:i:. 
Bangladesh- n.."l.d the losses 1o1hich the_ Railvmys may sustain as 

a,result of this concession, should be borne by the Central 

Exchequer. (Para 6.112) 

49. The present system of granting freight subsidy-to 

the oxtent of 5o% in respect of certain essential commodities 

movL"lg east of Siliguri should be applicable alsp from Patna 

in the ~lest and Howrah in the South. (Para 6.113) 

5W'! The basic fare structure on the existing or the newly 

emerging suburban or su~rbanlike servieas would have t"O be 

tho saDe as on other parts of the raihm.y syste:c. An underground 

isolated system like the one under construction in Calcutta 

nay be an exQeption. (Para 6.118) 

51. The degree of concession on the season tickets has 

been very high. _It is.felt that a uniforo concession of 
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not nore th~ 5o% is tho nnxinun that could be justified. The 

nonthly season ticket fares for all distances should, therefore, 

be equal tc tho fares for 24 or 25 single journeys. It is• 

rcconncnded that n steady and persistent poliCj7 of increasing 

season ticket fares to bring then td this level should be 

pursued sons to achieve this in the·course of five to ten. 

years. (Para 6.121) 
'I 

52. It is roco;~,nended that the c::tpi tal investnents in new 
' or additional transport facilities on the suburban o~ suburban-

like sections of tho Rnil~ays should be exonpted fran the 

pnynont of dividend so that the burden on the railways fron the 

construction, onintenn.nce and operation of such lines gets 

lightened. Losses which the Central E~chequer nay have to 

sustain n.s n result of this exeoption nay be taken into account 

by the Finance Cono.ission when the Ce:c,tre-Stnte finnncinl 

relationship is periodically oxnnined. (P::~.rns 6.123 to 6.125) 

53. It is felt that keeping the Railway tariffs artificially 

low thus· reducing rnih1ny finances to n poor state, while 

appearing to be in.the interest of the.connon o.nn, really 

affects his genuine 'interest adversely. A finru1cially sound 

rnihmy systec is a sine -·quo. m of 0. heal thy nnd growing 

econony ~hich is the need of the cGuntry and its c6wnon people. 
(Pnrn 6.128) 

54. In devising the neu tariff structure the Cor:mi ttee hns 

atteoptod to see that. tho burden of the additional tariffs 

falls less on the cormon people nnd noro on those Hho can 

bear it bettor. (Para 6.129) 

55. A conparison of the incidence of the proposed Second 

class fn~es on industrial 1_-rorkors in India i·Ti th sir.:ilo.r · 

incidenoc in other countries shows that the burden of the 

proposed fares is not too heavy, espoci.J.lly iV"hen cocpo..red to . . ~ - - -

the passenger tariffs in countries like tho u.s.s.R. or Chinn. 
(Pnra 6.131) 

56. \vhilo foro.uln.ting the tariffs it has been borne in 

nind thnt the tariffs should olso serve the purposes of 

providing appropriate incentives and disincentives for nore 

efficient utilisntion.of national resources. 
(Para. 6.132) 
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57. It is necessary that \lhen ou.:.:- rccoi:'.:::::cnda.tions nre 

exanincd ancl inplc::wnted, tl1c fact tl1a t tho structure has been 

'tiorl:.:ld out as nn integral hf.10lc and the rclc..tivi ty ns well 

as the tapering are based on a certain footing is not 

overlooked. (Parn 6.134) 

58. It rTould be desirable to ensure that the tariff levels 

nrc adjustod fron tine to tine in such a nnnner that the 

railuoy t.::J.riffs keep pace ui th chfu"lges in the prices of the 

najor inputs· in the production of rail"imy services• The 

Connittce h.:1s; therefore, suggested n suitable fornuln for 

escalation of tariffs in the future yenrs. It is proposed that 

the basic tariff rates (the Second class ordinary passenger fare 

at 100 Kn. and the freight rate for class 100 at 100 Kn) 
should.be revised oncc_a year on the basis of the suggested 

forouln. The fornuln ~hould be subjected to fresh expert 

exnninntion after a fe1r1 years, when the conposi tion. of expendi

ture would have expected:ly undergone a nnjor change. 

(Parns 6.135 to 
6.142) 

59. After considering all relevant aspects, the Connittee 

has concluded that n potential overall increase.of 4o% in the· 

earning capn~i ty. of the Rnilwnys has to be nined at in the 
. . 

proposed tariffs. The nctunl increase in earnings would depend 

upon the efficiency of operation nnd the traffic carried ns · 

conpared to the base yenr. (Pare. 6.143) 
. . 

60. It is our vie1·1 that . the inplenentntion of our proposals 

on bnlnnce, is not likely to have'an inflationnry.iopact. 

(Paras 6.145 to 
6.147) for 

61. When ~nplenenting our proposnls,Lnllaying the oisgivings 

of the raihray-users, it is necessary that Governoent .should 

oake it cle::J.r that the nddi tionnl earnings 1dll be used for 

the better o.peration nnd further developnent of the Railways, 

and not for any other purposes. (Pnrns 6.148 & 
6.149) 
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62. Revenues from suburban services do not cover their costs. 

The ordinary. stopping non-suburba..."l. passenger services also 

incur losses. Hoi·rever, t:1ese losses are off-set partly by the 

surplus revenue from the mail/express services. (Para 9.02) 

63. Ideally, the passenger services should not only meet 

ti!eir.jfull cost but also earn something more as a,contribution 

to the resources required for developi;tent. However, in view 

of the fact tha~e passenger services have so far been running 

at a loss, it is thought that in the first instance they should 

be nade to cover at least their costs. The passenger tariff 

recomnende\l by the CoL1Di ttee ains at making the passenger 

seryices, taken as a whole, self supporting besides making 

the tariff more rational. (Para 9.05) 

64. The fare levels for different sectors/classe~ should be 

fixed in as equitable a manner as possible taking into account 

all relevant considerations, including the cost, the s.tandard 

of comfort and the capacity of passengers travelling in a 

particular class to bear the increase in the fare. The cross 

subsidisation betv1een different. sectors/ classes which is 

implicit in this is unavoidable. (Para 9.06) 

65 • It is reconnended that the raihHJ.ys should rovj.se the 

oeals and refre~hmcnt tariffs in such a way that the incone 

therefron also covers all associated expenses including those 

on provision and operation of the dining cars ·and the like. 
(Para 9.08) 

66 •. The proposed fare structure will be distance basea, 

but the rates vTill be progressively tapered with increase 

in distance. Therefore the fare ~11 not increase in.proportion 

to the·distance. The pattern of the taper reconnended is shoi~ 

below, ·and this. will apply uniforoly to the scales of fares 

for all classes. 

1 to 150 kms. 

plus 15~ to 400 kns. 

plus 401 to 750 kns. 

plus 751 to 1200 kns. 

plus· 1201 kD.s. om1ards 

10o% of 

80% 

65% 

55% 
5o% 

the basic rate 

-do-

-do-

-do-

(Paras 9,09 to 9.11) 
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67. Short distance passenger traffic can generally be carried 

nore econo~ically by road except where large nunbers have to be 

trm1sported within a linited tine. Fare policy should, therefore, 

be Sv designed as to J_)reverL.; artificial tra.n::~fer of such short. 

distance traffic to ~~e Railw~ys. (Para 9.14) 

68. It is recorrnended that the scale of fares for the. 

Second(ordinary) Clas~ vThich should be the basic scale, 

should be constructed as shown below:-

Distance. 

Zero kn. 

plus 1 to 150 lms. 

plus 151 to 400 kns. 

plus 401 to 750 lr...tl.S • 

plus 751 to 1200 kns. 

plus over 1200 kns. 

2nd Ordinary 

25 paise (fixed charge) 

5 paise per kn. 

4. paise per laa. 

3.25 paise per kn. 

2•75 paise per kn. 

2.50 paise per kn. 

(Para 9.17). 

69. · Fares ltill change b..t every kilo:oetre upto 100 kus. 

Thereafter; the fares will change after every distance stage of 

5 kns up to 300 kns, 10 kns fron 301 kns. to 1 000 k:os i 25 kns·. 

fron 1001 to 2500 kns. and 50 kns. fron 2501 la:J.s. omrards1 and the 

f~ro to ~o c~ar~od 1dll bo b2~c~ oa ~~lf stucos. 

(Para 9~18) 
70. It is rcponnended that all fares should be rounded 

1.· 

off to the next higher round unit as indicated below:• 

Calculated fare 

Upto Ps 10.00 . · 

~ 10.01 to 50.00 

Rs 50.01 to 100.00 

~ 100.01 to 500.00 

Rs 500.01 and above 

Should be rounded off to the 

Next higher 5 paise 

Next higher 10 paise 
.. 

. Next higher 50 paise 

Next higher one rupee 

Next higher five rupees. 

- (Para 9.19) 

71. It iS rccon~ended th~ t !Jinimm. fare should be equal 

to the fare for 5 l:r:1.s. in case of suburban and ordinary 

trains and 35 kns. in case of nail/express trains. 

(Para 9.20) 
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72. I 't is recommended that the fJ.re scales for various classes 

should bear the, follmdng relationship -vdth th~econd ( Orclil1.:try) 

Cl~~s scale of fares: 

Class 

Second Class 

AC dhair ·Car 

First Class 

A.C .c. 

Suburban 

100 

400 

Non-Suburban 
Ordinary Q I~1ail/Express 

100 140 

3.00 

400 500 . 
1100 

(Para 9.21) 

73. It is<r~~9mn!end.ed':that'·the fare for the· First Clas~ 
• ' .r ' ~ 

Chair Car shou~d ;be ·.'the ·same as that for the -conv·ent:f.ortal 

First :c.lass '· · us ··at pr.esent. 

7 4. It is recorrinended that the: -rare scafe for AC TvTO Tier 

Sleeper Class Should be' the ·sane as for· the First Class mail/ 

expre!;)s. as at present. Ifo1'rev·er·, ·during the nonths of April to 

Septe121ber, AC. t"tTO~tier passenGers should be required to pay 

a suppleuentary charge at the rate of Pcs 15/- for journeys upto 

one thousand kilometres ·and R5 25/- for longer journeys. 

(Para 9.27) 

75. Although theA~C. Chai-r oar class fares my be fixed at 

300 per ~ent of,A;he seco~d Ordinary fare for the present, they 

should be increased in stages to 375 per cent which is considered 

to be appropriate level for this class. (Para 9.28) 

76. · It is recommended that the fares for Rajdhani Expre~s 

(excluding meal charges and reservation fee) should be fixed 

on the follow·ing basis: 

ACC 

AC Chair Car 

regular fnre + 20% 

regular fare + 33Y3% 

(ParD. 9.31) 

77. It is reconnended that the surcharge for the specified 

"super fast" trains should be increased· as follows: 

Class 

A.c.c. 
First Class 
AC Chair Car 
lind Sleeper 
lind Sitting 

Existing 
Fs 

10~00 
5~00 
3~00 
1~50 
1.00 

Proposed 
Rs _ 

25~00 
12~00 
12~00 
6~00 
2.00 

(Par3. 9.33) 
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78. It is reconmended that the sleeper charge fo= Second 

Class sleeper coachos accor:1r:1odation should be ~ s.oo for the 

first night and r.s 5.00 for each subsequent Light. 
(Para 9.36) 

79. It is reconmended that the reservation fee should be 

increased ~s shown under:-

ll..c.c. 
Proposed 

~ 8/-
Ist Class 

Existing 

P.s 5/
~ 2/
F.s 1/-

P.s 4/
·Rs 4/-A.C .C~ir Car 

2nd Sleeper Coach 

General Service Coach 

2.5 paise 

25 paise 

riS 2/
lls.t/-

(Para 9.37) 

80. It is reconnended that the follorTing rules should govern 

the paynent of reservation fees and supplementary charges for 

super-fast trains and._for sleeping.acconnod~tion in the 

Second Class: 

i) Every fare payiEg passen:;er shall pay the charge at the 
full rate, regardless of agG and even when he is entitled 
to a concession in the fare • 

ii) 
.. 

;.\ passencer l'lho breaks ·journey en-route must pay 
separate charges to and froo each point of stopover, 
each outv~ard -journey bei:•g treated as a :fre~h journey. 

(Para 9.41) 

81. The following rules should be followed in respect of 

apportioning the passenger earning between the various zonal 

railways regarding the fixed charges, reservation fees and 

supple~entary charges: 

i) The fixed charge included in the basic fare, as also 
the reservation fee, should be retained by the 
for.mrding rail way • 

ii) The super fast train surcharge a~d the sleeper charge 
should be apportioned between the railways alongwith 
the basic fare less the fixed charge. · 

(Para 9.43) 
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82. In 1978-79, the fare per Kn. p~id by Season Ticket holders 

vias lo~·1er than that paid by sin_le journey po.sse!' :::;ers to the 

extent of 76% in tho case of suburbru1 services and 82% in the case 

of non-suburban services. (Par~ 10.03) 

83. It is estinated that on the suburban: sections the revenue 

per passenger Kn. on the existing fares v:ill be about 1.29 paise 

in 1980-81 as against an estiuated cost of 3 paise'per passenger 

Kn. (Para 10.04) 

84. The increase in season ticket fares nade fron 1.4.1979, in 

the partial implementation of our Interin proposal, is not adequate. 

(Para 10.07) 

85. It is reconuended that, as tho logical next step touards 

the phased developnent of a rational season ticket fare structure, 

the Governnent should inple:oent fully and 1vi thout delay tho soaso:1 

ticket fare structure uhich h::-..cl beo11 reconnended by the Conni ttee 

in its Interim Report. (Para 10.08) 

86. It is reconcended that the fare policy for season tickets 

should be designed on the basis of nultiples of single journey 

fares. (Para 10.10) 

87. It is recommended that the season ticket fare structure 

as indicated in Table 10.05 should be inplenonted not later than 

April, 1982. According to this structure, the nunber of single 

journey fares per monthly season ticket taper do-vm fran 24 at 5 

Kms. to 10 beyond 100 Kms. Thereafter, the nw::J.ber of single 

journey fares to be charged per I11ST should be increased gradually 

so that by the. end of the 'eighties, the HST fare is equal to 

25 single journey fares at all distances. (Paras 10.13,} 
10.14) 

88. It is recono.onded that ueekly season tickets nay be 

introduced at half the price of a monthly season ticket. To 

start with, thin nay be tried in the oetropoli tan cities of 

Boubay, Calcutta and Madras. (Para 10.15) 
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89. First Class season tickets should continue to be priced 

at four-times the Second Class season tickets as at present. 

(Para' 1 0.16) 

90. Students should be charged 5o% of the nom.al season ticket 

fare throughout the country. Only full tine students upto the 

age of 25 years should be entitled to this concession. 
(Para 10.17) 

91. Quarterly season tickets should be charged three times 

the HST fares instead of 2Y2 times as at present. (Para 10,18) 

92. .The issue of season tickets between pairs of points oore tf;;n 
150 ko~. apart nay be continued where this facility has been 

enjoyed, in the past. \'lith the full ii!lplenen tation of season 

ticket fares reconnc.nded in the Interin Report, the charges per Kms, 
10 lrns. slab after 15clwill increase at the rate of Ps. 4/- per 

slab • Later on, when the proposal for charging 24-10 single 

journey far~.s is im?ler.::ented,. the riST fare for such pair of points 

should be. 1 o· single journeys ~ t ·!~ail/Express fares for all 

distances beyond 150 kos. \vhen the ultimate proposal of charging 

25 single journey fares at every distance is inplenented, the 

basis of. ~harge for beyond 150 Kos. should be 25 single journey 

f~res.at nail/express fares. (Paras ~0.19 & 10,20) 

93. /It is recoit.-r.iended that 'Produce Ve:1dors' rL:tthly Ticket' 
I 

should be charged at h1ice the ap?lic~ble r-iST fare. (Para 1 O. 21) 

94. The price of a platforr1 ticket should be increased fran 

30 paise to 50 paise. (Para 10.22) 

95. The charge for a nonthly platforn pernit should be equal 

to the cost of at least 20 plntforo tickets. ·Subject to this, 

the raihiay adninistrations nay fix the charge for platforo 
.. . 

pornits de:;_Jending upon the local circunstances. (Para 10.22) 

96. Tho 'normal and reasonal;>ly direct route' bebieen t'll;ro 

stntion.s shoul8,Lta!ccn to be the shortest route, or any longer 

route the distance by uhich does not exceed the distance by the 

shortest route by narc th~n 15%. (Para 10.23) 
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97. It is recor.:r.:cnded that o. ncu Circular Joun1ey ticket be 

introduced in rcJ?lace:JOnt of both the existing Consolidated 

ticket anc'. Circular/'Tour ticket .'..'1d. this should 1:::: governed by 

tho following prov£sions 

a) All jour11cys othur th;m those by the 'nor::ml and 

reasonably direct' route will be decoded to"be 

circular journeys, &"1d s.uch journeys h'ill be 

undertaken on Circular Journey tickets. · 

b) A circulc.r jouracy vlill be ch2..rged for ns tvro 

sii1glo jour:1oys, th·3 length of each single journey 

being tru{en as half tho total dista~ce. 

c) All rules and regulations (including those for 

break of journey) applicable to ordinJ.~J tickets \vill 

also appl~ to Circular Journey tickets. 

It is also roconnendod that iD:;:>ortant stations. should be 

authorised to issue Circular Journey tickets. (Paras 10.30 & 10.31) 

98. It is reconnended that tho general rule tl~t the fare 

should be charged by tho route actuallY travelled ksh8uld bo 

applied also in the fevT sections where at present tho fare is 

charged b~- the shorter route. (Para 10.32) 

99. Thoro are sene big cities \vhich are served by nore tho.n 

one railway station in each case. In respect of journeys of 

nore than 300 l::o.s. frou and to a:1y station of such a city 7 the 

fare should be charged to and fron the :principal stationserving 

the city. (Paras 10.36 ~nd 10.37) 

100. It is rccoDnended that only children under three years of 

age should be allouod to travel free. (Para-10.40) 

101. Tho rules for broal:: of journey onraute should be revised 

so that a :?assengor holding a journey ticl:et for a distc.nce of 

uore than 400 ill1s. (as ago.inst 320 kcs. o.t present) is pernitted 

to break journey at any st.:ttion on the 1vay at t~o rate of one 

day for every 200 kns. (as o.c;ainst 160 l:::1s. at J?rosc:1t), the first 

break of journey boin~ ?01;·.1i ttcd only o.ftor J. distance of 300 

lms. (against 240 lrns. at pros"mt) has been tr:::.vclled. 
(Paro. 1 o. ~-2) 



102. It is rccorJD.cnded th.:t t a passenger uishing to break 

journey ~oute nay be enabled to buy a "Break of Jourl1CY ti.~~ot 11 

.. ' 
at a noniru:~.lprico of Re.1/- along with his journey ticket at the 

starting stu ti on, o...J.d alloued to brea!: journey en route on the 

n.uthori ty of that tic~-::et. A 11 Break of Journey" ticket should not 

of course be issued for a station short of the one for l·rhich the 

pn.ssenser his reserved accotmodation or a concession ticket or a. 

hill station return ticket on vlhich break of journey is not. 

:;;>Omissible. (Para 10.43) 

1 03. Fares for "IJieln. Specials" uhich run at narc or less nail/ 

express speeds, ski:.?:;;>ing halts at nost if not all the roadside 

stations, should be ch.:J.rged as for on.il/express trains. 

'(Para 1 0.44) 

104. Existing rules_£o~ refund of fares on unused passenb~r 

tickets should be anended as reconnended in para 10.45. 
·. (Para 1 0.45) 

105. The rates for the issue of. Indr~il Pass should be 

revised o.s follo-v;s :-

Existing § Proposed 
(u.S. Dollars} 

l 
(u.s. Dollars] 

Period ACC First Second Period ACC First Second 
class/ Class Class Cl,ass 
.c\C Chair AC Chair 
Car• 0ar 

:=..'-

I 
7 days 80 40 1 5 7 days 160 80 35 

14 days 120 60 25 14 II 200 100 '45 

21 days 160 80 30 21 II 240 '120 55 
( 

30 days· ~90 95 40 I 30 II 300 . 150 65 

60 days 260 135 60 60 II 450 225 100 

90 days 300. 165 75 ~ 90 li 600 300 130 

(Para 10.49) 

1 06.. vihile concessions nay continue to be granted to those 

entitled to then at present, certain basic changes as indicated 

by tho Co::JD.ittee should be no..clo in the existing scheoe of 

concessioni. to nuke it core rational to prevent abuse. 

(Para 10.54) 
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107. Tho basic cha.ngcs c·J~1sidorcd nocess~ry in tho schvno of 

concessions a.re indic~tcd in pnra 10.55. Tho core inporta.~t 

cha.agc.s rcconndndcd arc 

(a.) As a gencra.l rule, concessions should be granted only 

in 'second. Cb ss. IIo-v:ever, as an exception to this, 

tho blind, orthopaedic:llly handicapped, and C[lncer 

po.ticnts co.y be a.llouod concessions-in higher classes 

also, as at present. 

(~) Yhile_sttld~nts, the blind, orthopaedically ho.ndica)Jed, 

.:md ca""lcer patients nay be allotved 50% concession, the 

concession for all other categories should be lioited 

to 25%. No one should be allowed a concession of core 

than 50% of the basic adult fare in any case. 

(Para 10.55) 

108. The conditions for gr:.:nt of concession to students 

sho~ld be codified as indicated in po.ra 10.56. (Para 10.56) 

109. The rules and rcgula.tions governinG the grant of 

concessions.to other categories should be codified as indicated 

in para 10.57. (Pnra 1 0. 57) 

110. All concessionnl fares shoul<l be ca.lculC'.ted, a.s at 

prosent, on the bo.sis of fa.rcs for uo.il/expross traias 

irrespective of the type of train by uhich the passenger 

travels. (Para 10.58) 

111. The distance licit.for travel in nail/express trains 

on concessional fares should be changed froc 480 kns. to 

500 lm.s. (Para 10.58) 

112. The concessions in freight charges for carriage of 

certain articles by passenger trains should be regulated as 

recocnondod in para 10.59. (Pa.ra 10.59) 

113. It is recon:...wnded that issue of hill concession return 

ticlcets should be abolished al toe;ethor. If, hovTovor, tho 

Governncnt do not find it possible to abolish the concession 

altogether, codificc.tio:1.::> J.3 .... cl,_·:;-::ct<::::l L: ~J;.:.ra 10.63 should 

be cado in the existing sch~nc. (Para 10.63) 
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114. While the facility of th0_issue of rail travel coupons 

to accredited :;_:>ross corrosporidcmts r::1y oc co::.1tii:.uccl, it is 

reconno!' ~.ed th:::. t the cou:;_:>on3 s:!-' 1u1a. be sold n t f:1.ll value and 

not :1 t So% Of the face V.J.lUe OS nt j?r-.: sent. · (Pnrn 10.64) 

11S. The res3rv0J carriages ~~d tourist cars should oa 
ch.::.r.:;ed on point to point bnsis; tho total f.J.ro to be chargGd 

s~ould ~c the sun of the se:;:>nr.J.to fares to nnd fron each 

sto:;_:> over :point. ·(Para 10.70) 

116. Sleeper surch~rge for reserved carriages should be 

levied n t tlle rate of 25~j of tlw full ndul t f.1.res on the 

carrying cnp.1.city. (Para 10.72) 

117. The hire charges for reserved conches and Tourist c.1.rs 

should be levied .1.t the foll<ndng rates sep.1.rntely in res:;_:>ect 
• 

of each sto:;::>over point, without .;iving <J.ny free nllow.1.nce : 

Per 12 hour or nnrt thereof 
...., .... H.G • ..:J.u. 

Non-AC Conch 2SO 200 

Pnrtia.l AC Co.:.ch 32S 260 

AC Conch 400 320 

(Para 10.74) 

118. Charges for tho stude~ .. ts tr.J.velling in reserV-ed 

carriaGeS should be So% of those indicated in para 10.70. 

Houevor, tho detentioa charges nt st<?:i?ovors.should be levied 

a.t the nornal r:1tes, and. hoi:; at co:nccssionnl rates ns at 

present. (Pnrn 10.7S) 

119. It is recownended that n service charge nt 1o% of the 

total nnounts oth0r~dse ?~ynblc should be levied in respect of 

novcn0nt by reserved cnrrin;es ~~d Tourist cars. (Para 10.76) 

120. The charges for o;:-.:;:>ty haulnge for reserved carriages, 
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and Tourist cnrs should be revised ns follo>~s :
Por bo.cic 

---------~ ~----

En}?ty hc..uln:;e 
chn.r:;o 

Dor:urragc 
cho.rge 

Hon AC Coo.ch 

P.::trti.J.l AC Conch 

AC Conch 

Non AC Conch 

Pnrtinl AC Coach 

AC Conch 

Per Kn. HL1inun 
Rs. 

3.00 

3.50 

4.00 

125 

150 

175 

Pc:r boric 
-----~-·--
Per hour _Nii1irmn 

10 

13 

16 

n, 
:~. 

50 

65 

80 

(Pnrn 10.77) 
· ... 

121. Unified sot of rules arc reco:-:l.Llendod for s:pocinl trains 

rw1 for certain pur?osvs. (Pnrn 10.80) 

122. It is reconne:1ded tho.t s:;_:>ecinl trains should be chnrgccl 

on point to _:point bnsis, i.e., tho dista.Hcc to o..nd fron each 

stopover point s~ould be treated ns n so:pnrnte journey. 

(Pnro. 10.84) 

123. ThJ nihimm nunber of fn:r·.:s for a special 'crnin should 

be equnl to the carrying cnpnci ty of nt lenst 10 bogies, 

excluding dining cnr. (Pnrn 10.85) 

12L'r. Uhen a sleeper conch is :provided on n spocinl train, 

the slecJ_Jor surcharge should b0 25% of the bu.sic fu.ro u.s ngD.ir:st 

1o% nt present./ (Pnrn 10.86) 
! 

125. If n dining cnr is ~rovided on a S:;?ocinl trnin, it should 

be charged nt tho rnte of ~3. 4/- J.10r lm. n<Sni:-lst the existing 

rnto·of rs.2.50 per l:..n. (Pn.r:t 10.87) 

126. The systcn of :;_:>rovi~inG n kitchen cnr or iron floor 

lvngons free of ch::trgo for :)ilgrin/ oxcursi 0:1, stuclo:1 t, kis.::..,."'1 o.nd 

industri::~.l l<J.bour SJ_Jocio.ls should bu discontinuo~l; if required 

by the :;_J:trty, those should be charged for o.t r>.3.50 :;_JOT l::n. 

(Po.r::c 10.87) 
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127. Th~ oiniou8 dist~~ce for ch~r&e for s~eci~l tr~ins 

should be 500 tns. fvr oa0 v~y tri~ ~1d 1,000 kns. for round 

tri~. (P~r~ 10.88) 

128. Hire ch.::.rgos for· tho dur~tion of the h~lt of ~ S:;_Jc:ci~l 

tr~ia at ~ st~tion ~t tne request of the p~rty should be levied 

~s follous vithout :;ivinc :i:ny free tine :-

Clc.ss 

Uon AC Co~ch 

P~rti~lly Air~conlitio:ncd 

AC Co~ch 

Hire ch~r&cs ?er co~ch for every 
12 hvurs or xtrt thereof 

B.G. 

Ps. 
250.00 

325.00 

·~00.00 

J~. G. 

Ps. 
200.00 

260.00 

320.00 

(P~r~ 10.89} 

129. It is rccor.~:dnded th;:tt c.n ovcr~ll char2;e of 1 o% on· the 

tot~l nr::ount of ch~rgcs othc:hrisc p~y~ble for -~ Sj?eci~l tr~i:n 

s~oulc be levied ~s service ch~rgos. (P~ra 10.90) 

130. It is considered th3.t uhile students r:..:ty coatinue to be 

gr~:ntcd 5oP co:nccssio:1 for Doveue:nt in S?CCi~ trains, such 

concession should not be extended to any other c~tegorics of 

(P~ra 10.91) 

131. Th0 eopty h~ulage charges in res ... >ect of a. co~ch uhich 

is r-.:quisi tioned lli""lcl is not used should be revised ~s follows:

Pcr Bo';.-ie 
Per Kn lliniouri 

Uon J.·~c Co~ches 

P~rtial AC Coach 

AC Co~ches 

P.s. 
3.00 

3.50 

4.00 

F.s. 
125.00 

.150.00 

175.00 

(Para 10.92) 

132. C~cell~tion charges for~ S?eCilll tr~in should be 

levied as indicate~ in :i?nra 10.93. (P~ra. 10.93) 

133. Th~ de?osit ch~rgcs for a. S?eci~l tr~n should be 

e:1h::J.:1ced fro:.: r>.5,000/- to rs.1o,ooo/-. (P~ra 10.9~) 
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134 It has been estimated that revenues from the 'other 

coaching' traffic during 1976-77 fell short of the expenses 

by at least Ps 25 crores. The loss was due to the fact that 

the increase in rates for these categories of traffic.has 

trailed behind the increase in the costs of operation. 

(Para 12.04, Statement 12.2) 

135 Even the revised rates for 1 other coaching' traffic 

brought into force from 1.:.9-1979, in line with the recommenda

tions in our Interim Report, do not cover the 1976-77 costs upto 

300 kms. 'and again after ~,000 kms. (Para 12.04, Statement 12.4) . , 
136 The Committee considers that 'other coaching' services 

should not be run at a loss as there are no compelling social 

grounds for it. Keeping in view the escalation in cost, it 

is considered that about ijs 35 crores extra will have to be 

raised from 'other coaching' traffic so that at.least the cost 

of the service is covered. (Para 12.05) 

137 l:f.hile designing the structure of parcel rates it has been 

kept in vielv that for shorter distances the same should be 

comparable with the road rates but for longer distances they 

should be lower than the road rates. (Para 12.07) 

13S It has been borne in mind that the tariff structure should 

epcourage the development of production of consumable articles 

such as milk, vege_tables, fish and eggs nearer the metropolitan 

areas. (Para 12.08) 

139 The~structure of rates proposed for 'other coaching' 

traffic is based on the cost 'of operating passenger trains and 

not on the basis of maintaining a certain relationship with 

the goods xates. In general, our approach is that while covering 

its cost, the earnings from the 1 other coaching' traffic carried 

in brake vans or other vehicles· sh·ould be the same as from a 

Second Class sleeper coach in liail/Express train. 
(Po.ras 12:10 & 12.11) 

140 Whi.ie rationalising the tariff structure for 'other 

coaching' traffic, an effort has been made to remove anomalies 

in tho existing tariffs. (Para 12.12) 
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141 Tho proposed tariff structure for passengers' luggage 

and parcels traffic has four sets of sliding scales -

a sliding scale according to the economic value of the 
consignrn.ent; 

a sliding sca~o according to the weight of the consign-
ment; ~-

a sli.ding scale accordinG to the distance; and 
-

a sliding scale a.ccordi..~g t-o the quality of. service. 

(Para 12.13) 

142 It has been proposed to divide lucgage and different 

varieties of. parcels into~ six classes for the purpose of-charge 

(against nine at present), and prescribe a separa-te scale of 

rates for each. (Para 12.17) 

143 One of the proposed six scales of rates -the GP scale 

will be treated as the base scale or the norm and equated to 100, 
< 

and four other scales.of rates- L, CP1, CP2 and CP3- will be 

derived from it on tho basis of the prescribed percentage 

relationships. The relationship of these scales ld th each other 

1-rl.ll be as follovTS:-

Luggage 110 

GP 100 

CP1 20 .... 
CP2 50 

CP3 40 

The sixth scale which, will apply to newspapers and magazines, 

will be a spe_cial scale outside this scheoe of the percentage 
--- ----

scales (Para 12.18) 

144 The table 12.1 reproduced below shm-rs the proposed 
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'· scales in juxta-posititn with the existing scale they will replace. 

Proposed Scales Existing Scales 

Description Nomenclo.ure Index· of Description I)ldex of 
proposed rates at 
Rates. 100 Kms,. 

.Lugt;age Scnle (L~ 11 0 Luggage 106 

General Parcel (GP) 100 ~ Scale 1 100 
Scale 

Concessi onal 
Parcel Scale 1 (CP1) 80 Scale 2 80 

Cone e ss:i.. onal 
Parcel Scale 2 (CP2) 50 ( Scale 3 53 

( Scale 4A) 

l Scale 4B~ 48 
Scale 4C 

Scale 5A 42 

Concessional .. 
Parcel Scale 3 (CP3) 40 ( Scale 5B 42 

~ Scale 5 27 
Scale 8 26 

Newspapers and 
riagazine~ (N£·1) Special . 

rate Scale 7 26 

(Para 12.19) 

145 It is considered that the rates for CP2 and CP3 scales 

should be equal to 65% and 50% respectively of the base scale. 

iJhile these rates may be fixed at the lower levels proposed 

for the present, to avoid too ~uch increases at ono time, they 

should. be increased to the appropriate levels in stages .. as sho>m 

below: . 

Proposed at 
:ere sent. 

CP2 5o% 

CP3 4o% 

To be raised to 
Ist stage 2nd stage 3rd stage 

60% 

45% 
.... 

50/o 

' 

65 ~1 
/0 

(Para 12.20) 
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146 Subject to ccrtnin.changcs in clnssific~tion proposed 

in paras 12.22 to -12.28, all articles charged at various 

existing scales of rates will automatically be charged at tile 

replacement scales shov~ against each in Table 12.1. 

. (Para 12.21) 
147 The articles mentioned belmt should be charged at the 

(higher) scales shown against each inste2.d of tho replacement 
scales: 

S.No. ~ Articles ProJ20sed Scale 
1 · Fertilisers/I:nsccticic~es CP1 scale 

for agricultural purposes. 

2. Dehydrat~d vegetables CP1 scale 

3· Hand loom Products CP1 scale 
4. Khaddar CP2 scale 
5. Books CP2 scale 
6. GovorniJcnt Treasury Boxes CP2 scale 

(Empty) 
• 

(Paras 12.22 to 12.28) 

148 The incidence of the proposed parcel rates in the . 
pric3 of certain important ~omm.odi ties is sl:own in Ta,ble 12.2. 

(Para12~29) 

149 It is recommcndeQ that the valuable articles listed in 

para 12.30 should be charged at the applicable ecaJ.c plus 
. ' .• 

5CYt~ in each .case. ·. (Para 12.30) 

150 In tho interest of simplification, it is recommended 

that the trTeif1lt fer c:b..arge should be reckoned in terms of 10 kgs. 

instead of 5 kgs. as at present. (Para 12.34) 

151 It is reconmcndod that rates for consi~ents of less 

than 50 kgs. should be equal to the percentage of the quintal 

rate indicated below:-

Chargeable weight of L Scale/CP"Scale/ CP2 scale/ 
consignment CP1 scale. CPJ: scale* 

kg. ;a % 
10 14 18 

20 23 26 

30 32 34 

40 41 42 

In the case of a consignment weighing over a quintal, the 

additional charge for every 10 kgs. in excess of one quintal 

will be equal to 1/10th' of Jche :rrate for.a quintal.(Pa.ra 12.32) 
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152. It is recoiT'.r.lCnded that, as at present, all the percenb.ge 

scales should have. the ~sane pattern of taper, so that they 

have the intended rel:ttionship 11i t'h~ench other nt all distance 

stages. (Para 12.34) 

153. ~ho composite unit rate will have the desired taper 

if tho line hnul cr~rgc portion of it is calculated on the 

follorling basis: 
\ 1 to 100 kms 100 percent of the bnsic rate 

plus 1 01 to 200 II 95 -do_; 

plus 20l· to 300 II 80- -do-· 

plus 301 to 900 II 72.1/2 -do-

plus. 901 to 1500 " 65 -do-

plus 1501 kns. onunrds 50 -do-

and, to the line haul ch:1rzo s~• c.;.~ cu:..~1 ~o! . is added a fixed 

charge, roprescntine tho tcrninal costs, at each dista~co stage. 

In effect, tho rate will start with this fixed. charge at zero 

ki1ometro and then inc reuse as indi en ted above with increase in 

tho distance. (Para 12.36) 

154 • ~he following rococrmcnf.tions have been ~ado so that 

. charges arc· in keeping vii th tho quality of scrti.ce: : 

i) No perishable traffic should be carried b~r rinil/Expross 

trains (excluding a fo1·r unimportant· specifiCd trains) 

e"xcopt on· paymonilof a. surchnrge (20% upto 500 kms. and 

1o% for dista.nccs beyond). 

ii) There t'lill be no ·ext-ra char·go~ :for non-pcrisha.ble traffic 

carried by Nail/Express trains except whe:n a consignor 

l·dshos to have a guaran.fec of transit time. Railvmys should 

organise a QTS type of service ~nth guaranteed transit 

time. 

iii) All traffic - perishable or non-perishable - carried in 

super fast _t_rains/Rajdhani Express vrill bq. charged a 

. sur.ch8:rge _1_3, t .2Yz. -/ ·5 times tho -·approprin to ra to of 

su~chargc applicable for c8.~-:::-:i.o;-c 'by rl:!il/Expross trains. 
l 

Tho "quality extras" Elcntionod a bovc should be collected 

only at destination to avoid the need for refund in the event 

of default. (Paras 12.40 
& 12.~t1) 
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155. It is suggested that the rail ways may consider 

provision of reserved space in the Luggage and Brake-vans of 

nominated trains for regular consignors on the basis or" 

payment of suitable extra charge. (Para 12.42) 

156. It is recommended that the GP scale which will be the 

base scale should be constructed as follows:-

Distanca Char~e Eer ~intal 
Zero km. Rs 7.00 (fixed charge) 

plus 1 to 100 kms. 8.0 paise per la:t. 

plus 101 to 200 kns. 7.6 paise per km. 
plus 201 to 300 kms. 6.4 paise per km. 

plus 301 to 900 kmso . 5.8 paise per km. 

plus 901 to 1500 kms. 5.2 paise per kn. 

~ 1501 and ·abo.-.._ 4.0 paise per km. 

(Para 12.43) 

157. The blocks of distances over uhich the recommended 

rates llOUld apply should be revised as indioa:Ved in para 12.44. 

(Para 12.44) 

158 It is rcc_or::n:wnded 1.hat the rounding off rule suggested 

in respect of passenger fares should be applied to.the charges 

for *6thor Coaching' traffic also. (Para 12.45) 

159. Tho 1 ~inimum charges per consignment should be revised 

upwards as follous:-

Existing . PrOEOSCdo 

Scale Rs Scale Rs 

A 5 L ) 

1 4.50 GP . ~ 8.oo .. 
2 4.90 CP1 ) 

3,6 & 
8 ).00 CP2.) 

.CP) ) 5.00 

160 ·While quoting station to station rates for parcel traffic 

it should be ensured that the station to station rate is not 
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bolou CP3 scale level. Tho existing station to station rates 

should be revio1rod with the introdyction of tho proposed 

parcel tariff ·structure and i!lcJ.·oasod uhorever necessary 

to CP3 scale level. (Paras 12.51 & 12.5 2) 

161. The proposed mr scale '1-Thich will be applicable for 

booking of new·spapers nnd. magazines n.s parcels is gi von. im 
'. ·.J -. 

·\para 12.56. (Para 12.56) 

162. It is recommcp.ded ._thn.t acids and other. corrosive 

substances should not be parmi tted to be .booked as parcels or 

luggage. If any one 1·rishos. to send such nn article by r.::til, 

it may be booked by goods trairi. (Para 12.58) 

163 • Bulky articles nrc not pemi ttod to be booked ~s · 

luggage at present. It is recommended thnt such articles 

may be permitted to be booked as luggage ·subject to ·:the 

condition that tho charge is made on "computed'' vleight 

(actual weight plus 5o%) and further the computed ueight 

p6r article docs not exceed 15C kgs. However, no_freo 

allowance should be allowed on such articles. 
(Para 12.59) 

164. It is recor.mJ.~ndod that tho rules for free allo>·mncc 

of luggage should be revised to permit n. cycle being . 

counted against tho f reo b.llow·ancea The vreight of. n. 

cycle may be taken as 40 kgs. for booking as luggage. 

(Para 12.60) 

165. It is recommended that a passenger trho 'I'Tishcs to 

BOo~:::: luggage in excess of a quantity equal to his free 

allo1vance should be required to pay surcharge thereon at 

the follo1-ring ra tcs: 

Nail/Express trains 1 o% 
Super f.::tst tr.::tins 25% 

R.::tjdhani Express so% 
(Pa.~a 12.61) 
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166. At present Bulky articles nrc charged on actual weight 

or volUI:J.etric 1·1oight whichever gi vcs the grouter charge. It 

is rocom~ondcd that, instead those should be charged on a 

"coiJputcd 11 \JCight basis and in all these cases the charge 
. I . I' 

should be bused on tho::-. ctuul >T eight increased by 5 a%. :A .· 
list of such articles should be. supplied to the staff 

concerned. (Para 12.63 -to·.12.66) 

167. Explosi vos of certain var:ictics vThich nrc nlloucd 

to be bookc~- us parcels should be charged on actual iWeight 

increased by 50% and not on tho actu,al vTCight n:s at present. 

(Para 12. 68-i) 

168. Standar~ woi@1ts for charge should be proscribed 

in respect of article~ examples of which nrc given in para 

12.68 (ii) •. Tho existing practice of charging such articles . .. . 
on tho actual wqight subject to tho J:Jinimuci weight proscribed 

for each nay be discontinued and tho charges IJadc on the 

standard weight proscribed for cue~ typo of article. 
(Para 12. 68-ii) 

169. · The existing rule 613 of the Coaching Tariff should 

be reworded as indicated in para 12.69. (Par~ 12.69) 
I ·' 

170 It is rcconnondcd that a miniiJUI:J. charge of 60 quintals 

(BG )/ 45 quintals (r1G )/35 quintnls(NG) per 4-1>Theolcd vchicl·c 

should.bq levied when parccl/luggago traffic is booked in 

vehicle loJ.dn. (l'nrn 12.70) 

171. · . Household effects tvhon sent in vehicle loads should 

be charged at the proposed GP scale of parcel rates. Howevot, 

no free allowance should be allowed on vehicle loads of hous9-

hold effects and tho rule laying down, that tho luggage of 

passenger will be norBally carried by tho sane train by 

lThich he tr·uvol s, sliould not cover housoholcl goods. booked 

at vehicle load rates. (Para 12.71 ) 
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172. A corpse shoulll be charged nt t:1c GP scnle on a. 

standard >wic;h t of 200 kgs. (Para 12.72-a) 

173, Parts of huwnn body should be charged at GP scale 

on actual VTeight plus 50%. (Para 12.72-b) 
-\ 

174. Birds/aninals e.J.rried in brake vnn and/or passenger 

conpn.rtnents,wherc permitted should be divided'in the follou

ing groups nnd chnrged for nt lugg:1ge rates for the ueights 

indicated below agci nst each, subject to a. ninit1uo of Ps 5/-. 

Snall anionls/ 
birds. 

Dogs 

Large birds 

Calves 
Goat 
Sheep 
Pigs 

) 

l 

In Brnke-vnn(Dog B-ox) 

30 kg 

30 kg 

40 kg 

In pnssenger compart
ment. 

20 kg. if in a. cnge, 
bnsket, box or other 
suitable contniner, 
nnd 40 kg. otherwise. 

60 kg. 

(Pnra 12.77) 

175. Under the existing rules, a "seeing cyq" dog trnvell-

ing with a blind person in the conpnrtnent is charged at the 

normal rate. Ue consider this is not qui to fair and such a 

dog may be allovvcd to travel vT i th the passenger in the 

eoopa.rtment on payment of charges for brake van. 
(Para 12,. 79) 

176. It is reconmended that birds and aninals when booked 

in :vehicle loads ·should be cho.rgcd on the s ano basis as other 

bulky goods occupying a full vehicle i.e. at reb'Ular parcel 

rates on tho nininun weight of 60 quint[tls (BGJ 45 quint:l.ls (r.IG )/ 

· 35 quintnls(NG); (P~ua 12.82) 
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177. ~10 proposed r~tos for birds Qnd nninals in vehicle loads 

will apply on a per 1mgon bQsis .subject to tho mmbor of aninals 

pcrni ttcd to be loaded in a vmgon being as laid dovm in the rules. 

Consignors arc not expected to lond .:1 larger mmber~ but should 

the load exceed the prescribed pernissiblc nunber, additional 

charges uill be levied as indicated in para. 12.84. (Para 12.84) 

178. Additional charges for special type of vehicles used 

for horses, sheep nnd goats should be revised ns sugcestcd in 

para 12.85-a. (Para 12.85-a) 

179. Enpty haulage charec for elephant-vans and horse-boxes 

should be revised .:13 indicated in para 12.85-b. (Para 12.85-b) 

180. It is rccorillcnded that in case of notor vehicles, boats, 

aeroplanes, carriage etc:. carried in vehicles, charges should 

be levied as follo'I'TS :-

(i) The charge should be nnde on a vehicle load basis, 

at GP scale of rates, on n weight of 60 quintals BG, 

45 quint<J.ls HG and 35 quintals NG for a 4-whccled 

wagon. 

(ii) ~10 same rate should be charged regardless of whcthor 
I}' 

only one unit is loaded in a vehicle or, where per-

missible, nora than one unit is loaded togeth~r in 

the sane vehicle. 

(Para 12.87) 

181. Consequent on the change in the basis of charging for 

notor cars, it is rcco~cnded that in future no charge should be 

nadc for spare parts or personal effects upto 30 quintals(BG)/ 

15 quintals (NG )/5 quintals ( NG) loaded in a 4-lvhceled vehicle 

along lvi th one motor car •. Any excess should be charged for at 

at the nornal lucgage rates. (Para 12.90) 

182. In cases where nore than one 1 cxtra 1 charge has to be 

levied as the perc en tagc of the basic ra to, each c xtra charge 

should be calculated scp~ratcly with reference to the basic rate 

and not on the top of another. (Para 12.92) 
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18~. vlhile transportation costs on Rail ways have increased, 

the freight levels have not .been increasing pari passu, (para 14.02). 

184. vlhen addi tioaal revenues have to be raised, the burden 

should be equitably spread over different commodities and different 

stro~s of traffic (Para 14.04). 

185. 'VIe reco:nmend that· there should be a separate terminal 

charge in the freight structure (Paras 14.07 to 14.10). 
_ _ _ .. ·• tho 

186 ·a 1rfe recomnend that for both the booking and_Ldestination 

endsLtotal terminal charge of ~ 150/• per 4-wheeled wagon on the 

B.G., Rs 115/- per 4-vrhecled wagon on the HG and P.s 65/- per ·4-wheeled 

wagon on the NG should be levied (Para 14.11). 

187. We recomuend a classification scale based on percentage 

classes from a basic scale. 'of 100 which \'ll.ll. correspond to scale 

50 of the extant classific~~ion scale (Para 14.12). 

188. We have adopted a telescopic distance taper for the rates 

broadly conforming to the cost taper (14.15 to 14.22). 

189. We recommend a freight struc turo ivhich uill nave the 

following features for wagon loads. 

(i) 

(ii) 

Kilometres 

plus 

plus 

plus 

plus 

plus 

plus 

plus 

plus 

plus 

Commod:i,:tios will be g:·ov.pod under different Classes 

ranging·' from a percentage Class 65 to Class 260. 

The basis'of the basic class 100 scale for haulage rate 

will be as under - (Para 14.24-ii). . 
100% quintal .per km. . \ 1-100 2.35 paise per 

101-200 60- 1.41 -do-

201-300 so% 1 .175 -do-. 
-·· 

301-500 41% 0.9635 -do-

501-800 38% 0.893 ;..do~ 

801-1200 35% 0.8225 -do-

1201-1600 32~ l. . o. 752 .:.do-

1601-'2000 29%' 0.6815 ··-do-

2001-2500 28% 0.658 -do-

2501 and .. · . .:. . 

over 27%.,· ' 0.6345 -do-
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(iii) Tho rates will bo calcula~cd for tho following blocks 

of distances, the highest l:ilonc·crago of each block being taken 

for the purpose (Para 14.24-iii). 

Kilometres 1-50 One block 

51-250 5 Kr.'ls. block 

251-800 10 Kms. block 

001-2400 25 KCJ.s. block 

Beyond 2400 50 Kus. block 

(iv) Thoro 1.ri.ll bcLsoparato tcrmino.l chnrgo to be added to 

the haulage rate arrived at por WPgon at the follo~rlng rates 

(Para 14.24-iv). 

Broad . Gauge per 4-whoeled uagon - P.s 75/- for each end or 
R.> 150/- for both ends. 

I,1ctre ~auge per. 4-\vheelcd "'vagon - P.s 57.50 for each end or 
F;s 115/- for both ends. 

Narrow Gauge per 4-wheelod wagon-~ 32.50 for-each end or 
ns 6 5/- for b.oth ends. 

190. 1'le give in Statenont 14.1 d~. tails of the cost of h::o.ulage, 

the proposed rates for basic sc£.~e 100 and the in~~ices of the cost 

taper and tho taper of the proposed rates. · 

·91 The .basic scale evolved by us has the follouing foa .!cures 1 • 

(i) The taper at 100 kns. ru1d 3000 kw.s. conforns to the· 

cost taper. 

(ii) The rate levels have been kept relatively higher 

"conpared to tho costs in the short distance range as 

(iii) 

a deliberate policy kc~ping in mind tho rccovncndations 

of the Na'Cional Transport Policy Cori!l:li tteo in· rc,;-ard 

to inter-modal split of traff~c. 

Tho pcrcentaG? excess of tho.rato over cost d~clines . 
gradually fron this range but the rates have boon 

kept sufficiently ·high for leads in the nediUI:l 



Qistnnc8s as tho bulk of the traffic is carried in 

t~s range so t~~t adequate surpluses could be 

generated over and abovo t~c costs. 

(iv) The incrc~e in freight burden has been f'urth~r 
' 

lightened for traffic over long cl:l"stances uhilc 

ensuring th~t tho r::.tes ar.::: moFo than tho costs. 

(. v) The fully distributed costs nrc covered for all 

dist~ces fron 100 to 3000 KL~. 

(vi) Th0 absolute levol of the r.:1.tc ~us been ev·olvcd 

in such a uay that tho traffic in the various 

COil!:lod.i ti~s grouped under different classes lvill 

. give adoquntc revenues frc!!l th~ freight traffic 

(Para 1Ll.24). 

192. llc recor:mcnd the n.inimu::t distance for charge to be 

rc:ised froB 40 Kns. to 50 !Cos •. (Para 14.27). 

193. 1'ic roc o!:lmcnd rc ba t0 for train 1 oads ahd rafts of yagons 

as under lihcn offered by one party to one destination :-

(i) A rebate of 6% in th..J freight at wagon load rate whoo 

traffic is offered in full train loads with a nininun of 60 

wagons on the Ed·'and 40 lmgons on the IIG. 

(ii) A rebate of 2.5 percent for rafts of wagons of 30 or 

norc upto 59 wagons on the TIG and 20 or nore upto 39 wagons on 
.-

the HG.·· 

(iii) A rebate of 1% for rafts of wagons of 12 or ~ore up 

to 29 wagons onthc BG and 8 or norc upto 19 wagons on the HG 

(Para 14.31). 

;~.. lie recor:mend the rates for snalls traffic as under :-

(i) a terminal charge of ::s 2.25 per quintal for each end or 

~ 4.50 per quintal for both ends (Para 14.3B(a)). 

(ii) a differential scale of snails rates at suitable 

percentage classes for consi~~nts weighing (a) upto 

1 tonne (b) norc then one to~~c but less tlmn 3 

ton~~s and (c) narc than 3 tonncs (Para 14.38(b)). 
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(iii) •s~alls 1 classification for coal and explosive goods 

should be fixed at class 200 and 300,respectively (Para 14.38). 

195. We reconnend that no separate transhipment charges should 

be levied except where the destination point or the booking point 

is less than 200 Kns. from the transhipw8nt point, in which case 

transhipnent charge of r..s 15/- per tonne should be levied (Paras 

14~48 to 14.50). 

196. Ue recomr:1end tr...2..t for purpose of inter-,rai 1 way adjustment 

of earnL1gs on through traffic, the Rail vm.y w·hich actually performs 

the transhipment should be credited ldth the actual transhipment 

charge vThere collected and \d th a notional transhipruent charge 

of Rs 1 O/- per tonne -vrhere tranship.w.ent charge is not leviable. 

(Para 14.51). 

197 •· vle do not recommend any change in the rules regarding 

routing of goods traffic involving transhipment (Para 14.52). 

198. Ue do not reconnend any :oajor change in the 

classification of co:omdoties as it exists at present. i-re, 

however, discuss the classificatiqn off (a) certain in:portant 

commodities vThich forn the bulk of the traffic on the Raihmys; 

(b) the coinmodi ties which are being shovm us suffering losses 

in transportation at present; and (c) connodities about whose 

classification representations have been received by us 

(Para 1_5.014). 

199. 1ve have discussed the classification.of coal, 

iron ore, foodgrains, cement, nineral oils, iron and steel, 

limestone and dolomite, chemical 6anures, stones and salt, 

which form 85 percent of the originating traffic of the Railways 
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and our rccoDD.cndaticns arc :-

----------------'l~agon-load-TCorrcspond:--ciassffi:-'11--------,-----

1 . .&>" I. 1 . . I c ass1~1ca-,1ng c uss1- cation ro- ' 
Co~codity tion in thclfic~tion in comnended i RcmarkslPara 

. t. It I ex1~ 1ng , he propo- in the prof :nun-
Frcl.;ht :sed Freight posed Fro-: :ber 
Structur~ :structure ight Struc'l' ' 

I I 

--·---------------------------.1- .1 ture 1 1 ---------- ----------- -------- -----
Coal 37.5 75 80 Rebate of 

Soft coke 

Hard coke 

Iron ore 

Grains & Pulses 
Division B 

Grains 1:,:. Pulses 
Division A 

Cenent 

Petroleun & o~1cr 
Hydro-cur bon 
(D:mgerous) 

oils 

1Inphtha solvent 
having Flh.shing 
Point bel9w 24.4°~ 

Petroleum: oil and · · 
other Hydro-carbon ; 
oils (Non-dangerous): 

Crude oil 

Lubricating oils 

Linestone & Dolonite 

Storws lTOC 

Salt liOC 

Salt .. for Chenical. 
Industries. 

(OR) (OR) (OR) 6% for 15.029 
train loads. 

37.5 75 75 -do- 15.032 
(OR) ( 6~l) (OR) 

42.5 85 .90 -do- 15.053 
(OR) (OR) (OR) 

42.5 85 85 -do- 15.056 

35 70 75 -do- 15.066 

37.5 75 80 -do- 15.067 

52.5 105 110 -do- 15.071 

115 230 260 -do- 15.076 

115 230 23p- -do- 15.076 
; 
: 

70 140 150 -do- 15.077 

S5 190. 200 -do- 15.078 

105 210 220 -do- 15.079 

. 47.5 95 95 -do- 15.107 

47.5 95 95 -do- 15.110 

40 80 80 -do- 15.113 

45 90 95 -do- 15.116 

' ------------~--------------------------------------------------------
200. We do not rccou;J.end a cli:.Z:&:' .;rential classification for 

different grades of coul (Para 15.031). 
201. ~fc rcccc::end. that scpara to siding c!lnrges need not be 

collecteC. at the booking end for tho collier~r sidings; the length 

of the siding s~10u.ld: ~e aC.ded to tho through distance for charge 

as is thG :;;-r.:.."ctico at prcs:mt o:. tho ~astern Re.il·.;ay (Para 15.037). 
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202. In regard to novGnc.nt of r.:1.~1 coal fron collieries to 

washcrics we reconncnd th.J.t no scpnr.J.te siding ch2rgc be levied at 

t ' ' . d . "' .._, . t 1 t no .. wasaery en , 11 1-~1c 1n ern.:1. t:.lovco.e:n s arc pcrforiJ.cd by the loco-

rJ.oti ves o~ the l1.:1.8herics and supervised by the r.::.1.il uo.y s to.ff :n1id for · 

b:Y the 1-msheries (Para 15. 045) • 

203. . Ue have disc.usscd the incidence of tl1e frcicl1t charges at 

the p:..~oposod ra tcs on conl and ot11or inp1.1. ts required for J.;hc l"J.2.nu-. 

facture of one t~i1l1e of steel (Pa.ra 15~0,;.7 to 15.050)~ 
... , 
204. Ue have discussed tho incidence of co2.l frcicht at the. 

proposed rates to thornal povror houses,· ccncnt ~.nd textile industries., 

(Para 15.051). 

205. Ue recoauend that iron or steel natexials be grouped 

under four ·Divisions il1stead of under tl1roe Divisions as at present 

and classified in the ncH Freight.Structuro as indicatod bolou 

Iron or Steel Division A Class 185 for 1vas;on loads 
Iron or Steel Division B Class 180 for vragon loads 
Iron or Stool Division c Class 165 for W8gon loads 
Iron or Steel Division D Cl.:l.SS '135 for wagon loads 

206. He also roconnend tha.t pig iron and iron and. steel scrap 

be classified at the correspondi~g'class,viz., Class 110 for wagon 
·-~-

loads (Para 15.084). 

207. . 1;/e rcconr.:cnd that Ch3Bical I1anurcs which arc at :?resent, 

grouped under two. divisions nay,be placcd·undcr thrc~ Divisions ru1d 

classified as indicated belo-.;v : 

Chenical IIanures Division A Class 105 for vragon loads 
Chenical Hanurcs J.?iv:ision B Class 100 for >n:l.gon loads 

· Chonical Hanuros Division c Class 95 for 1vagon loads 
(Para 15. 100) 

208, llo have reviq-}red ·the classification of· .c omnodi ties which 

. are being shmm as suffering loss in 'transportation at present 

and OUr reCOTIBendations arc' - . 
---.--,---------Tua:{;on-Ioa~rrcarrcspon<l:-Tciassiri:.-r-------:--;--------

: classifica-:: ing classi- ; cation re~ ; 
Corimodi ty ; tion in thd fications iU: coaTJcnded t Rcnarks ; Pa.ra 

; existing : the propo- : in tho pro:.:. : Hun-
; Frci.,;ht : sed ·Freight : posed Fro-! : bor 
I ... · I I . I 
1 Structure .. , Structure 1 1ght Structure 1 

----------------------------"!-----------·------------·-----------~'!-----

Bran 37.5 75 .. 75 15.119 
Dry grass 52.5 105 105 15.119 
·Fruits & V ego-
tables (fresh) 47.5(0R) 95(0R) 1 oo( o:r.l) · - 15.120 

Gur/Jnggery cJ. 7 • 5 95 95 15-.121 
BUI;lbOOS 60 120 120 . 15.122 
Firoi'rood l'.: Charcoal 37. 5( CR). 75( OR) 75(0R) 15.123 
Ores other than· 42.5 85. 85 15.124 
Iron oro & Manganese ore 
Nolasses 50 100 too 15.125 
--------------------------~------------------------------------------
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209 • vlc have rcvic1-red tho classifications of oil cake, bidics, 

ra1.-1 jute l'Tastc, safety matches, ~lass ware, ~sbestos products, jute 

and hemp (unpressed), :;;>uper NOC, :rubber tubes and tyros. ~Ie reconmend 

assigning .the corresponding 1mgon load classifications for these 

co~odities in the nc'\'1 Freicht Structure (Para 15.126). 

210. 1'le have also roviol'l'ed the classificatiop. of comm.odities in 

respect of which representations have been received by us ~~d our 

recommendations arc -
------------·--1fi1agoii-IoD:<rTcorrosi)oiia:=1-ciassirr:-T

1
--------r--------

tcla:3sifica-:ing classi-l cation i'e- 1 • I. 
Comn.odity :tion.in the:fication inlconncnded IRemarks I Para 

fcxisting lthe propo- t in the. pro~ I Num-
jFroight ;sed Frcightl posed Fro 1- . : bcr. 
,Structure :structure ··: ight"_Struct . : 
1 

: : turn. 1 
' ---------------·---------------------------. ·----~---------~--------

Sugar cane 40 80 75 Rebate of 
6% for 15.135 
train loads 

Oil Seeds NOC 52.5 105 100 -do- 15.146 

Oils Division A 105 210 210 -do-. 15.151 

Oils Division B 100 200 200 -do- 15.151 

Oils Division C 95 190 1SO -do- 15.151 

Oils Division D 65 130 140 -do- 15.152 

Oils Division E 
(Now Division) j ••• 65 130 135 -do- 15.157 

01ls, vegetable, 
170 -do- 15.154 refined as 170 

Timber in 1 ogs 
15.161 or ballies 60 120 120 -do-

Sawn Tiobcr 60 120 11.5 -do- 15.161 

Sand . 47.5 95 90 -do- 15.162 

Iron & Steel 45 90 85 -do- 15 .165 
Slag granulated 

Iron & Steel 
15.165 Slag NOC 45 90 80 -do-

Cotton (raw) full 
pressed 

, 
87.5 175 175 -do- 15 .168' 

Gatton (raw),half 
pressed 100 200 200 -do- 15.168 
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-------------T-fiC:iion-Ioaa-l-corrcspana::r-crn:s-s-r:frcn.:r .. ------1------
r classifico.-: ing classi-: cation re-t ; 

Connodity : tion in th.::: ficv..tion in~; connond-::d : Rennrks; Paro. 
: existing : the propo- : in the pro-f ; nu::l-
; FreiGht ; sed Frcibhti posed Fro-; r ber 

1
1 Struct-u.rc : Structure 1 ight Stru-; 
1 ! t C t'J. r0 I I 

-~--------:----------------------------l ___________ J ________ ~------
1 

115 
'-

. China-· Clay. • ... ~. 
China Clay po1Tdor 

Nilk · Pov1dor 

. 45 

47.5 

100 

70 

60 

Rccliamcd rubber 

Rubber scrap . · 

Coke breeze 

Gunny -vmsto 

Cloth cutting 

Jute stick 

As for h.:tr d 
coke 

60 

60 

60 

230 

90 

95 

200 

140 

120 

120 

120 

120 

no 

2.30 R.::batc of 
6)b for 15.168 
train loads 

90 -do- 15. 171 

95 -do- 15. 171 

160 -do- 15.172 

140 -do- 15.173 

120 -do- 15.173 

chango -de- 15.178 

120 -do- 15 .179 

120 -do- 15. 179 

120 •dO- 1 5.179 

Chemical Gypsum As for gypsun No cl1angc -do- 15.180 

Plas tor of Paris 60 120 120 -do- 15.181 
--------~-~-----------------------------------------------~-----------

211. lli th regard to classification of ccrtcin oth:;r cor.mocli tics 

in respect of which we have r.oco:i..vod representations, we do not uako 

any recommendation for wru1t of supporting data (Para 15.182). 

212. •'. Bearing in mind the rocormondo. tions of tho National Transport 

Policy Comli ttoo in regard to the intor-Tiodal s~li t of traffic a, vre 

recommend that, barring those c ormodi tics for which s11ccific classifi

cation have boon rcconnonded, the highest classification for wagon 

loads in tho ncu Freight Structure should only be class 240 instead 

of the corresponding classification of Cla.ss 260. \lo also roconncnd 

scaling down the classification of counodi tics classified c..bove 

Class 100 in the present Freight St;ucture (Para 15.183 to 15.185). 

213. In regard to other c ODLlO~ tics which have not boon discussed 

in this Chapter, 1vo roconncnd assigning tho corresponding clo.s3ific:;;.

tions vlo ha.vo also indicated tho cla.ssifications in tho nou Freight 

Structure corresponding to the pro sent ivagon load classificc ti on 

(Para 1 5. 1 86) • 
214. · Uo suggest that tho cr.:.of Coru:..crcial Su:norintondont of 

Railwcys be authorised to give tentative classification in respect 

of now c or:modi ti os off orad for booking ( Pcro. 15. 187). 
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215. We reconzend t~at t~e oini~um distance for charge be 

increased fro= 40 ~s. to 50 kms. (Para 16.01). 

216. ~!e reco!!l.I:lend that the 1:1ininurn 1-;eight for charge be 

revised froz the present 40 k& to 50 kg (Para 16.02). 

217. i!e reco~end that the m~i~~ weight for acceptance 

of 'snalls' co~sigtlillonts be rc.ise-'. from 7 kg to 10 kg {Para 16.03). 

218. lie do not recommend any change in the present.minimum 

charge of ~.10/- fo~ 1 snalls1 consignments (Para 16.04). 

219. \l e recor:J.Wo:l.d that the lieigh t for charge for bulky 

articles on the cetre gauge be increased from 40 quintals to 

45 quintals (Para 15.05). 

220. lie do not recomr::end any general change in the minimum 

wei€;ht conditio:rB prescribed for·.various com:r.odities. Ve have, 

however, reviewc~ the catter in ~espect of coEnodities about 

•hich representations have been received and we make the 

following recommendations : 

Ccir Yarn, Gun:<ies, Tinber, Plywood, 
Bhoosa, Empty d~s, Gram husk, 
Tobacco UP~~~ufactured, Kendu 
leaves, Firmrood and Cocvanat with 
shells. 

)'de do not recommend 

~any change in the existing 

) ninitl.u:1 uei~ht· ccn

~ditions for these 

)con~odities(Paras 16.09, 

~16.10, 16.11' 16.12, 

)16.13, 
) . 

16.15, 16.16., 

)16.18, 16.19, 

) nn.d 16 .22) • 

16.21 

Cotton seeds - We reco!il..Cend that the minic.um waight 

conuition on the metre gauge be reduced to 

1-.'/115 {Fara 16.08). 

Onions \·Te reco~end revising the minim.U!D. ~:eight 

ccnC:ition from ~;/185 BG to ~l/160 BG 

(Para 16 .14). 
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Cotton (R.c.u), 
full pressed. 

1I e do not recomHcncl any change in the 

lilil:imum lvcit=;:lt conc1ition on "t;1e B.G. On 

tllo metre e;auge, ho1·revor, vTc rocot:t!.:lQnd 

thut it shoulll be roduced from U/110 TIG 

to 1.!/90 riG (Para 16 .17). 

Gur and 
J"~g~ery 

- \Jhilo t:1ere is no justification for 

makin:.::; 0. reduction in the exce_l)tional 

wei~ht conditioti of W/460 for ncx WClJOns 

in force on tho :northern Rn.·ilway, ~-ro 

recommend that this lo'imr minimum .,;eight 

condition for BCX uagons should be r::u.cle 

~pplicable on nll the Railways (P2ra 1G.20). 

SUgarcane - He do not reco:·1mend any change in t~1o 

221. 

c!1.::.rgeablc FOi.:;hts fixed for sug:lrC:l.-."le or! 

floor :trea b8.sis on the NorthGrn Raili;ny 

(Para 16.23).· 

In regard to comE1odi ties for which minimum v.reigh t 

condition is CC, we recorru-:1end that the minimum vreight 

condition should be notified as a definite weiGht for different 

types of wagons instea.d of 'CC' or 'CC' plus 2 tonnes, and the 
\ . 

minimum weight condition fi~::ed should be at least hnlf a tonne 

less than the maximum p<-rmi ssible 1veight in the case of 

commodities loaded in ~ulk, and one tonne less than the 

maximum permissible weight in respect of finished products 

(Para 16.30). 

222. In respect of consicnments having at pre~ent 'AQ' 

minimum 1iveight conditinn, we JP.ake the follmdng recommendations: 

( i) Apart from ap?ropria te 'smalls' cla.ssificc.tion a2 per 

the 'smalls' classific~tion scheme proposed by us, we 

recommend that a wagon-·load cla.ssification at 

Cl3.ss 260 with 11inimum weieht condition of GO quintals 

on BG, 45 quintals Ol1 HG and. 35 quintals on NG should 

be providoC for explosives und certain dangerous 

goods (Para 16.33). 



(ii) In respect of items like Auto Cycles, Auto-rickshaus,~, 
vrhich can be offeree~ either in 'smalls' or in unGon

.lo::J.ds, 110 rc;con!Ilend :1 'smalls' classification :1s 11011 

as uo.gon-lo::J.d cl:~.ssification (Para 16.34). 

(iii) Iri respect of o.rticles like motor cars, motor tractors 

etc., vrc recom..'llend th::J. t there shoulc~ be only wagon

lo".0. classification ui th 2. minimum \'!eight condition 

of 60 quint2ls on BG, 45 quint::J.ls on MG and 35 

quinto.ls on NG. 1lo have also indico..ted the wagon-load 

clo.s8ification fo~ tho different articles falling under 

this 3ro~p(16.35). 

1-le also recommend th:1t vrhere only one motor ca.r is 

boo~.ced, household effo9ts to the extent of 30 quintals 

on BG, ~15 quinto.ls on HG and 5 quintals on NG may be 

allowed free in t~w same van, any excess being charged 

o..t the 'smalls' classification ~pplic~ble to household 

effects (lara 16.39). 

( iv) Ue recommend that tho existint; minimum w·eight 

conditions for heavy earth cutting or moving machinery 

NOC should ,~on tinue to apply for uagons for all 

gauges (PC'.r::t 16.40). 

223. 1-Ie reco:c:J.mond the follo1-rinr; rates of Over Dimensional 

Charcos for consign~ents exceeding the prescribed maxioum moving 

di:c:J.cnsions : 

'A' Class 

iB' Class 

• 1 C 1 Clc..ss 

rs.3 .00 per kt1 •. per .-ragan subj oct to a minimum 

charge of ~>. 1 50/-

rcs.4 .00 per km. per wagon subj oct to a minimum 

chnrge of ~>.200/-

~.15.00 2er km. per wagon subject to a minimum 

charge of ~.750/-

(Par:1 16.49). 
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224. •! c recomnend t~1o. t dum1y i'rt3'ons be ci.lc..rgccl. :1. t 

Clc.ss 200 of tho proposccl r::.tc structure fer o. ;r8ight of 

60 quinto.ls on t:hc tro.:td ~.::tuge, 45 quint~'..ls on the metre 

go.uge c..no. 35 quinto.ls on the nc..rro:r,r gc..uge (P::-.r::. 16.52). 
~ 

225. VlC rCCOrlTIOlld that there should be CL planner.:_ 

progr~ill.e for extension of 1·1-.:i[;hbridge fncili tics .o. t 

st:ttions by providing vm.6on T,rcigh':lridgcs or lorry weigh

bridges (Pnrn 16.59). 

1!Je re'commcnd th:-. t rcvwi g~ment fee should be incre['..sed 

froo ':..3.75/- to r:s.125/- on tho bro~'..d ~;cmgo, from I:3.45/- to 

Rs. 75/- on the r.10trc g['..ugo ['..nd fr on ::3.2 5/- to ~3:40(- on t:w 

n::> .. rro~·T Gnuge. The re".T"C:lizhmon t cho.rgo \>Till be in addition 

to the prescribed h2.ulngc charges. Normally, when po.rties 

:1ro vlill ing to ~;ny the reueiglmcn t ch::trge, requests for 

rewoiglmcnt should not, c..s. a rule, be denied (Pt:r.:t 16.62). 

22 7. ~'fe rccoumend thn.t ro1-roighmcnt fee .::tnd tho ho.ulc.ge 

chnrgc, if o:ny, should be refunded in cases v:hero .clc..im for 

shorto.gc is c..cccpted r.s n. result of the reweighment .:mel the 

cl:1im p.~id (Pare.. 16 .63). 

22·8. Ins tend of .":. sepnrn te ·scale for li vostock rts 

obtaininG nt present, we recoiilmend o. rnte sc:->.le 1.-Tithin the 

gcnornl Frei~ht Structure as under • 

Description of animals 
' 

Pigs, Sheep & Goo.ts in 
wagon-loc..ds nnd 1-lild 
Anin.als in co.ges. 

Cows 

Horned cnttle (ot~or tho.n 
cows), horses, ponies, 
mules, donkeys, cn1:1els, 
gir.::tffes, elcpho.nts o.nd 
elephant c.::tlvos. 

Proposed 
clnss 

160 

170 

180 

Minimum wci•nt for • b 

ch"..rge 
BG 

Qtls. 

60 

60 

60 

llQ .liQ 
Q.tls. Qtls. 

45 35 

45 

45 

35 
35 



229. These r.:.tc::; uill apply en ~ per vm.::;on b·uds subject 

to the nu::tbcr of .:-..n.L .. ·:ls pcrni tte:d to be loc.C.ed 2.s notified 

in the t~iff. .Anin:.tls found in excess ·will be charged extra. 

proportionately (P~r~16.70 nnd 16.71). 

230. ~Ie reconnend thnt rates for dry cnttle book~d fof 

~ra~ing purposes should be 

t~iff rntes (Pnrn 16.78). 

20 per cent less tt~n the norbnl 

231. UE.: recoot:cnd thn t subject to the conditions 

centiont::'l bclm-~, export tr::ffic should bl3 given a rebate of 

6 per cent of freiGht on prouuction of n ~opy of e~port contract, 

pncking list c.nd o. copy of letter of credit: 

(o.) The freiGht rebo.te f;houlcl bc given only to consignnents 

bookc~ frow 0. station ut· n disto.nce of nore than 

500 kms. fro~ any ono"of the najor ports,~., Bo~bny, 

Cochin,· Uadras, Ca.lcuttn .:.nd ICo.ndln. 

(b) Only boukings to the nor0:::~.1. port termin:.l will be 

entitled to the freig~t robnte. 

(c) Freic:ht rebate should be given only for coov.odi ties· 
·. 

having a ~~eight cl:tssifuntion of Cl<J.ss 140 and above 

for ~12.gon-lo.J.ds in_. t_h_e .nm-1 Freight Structure'. 

(Pares 16.84 to 16.86)~· 

232. In order to stimulate nore traffic to Kandla Port by 

rail, "t:e suggest quotation of sb.tion. to stntion rates on 

connercinl considerntion (Para 16~87); 

Ter~innl Chnrges at Siding End 

233. 1·Thile certnin mc.ttcrs connected vi th sidings uill 

be dealt vTi th in the Fin:J.l Report, -w_e reconnend tl::~.t ns far 

as te~innl chnrge at the Siding end is concerned, n rebate 
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of 50 per cent should be given in the co.se of sidings ·uhcr-3 

to.lly clerks nrc provided ::tn6. the cost of to.lly clerks is 

borne by the SidinG 01mcrs; ~nL n reb~tc of 25 per.ccnt 

should be a.lloued in the terminal c:nrge in the cc.se of 

sidings where cost of tnlly clerks is not borne by the 

siding owners (Pc.ro. 1~.90). 

L oa.d ing in 0.2.en v! r.g on~ 

234. 

in o. 

Ue suggest the>. t loo.c1inc in o:pen ll.:tgons should be done 

planned a.nd systeno.tic mo.nncr o.nd parties encouraged 

to cover "t...1.e "1-I.:tt;ons 1ri th thci r mm to.rpo..ulins o.nd provide 

escorts for train-lands of such consignments. vle reconmc...'ld 

the follmling incentives for such landings in open u:1.gons 

in tro.in-lon.ds: 

( i) The se:1ders need not ho.v·:) to f3lect' open vmgons as is 

bein:; done at present; 

(ii) the consic;nmonts' 1-Till be carried .J.t 'mmer's risk' 

~-ri th n.ll the lin.bili ties perto.ininG to 1 owner's risk' 

consigmaents devolving on the Rnilwn.ys; 

(iii) consignors sh9uld o.rrange to cover the wo.gons properly 

with their own turpo.ulin13; 

( iv) c. rebate of 6 per cent in the 1.vo.gon-lon.d r.:."te should 

be given for consignments thus moved in open >mgons; 

and, 

( v) o. sui tnble number of escorts mo.y be allowed per train

load, free of charge, on execution of the usual 

Indemnity Bond. 
(Para 16 .95). 
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235. At tho rates proposed by us, th0 additional earnings 

froo goods traffic expected to be generated ovor 1S76-77 

earninc;s have been es tina ted at r.s 515 crores at the sao.e level 

of traffic and operating efficiency as in that year (Para 16.97). 

Vinod Pal 
Secretary 

l!mv Delhi, 21st April, 1980. 

H.K.Paranjape 
Chairoan 

K.T.l-lirchandani 
1-iember 

V.K.Sthanunathan 
Meober 


